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1971 AT A GLANCE

TRAFFIC
Passengers Enplaned (000)

Revenue Passenger Miles (000)

Available Seat Miles (000)

Passenger Load Factor

Freight Ton Miles (000)

U.S. Mail Ton Miles (000)

Express Ton Miles (000)

Cargo Ton Miles (000)

Total Revenue Ton Miles (000) ..
Total Available Ton Miles (000)
Ton Mile Load Factor.

_ Average Daily Scheduled Flights

1971
173,667

135,651,780
279,869,172
185%
3,712,257
1,313,361
82,998
5,108,616
20,905,505
47,223,830
44.3%
13,697

1970
169,922

131,710,018
265,119,871
49.7%
3,407,552
1,470,131
106,514
4,984,197
20,185,500
44,298,170
456%
14,026

Per Cent
Change

22
3.0
56
2.4)
8.9

(10.7)

(22.1)
25
36
6.6
29)
@4

FINANCIAL

Passenger Revenues ($000)

Freight Revenues ($000)

Total Operating Revenues ($000)
Total Operating Expenses ($000)

Net Operating Income ($000)

Net Profit (Loss) ($000).

Rate of Return on Investment

Passenger Yield

Freight Yield

1971
8,220,500
795,271
10,026,280
9,712,037
314,243
29,002
35%
6.06¢
21.4¢

'S

\\

1970
7,626,804

713,423
9,289,618
9,246,536

43,083
(200,480
12%
5.79¢
20.9¢

Per Cent
Change

18
11.5
79
5.0
629.4

1917
4.7
24




STUART G. TIPTON
President

Air Transport Association
of America

1972—A TIME TO TAKE STOCK

The theme of last year’s Facts & Figures was
that the airlines, bottoming out of their depression
of 1970, would begin an economic turnaround
in 1971,

That turnaround did begin in the last quarter
of 1971 and now in the first quarter of 1972 the
turnaround is in full cry. Problems remain, to be sure,
and they are discussed later, but airline conditions
are immeasurably improved.

This is a good time then to take stock of the air
transport industry, to look over its accomplishments
of the recent past and to describe some of the
improvements that have been planned for the
next several years.

Air transportation today is truly a major
transportation miracle of coordinated, widespread,
conveniently available service taking place 13,697
times a day. That is the number of average daily
flights the U.S. scheduled airlines operate in this
country and around the world. One of the
characteristics of the miracle and one of the signs
of its success is the fact that it is usually taken
for granted, even by the millions of people who
use the system. -

It is pretty much taken for granted these days
that the air transport system will fly the passenger,
his baggage and a mountain of freight and mail to
destination on time, safely and at a cost to the user
that is often less than it was 10 years ago.

Such performance levels have been achieved
as the direct result of a number of technological
revolutions that have taken place in the airlines
over the past decade. Here are a few that should
not be lost sight-of:

e 330 million reservations were made last
year and 80 per cent were done by simply using

a telephone. A quarter of a billion dollars worth
of airline reservation networks allow the pas-
senger to complete the entire transaction in less
than three minutes. Any one airline will reserve
space for a customer on any other airline. And
the reservation system is available to the pas-
senger or shipper 24 hours a day, seven days
a week.

o The safety and efficiency of the jet air-
craft are taken for granted, as they should be.
But it must be recognized that airline safety is a
triumph of engineering skill and personnel dedi-
cation. Since the jet age began in the late
1950’s, a good safety record has gotten steadily
better. Last year the chances were 99.99989 per
cent in favor of the airline passenger completing
his flight safely.

e Even with all kinds of weather, heavy
traffic, and the requirements of maintenance, the
service is remarkably reliable. Scheduled miles
completed—the best indicator of reliability—
now stands at 97.3 per cent. Only 2.7 per cent
of scheduled mileage is canceled.

o Perhaps the greatest aspect of the
miracle is that the airlines, despite the fact that
they have bought billions of dollars worth of
new aircraft, hired and trained thousands of
highly paid and highly skilled personnel, spent
billions more in making it all work, have held
down the cost of the product to the user. Ten
years ago, the average revenue per passenger
mile was 6.24 cents. Last year it was 6.06 cents.
Shippers have also benefitted. A decade ago,
the average revenue per freight ton mile was:
24.12 cents and by last year it had been reduced
to 21.42 cents. During -this period, the cost of
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living as measured by the Consumer Price Index
increased some 37 per cent.

This is just part of the record that the aitlines
have written during the first decade of the jet age.
Now in the midst of the transition to a second
jet age, it is important to know how the industry has
responded to the twin demands of the public for
more and more air transportation and to the
increasingly important requirement to make aircraft
quieter and cleaner.

To meet the public’s requirement for air
transportation during the first half of this decade,
the airlines have ordered a new kind of equipment—
the advanced technology jet. It is exemplified by
the B-747, DC-10 and now the L-1011. These
wide-bodied aircraft are already increasing the
capacity of the system dramatically for passengers
and shippers. They are even more comfortable
aircraft than their predecessors. They will cost the
airlines some $6 billion.

The advanced technology jets have been
designed to be good neighbors environmentally.
They are markedly quieter than conventional jets
and they are virtually smoke-free. The airlines are
also going back and cleaning up—at a cost of
$30 million—all of their JT8-D engines which power
the B-727, B-737 and DC-9. Although noise is
proving to be a harder nut to crack, the airlines are
continuing to speed technological developments
which will make later versions of the new aircraft
even quieter.

New aircraft are not the only improvements the
airlines contemplate. They are working on new
reservations systems which will allow a passenger
to place a credit card into a machine, make a
reservation and have the ticket drop in his hand

e L T B T R R M T M L R Nt
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and all within seconds. They are working on a
baggage retrieval system which will completely
automate moving luggage from one airline to
another. The airlines are investing heavily in new
terminals which will allow passengers to drive
practically to planeside. And so it goes.

It is indeed fortunate that the airlines have made
these advancements and contemplate their
continuation, because the nation’s dependence upon
airline service has increased even more rapidly. While
efforts are being made to improve rail passenger
service, the extent to which these efforts could
be successful is still in doubt. We have a magnificent
highway system, but great reliance cannot be
placed on it for transportation over long distances.
Liner services overseas have virtually disappeared,
with air transportation providing approximately 92%
of the passenger service. In ever-increasing
measure, military planning places reliance upon
the availability of civil airlift in any national
emergency. Consequently, airlines must continue
their efforts to take advantage of every opportunity
to improve and expand their services, and those
in government that regulate them must recognize
that the maintenance of a scheduled air transport
system is of crucial importance to the United States.
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THE AIRLINES IN
1971—ECONOMIC
PRESSURES REMAIN

Although the $28 mijlion sarned by
the scheduled airiines in 1871 represents
a substantial urnaround from 1870's
$200 million loss, it remained a difficult
year for the industry with many economic
problems still wanting solution. it should
also be noted that the industry’s earnings
for 1871 includse $27 million in refund
payments to alrlines when the 887
orogram was ierminated.

There were, howsver, soms bright
spots in the economic picture which
contribuied o the airlines being able
o just about break sven insiead of
repeating 1870's disastrous performancs.
Some of the most important factors which
went into the turnaround included:

e The Civil Asronautics Board
{CAR) granted, sHective May 1,
1871, a six per cent increase in
domestic passenger fares and
said that an additional three
per cent increass would foliow
later in the vear. This additional
three per cent, howsver, was
held up by the wage/price fresze
and has still not been granied.

e« Domestic passenger irafiic,
which had been declining for
many months, began to rebound
in October, giving the carriers
a betlier than expected fourth
quarier.

o Extensive cost-culling measures,
begun by the airiines in 1870,
began o show positive resulis.

in 1971, airline passengsy ireffic growth
reached is lowest levelin 10 vears. The primary
reason for this was the poor performance of
domestic traffic which had been deciining on
monthly basis since August 1970, By January
1971, it was also declining on an annual basis,
This trend continued until the fourth guarter of
last vear when domestic itraflic suddenly re-
houndsd, This resurgence of traffic has con-
finued into 1872,

Annual Per Cent Change in
Revenue Passenger Miles
Scheduled Alrline Indushy

Per Cent
e

1962 63 64 B5 B6 67 68 B8 70 T
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e The wage/price freeze announced
in August and the subseguent
Phase !l program of economic
controls heipad the indusiry
to keap iis ever-spiraling cosis
under control.

The $28 million profit which these
factors helped the industry to realize
in 1971 represents a 3.5 per cent rale
of return on iotal investment which
falls far short of the 12.0 percenirale
of refurn set by the CAB in 1870 as a fair
and reasonable return for the carriers.
in fact, the earnings “shortfall," or the
difference betwesn what the carriers
should have sarnad in order 1o realize
a 12.0 per cent rate of return and what
they actually did sarn, was around
half a billion dollars in 1871 alone.

The outlook for 1872 is for a betier
profit performance than 1971’s but siill
inadeguale in terms of return on
investment. The Chairman of the CAB
has prediciad that the airlings will earn
$200-5250 miliion in 1872 which, in his
words, “does not represent a very large
return on investment.” First quarier 1872
figures indicate g betler sarnings

picture for the year. The 12 major airlines

have reporied a net loss of $38 million,
a substantial improvement from the $140
million deficit in the #irst quartser of 1871

There are a number of reasons
why the airlines have not in the past
and are still unable, even given recent
favorable trends, to garn & reasonable
rate of return. These inciude the fact
that the industry does not have sffective
control over a major portion of its
operating cosls, especially labor cosls,
increasing competition from the
supplemental carriers and the fact that
average airline fares, even with the six
oer cent increass in domestic fares iast
year, are still iower than they were
10 years ago.

Although the recent traffic surge has
prompted girlines to restore some of the flights
that were dropped in the past couple of years,
there are stiil fewer daily flights than there were
in 1874,

Daily Scheduled Departures—
Domestic Service

Scheduled Alrline Industry

1971

Thousands
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Alrline Cosis—Exiensive Cutbacks
Finally Pay OH

Starting in late 1868 and early 1870,
as the magnitude of the economic
problems facing the induslry became
more and more apparent, the airlines
embarked on an extensive cost-cuiling
program which continued through 1871
and is stili going on.

An important element of the
program was the furloughing of airline
employees. In 1870, some 12,000 people
were laid off and in 1871 anocther
10,000 had to be cut. Because hiring
did continue where necessary, these
cuts did not resuit in proportionate
declines in the iotal airline labor force.
Atthe end of 1871 there were 282,185
people emploved in the industry,
a2 1.7 per cent decline from the 287,374
employed at the end of 1870 and an
gven larger 6.3 per cent decling from
the end of 1969, the year in which
industry employment reached its peak.

The reascn that fewer airline
employees were needed was that the
whole ievel of airline activity was
declining. Passenger traffic on domestic
routes was down, first on a month-io-
month basis and then on an annual
basis. Becauss of the decline in traific
and the industry’s low profits, the
airlines began, in early 1870, to eliminale
unprofitable flights from thelr schedules.
In 1870, the airlines operatad an average
of 14,026 scheduled flights per day.
in 1971 this declined to 13,887 flights per
day, a decrease of about 330 flighis
offered to the public every day. Now,
in the first quarter of 1872, as traflic
has continued the resurgence begun
in the fourth quarter of last year, the
airlines are adding some flights in order
o handle heavy demands at peak travel
times. Even so, in May, 1872, the last



month for which daia are available,
the airtines still had fewer flighis
scheduted than in May, 1870

Another cutback in service to the
oublic has been in the leas visible
areas of passenger service—in such
items as in-flight meals, movies and
many “irilis” which the airlines are
now offering on a more selactive basis,

Auch of this has been in such minor
iterns as fresh cut flowers on airerafl,
linen versus paper napkins and
in-between-meal snacks,

Passenger Trallic Rebound Alds
Financial Resulls

Untit the fourth quarter, 1871 was
shaping up as a very dismal traffic vear
for the domaestic carriers. For the
domastic trunks, traffic was actually
below the previcus year'sievelon a
12-month-to-daie basis for every month
of 1671 through September. In Cclober,
however, passenger trafiic, perhaps
responding at last to the brightening
national economic outlock and the
addition of two new three-day weskends
as z result of the Monday Holiday Law
which went into effect in 1871, jumped
9.1 per cent over Oclober, 1870, This
encouraging trend continued through
December and now in the first quarier of
1672 seems 1o be strengthening with
domestic trunk traffic up 13.8 per cent
over the first guarter of iast year.

Capacity, or the number of available
seat miles offered, in 18971 gained
5.6 per cent, due mostly to the addition
0 airline flests of a number of the
wide-bodisd jels. This capacily increase,
coupled with the overall industry growth
in revenue passenger miles of 3.0 per
cent resulted in a decrease in
passengsr load factor from 48.7 pey

Although the alriines did turn 2 slight profil Iast vear, 1971 siill ranks
&5 one of the poorest earnings vears in the history of the zirlines. The
indusiry rate of return was far below the 12.0 per cent which the CAR has
said is falr and reasonable and which the indusiry has only achisved
ohoe.

Scheduled Alviine Indusiry

Metl Income (Milions of Dollars
500 s

400 —
300 —
200
0o

oo

=300 —

— 300
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2
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1957 38 59 50 81 82 53 84 85 56 57 &g 52 7 71
cent to 48.5 per cent. In the first quarier Fevenue Growth Finally Oulpaces
of 1872, however, passsnger load Expenses

factor for the industry increasad from

44.3 par cent to 48.8 per cent, reflacting indicators of the improved airline

a 14.8 per cent gain in traffic and a financial picture was the fact that in

4.2 per cent addition o capacity. 1971, for the first time since 1965,
operating revenues increased al a
faster pace than operating expenses.
Total operating revenuss last vear
came to $10.0 billion, 2 7.8 per cent

One of the most immediale



increasse over 1870 and total operating
expenses were 8.7 billion, 5.0 per cent
more than in 1970, The resultwas a
substantial improvement in operating
profit, from $43.1 million in 1870 1o
$314.2 million last vear.

This turnaround in the five-year
irend of revenues and expenses came

aboul in the second gquarier of ast vear.

in the first quarter, expenses continued
to ouipace revenues, but in the second
quarter, aided by the six per centi fare
increase that went into effect on May 1,
revenues moved ashead of expenses
stightly. In the third and fourth quarters
the full impact of the fars increase

was feif as well as the resulls of cost

cutting, and revenuses grew considerably

Per Cent Change in
Operating Revenues and Expenses

Per Cent
o

1982 ez o4 B 85 BY BB

faster than expenses. This is ancther
encouraging frend that has continued
from 1971 into the first quarter

of this vear.

Another way of measuring this
trend is in unit revenues, costs and
profit margins. In this, too, a five-year
decline in unit operating profit margin
was reversad. In 1870, this indicator
fell to the lowest point in airline
history—0.21 cents per mile, or less
than one-quarter of a penny of profit for
every ton mile flown. In 1871, however,
the unit operating profit margin improved
o 1.50 cents per mile.

Scheduled Alrline Industry

. Tolsl Opersting Revenuss

Tolal Operating Expenses

Last year was the first year since 1965 in
which airline incustry total operating revenues
have increased more rapidly than operaling
expenses. The turnarcund from this trend of
expenses oulstripping revenues came in the
second guarier of 1971 and was aided by &
& per cent fare increase granted domestic car-
riers in May and by the fact that industry cost-
cuiting measures wers finally beginning to show
visible resulis.

Even though the industry did turmn
in an improved financial performance
in 1971 and the prospects are for an
aven betier year in 1872, the induslry
siill faces a number of sconomic
problems. As noted above, the most
sressing of these include inadequale
fare levels, the lack of effective control
by the airlines over imporiant segmenis
of their costs and increasing
competition from the suppiemental
carrisrs,

1971 Cuarterly Per Cent Change In
Operating Revenues and Expenses

Per Cem
20 -

10—

FIRST SECOND THIRD FOUHTH



Alrline Fare Yields 84l Below
Those of 10 Years Ago

Average airline fares, as measured
by average revenus per revenus
passenger mile, In 1871 showed an
increase over 1870 of some 4.7 per
cent, dus, of course, 1o the six per cent
increase granted by the CAB In May.
This increase did not, howsever, bring
average airling fares up even fo thoss
of 10 years ago. This is because more

Even with the & per cant increass in do-
mestic fares granted by the CAB In May, 1871,
zirline fares, as measurad by average revenus
ner revenue pessenger mile, are still well below
the fares of the sarly 1860s. In contrast, other
coods bought by the public are now an averags
of more than one-third more expensive than they
were in that pericd.

Alrline Passenger Vield and
Consumer Prices

INDEX 1882=100
140 —
Consumer Price Index

180 .. @ Paassenger Yisld

120 —

10—
100

80 —
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1962 B3 B84 @5 86 B7 88 B89 70 74

and more passengers ars taking
advantage of promotional fares such

as excursion, family, milltary and vouth
discounts and other fares designed o
wroaden the basge of the air travel market

Thus, while basic coach and first
class fares are higher today than
they were in the past, especially in
short-haul marksis which ars less
sconomical 1o oparsate, passengers
are switching to the lower-cost
promotions! fares or are deciding o
travel in coach rather than first class.
This trend to the lowest avaliable
fare, which grows g8 the airlines
become more and mors personal and
pleasure travel orienied, serves io
keep down the amount of revenus the
airlines receive per passenger mile,

Cost inflgtion Continues to Hit
Birlines Hard

Desplie the effscts of the
Administration’s wage/price controls,
cost inflation continued o be & serious
problem for the airlines. in 1871,
the industry experienced an infiation
rate of 6.8 per cent, compared with
a national infigtion rate 01 4.8 per
cent. Over the past five vears, inflation
for the industry has grown at an
average annual rate of 8.7 per cent,
while that for the nation as a whole
has been 4.4 per cenl

The single most important reason
for this is thal airline wage ralss
continue to be among the highest in
privaie indusiry and continue o increase
at & rapid rate. For exampls, even
though airline employment in 1871
declined by 5,182 employess, airline
payrolls continued to climb 10 $3.8
pillion, a 8.0 per cent gain over 1870,
This meant that the average snnugl
wage of aivline emplovess increased

One of the malor factors in the airline ine
dustry’s poor profit pedormance of the past few
years has been the fact that the rate of inflation

of airline cosis has been considerably hicher
than that of the netion as a whole.

Aitline and MNationgl Economic Inflation
12 Wajor Alrlines

INDEX 1862=100
180 —
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by 8.8 percent to $13,158. This is almost
$5,400 per vear more than the $7,800
average annual wage of smployees in

all private industries in the S,

Mot only are airline emplovess
paid more than those in other indusiries,
bul thelr rate of wage increases
continues to be higher. The average
annual wage increase of workers in
ail private industry over the pastfive
vears was 5.5 per cent, while that for
girline employees was 8.9 per cent.



The prospects for the fulure seem io
indicate that this trend will continue,
although the policies of Phase l make it
a litlie more difficult to predict what

will happen to wage contracts inthe
next coupls of vears,

Alrport Costs Keep Climbing

Ancther vital aspect of airline cosls
is that associated with the use of
airports. While these are difficuit to
measure because airlines do not
keeo separate racords of total renial
costs, it is known that airline rentals
have increased markedly in the past
few vears. This is becauss alrport
managements, espacially al the large
airporis, set rentals and landing fees
at such levels ag 1o be sure they
recover gl operating costs as well a8
the cosis of financing capiial
improvements—both debt service and
capital. i is estimated that the airfines
are now supporting af lsast $5 pilllon In
bond issuss gt alrports around the nation.

Landing fees for the domestic
operations of the airlines have increased
over the past 10 vears more than
three-fold and now iotal 1484 million
per vear. inaddition, the aivlings are
spending many millions of dollars of thelr
own funds o construct alrport termingl
facilities for passengers and Cargo.

Supplemenial Carriers Continue fo
Divert Traftic From Scheduled
Zervices

Parhans the most serious probiem
facing the scheduled alrline indusiyy
today is that of diversion of trafic
from the scheduled system to the
supplemental carriers, Because thess

carriers are fres 1o carry passengers
when and whers they want, with no
obligation o provide a regularly
scheduled sarvice vear-round, they

arg invading peak travel markets

at peak Hmes and taking the traflic

on which the scheduled carriers depend
to make & profil to support unprofilable

routes in low seasons. This process
of “cross-subsidization” has been
the heart of the scheduled system for
many vears and without it the
scheduled system could well fail to
survive in is present form.

To compound these problems, the
CAB has proposed that all of the
so-called “affinity” requirements be
removed from the charter reguistions,

Ancther way in which alriine cost cutting has paid off is In ihe area
of unit costs, revenues and profits. Unit costs were held to a 1.4 per cent
inoresse in 1971 white unit revenues gained 4.2 per cent, resulting in
the firsl improvement in unit operating profit In six years,

Echeduled Abvline Indushry

Unit Unerating Bevenues and B seg

Cents Por bile
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making it possible for any group that
can get logether six months in advance
to charter an airerafl, or part of one.
This Travel Group Charter rule has

the potential to divert a great many
more passengers in the future from

the scheduled carriers.

Alrcrall Re-eguipment—~Another
Large Costlism

During 1871 and the first five months
of 1872, the airlines fook delivery of
111 new et aircralt, 76 of which ware
of the new, wide-bodied vpe. The
airlines also have on order for delivery
during the rest of 1872 and in future years
185 new aireraft valued at 3.7 billion.

Measured against the TAB's standard of 2 0.5 per cent falr and
reasonable rate of return, the domestic trunks have fallen far short in
sciual earnings for most of the past 10 vears. This samings “shortiall”
for these 10 vears has now accumulated 1o almost $1.7 billion.

Growih of Alriine Earnings Shorlfall
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Among the new wide-bodied jels
delivered this vear is the Lockhesd
L-1011 which has just been introduced
into scheduled service. The introduction
of the L-1011 marks somsthing of a
milesions in the airline re-equipment
program in that with i, all of the wide-
bodied isis are in service. This phase of
airling re~-sguipment began with the
Bosing 747 which came inlo savice in
January, 1870 and has posted 2
remarkable record of public service and
safely in the mors than two vears that
it has been fiving in scheduled servics.
By the end of 1871, 188 747's had been
dalivarad o airlines around the world
and had flown more than 18 million
passengers,

The nexi of this second generalion
of iels was the McDonnell Douglas
DC-10 which began scheduled service
inJuly, 1971 and has also proved to
be reliable and well-received by the
fiving public. The introduction of the
L-1011 rounds out this new “family™
of ists,

The wide-bodied lets have g number
of advaniages over the amaller, first
generation iels. Notonly dothey
mean more comfort for the passenger
but they are also a boon 1o the people
on the ground as well. They are aimost
completely smoke-free and their
engines are far guleter than the earlisr
iels, despite the fact that their engines
are wo o three times more powerful
The alrlines now have almost $6 billion
worth of these new “good
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Airline payrolls bave incressed at & much
more rapid rate than the airine 55@@? 'Ea}ma
This has caused the annual average aitline em-
oioves’s salary 1o increase steadily 1o the polnt
that it is now almost 85,400 per vear more than
that of employees in a1l private Eﬁ%&%gy’., '
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neighbor” jeis in their flesls oron
order and that money is 2 direct
invesiment by the industry in a betler
environment.

This enormous invesiment in new
aircraft, while necessary 1o meet the
needs of the public in the seventies,
has meant that the industry has had to
borrow iarge sums of money for
financing. As airline sarnings have been
low for the past several yvears and airiine
stocks depressed, equity financing has
been virtually impossible for some
carriars and sconomicall y unwise
for others. Thus, the airlines have had to
sither borrow funds o pay for new
aircraft or lease them from financing
companies.

Because of this, alrline long-term

debl now stands at $5.8 billion compared

with 3.1 billion five vears ago. And with
this growth in debt, interest paymenis
have also risen rapidly. In 1871, the
industry paid some 8334.4 million in
interest expense which represenis 2 5.0
per cent increase over 1870 and 8 184.2
per cent incraase over five years ago.
This dependeance on long-term debt
financing to re-equip themselves has
alsc increassad the aivlines’ debt equity
ratio to 81738 in 1871, a significant
change from five vears ago when
itwas 568/44, 1

The aitiine industry safety performance has
improved sieadily over the years and 1971 was
one of the best vears in the history ol the airlines,
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AIRPORTS—BILLIONS
OF DOLLARS

NEEDED F
1870

THE

InJuly, 1870, the Alrporis and
Alrways Development Act of 1870 wen!
into effect and with it the new Alrport
Development Ald Program (ADAP),
During the first full vear of the ADAP,
Fizcal Year 1871, the Federal
government allocated 8170 million for

| i and during the
second yaa? Fiscal Year 1872, 1t is
estimated that the mintmum allowable
under the act will be aliocaled—
280 milllon,

The annual level of funds that the

government is requirad fo allosate for

alrporis and alrw svelop i
%588 million which consists primarily
of 3280 million for airporis and $250
million for airways. However, the funds
building up in the Trust Fund far excesd
this minimurm level of expenditure.
in Fiscal Year 1872, for example, the
estimated Trust Fund income will be
$610.4 million and by Fiscal Year 1878
the annual estimated income will be
$793.56 million. The greatbulk of this
incoms is derived from the eight per cent
tax on domestic airling tickeis.

The airlines are concemned,
however, that the program, despile iis
improvermnents over the old Faderal Aid
to Alrporis Program {FAAP), is slill quite
inadequate 1o meet the airpori needs
of the sevanties. The airlines serving

o

anding fess, which acoount for one of the largest portions of alvline

alrport costs havs, in the past 10 years, rizen far more rapidly than the
number of operations, This has camad the cosl per landing o mors

than triple in just 2 decade.

- Domestic Scheduled Airlines

and Operations
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the 22 major hub airporis were surveyed
to learn how much they felt each

of the 22 major hub airports would neged
between 1871 and "i%ﬁ in capital
development funds. It was found that
for the years 1971 through 1975, $2.5
billion in capltal improvements would be
needed at these 22 alrports. Of this

amount, however, only $830.0 million is,
under current restrictions, eligible for
ADAP assistance. The other $1.7
Giltion s for terminal and other insligible
improvemsnts and will have to be

financed privatel y. ﬂaiﬁ%&? funds can only

be used for %am:% ing area expenses such
as land ;:swz;%‘za&% amﬁ the g}avmg,




Hghting and Instrumentation of runways

and taxiways, ADAP usually contribuies
50 per cant of the necessary funds on g

matching funds basis, but can pay up

to B2 per cent for certain landing alds.

This means that the alvlines are
geing to have fo support, in the %x‘z
five vears, at lsast 1.7 billlon |
capital improvements st g mmas and
added 1o this will be ancther 34138
milion which is the half of the matching
funds sliocation thatwill have o be
picked up by the localily,

Why will the alrlines ha
ihese remendous cosls? Bacaus
agimost all large &l
fees and renial ;
o the girport geared 1o cove
aperating cosls <:>f %he alrport as weall
as principal and intarest on any bonds

nding for alrport improvements,
siher major source of alrport

es s rentals pald by alrport
{:@fzce%‘f}nswres’aaam;fzfi& book shops,
parking iofs, slc. Large alrporis are big
businesses and most finence capiial
improvemsnts with revenus bonds,
backed up by the revenues of ths

airports, zy ’fh@f than by general
m“%% which depend on the log

e
L

(\;

enues for the malor
“?'@3 just how imporiant

L%
&
# 8.1
. wwed argas 2.8
Other opsrating areas 33

Thus, when an alrport decides io
improve s plant, s the alrlines
and concessions who end up pavin
the bill, through landing fess and
rentals. And addad to this financial
burden on the airiines is the fact that
sach local alrport authority or
managemsant must be dealt with
°ﬁd%v’d;m fhy——thars is no way for an

iriing 1o have any central control over iis
E’;}uz’i cosls

This facior in alriine costs s of
growing concem o the induslry because

riings faj}n’f oW are supporting
f on in azf;;cm debl,

Alrling %mi :ﬁm it in airporis doss
nob stop with thelr s mm}r? of ai wori
bonds. They zsg;sm::ﬁ mittions of dolla
to build thelr own terminal iaciiities
for passengers and cargo al many

maior alrports.

sement
hat, of T?‘f E{;

anie,

inorder o lake st %eas? some of
this burden off of the airlines, the
industry has proposed that the scope
of ADAF e expanded, The fivst and
most important slep is o make the
public areas of passenger terminals
sligible for ADAP assisiance—ihis
maans the ssections of ferminals which
are used by the public bul not rentad
by alrpoert tenanis, such a3 lobbles and
moving sidewsalks balween terminals.
Ancther change the industyy has
proposad s that the ratio of federal
participation in ADAP be changed
from the current B0/80 10 806710,
This step would make it easisr for
airporis o take af’iva*ﬁ%aqe of the
orogram because they would not have
to ralse such large amounts o mest
thelr share of the matching funds.,

Alrport Capital Hesdsow
22 Largs Hub Abporis

B



A SERIOUS THREAT
OF DIVERSION =
THE TRAVEL GROUP
CHARTER RULE

Even though the aivlines did manags
a financial wumarcund 1ast vear, there
still remaln some nagging problems.
One of zhe %‘s@t ﬁersisiam of these is
the continued ¢ xe sion of traffic from
the schedulad alriings io the
supplemental, or charter, carriars,

This diversion posaesnot only a
threat o the seheduled alr ranaport
stéam but is alzo oresling a siluation

rowhich the traveling public will ke
’zhe ultimate losey, For, while the public
may enjoy lower fargs initially, the
ingvitable resullis a %hedu ted gysi
50 economically weak thal itwill n
ionger be able 1o provide the w%degmead
and readily available service that the
traveling public has come o expect and
raly upon.

This ig happening because the
regulations on charter opsrations are
being graduslly relaxed fo the point that
the distinclion betwaen charler and
Ezzd%védu&%iy tickseted services has becoms

urred. But now the CAR has propossd

rule that will go much further in
b;@akmg down thoss distinetions and
will permit serious erosion of scheduled
services. Thisruls is the Travel Group
Chartar proposal which will permit any
charter organizer o solicit from the
general public to form groups of 80 or
more people for the purposs of chartering
an airgrafi on 2 pro-rata basls, Thers
would be no affinlly recuirement,

inorder to atlempl o preserve
the digtinction between individually
?icxe%e{i services and charter services,
g CAR atiached some restrictions
G the Travel Group Charter rule. Thesse
”C%%.Eﬁfiéﬁ reguiraments that tours be
organized more than six months in
advance of the flight, thal passengsr
Hals, with standbys, be submitiad fo
the CAR six months in advance and that
passengers make non-refundable
deposits sgual to at least 25 per cent of
the pro-rata share of the charler fare.

Howsver, past experience with
the much siricter affinity rules
has shown that charler organizers
have always found ways 1o chroumvent
t?ze"m% and operate what is, in effecy,

vidually ticketed sew*%ﬁ Even the
mad of CAD’s Burgau of Enforcement
congeded that the aflinity rules are
disvagarded on a widespraad basis
and that “aimost anvone from the
general public could participate on
many chariers merely by paving a

i recent vears, fransatiantic passenger chater traffic has been
growing &t a much more rapid rate than scheduled passenger traffic and
the result has been a steady erosion of schedulsd traffic o the point that
charters now account for almost 30 per oent of all ransatiantic passenger

traffic

Growith of Transatlantic Passengey Trallic
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nominal membership fes with no real
membership requiremenis.” One can
only conclude that under greatly
reiaxed charter rulses, diversion from the
scheduled system can only increass,

A study was performed by 2
nationally known consulling firm,
National Economic Research
Associates (NERA), on just how much
diversion the scheduled carriers could
expect if the Trave! Group Charter
reguiation goss into effect. The resulls
for both domestic and international
services were enough 1o causs
concarn for the survival of the
scheduled system.

Diversion From Internationa! Service

The NERA study found thal, undsr
such a rule, the attitudes of the
oublic towards the supplemental
carrigrs are likely to improve a3 charter
service expands and becomes betller
known. Also, a great increase in traffic
on the supplemenials would allow
them to become more flaxibis in thely

scheduling of departures and dastinations

which would snhance thelr abllity to
compete with scheduled services even
more effactively.

The study assumed that the
passangers most likely to switch from
scheduled io charter services would
be those in economy class traveling
for pleasure. Of thess, it was assumad
that 80 per cent in peak season and
70 per cent in off-peak season would
ha price-gsensitive enough o swilch
to chartars, This would resultinan
aggregate diversion of 77 percent of
zil sconomy passengsers on an annual
basis. Thig amounts lo some 3,244,000
passengers who would have been
diverted in 1970, or a total of 81 par cent
of gl transatiantic passengers traveling

e

in ail classes and for all reasons. This
would have resulted inaloss in
passenger revenues for the two US,
flag carrisrs on the North Atlantic
aione of some $384.8 million in 1970,

The impact ot such aruls on

scheduled transatiantic traffic is siviking.

Agsuming the reduced passenger traffic
tevael carried by the existing level of
capacity, the highest resuiting load
factor on any one routs last year would
have bean 37 per cent. Obvicusly,

no route could susiain s oresent

iovel of service and any reduction in
service would reinforce the trend
toward charter services,

Effect on Domestic Scheduled Service

The NERA study identified the
types of markets which would be
affected if the charler carriers entersd
the domestic markst on 2 large-scale
basis, The most Hikely to sxperiance
neavy diversion io charler service
would be those markets thatl ars heavily
wurigt-orientad, such as Florids, the
Southwest and Southern Californis,
the Caribbesan, Mexico and Hawall,
Ancther tvpe of domestic market
which could be sublectto g it of
diversion is that in which the per mile
visld is relatively high, Therg are not
a great many tourist-oriented markels
with high vields but there are a few
with viglds in the 5.5 cenis per mile
rangs that might be susceptible, for
example, New York-Miami and New
York-California,

A thivd typs of market where
diversion could be expeciad is that
which is long-haul enough so that
the absolule fare difference would
become important. Forexampls, s one

cant difference in yvield would translals
inio a $80 difference In roundtrip

fare per passengsr on a 3,000 mile trip.
The jast tvpe of marketisthatin

which the charter operalors can develon
thelr own ground accommodations,
Anothar kind of diversion thal would
inke place is that of traffic that would
have gone o ong destination going

o another because of price differentiah

The following list shows the kind
of markets that could be expecied o
experience heavy charlsr diversion
hacause they are relatively long-haul
and have & high percentage of pleasurs
fravelers:

Per Cent ot Passengers

MNew York o Traveling for Pleaswre
Denver 48%
Honoluiy a8
Jackaonville o
Las Vepas 43
Los Angsles 38
Miami 84
Maw Orizanz 53
Phosonix 48
Ban Disgo 38
San Francisco 41
Tempa &3
Tucson 45
Wast Palm Beach a4

The study found thal the nel result
of the Introduction of charter competition
into domastic marksts would be elther
the large scale divarsion of passengers
o elthar charier flights or 1o new
iow-fare excursion classes thal the
schedulad carriers would introduce to
ramain compeltitive, Either one of thase
alternatives would place g savers
financial burden on the profitabllity of
the scheduled system which is already
an historically marginal ons,

-



THE AIRLINES AND
THE ENVIRONMENT

The new, wide-bodied jels represant
an important step in reducing the ellecls
of jet airoralt on the enwironment-—both
interms of nolse and smoke poliution,

Al of the new aircrall use advanced-
technology engines providing far more
power {and therefore carying capad :3;)
than the first generation of {et alroraft,

2 the same time, the new engines relaln
the low level of exhaust emissions of
the oider engines and are virtually
smoke-free and significantly quister,

Sincs they can carry two or three
times as many passangers as the oider
iets, the new alroraft enable the alviines
to absorb great increases in iratlic
without corresponding incraases in
operations. The B747, for inslance,
iz usually substituied f@a’ wo BYGY
schedules, thereby eliminating one
flight operation,

A key facior in this ability {o Incresass
power greatly while holding d@wr or
reducing noise and emissions is a design
feature known as 2 high @ypa% ratio
The bypass ratio s the ratio of alr that
Sypasses the combustion process 1o aly
that is compressed and burned with fuel,
For the new-technology engings, the flow
of bypass aly is five times greater than the
fiow of alr through the combustion
chambers, This bypass ratio of 517
compares with a ratio of about 1201 for
engines powering the first generation of
ietfransporis,

Resfative Noise Levsl

Jotexhaust noles s reduced by using highsr
bypass retio, shown here with enginss of agual
takeott thrusl, New wide-bodied ists carry twics
a8 many pessengsrs, with engines two and a half
times as powerful and Dring significant redus-
Hons in nolse beoause bypass ratio has been I
creased o B,

Elent of Bypass Fatio on Jet Nolse
Egual Take-UH Thrust

o mnoET

& 1 2 & 4 & 8 K
Hypass Rallo

By holding down the fiow of iet
mimm?, he m h bypass ratio enging
oids down %he amount of jet exhaust
emissions. Added to this are net
raductions in emissions brought about by
improvements in combustion efficiency,

With noisg, the primary result of the
nigh bypass ratio design is g reduciion
of jet exhaust noise. This nolse is caused
%zy the interaction between high velocily
et exhaust gasss and the aly surrounding
tham. The high velocHly is the result of alr
heing compressad, then fad into the
wombustion chamber and burned,
followed by a rapid expansion and
exhaust al high velocitiss, Inoreasing
thrust by using a higher bypass ratio
avoids increasing the el exhaust gas
valocity-—and the nolse i causes,

3y {:s M‘“‘

-

Another form of nolse redugtion that
comes with the wide-bodisd jelsis a
iowering of the high-piched whine of
the fan biades and internal
trbomachinery. The new engines hava

virtuslly sliminaied the highl y
objectionabls turbins whine by design
changss In the front part of the engine,
Also, the amount of nolse has besen
rgduced by exiensive soundoroofing
of both the engine and the nacslis into
which i fiis on the alvplane.

Just how far the wide-bodied jels
have brought nolse reducton can be seen
by the charts showing the history of nolss
by gircraft typs, Although these charts
show only the values for the four-engine
B747, valuss for the three-engine DO-10
and L1101 gre significant ylo tower aven
than those for the B747 using effeclive
pereeived nolss levels (shown as
EPNGE), which hvolves correcting the
nolse messursment for tone and duration
of tong.



Approach noise reflects the
predominance of nolse generaled in the
engine and heard out in froni, white
sidsline noise reflecis the predominance
of nolge from the et exhaust. (Although
it exhaust noise pradominales on
takeot, nkeol! nolse measurements are
digticult to plot because of the vartability
in operational procedures. Thus, sideline
nolse is a more accurate reflection of
the trand in jet exhaust nolse.)

The move from pure turbolets
to earty wrbofans began a rend toward
reduced sideline nolsae but noise from
the fan and compressor raised approach
noise. This was controbled with later
varsions of the engine powsring the
stratchad DG-8 gserles in 1987,

When the sarly B747s entered
service, they represenied a significant
reduction in both approach and sidsline

noize, Belinements developed singe the
design and production began were
incorporated in laler model B747's
heginning with December, 1871 deliveries,
nroducing en even greater reduction in
nolse.

Eor the thres-engine wide-bodisd
iets, the picture is equally impressive,
The D010 and L1011 are the first
sircraft deslgnad from the beginning o

U Move from turbolet o twbofen in 1887 began reduction of sideline
noise, retlecting effect of 17 bypass rallo on lowering lef exhaust nolse,
This created high-pitched whine of fans, Incressing approach noiss,

H

shown for comparison,
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meet Federal Aly Hegulalion Part 38,
adoptad in Movember, 1888, Asthe
newsst alrerall in the flest, they represent
the greatsst advances in nolss reduction:
98 and 88 EPNJIE sideling noise and

102 and 103 EPNJB approach noise.

Hut even these numbers do nol convey 2
trus picturs of the noiss reduction
aohieved: an observar at an alrport will
notice a change in the typs of noise as
weil ag g reduction in amount and
duration of the noiss,

Thess two alrerafl have the polential
1o have a much greater elfeci on the
snvironment than even the B747. 8ince
they are designed 1o opergle over
short- and mediurme, 28 wall as long-haul,
routes and can carry two to thras times
as many passaengers 8 the lets that they
will replace, they will eveniually be
making many more iaksols and landings.
Thus, thelr abllity o replace the firsl
gensration isls on g two- or three-for-one
basis will have as imporiant an impact
on the environment as the design of
the angines thamsselvas,

HBut, even with the increasing use of
new-technology airerafl, thare will still be
many of the smaller two- and three-
enging alroraft in airling flests,

And the industry is well underway on a
grogram 1o virtually eliminale the
smoke from those alreraft as well

This smoke reduction effort began in
1858, when knowledge of alr pollution
was far less sophisticaled than it is loday.
Thanks to the ist engine, alrline alreralt
were responsible for a relatively emall
cerocentage of the total alr poliution
oroblem. S0 Hwas natural that the efforis
then should be directad toward reducing

visible signs of pollution-——the st smoke
slume. These efforts concentrated on the
JTE-I3 engine which powers the

Boeing 727 and 737 and the

MoeDonnsll Douglas DG-8
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Al but 20 per cent of the alvline industry's
3,000 JT-80 engines have now bsesn modified o
z virtually smoke-fres condition {(bottom pholol.
Begun in 1870, a3 a resull of airline and Industry
initigtives started in 1985, program will be come
pleted by March 31, 1873

STE0 Redused Smoke Convarsion
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The choles of the engine on thess
siroraft was diclaled by three faciors:
it produced some of the densest smoke
clumes; it is widely used—ths aireraft i
nowears represents ovar half the alrline
fieetl, and bacause of tha short routes
flown by these girerafl they maks more
landings and faksols par day than the
larger, long-rangs airorafl, Becauss thess
aircraft makes so many akeols and
landings, they were responsible for some
70 per cant of the smoke plums problem
although they only accounted for one-half
of the fesl.

An engine modification developed by
Pratt & Whitney Alrcraft, maker of the
ST8-D, was delivered to selected airlines
in the summer of 1888 for avaluation, and
the program of retrofitting sxisting
engines with this modification began early
in 1870, The results of this program ars
plainly visibis to alroraft walchers around
the country: the ielliale smoke plums is
fast disappearing from the skiss. Heporls
filted with the Federal government by the
airlines show that an estimated 80 pey
cant of tha JT8-D engines had been
modified at the end of March, 1872, The
program will be compleie by the first
guartar of 1873,

By the end of 1873, alrcrafl powered
by the reduced smoke JTE-D angines will
account for about 51 per cant of the
airling fieet and ancther 18 per cent of
the fleet will consist of the new
advanced-technology lats. Thus, in
18 months, roughly 84 per ceni of the
airline flest will be powserad by virtually
smoke-free engines—compared with lass
than one per cent in 1888,



SUPPURTING THE
EW AIRCRAFT

in addition to fiying aircralt over
their vast systerm, the alrlines are also
in the business of buying vast amounis
of supplies to support those alreralt,
The airline supply businsss came to
somas %2 billlon worth of purchases last
year—a figure which would have put
the induslry In the top 10 of all retall
stores inthe UB—and s onlv a
sideline with the alrlinas.

Houghly half of the industry’s
supply doilar goes for fuel. Another
23 cents goes for parts and sguipment
for alreralt, engines, and flight scuipment
and the ground eguipment and supplies
o support them. Tha biggest partof this
is for alroralt and engine parts and
accessories—naarly 18 of the 23 cents,

For svery dollar of Inveniory,
it costs the airlines at least 25 canis
more 1o maintain that inventory, This
cost includss interast, depreciation,
modifications required by federgl
reguiations and/or experisnce, cost of
maintaining parts In Hightworthy
condition and the cost of storage space.
For example, it is estimated that one
sguare foot of warahouse space is
required for svery Hem in the stock room.

An airline with four types of alroralt
comprising a fisst of 100 alreraft will have
from 180,000 1o 200,000 different items,
raguiring from 150,000 to 200,000 squars
feet of floor space. With Hoor space
costing the airlines from $10-330 per
square fool, the cost of slorage space
alone can be anywhere from $1.5-88

About 20 per cent of the airline sxpenss
dollar goes for purchasing fuel, supplies and
paris o support thelr sbroralt flests, Advances
in designing relisbillly into new alrerall and
more efficient management of parts and suppliss
needed o support these aircralt has heipsd the
airlines trim costs,

Where the 1971 Alrline
Purchasing Dollars Went

Millons of Dollarg
TOTAL s204v2

$1,070.1
-FUEL & OiL
e 52.3%

$478.2
AIRCRAFT
SUPPORT

23.4%

5287
OFRIZE
ECLHPMENT

- 7 & SUPPLIES
w 1A%

- wasny
— T DINING, CABIN
SERVICE, FOOD,
BEVERAGES
& CATERING
15.8%

mitlion. The averags vearly invesiment
in inventory would probably range from
$100-3125 million. To this original cost of
surchasing the inventory must be added
a $25-831 million annual cost of

keeping it

Through the vears, the manufacturers
and the airiines have been tryving o
balance Inventorias o insure that the
zirtines do not buy too many unnesaded
parts bul, on the other hand, have
enough on hand 50 that an alreraft
doas not spend time on the ground
awsaiting parts, Costcutling in this ares
has been 50 successful that the airlines
expect to spend millions of dollars less
for supplies in 1872 than they did in 1871,

Ancther exampie of industry
sooperation to reduce supply costs is
the paris storage maintained at New York
by Bosing for all 747 operators. This
reduces the need for individual airlines
io stock largse numbers of different
Hmited or ocoasional use items because
they can be plcked up at Kennedy Alrport
from Bosing and Hown by the alvline 1o
the pointwhere they are nesded in a
matter of hours,

Probably the best benchmark of this
cooperative effort is the fact that girlines
used to buy three engines worth of paris
for every plston engine during s useful
ife, but, In today’s let age, this has
besn reduced 1o ong engine worth of
paris for every jet englng, For exaemple,
with the engines powering the
wide-bodied jets costing in the
nelghborhood of $1 million sach, this
MBans g savings to the alriines of some
$2.8 piilion over the life of that
fleat glone,
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A slriking fegture of the aivline
re-equipment program is the fact that
the indusiry has been steadily reducing
the number of types of alrcratt on order.
Just five years ago, the industry had
18 difterent types of airoralt on order;
today there are only five,

This means that the carders are
progressively standardizing their Hesls
with cleansr and guister aireraft 2 trend
that brings many bensfits for the airlines
and the public. With fewer tvpes of
alireralt to operate, the carriers can
reduce the number of parts and spares
and, in many cases, the number of
maintenance and overhaul bases that
have to be maintained,

Ancther facet of the alrline flaet
commonalily program s the retirement
of many older lets. During the period
1972 10 1975, the airlines will lake

detivery of 248 new alroralt and 2t the
same time retlre ot least 215 alrerad, 8l
of the first generation of iels, s wall es 2
few turboprops and other alrcraft,

This will resulin a nel gain of only
28 aireralt in a period when passengsr
traffic is expectad to almost double.
This is onge of the primary benefits Jor
the public from the altline re-equipment
program-~the abliity to sbsorb great
increases in raffic without & significant
increase in the size of the airline flest or
in alvport operations,

This alec means that, in 1878, atter
aircraft deliveries and retirements are
taken into socount, slmost three-quarters
of the aidine fleel will be made up of
advanced-technology alrcraft or of
retrofitied, smoke-iree alroradt using
the JT8-D engine.



Hannfachorer
Hoslng

Dougias

Lockhesd

1.8, Secheduled Alrlines
{hs of June 1, 1978

The aivlines also have rsesrved
delivery position for 38 ol the
British-French Concorde
supersonic airliners valued 21 818
billion including spares,

This brings the total alvline
ra-agulpment program for

subsonin and supsrsonis alroraft
it $4.2 billlon,
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TRAFFIC AND SERVICE us. scheduled Airlines

TOTAL INDUSTRY 1971 1970 1969

Passenger Traffic
Revenue passengers enplaned (000)....... .. 173,667 169,922 171,898
Revenue passenger miles (000)......._.____ 135,651,780 131,710,018 125,420,120
Available seat miles (000)..____. . 279,869,172 265,119,871 250,845,929
Revenue passenger load factor (%) 485 49.7 50.0
Average length of haul (miles)........_._._ - 781 775 730

Cargo Traffic (Ton Miles)—total (000)..____.. 5,108,616 4,984,197 4,690,355
Freight (000) 3,712,257 3,407,552 3,240,965
Express (000) 82,998 106,514 109,467
Priority U.S. Mail (000) 595,666 606,492 577,453
Nonpriority U.S. Mail (000)....... ... 717,695 863,639 762,470

Overall Traffic and Service
Nonscheduled traffic—total ton miles (000)._. 2,220,375 2,019,832 3,091,193
Total revenue ton miles—all services (000)_. 20,905,505 20,185,500 19,989,409
Total available ton miles—all services (000).. 47,223,830 44,298,170 42,779,192

Ton mile load factor (%) 443 456 46.7
Scheduled revenue aircraft departures___...... 4,999,252 5,119,556 5,378,343
Scheduled revenue aircraft miles (000)..._.... 2,377,839 2,418,169 2,384,866
Scheduled revenue aircraft hours_......._ 5,703,310 5,846,195 5,895,772

For notes to statistical tables see page 45.

1968

162,181
113,958,321
216,445,750

526
703

4,167,064
2,804,878
105,153
581,883
675,168

2,865,022
18,114,334
37,223,333

487

5,348,110

2,145,972

5,621,311

1967

142,499
98,746,641
174,818,524
56.5

693

3,426,117
2,351,108
98,383
567,301
408,825

2,648,005
15,684,289
30,785,135

46.4

4,945,947

1,833,563

4,924,613

1966

118,061
79,889,246
137,844,486
58.0

677

2,900,941
2,050,735
99,690
542,771
207,745

1,754,930

12,440,854
23,505,292
529
4,373,318
1,482,486
4,233,467

1965

102,920
68,676,459
124,319,945
56.2

667

2,303,131
1,730,295
89,859
372,294
110,683

909,401
9,894,985
19,660,993
503
4,197,584
1,353,503
4,071,943

1964

88,520
58,493,654
106,315,777
55.0

661

1,751,106
1,301,487
78,310
289,913
81,396

582,369
8,015,941
16,302,481
49.2
3,954,083
1,189,135
3,774,772

1963

77,403
50,362,042
94,844,743

53.1
651

1,453,967
1,026,533
70,832
266,402
90,200

514,169
6,860,302
13,930,752
49.2
3,788,362
1,095,058
3,606,638

1962

67,817
43,760,413
82,611,938

53.0
645

1,308,023
898,187
69,924
251,349
88,563

668,135
6,238,261
12,325,910
506
3,660,147
1,009,784
3,491,051

1961

63,012
39,830,846
71,856,741

55.4
632

1,093,343
732,950
61,165
223,125
76,103

423931
5,394,631
10,578,367
51.0
3,750,482
969,556
3,654,519




TRAFFIC AND SERVICE us. scheduled Airlines

DOMESTIC TRUNK AIRLINES 1971 1970 1969 1968 1967 1966 1965 1964 1963 1962 1961
Passenger Traffic
Revenue passengers enplaned (000)...._.____ 124,254 122,866 129,883 118,810 105,854 86,423 76,677 65,963 58,222 51,032 48,352
Revenue passenger miles (000)...._____ ~ 97,611,612 95,899,744 95657,705 81,611,832 70,990,141 56,802,788 48,986,972 41,658,368 36,383,756 31,827,840 29,534,792
Available seat miles (000)_..____________ 202,195,846 194,461,930 190,064,198 153,864,640 124,141,624 97,174,719 88,731,152 75,242,408 67,601,302 59,736,760 52,525,014
Revenue passenger load factor (%) _ 48.3 493 50.3 53.0 57.2 58.5 55.2 55.4 53.8 533 56.2
Average length of haul (miles)._._________ 786 781 736 687 671 657 639 632 625 624 611
Cargo Traftic (Ton Miles)—total (000)..___ 2,591,481 2,555,646 2,622,526 2,072,466 1,666,721 1,353,051 1,131,081 902,733 752,609 699,046 585,595
Freight (000). 1,859,393 1,789,701 1,753,602 1,439,161 1,190,067 988,485 835,118 650,732 520,632 473,955 384,161
Express (000) iy 73,547 95,445 99,331 94,874 89,343 87,128 80,424 70,530 64,914 64,879 56,746
Priority U.S. Mail (000) 342,144 344,491 347,440 285,988 266,730 236,018 182,673 151,763 138,661 131,711 117,928
Nonpriority U.S. Mai! 000)... . S 316,397 326,009 422,153 252,443 120,581 41,420 32,866 29,708 28,402 28,501 26,760
Overall Traffic and Service
Nonscheduled traffic—total ton miles (000)__. 432,428 443,083 806,533 425,942 498,919 287,753 165,401 45,251 24,230 22,665 16,272

Total revenue ton miles—all services (000).. 12,785,445 12,589,056 12,647,138 10,321,322 8,969,988 7,083,014 5983537 4928807 4257567 3,771,029  3,435219
Total available ton miles—all services (000). 30,823,508 29,623,686 29,165,115 23,097,750 18,769,379 14,403,764 12,850,594 10,752,433  9,222953 8,114,187 7,176,178

Ton mile load factor (%) . 415 425 434 4.7 4738 49.2 46.6 458 46.2 46.5 479
Scheduled revenue aircraft departures____ 2,919,100 2,979,044  3,184595 3,005,352 2,749,451 2,290,949 2,252,205 2,105,980 2,075,499 1,991,680 2,105,370
Scheduled revenue aircraft miles (000)_._._.. 1,724978 1,748,728 1,747,185 1,486,460 1,258,265 995,729 926,369 808,419 752,716 699,900 676,781
Scheduled revenue aircraft hours.._________ 3,934,178 4,008,837  4,073520 3,597,467 3,134,676 2,589,592 2,541,328 2,354,069 2,288,840 2,229,780 2,386,985
LOCAL SERVICE AIRLINES
Passenger Traffic
Revenue passengers enplaned (000)._....__. — 27,432 26,726 24,547 23,389 19,032 16,295 12,911 11,022 9,322 8,055 6,853
Revenue passenger miles (000)._._________ - 7,851,491 7,430,666 6,312,630 5,489,224 4,114,304 3,467,510 2,621,201 2,244,488 1,868,988 1,607,673 1,343,761
Available seat miles (000).______________ 17,335,321 17,024,403 14,722,390 12,153,585 8,862,400 6,908,077 5,545,691 4,836,305 4,266,886 3,797,465 3,228,491
Revenue passenger load factor (%).....__. - 453 436 429 452 46.4 50.2 47.3 46.4 438 42.3 416
Average length of haul (miles)._.________ _ 286 278 257 235 216 213 203 204 200 200 196
Cargo Traffic (Ton Miles)—total (000)__.__ 86,203 86,264 70,440 59,036 41,277 35,701 27,801 22,008 17,687 14,822 11,866
Freight (000) 52,895 53,549 40,052 31,415 22,054 19,782 15,485 11,923 9,024 7,218 5,491
Express (000) 6,907 8,706 7,999 7,482 6,417 7,099 5,983 5,080 4311 3,772 3,019
Priority U.S. Mail (000) 12,208 11,209 10,040 9,720 7,794 7,770 5,520 4,350 3,765 3,303 2,773
Nonpriority U.S. Mail (000)..________________ 14,193 12,800 12,349 10,419 5,012 1,050 813 655 587 529 583
Overall Traffic and Service
Nonscheduled traffic—total ton miles (000). 23,561 21,077 15,315 11,062 8,622 4,443 2,872 3,047 2,099 1,837 2,084
Total revenue ton miles—all services (000)__. 894,924 850,480 694,550 593,665 442,406 371,072 280,986 239,481 198,347 170,327 142,428
Total available ton miles—all services (000)_ 2,195,583 2,146,702 1,859,433 1,469,783 1,024,078 761,028 585,229 503,972 440,716 388,594 329,384
Ton mile load factor (%) — 40.8 39.6 374 404 432 4838 48.0 47.5 45.0 438 432
Scheduled revenue aircraft departures______ 1515963 1,554,585 1,585,363 1,620,940 1,561,417 1,479,063 1,376,203 1,304,837 1,238,138 1,199,407 1,125,100
Scheduled revenue aircraft miles (000)_____. 241,911 242,471 227,603 211,203 185,041 165,281 145,175 133,532 121,292 112,987 103,209

Scheduled revenue aircraft hours..._.______ 868,660 895,306 895,966 908,525 888,417 863,581 808,244 764,737 711,679 680,899 644,540
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TRAFFIC AND SERVICE U.S. Scheduled Airlines

INTRA-HAWAIIAN AIRLINES

Passenger Traffic

Revenue passengers enplaned (000)___.___.___
Revenue passenger miles (000)........
Available seat miles (000)._...___.__
Revenue passenger load factor (%). -
Average length of haul (miles)...__.._______.

Cargo Traffic (Ton Miles)—total (000)__.___
Freight (000)
Express (000)
Priority U.S. Mail (000)
Nonpriority U.S. Mail (000)........______

Overall Traffic and Service

Nonscheduled traffic—total ton miles (000)...
Total revenue ton miles—all services (000)._..
Total available ton miles—all services (000).
Ton mile load factor (%)
Scheduled revenue aircraft departures._.____._
Scheduled revenue aircraft miles (000).._.___.
Scheduled revenue aircraft hours__._________.

INTRA-ALASKAN AIRLINES

Passenger Traffic

Revenue passengers enplaned (000)._________
Revenue passenger miles (000)._.......
Available seat miles (000).......
Revenue passenger load factor (%). -
Average length of haul (miles)....._.______.

Cargo Traffic (Ton Miles)—total (000)______..
Freight (000)
Express (000)
Priority U.S. Mail (000)
Nonpriority U.S. Mail (000).—— -

Overall Traffic and Service
Nonscheduled traffic—total ton miles (000)_.
Total revenue ton miles—all services (000)....
Total available ton miles—all services (000).
Ton mile load factor (%) -
Scheduled revenue aircraft departures..
Scheduled revenue aircraft miles (000)....—
Scheduled revenue aircraft hours.....__._

1971

3,000
400,393
725,799

55.2
133

4,683
3,658
154
871

44,730
81,198
55.1
64,767
7,276
24,561

393
123,406
363,089

34.0

314

13,777
7,369

4,374
2,034

1,747
28,004
52,710

53.1
67,623

7,823

38,784

1970

2,643
355,034
768,693

46.2
134

4,352
3314
143
895

39,866
85,535
46.6
72,380
8,147
28,414

351
112,532
258,622

435

321

12,468
6,385

5,270
813

2,220
26,013
49,285

528
65,223

7,603

38,485

1969

2,442
327,017
772,192

423
134

3,665
2,745
120
800

18
32,361
83,662

38.7
76,003
8,697
30,916

315
101,333
253,389

40.0

322

11,247
5,972

5,275

2,679
24,457
47,051

520
61,885

7,438

38,371

1968

2,243
301,429
580,391

51.9
134

3,167
2,272
107
788

29,630
60,634
48.9
69,359
8,131
31,595

253
76,790
204,431
376
304

8,477
3,825

4,652

3,432
19,920
35,688

55.8
66,389

7,185

40,831

1967

2,024
274,143
463,719

59.1
135

3,749
2,823
119
807

35
27,827
49,169

56.6
64,631
7,665
32,396

336
78,147
168,052
46.5
233

7,876
3,630

4,246

3,662
19,675
33,204

59.3
96,529

8,542

55,332

1966

1,692
226,674
387,127

58.6
134

3,318
2,454
114
750

12
23,224
40,373

57.5
62,034
7,221
33,733

304
68,434
146,924
46.6
225

7,759
3,664

4,095

4,252
19,166
31,417

61.0
99,357

7,985

54,498

1965

1,453
195,186
319,733

61.0
134

2,766
2,431
106
229

285
20,189
34,151

59.1
58,439

6,661
34,417

298
65,245
149,124
43.8
219

7,318
3,617

3,701

4,271
18,457
31,465

58.7
103,086

7,923

55,604

1964

1,252
166,607
276,375

60.3
133

2,597
2,472

99
26

433
17,665
30,833

573
52,491

5,930
30,624

276
55,795
135,151
413
202

6,265
3,176

3,089

5,754
17,910
32,270

55.5
103,429

7,718

55,215

1963

1,074
143,982
239,520

60.1
134

2,266
2,152
93
21

284
14,109
25,773

54.7
49,993

5,718
30,565

246
46,551
117,988
395
189

5472
2,640

2,832

6,025
16,449
30,562

53.8
104,068

7,503

54,952

1962

954
128,846
212,398

60.7

135

2,209
2,100

90
19

9
12,578
21,514

58.5
47,742
5,461
29,779

255
47,640
116,548
40.9
187

5,196
2,620

2576

3,211
13,428
25,182

533
102,438

7,545

55,008

1961

917
125,586
202,290

62.1

137

1,942
1,846

82
14

494
12,515
21,618

57.9
46,183

5,231
28,380

236
46,038
105,901
435
195

5,036
2,828

2,208

1,930
11,844
20,468

57.9
99,391

7,403

54,508




TRAFFIC AND SERVICE us. scheduled Airlines

HELICOPTER AIRLINES

Passenger Traffic
Revenue passengers enplaned (000)_______ -
Revenue passenger miles (000)_..._______ ~
Available seat miles (000)._____________ -
Revenue passenger load factor (%) -
Average length of haul (miles).____.______. —

Cargo Traffic (Ton Miles)—total (000)____.
Freight (000)
Express (000)
Priority U.S. Mail (000)
Nonpriority U.S. Mail (000

Overall Traffic and Service

Nonscheduled traffic—total ton miles (000)_.
Total revenue ton miles—all services (000)_.
Total available ton miles—all services (000)_.
Ton mile load factor (%) —_
Scheduled revenue aircraft departures_____
Scheduled revenue aircraft miles (000).______
Scheduled revenue aircraft hours....____.____

ALL-CARGO AIRLINES (Domestic)

Cargo Traffic (Ton Miles)—total (000)______
Freight (000)
Express (000)
Priority U.S. Mail (000)
Nonpriority U.S. Mail (000) .

Overall Traffic and Service

Nonscheduled traffic—total ton miles (000)_
Total revenue ton miles—all services (000).__
Total available ton miles—all services (000)_
Ton mile load factor (%) —
Scheduled revenue aircraft departures_____
Scheduled revenue aircraft miles (000)___.._
Scheduled revenue aircraft hours________

1971

551
8,973
24,364
36.8
16

6

923
2,414
38.2
78,503
1,048
9,630

275,705
263,075
1,838
3,717
7,075

35,173
310,878
565,295

55.0

10,257

11,071

23,463

1970

573
11,341
31,780

35.7
20

34
4
25
5

1,171
3,240
36.1
84,519
1,427
12,707

258,726
247,871
1,713
1,863
1,213

42,727
301,453
543,375

55.5

11,724

11,219

24,606

1969

744
17,083
43,102

39.6
23

77

37
34

5

1,707
4,400
388
111,124
1,910
17,957

215,123
208,058
1,530
861
4,674

259,539
474,662
726,584
65.3
13,400
10,456
27,064

1968

1,048
24,856
59,923

415
24

113

18
57

10
2,492
6,146

40.5
191,631
2,547
23,346

198,768
194,005
1,576
701
2,486

295,406
494,181
704,824
70.1
15,016
11,552
34,433

1967

1,225
29,670
62,041

4738
24

134

64
61

9

2,970
6,345
46.8
151,421
2,660
25,066

186,116
181,876
1,943
624
1,673

333,365
519,480
729,323
712
15,633
11,174
37,052

1966

1,075
25,420
51,992

489
24

140
10
70
60

13
2,574
5,157

49.9
139,568
2,241
22,652

195,486
189,714
3,071
1,639
1,062

359,331
554,817
705,242
78.7
16,009
11,021
38,833

1965

732
18,811
41,413

454
26

154
10
60
84

20
1,968
4,338

454
126,683
1,984
20,286

171,097
166,362
2,475
1,173
1,087

298,111
469,208
618,309
759
17,439
10,804
40,236

1964

626
16,003
34,165

46.8

26

143
6
45
92

24
1,692
3,717

455
125,629
1,976
20,435

151,659
147,994
1,818
896

951

243,350
395,008
549,955
718
16,520
10,654
41,284

1963

477
12,510
27,657

452

26

124

74

15
1,332
3,071

43.4
85,989
1,462
15,222

111,853
110,096
748
504
505

231,409.

343,262
475,602
722
11,743
7,929
29,894

1962

376
8,191
20,125
40.7
22

115

I
65

10

907
2,329
389
96,768
1,518
18,554

82,554
81,816
417
175
146

389,536
472,090
615,110
76.7
7,664
5,611
21,967

1961

462
8,603
18,276
47.1
19

140

39
94

7

970
2,183
444
147,064
2,156
29,676

79,708
78,287
753
407
261

215,996
295,705
385,224
76.8
12,745
7,213
31,942
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TRAFFIC AND SERVICE us. scheduled Airlines

INTERNATIONAL and TERRITORIAL
AIRLINES

Passenger Traffic
Revenue passengers enplaned (000)
Revenue passenger miles (000)....
Available seat miles (000)......_._.
Revenue passenger load factor (%)...
Average length of haul (miles)......._______

Cargo Traffic (Ton Miles)—total (000).__.___
Freight (000)
Express (000)
Priority U.S. Mail (000)
Nonpriority U.S. Mail (000).......... .

Overall Traffic and Service
Nonscheduled traffic—total ton miles (000)...
Total revenue ton miles—all services (000)...
Total available ton miles—all services (000)..
Ton mile load factor (%)
Scheduled revenue aircraft departures.........
Scheduled revenue aircraft miles (000)_.___.
Scheduled revenue aircraft hours_....__.___

ALL-CARGO AIRLINES (International)

Cargo Traffic (Ton Miles)—total (000).__.__
Freight (000)
Express (000)
Priority U.S. Mail (000).. .. _
Nonpriority U.S. Mail (000)...... . .

Overall Traffic and Service
Nonscheduled traffic—total ton miles (000)..
Total revenue ton miles—all services (000)..
Total available ton miles—all services (000)..
Ton mile load factor (%) oo
Scheduled revenue aircraft departures_.._.
Scheduled revenue aircraft miles (000).....
Scheduled revenue aircraft hours.. .

1971

17,569

29,357,897
58,632,397

50.1
1,671

1,458,221
1,011,599
539
189,468
256,615

1,111,578
5,516,382

11,667,687

473
294,379
353,161
733,046

668,028
507,716
51
40,353
119,908

595,730
1,263,775
1,715,339

73.7
15,550
23,236
43,136

1970

16,260
27,563,211
51,959,992

53.0 -

1,695

1,481,140
941,563
445
200,444
338,688

938,464
5,185,823
10,203,702
508
299,529
369,870
767,440

573,186
356,502
62
39,933
176,689

549,624
1,122,874
1,513,626

74.2
13,625
20,760
43,573

1969

13,493
22,702,695
44,411,659

51.1
1,683

1,389,711
936,110
444
195,477
257,680

1,253,832
4,953,257
9,220,759
53.7
295,489
359,476
753,347

368,235
287,810
8
15,894
64,523

724,940
1,093,261
1,538,391

7.1
11,083
14,665
32,806

1968

16,407
26,450,644
49,575,001

53.4
1,612

1,596,029
926,091
1,159
273,239
395,540

1,684,105
5,978,604
10,779,326
55.5
367,960
408,136
858,123

229,021
208,097
12
7418
13,493

445,016
674,127
1,068,341
63.1
8,393
10,428
24,595

1967

14,020
23,259,314
41,118,729

56.6
1,659

1,347,763
795,858
1,106
277,909
272,890

1,387,435
5,113,306
9,030,981
56.6
298,573
350,719
727,445

172,478
154,790
9

9,818
7,861

415,957
588,545
1,142,444
515
7,704
9,429
23,769

1966

12,272
19,298,420
33,175,647

58.2
1,573

1,164,014
720,627
982
283,742
158,663

737,520
3,883,836
6,653,990

58.4

280,481

285,711

610,954

141,475
126,000
1,340
9,334
4,301

361,606
503,149
904,322
55.6
5,857
7,297
19,624

1965

10,847
16,789,044
29,532,832

56.8
1,548

841,061
596,416
908
173,158
70,579

296,471
2,856,655
5,139,006

55.6

257,377

247,766

549,964

121,853
110,856
10
5878
5,109

141,969
263,986
397,901
66.3
6,152
6,821
21,864

1964

9,381
14,352,393
25,791,373

55.6

1,530

564,862
393,858
823
124,768
45,413

198,323
2,228,175
4,162,677

53.5

238,886

214,375

486,101

100,840
91,327
14
4,856
4,643

86,188
187,202
266,624

70.2
6,311
6,532

22,307

1963

8,037
11,905,430
22,590,210

52.7

1,481

466,692
295,610
794
115,810
54,478

174,411
1,855,950
3,488,240

53.2

213,508

192,140

454,244

97,259
86,370
21
4,663
6,205

75,615
173,121
243,578

711
6,411
6,196

20,496

1962

7,079
10,137,777
18,724,360

54.1

1,432

426,476
263,931
798
108,987
52,760

150,848
1,619,903
2,925,899

55.4

201,209

171,500

435,269

77,594
66,537
14
4,441
6,602

99,759
177,497
232,186

754
5,554
4,980

17,694

1961

6,112
8,768,501
15,769,527
55.6

1,435

352,878
216,560
604
93,205
42,509

110,299
1,362,479
2,468,843

55.2

197,895

161,297

452,319

56,161
43,764
4
6,425
5,968

76,823
133,094
173,731

76.6
7,394
5,878

23,310




O PERAT' NG REVEN U ES AND EXPENSES U.S. Scheduled Airlines (in Thousands of Dollars)

TOTAL INDUSTRY 1971 1970 1969 1968 1967 1966 1965 1964 1963 1962 1961
Operating Revenues—Total_.___________ 10,026,280 9,289,618 8,790,951 7,753,211 6,864,726 5,745,038 4,957,851 4,250,838 3,759,051 3,438,731 3,063,555
Passenger " 8,220,501 7,626,804 7,119,795 6,221,852 5,425,862 4529,520 4,029,383 3,482,760 3,067,193 2,762,697 2,484,650
Freight 795,271 713,423 648,030 547,094 465,281 412,039 356,113 285,657 234,653 203,759 176,802
Priority U.S. Mail 169,397 175,248 168,358 162,763 184,232 189,252 138,238 122,746 117,916 111,178 98,587
Nonpriority U.S. Mail 110,268 123,311 120,015 104,466 76,082 43,481 25,234 19,050 21,086 20,520 16,844
Express 30,523 36,337 38,089 38,174 35,471 36,800 34,118 31,114 28,421 26,968 23,765
Charter 473,666 413,913 525,759 517,074 520,612 381,890 214,145 152,608 140,234 163,132 115,803
Public Service Revenue...______ . 63,392 45,857 40,003 46,745 59,912 65,619 80,622 82,806 82,222 82,393 78,952
Other * 163,263 154,723 130,903 115,044 97,273 86,439 79,997 74,098 67,327 68,084 68,152
Operating Expenses—Total ... - 9,712,037 9,246,536 8,403,497 7,248,323 6,156,532 4,969,541 4,285,923 3,780,741 3,479,264 3,248,732 3,043,496
Flying Operations 2,901,406 2,705,243 2,468,714 2,080,537 1,733,888 1,368,532 1,157,945 1,029,893 949,417 896,319 858,328
Maintenance 1,417,650 1,402,045 1,302,001 1,193,639 1,087,177 900,306 815,958 749,367 665,006 639,273 576,235
General Services and Administration
Passenger Service 989,709 939,681 830,681 716,056 578,639 458,887 381,860 309,389 263,185 234,323 220,671
Aircraft and Traffic Servicing......_._.__ 1,788,948 1,676,164 1,489,885 1,262,945 1,070,670 863,279 735,447 646,328 586,086 538,741 487,861
Promotion and Sales 1,151,445 1,112,409 1,035,401 900,940 776,304 645,574 551,134 479,203 419,978 380,796 352,256
Administrative 508,256 459,122 408,428 351,965 297,560 241,386 212,351 185,016 167,212 158,450 143,437
Total 4,438,358 4,187,376 3,764,394 3,231,906 2,723,173 2,209,126 1,880,793 1,619,936 1,436,462 1,312,310 1,204,225
Depreciation and Amortization.__.__._____. — 954,623 951,869 868,384 742,240 612,294 491,578 431,228 381,543 428,379 400,829 404,708
Net Operating Income._.....____________ 314,243 43,083 387,454 504,888 708,194 775,497 671,928 470,097 279,787 189,999 20,059

* Includes excess baggage, foreign mail, incidental revenues and other transport.
For notes to statistical tables see page 45.
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OPERATING REVENUES AND EXPENSES us. scheduled Airlines (in Thousands of Dollars)

DOMESTIC TRUNK AIRLINES

Operating Revenues—Total ...

Passenger

Freight

Priority U.S. Mail
Nonpriority U.S. Mail

Express

Charter

Public Service Revenue_.......... .

Other

Operating Expenses—Total ..

Flying Operations

Maintenance

General Services and Administration
Passenger Service

Aircraft and Traffic Servicing........._.
Promotion and Sales._........ -

Administrative

Total

Depreciation and Amortization._......._._._

Net Operating Income__.____.__.

LOCAL SERVICE AIRLINES

Operating Revenues—Total_.._________

Passenger.

Freight

Priority U.S. Mail

Nonpriority U.S. Mail
Express

Charter

Public Service Revenue.........

Other.

Operating Expenses—Total. ... __

Flying Operations

Maintenance

General Services and Administration
Passenger Service

Aircraft and Traffic Servicing........_..
Promotion and Sales......oo

Administrative

Total

Depreciation and Amortization..... .

Net Operating Income_..... .

1971

6,742,413
5,951,686
414,430
92,795
49,407
26,331
107,933

99,831

6,524,064
1,951,064
973,947

683,239
1,177,505
745,720
310,342
2,916,805
682,249

218,349

828,024
689,117
31,478
6,155
3,423
3,602
12,930
58,863
22,456

798,937
242,681
137,769

52,711
183,510
77,101
46,985
360,308
58,180

29,087

1970

6,272,775
5,536,144
387,120
93,952
44,156
31,257
100,294

79,851

6,256,039
1,830,972
974,254

653,762
1,117,235
728,402
279,813
2,779,212
671,601

16,736

736,831
627,590
29,794
6,376
4,800
4,281
12,099
40,339
11,552

745,629
226,809
128,332

47,970
165,121
69,502
42,653
325,246
65,242

(8,798)

1969

6,134,700
5,350,986
365,015
96,655
68,591
33,317
147,482

72,655

5,789,817
1,690,242
908,489

600,072
1,010,865
701,427
253,782
2,566,147
624,937

344,883

611,080
520,806
22,630
5,892
3,474
3,957
9,252
34,804
10,266

628,517
189,916
108,272

38,751
144,372
58,329
34,344
275,795
54,533

(17,436)

1968

5,039,441
4,451,341
284,707
80,739
43,131
33,146
87,475

58,902

4,719,364
1,341,342
802,853

488,635
825,578
579,244
202,465
2,095,921
479,249

320,077

501,308
414,732
17,477
5,900
2971
3,967
6,837
40,950
8,476

510,518
146,193
91,971

30,613
120,179
46,467
28,136
225,396
46,958

(9,210)

1967

4,419,436
3,901,528
235,774
76,100
23,139
30,752
104,962
2,822
44,360

4,009,331
1,101,480
735,445

396,449
704,944
501,987
167,023
1,770,403
402,005

410,106

399,716
313,833
13,053
5,138
1,352
3,545
5,565
50,961
6,266

399,025
109,656
79,323

21,995
95,933
36,107
22,813
176,849
33,196

691

1966

3,660,900
3,233,095
201,289
78,870
7,988
31,601
70,429
2,110
35,518

3,207,198
869,925
596,269

311,564
560,004
410,282
131,568
1,413,418
327,586

453,703

348,332
264,949
10,961
5,316
301
3,729
3,516
54,924
4,637

324,866
88,985
69,475

17,307
80,353
29,472
18,472
145,604
20,802

23,467

1965

3,263,556
2,908,045
174,150
64,181
6,354
29,703
44,375
3,508
33,240

2,847,308
767,902
566,413

266,279
484,859
348,223
116,378
1,215,739
297,253

416,249

291,374
203,423
8,764
4,103
261
3,196
2,115
66,012
3,499

267,283
74,233
59,837

13,426
66,346
23,469
14,874
118,114
15,098

24,091

1964

2,790,877
2,504,861
140,962
56,262
5,838
27,247
17,629
3,408
34,668

2,494,035
676,974
514,552

213,988
425,197
299,629
100,945
1,039,759
262,750

296,841

253,728
169,244
6,698
3,327
220
2,781
2,294
65,779
3,385

236,762
66,787
52,735

11,739
59,053
20,639
13,051
104,482
12,758

16,966

1963

2,451,915
2,208,430
116,466
51,247
5471
25,246
12,420
988
31,648

2,322,682
626,708
464,803

179,890
394,180
261,691

93,187
928,949
302,221

129,233

225,975
143,171
5,031
2,950
203
2,508
1,531
67,882
2,698

214,015
60,846
47,256

10,660
53,143
18,617
11,585
94,004
11,909

11,959

1962

2,250,094
2,020,975
102,364
49,002
5,486
24,332
12,700

35,235

2,175,166
593,816
444,047

164,546
362,912
241,895

89,255
858,608
278,694

74,928

206,099
125,467
4,070
2,674
188
2,061
1,421
67,948
2,270

192,724
55,082
42,309

9,726
48,095
16,298
10,611
84,730
10,604

13,374

1961

2,026,368
1,826,821
85,288
43,958
5,073
21,447
8,985

34,796

2,037,485
574,519
399,810

156,810
328,302
225,554

82,374
793,039
270,117

(11,118)

177,056
103,623
3,089
2,229
216
1,682
1,460
62,937
1,821

167,697
48,664
35,990

8,389
42,368
13,515

9,186
73,457

9,586

9,359




DPERATlNG REVENU ES AN D EXPENSES U.S. Scheduled Airlines (In Thousands of Dollars)

INTRA-HAWAIIAN AIRLINES 1971 1970 1969 1968 1967 1966 1965 1964 1963 1962 1961
Operating Revenues—Total._._____ . 49,046 44,391 35,753 29,746 26,287 23,318 20,439 17,898 15,499 13,780 14,085
Passenger. 45,330 39,972 33,075 27,538 24,344 19,716 17,074 14,924 13,129 11,824 11,642
Freight 2,410 2,321 1,943 1,577 1,540 1,375 1,378 1,410 1,179 1,161 984
Priority U.S. Mail 126 108 92 84 92 90 86 80 77 73 68
Nonpriority U.S. Mail 170 178 166 152 145 139 46 8 6 5 4
Express — — — — — — — — — — —
Charter. 9 7 23 13 — 12 228 299 206 12 260
Public Service Revenue_.. — 789 — — — 1,124 1,124 878 716 355 697
Other. 1,001 1,016 454 382 166 860 503 300 187 350 430
Operating Expenses—Total_.__._______ 47,813 43,923 37,408 30,453 26,528 22,145 18,527 16,523 14,690 13,229 13,456
Flying Operations 13,975 13,258 13,097 8,674 8,548 6,478 4514 - 3,851 3,219 2,933 3,063
Maintenance 7,474 7,194 6,793 6,069 4,909 4,369 4,002 3,574 2,923 2,677 2,867
General Services and Administration
Passenger Service 2,255 1,858 1,604 1,047 859 712 646 576 512 409 392
Aircraft and Traffic Servicing._._._.__ 9,774 8,338 6,397 5,474 4,404 3,778 3,301 2,996 2,706 2,430 2,321
Promotion and Sales..____________ _ 7,116 6,065 4,805 4,205 3,761 2,925 2,722 2,439 2,337 2,074 2,181
Administrative 3,925 3,679 1,553 2,515 2,214 2,051 1,812 1,726 1,366 1,599 1,540
Total 23,070 19,941 14,360 13,241 11,239 9,465 8,482 7,737 7,420 6,512 6,434
Depreciation and Amortization... . 3,294 3,531 3,158 2,470 1,831 1,832 1,528 1,360 1,129 1,106 1,091
Net Operating income___________________ 1,233 469 (1,654) (707) (241) 1,173 1911 1,375 809 551 629

INTRA-ALASKAN AIRLINES

Operating Revenues—Total..______ 30,360 28,812 25,704 21,967 24,407 22,357 22,002 21,950 20,225 18,735 18,867
Passenger. 14,717 13,241 11,869 8,867 9,707 7,972 7,860 7,267 6,244 6,326 6,181
Freight 4217 3,532 3,307 2,132 2,191 1,996 2,119 2,031 1,723 1,691 1,775
Priority U.S. Mail 4,740 6,733 5,267 4,717 4,392 3,926 3,650 3,192 3,077 2,873 2,529
Nonpriority U.S. Mail 1,930 131 —_ — —_ — — — — — —_—
Express — — —_ — —_ — — — — — —_
Charter. 1,480 2,014 2,064 2,310 2,363 2,458 2,345 3,237 3,327 2,110 1,617
Public Service Revenue..__.._______ - 2,375 2,374 2,494 3,190 4,729 5,124 5,266 5,590 5,317 5,139 6,352
Other 902 786 703 751 1,022 881 761 631 538 595 413

Operating Expenses—Total 28,160 26,991 23,802 20,719 23,241 20,306 20,587 20,310 19,353 17,421 16,192
Flying Operations 8,273 7,885 6,633 6,042 6,372 5,566 5,751 6,293 6,112 5,334 4,847
Maintenance 6,273 6,515 5,977 5,142 6,449 5,297 5,919 5,690 5,274 4,812 4,444
General Services and Administration*

Total 11,330 10,274 8,928 7,775 8,686 7,756 7,534 7,138 6,746 6,919 5,895
Depreciation and Amortization..._._._____ - 2,284 2,318 2,263 1,759 1,733 1,687 1,383 1,189 1,221 1,084 1,006
Net Operating Income_.______________ 2,200 1,821 1,902 1,248 1,166 2,051 1,415 1,640 872 1,314 2,675

* Breakdown waived in reporting required of these carriers.
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OPERATING REVENUES AND EXPENSES u.s.scheduled Airlines (in Thousands of Dollars)

HELICOPTER AIRLINES 1971
Operating Revenues—Total...._._.__.____ 8,567
Passenger 7,479
Freight 68
Priority U.S. Mail 26
Nonpriority U.S. Mail —_
Express 62
Charter 401
Public Service Revenue.........__ L -
Other 531
Operating Expenses—Total...__._____ 9,394
Flying Operations 2,788
Maintenance 2,612
General Services and Administration™
Total 3,485
Depreciation and Amortization._.._.__.______ 510
Net Operating Income 827

ALL-CARGO AIRLINES

(DOMESTIC)

Operating Revenues—Total 51,871
Passenger.... —
Freight 41,283
Priority U.S. Mail 983
Nonpriority U.S. Mail 1,328
Express 336
Charter 4,396
Public Service Revenue.... ... —
Other. 3,544

Operating Expenses—Total._...___.___ 52,945
Flying Operations. 20,394
Maintenance 5,594
General Services and Administration

Passenger Service 2
Aircraft and Traffic Servicing.... ... 15,752
Promotion and Sales......ooo 3,128
Administrative 3,389
Total 22,271
Depreciation and Amortization.........__. 4,686
Net Operating Income (1,074

* Breakdown waived in reporting required of these carriers.

1970

8,340
7,148
72

33
103
435

548

11,530
3,221
3,053

4,537
718

(3,190

49,445
37,073
541
1,006
536
5,665

4,679

53,283
20,975
8,612

15
13,374
2,434
2,833
18,657
5,040

(3,838)

1969

9,175
7,374
67
130
243
419

942

14,346
2,928
4,169

5,835
1,413

(5,171)

78,642

29,469
283
653
379

41,191

6,668

80,211
30,147
16,420

1,783
16,097
3,251
3,901
25,032
8,611

(1,569)

1968

12,870
9,470
93
209
259
513

2,326

16,177
2,885
5,278

6,306
1,707

(3,307)

85,303

27,564
194
387
407

54,414

2,337

98,712
35,170
19,354

2,579
13,908
3,448
4,374
24,310
19,878

(13,408)

1967

16,506
10,377
102
325
289
481
4,932

17,243
3,375
5,521

6,379
1,972

(743)

94,279

25,960
208
326
538

63,345

3,902

83,973
34,139
21,339

423
12,650
3,160
4,308
20,541
7,955

10,305

1966

14,232
8,603
98
158
295
509
584
3,985

14,929
3,195
5,002

5,563
1,169

(697)

102,360

27,635
631
201
858

68,776

4,259

80,414
30,774
19,887

1512
12,845
2,837
4,338
21,533
8,220

21,946

1965

11,135
5,645
85
221
216
525
2,712
1,732

11,369
2,250
3,770

4,354
995

(233)

82,279
22,817
447
207
681
57,046

1,082

73,706
24,270
19,350

1,266
12,178
3,107
3,826
20,378
9,709

8,573

1964

10,174
43814
54
240
213
344
4,300
210

10,295
1,941
3,541

3,817
996

(121)

74,158

20,006
358
185
563

52,745

302

70,838
24,237
16,476

2921

11,070
3,245
3,724

20,960
9,165

3,319

1963

8,637
3,284
41
193
217
210
4,641
51

8,839
1,744
2,789

3,305
1,000

(202)

67,586

15,562
182

83

237
51,444

79

66,308
23,112
16,518

1,744
8,478
2,342
3,784
16,348
10,330

1,279

1962

8,583
2,501
39
174
215
109
5,518
26

8,835
1,791
2,454

3,378
1,212

(252)

90,702

11,662
81

25

120
78,371

442

80,401
31,061
20,849

1,847
8,411
2,169
4,033
16,461
12,029

10,301

1961

8,603
2,773
39
253
189
64
5,258
27

- 8,808
1,946
2,633

3,086
1,143

(205)

59,380

13,166
154
49
246
44,884

882

62,685
23,117
12,395

1,444
6,776
2,100
3,728
14,048
13,125

(3,305)




OPERATING REVENUES AND EXPENSES u.s. scheduled Airlines (in Thousands of Dollars)

INTERNATIONAL and TERRITORIAL

AIRLINES 1971 1970 1969 1968 1967 1966 1965 1964 1963 1962 1961
Operating Revenues—Total_.._________ 2,068,683 1,913,592 1,689,387 1,949,766 1,769,682 1,474,480 1,210,875 1,040,020 931,452 810,446 722,390
Passenger. 1,491,348 1,380,388 1,176,349 1,309,173 1,165,862 995,185 887,335 781,649 692,801 595,221 533,159
Freight 220,912 196,906 185,346 185,465 163,216 149,215 130,800 99,990 80,175 71,017 63,066
Priority U.S. Mail 52,313 54,126 54,103 68,815 94,055 96,683 63,170 56,943 57,697 53,905 45,361
Nonpriority U.S. Mail 37,896 49,176 37,666 55,922 49,596 33,373 16,989 11,527 13,613 13,030 10,457
Express. 183 125 156 391 342 314 319 306 203 235 199
Charter. 236,736 184,525 199,930 287,202 259,918 163,350 75,737 55,355 53,221 44,931 36,802
Public Service Revenue_... - — — — 2,606 1,400 1,753 1,999 2,851 2,679 3,433 3,709
Other 29,293 48,344 35,838 40,193 35,293 34,606 34,526 31,398 31,065 28,672 29,637
Operating Expenses—Total____.___________ 2,042,163 1,894,391 1,638,275 1,747,946 1,496,540 1,220,894 1,001,362 896,187 799,462 723,853 698,685
Flying Operations 575,102 515,182 456,431 495,025 424,135 329,427 262,597 238,427 216,834 193,422 186,561
Maintenance 258,895 241,077 219,053 244,316 211,874 181,475 146,043 145,186 117,729 113,602 109,493
General Services and Administration
Passenger Service 240,816 222,704 178,003 187,756 156,837 126,367 98,205 78,371 68,904 56,045 52,220
Aircraft and Traffic Servicing_._______ — 362,241 332,268 278,708 281,377 238,244 194,943 161,691 142,773 122,803 111,892 103,275
Promotion and Sales.........____________ 302,990 292,624 258,418 263,692 228,135 197,265 171,559 151,550 133,299 116,745 107,327
Administrative 115,509 102,644 90,641 94,899 81,298 67,894 61,198 51,729 44,383 40,790 35,326
Total 1,021,556 950,241 805,770 827,723 704,514 586,470 492,653 424,423 369,389 325,472 298,148
~ Depreciation and Amortization_________ _ 186,611 187,889 157,019 180,881 156,017 123,521 100,070 88,151 95,510 91,356 104,483
Net Operating Income__________________ - 26,520 19,202 51,113 201,820 - 273,142 253,586 209,513 143,833 131,991 86,593 23,706
ALL-CARGO AIRLINES
(INTERNATIONAL)
Op?)rating Revenues—Total - 212,042 195,905 165,958 111,998 114,193 99,059 56,191 42,032 37,548 39,683 36,291
assenger. — —_ —_ — — — — — — —_ —_—
Freight 78,447 54,388 38,474 28,067 23,440 19,471 15,999 14,506 14,472 11,747 9,388
Priority U.S. Mail 10,238 11,111 4,496 2,105 3,922 3,578 2,380 2,344 2,486 2,380 4,018
Nonpriority U.S. Mail 16,036 23,818 9,401 1,903 1,524 1,479 1,377 1,273 1,710 1,785 1,046
Express 7 20 2 4 3 3 3 4 9 4 1
Charter. 102,237 99,216 111,260 78,273 83,957 72,839 31,777 20,704 17,807 23,275 21,694
Public Service Revenue___________ - —_ — —_ — — — — — — — —
Other 5,092 7,353 2,323 1,645 1,347 1,690 4,654 3,203 1,063 492 144
Operating Expenses—Total____________ _ 170,841 171,207 151,797 103,632 100,425 78,791 45,782 35,790 33,674 36,543 37,890
Flying Operations 72,966 70,699 64,544 44,968 46,136 34,182 16,428 11,384 10,775 12,700 15,464
Maintenance 18,396 25,159 25,031 18,441 22,250 18,532 10,623 7,613 7,650 8,413 8,488
General Services and Administration
Passenger Service 8.083 10,208 8,131 5,425 2,076 1,424 2,038 1,794 1,476 1,749 1,417
Aircraft and Traffic Servicing._______ 34,137 32,881 26,722 16,429 14,493 11,356 7,072 5,239 4,777 5,001 4,819
Promotion and Sales_..__._______________ 11,148 8,417 5,582 3,885 3,154 2,792 2,055 1,700 1,693 1,615 1,579
Administrative 10,773 10,016 7,122 5,196 4,750 3,744 2,375 2,887 2,261 2,367 2,034
Total 64,140 61,522 47,558 30,935 24,473 19,316 13,540 11,621 10,206 10,732 9,849
Depreciation and Amortization......._________ 15,340 13,827 14,664 9,288 7,565 6,761 5,190 5,173 5,043 4,699 4,089

Net Operating Income 41,201 24,698 14,161 8,366 13,768 20,269 10,409 6,242 3,874 3,139 (1,599)




(S F

INCAOME STATEMENT us. SCHEDULED AIRLINES

TOTAL INDUSTRY 1971 1970 1969 1968 1967 1966 1965 1964 1963 1962 1961

Total Operating Revenues ($000)........ 10,026,280 9,289,618 8,790,951 7,753,211 6,864,726 5745038 4,957,851 4,250,838 3,759,051 3,438,731 3,063,555
Total Operating Expenses ($000). 9,712,037 9,246,536 8,403,497 7,248,323 6,156,532 4,969,541 4285923 3,780,741 3,479,264 3,248,732 3,043,496
Net Operating Income ($000).__....... 314,243 43,083 387,454 504,888 708,194 775,497 671,928 470,097 279,787 189,999 20,059
Interest on Long-Term Debt ($000)... ... 334,432 318,434 283,355 221,915 149,793 126,588 112,127 104,258 106,497 111,036 93,982

Income Taxes ($000) 22,286 (48,303) 94,898 135,240 236,231 279,570 234,740 174,088 114,105 64,984 (3,375)

Net Profit or (Loss) ($000) . 29,002 (200,480) 52,723 209,952 415,388 427,633 367,119 223,172 78,480 52,319 (37,881)

Profit Margin on Sales (%) 03 —_ 0.6 2.8 6.1 74 74 5.3 2.1 15 —

Rate of Return on Investment (%) 35 1.2 33 49 76 11.0 12.0 9.8 6.1 5.2 16
DOMESTIC TRUNK AIRLINES

Total Operating Revenues ($000)._.__________ 6,742,413 6,272,775 6,134,700 5,039,441 4,419,436 3,660,900 3,263,556 2,790,877 2451915 2,250,094 2,026,368
Total Operating Expenses ($000)_. 6,524,064 6,256,039 5,789,817 4,719,364 4,009,331 3,207,198 2,847,308 2,494,035 2,322,682 2,175,166 2,037,485
Net Operating Income ($000).________ 218,349 16,736 344,883 320,077 410,106 453,703 416,249 296,841 129,233 74,928 (11,118)

Interest on Long-Term Debt ($000)._.______ 189,305 173,748 169,005 131,174 88,475 81,065 73,222 69,260 70,103 72,364 61,569
Income Taxes ($000) 19,270 (41,131) 91,023 88,435 145,250 165,500 148,101 110,250 59,640 22,360 (12,865)
Net Profit or (Loss) ($000) . 39,864 (100,412) 110,427 126,521 244,475 238,636 221,889 134,362 13,117 8,196 (34,568)
Profit Margin on Sales (%) 0.6 — 1.8 25 55 6.5 6.8 4.8 0.5 0.4 —_
Rate of Return on Investment (%) 33 14 43 49 6.9 9.7 11.2 9.1 39 37 1.0
LOCAL SERVICE AIRLINES
Total Operating Revenues ($000)._._.____ 828,024 736,831 611,080 501,308 399,716 348,332 291,374 253,728 225,975 206,099 177,056
Total Operating Expenses ($000)__. 798,937 745,629 628,517 510,518 399,025 324,866 267,283 236,762 214,015 192,724 167,697
Net Operating Income ($000)..___.._._ . 29,087 (8,798) (17,436) (9,210) 691 23,467 24,091 16,966 11,959 13,374 9,359
Interest on Long-Term Debt ($000)___...._.__ 38,525 44,382 41,495 31,151 17,697 7,796 5,189 4,160 3,905 3,748 3,277
Income Taxes ($000) 638 (1,585) (5,707 (9,091) (3,289) 6,558 8,353 5,948 4,374 5,263 3,147
Net Profit or (Loss) ($000) (10,227) (61,426) (63,008) (29,800 (4,472) 10,376 12,722 7,776 4,872 5,962 4841
Profit Margin on Sales (%) — — — — — 30 44 31 22 29 27
Rate of Return on Investment (%) 37 3.9 4.2) (0.4) 24 7.2 104 94 838 11.0 11.1
INTRA-HAWAIIAN AIRLINES
Total Operating Revenues ($000)..._____ . 49,046 44,391 35,753 29,746 26,287 23,318 20,439 17,898 15,499 13,780 14,085
Total Operating Expenses ($000).... 47,813 43,923 37,408 30,453 26,528 22,145 18,527 16,523 14,690 13,229 13,456
Net Operating Income ($000).____.__. 1,233 469 (1,654) (707) (241) 1,173 1,911 1,375 809 551 629
Interest on Long-Term Debt ($000)_... ... 1,845 2,605 1,553 1,013 772 527 468 417 485 445 516
Income Taxes ($000) — — @ (482) (385) 206 568 139 — 28 —_
Net Profit or (Loss) ($000) . (403) (3,115) (3,707) (1,533) (1,039 479 980 868 (213) (50) 133
" Profit Margin on Sales (%)........_. —_ — — — — 2.1 438 438 — —_ 0.9
Rate of Return on Investment (%) 43 (3.8) (10.5) (1.4) 28 6.4 111 133 20 34 5.7
INTRA-ALASKAN AIRLINES
Total Operating Revenues ($000).._________ 30,360 28,812 25,704 21,967 24,407 22,357 22,002 21,950 20,225 18,735 18,867
Total Operating Expenses ($000).... 28,160 26,991 23,802 20,719 23,241 20,306 20,587 20,310 19,353 17,421 16,192
Net Operating Income ($000)._.___________ 2,200 1,821 1,902 1,248 1,166 2,051 1,415 1,640 872 1,314 2,675
Interest on Long-Term Debt ($000)__________ 1,139 126 1,255 279 333 336 299 260 290 288 296
Income Taxes ($000) 563 269 335 293 587 933 701 613 457 563 1,417
Net Profit or (Loss) ($000) . 636 274 488 1,429 160 1,032 470 1,171 221 531 914
Profit Margin on Sales (%) 2.1 1.0 19 6.5 0.7 46 2.1 53 11 28 48
Rate of Return on Investment (%)_______ 5.9 47 6.0 8.2 29 125 6.5 147 47 8.4 138

For notes to statistical tables see page 45.




INCOME STATEMENT u.s. sCHEDULED AIRLINES

HELICOPTER AIRLINES 1971 1970 1969 1968 1967 1966 1965 1964 1963 1962 1961
Total Operating Revenues ($000)__.______ 8,567 8,340 9,175 12,870 16,506 14,232 11,135 10,174 8,637 8,583 8,603
Total Operating Expenses ($000) 9,394 11,530 14,346 16,177 17,249 14,929 11,369 10,295 8,839 8,835 8,808
Net Operating Income ($000)._.____________ (827) (3,190) (5,171) (3,307) (743) (697) (233) (121) (202) (252) (205)
Interest on Long-Term Debt ($000)_________ 222 575 654 404 512 375 388 318 303 233 49
Income Taxes ($000) — 2 (34) (11) (56) (256) 166 85 (107) (223) (78)
Net Profit or (Loss) ($000)._.___ (573) (3,962) (6,948) (3,100) (888) (561) (438) (197 (154) 89 (46)
Profit Margin on Sales (%) .. — — — — —_ —_ — — — 1.0 —
Rate of Return on Investment (%)________ — ~* —* (85.5) (24.8) 2.7) 2.7) (1.5) 0.7 1.1 3.1 0.7)

ALL-CARGO AIRLINES (DOMESTIC)

Total Operating Revenues ($000)__________ 51,871 49,445 78,642 85,303 94,279 102,360 82,279 74,158 67,586 90,702 59,380
Total Operating Expenses ($000)___________ 52,945 53,283 80,211 98,712 83,973 80,414 73,706 70,838 66,308 80,401 62,685
Net Operating Income ($000)_______________ (1,074) (3,838) (1,569) (13,408) 10,305 21,946 8,573 3,319 1,279 10,301 (3,305)
Interest on Long-Term Debt ($000)._________ 3,263 4,338 7,734 3,946 2,188 3,002 3,789 3,824 4,302 4,775 2,366
Income Taxes ($000) 406 296 264 (7,243) 3,205 8,467 3,280 636 (545) 4,108 (540)
Net Profit or (Loss) ($000)...__.__________ (5,137) (9,108) (7,906) (10,838) 4,851 12,245 2,720 (1) (1,290 4,355 (4,577
Profit Margin on Sales (%) - — — — — 5.1 12.0 3.3 — — 438 —
Rate of Return on Investment (%) (3.6) 8.3) 0.9 4.9 53 17.1 7.2 40 28 9.8 (4.9

INTERNATIONAL AND TERRITORIAL
Total Operating Revenues ($000).._______. 2,068,683 1913592 1,689,387 1,949,766 1,769,682 1,474,480 1,210,875 1,040,020 931,452 810,446 722,390
Total Operating Expenses ($000)__________ 2,042,163 1,894,391 1,638,275 1,747,946 1,496,540 1,220,894 1,001,362 896,187 799,462 723,853 698,685
Net Operating Income ($000)._______________ 26,520 19,202 51,113 201,820 273,142 253,586 209,513 143,833 131,991 86,593 23,706
Interest on Long-Term Debt ($000)_________ 87,605 74,930 49,928 50,366 36,941 30,641 25,896 22,980 24,234 26,337 24,275
Income Taxes ($000) (9,378) (11,735) 7,936 62,512 88,620 94,945 73,572 56,418 50,287 32,885 5,558
Net Profit or (Loss) ($000)... . (19,362) (18,035) 19,910 122,957 163,108 149,890 121,883 76,731 63,012 33,073 (2,263)
Profit Margin on Sales (%) - — —_ 1.2 6.3 9.2 10.2 10.1 7.4 6.8 4.1 —
Rate of Return on Investment (%) — 3.2 24 3.2 75 11.1 146 15.0 12.2 12.1 8.1 2.6

ALL-CARGO AIRLINES (INTERNATIONAL)

Total Operating Revenues ($000)_________ 212,042 195,905 165,958 111,998 114,193 99,059 56,191 42,032 37,548 39,683 36,291
Total Operating Expenses ($000)_._._ . - 170,841 171,207 151,797 103,632 100,425 78,791 45,782 35,790 33,674 36,543 37,890
Net Operating Income ($000)..____________ 41,201 24,698 14,161 8,366 13,768 . 20,269 10,409 6,242 3,874 3,139 (1,599)
Interest on Long-Term Debt ($000).___._____ 12,527 16,930 10,684 3,526 2,846 2,801 2,876 3,039 2,874 2,841 1,628
Income Taxes ($000) 10,096 5,595 1,128 816 2,278 3,216 — — — — —
Net Profit or (Loss) ($000) .. 17,815 1,244 2,949 4,274 9,213 15,536 6,892 2,462 (1,072) 118 (2,240)
Profit Margin on Sales (%) _____ 84 0.6 1.8 38 8.1 15.6 12.3 59 —_ 0.3 —_
Rate of Return on Investment (%) _.__ 119 5.9 6.2 6.2 136 33.0 21.7 116 3.1 6.0 (3.0)

* Rate of return cannot be computed due to negative investment base.
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BALANCE SHEET u.s. scheduled Airlines (in Thousands ofA Dollars)

TOTAL INDUSTRY 1971
Assets
Current Assets 2,736,660
Investments and Special Funds ... 1,181,314
Flight Equipment 11,271,069

Reserve for Depreciation and Airworthiness  (3,930,205)

Ground Property and Equipment 1,754,447
Reserve for Depreciation ... (741,652)
Other Property ._... 447,189
Deferred Charges 352,616
Total Assets 13,071,438
Liabilities
Current Liabilities 2,397,599
Long-Term Debt 5,598,225
Other Non-Current Liabilities ... 393,793
Deferred Credit 1,110,762
Stockholders’ Equity—Net of Treasury Stock. 3,571,060
Preferred Stock 36,385
Common Stock 286,134
Other Paid-In Capital ... . 1,881,052
Retained Earnings ... 1,375,202
Less: Treasury Stock 1,922
Total Liabilities and Equity ... 13,071,438
DOMESTIC TRUNK AIRLINES
Assets
Current Assets 1,952,220
Investments and Special Funds . 954,357
Flight Equipment 8,747,474
Reserve for Depreciation and Airworthiness (3,183,045}
Ground Property and Equipment ... 1,399,994
Reserve for Depreciation ... (572,551
Other Property 285,018
Deferred Charges 184,581
Total Assets 9,768,047
Liabilities
Current Liabilities 1,651,892
Long-Term Debt 3,885,104
Other Non-Current Liabilities ... 348,054
Deferred Credit 970,384
Stockholders’ Equity—Net of Treasury Stock.. 2,912,612
Preferred Stock 24,294
Common Stock 219,830
Other Paid-In Capital . 1,357,565
Retained Earnings 1,311,863
Less: Treasury Stock 939
Total Liabilities and Equity . 9,768,047

At December 31

1970

2,447,507
1,282,720
10,945,920
(3,485,009)
1,598,213
(631,791)
428,319
324,879
12,910,758

2,344,834
6,094,471
314,656
1,063,285
3,093,511
36,153
259,471
1,407,767
1,392,042
1,922
12,910,758

1,782,773
998,265
8,465,213
(2,846,775)
1,271,156
(486,060
251,615
142,923
9,579,112

1,652,418
4,280,487
260,873
900,192
2,485,143
24,199
197,001
994,378
1,270,504
939
9,579,112

1966

1,980,938
710,602
6,095,501
(2,105,171)
717,531
(351,440
145,376
117,030
7,310,369

1,282,886
3,077,460
18,878
540,752
2,390,391
17,138
275,876
819,022
1,280,921
2,567
7,310,369

1,488,583
477,165
4,681,260
(1,652,233)
544,698
(271,971)
91,558
58,848
5,417,909

890,833
2,277,953
14,835
454,805
1,779,483
15,262
208,237
606,614
950,447
1,077
5,417,909

1961

981,122
229,097
3,561,690
(1,378,443)
437,240
(220,643)
83,686
122,597
3,816,346

775,960
1,884,407
25,554
179,752
950,674
39,589
186,157
406,693
320,312
2,076
3,816,346

694,186 -

139,299
2,759,409
(1,083,124)
351,737
(175,025)
63,709
69,762
2,819,953

523,565
1,408,938
22,203
148,173
717,075
34,162
128,124
292,126
263,276
613
2,819,953

LOCAL SERVICE AIRLINES

Assets

Current Assets
Investments and Special Funds
Flight Equipment
Reserve for Depreciation and Airworthiness
Ground Property and Equipment _________

Reserve for Depreciation ..
Other Property
Deferred Charges
Total Assets

Liabilities

Current Liabilities
Long-Term Debt
Other Non-Current Liabilities .
Deferred Credit
Stockholders’ Equity—Net of Treasury Stock .
Preferred Stock
Common Stock
Other Paid-In Capital
Retained Earnings
Less: Treasury Stock ____________

Total Liabilities and Equity _____

INTRA-HAWAIIAN AIRLINES
Assets

Current Assets
Investments and Special Funds _________
Flight Equipment
Reserve for Depreciation and Airworthiness
Ground Property and Equipment _________
Reserve for Depreciation
Other Property
Deferred Charges
Total Assets

Liabilities

Current Liabilities
Long-Term Debt
Other Non-Current Liabilities .
Deferred Credit
Stockholders’ Equity—Net of Treasury Stock
Preferred Stock
Common Stock
Other Paid-In Capital
Retained Earnings
Less: Treasury Stock

Total Liabilities and Equity

1971

207,725
21,694
664,507
(189,828)
62,080
(33,773)
20,050
112,246
864,702

228,679
467,147
8,208
5,860
154,807
11,780
22,879
209,812
(89,732)
7
864,702

11,147
90
29,100
(11,081)
6,575
(3,600
2,649
2,381
37,261

15,486
16,294
1,573
599
3,309
68
6,268
6,593
(7,359)

37,261

At December 31

1970

193,057
19,813
666,478
(153,636)
65,199
(29,545)
20,711
118,895
900,973

234,143
516,592
18,524
9,433
122,281
11,641
21,017
169,561
(79,931)
7

900,973

9,245
85
31,416
(11,123)
6,459
(3.209)
2,813
2,693
38,378

14,677
18,900
946
146
3,709
70
6,265
6,592
9,217)

38,378

1966

112,012
38,962
277,338
(62,912)
30,086
(14,104
23,745
14,038
419,164

99,782
219,741
47
3,488
96,105
755
19,204
39,547
36,633
35
419,164

5,721
1,681
17,146
(5,304)
4,487
(1,852)
971
1,705
24,560

4,992
13,193
173
440
5,763
398
3,081
1,413
871

24,560

1961

44,202
2,428
95,492
(36,484)
13,688
(6,878)
4,784
5415
122,647

44,199
50,067
58
618

. 27,704

2,665
10,598
9,254
5,263
73
122,647

3,680
9

12,047
(4,679)
2,553
(1,354)
269
1,145
13,667

3,719
6,658

74
3,217
1,570
1,361
1,793
(1,507)

13,667

For notes to statistical tables see page 45.



BALANCE SHEET us.s. scheduled Airlines (in Thousands of Dollars)

INTRA-ALASKAN AIRLINES

Assets

Current Assets
Investments and Special Funds
Flight Equipment

Reserve for Depreciation and Airworthiness
Ground Property and Equipment ___________
Reserve for Depreciation .
Other Property
Deferred Charges
Total Assets

Liabilities

Current Liabilities
Long-Term Debt
Other Non-Current Liabilities ..
Deferred Credit
Stockholders’ Equity—Net of Treasury Stock___.
Preferred Stock
Common Stock
Other Paid-In Capital
Retained Earnings
Less: Treasury Stock .
Total Liabilities and Equity .

HELICOPTER AIRLINES

Assets

Current Assets
Investments and Special Funds
Flight Equipment

Reserve for Depreciation and Airworthiness
Ground Property and Equipment ___________
Reserve for Depreciation
Other Property
Deferred Charges
Total Assets

Liabilities

Current Liabilities
Long-Term Debt
Other Non-Current Liabilities ...
Deferred Credit
Stockholders’ Equity—Net of Treasury Stock____.
Preferred Stock
Common Stock
Other Paid-In Capital -
Retained Earnings
Less: Treasury Stock . -
Total Liabilities and Equity .

1971

12,525
1,261
27,992
(10,126)
8,776
(4,370)
298
1,500
37,856

6,074
15,374
25
257
16,127
244
3,771
4,441
4,711

37,856

2,793
234
4,091
(1,655)
811
(784)
306
250
6,046

6,760
3,131
932
90
(4,868)

3,543
3,587
(5,190)

6,046

At December 31

1970

9,922
1,090
27,788
(8,864)
8,664
(3,847)
137
1,836
36,725

5,721
16,973
59
302
13,669

3,382
3,088
7,200

36,725

2,396
368
4,080
(1,478)
1,077
(643)
749
490
7,039

6,968
3,303
621
64
(3,919)

3,400
3,676
(10,995)

7,039

1966

6,151
1,232
12,531
(7,248)
7,089
(3,184)
709
670
17,949

5,033
4,264
140
239
8,273
480
2,721
490
4,581

17,949

7,071
1,058
11,384
(4,184)
2,029
(1,202)
165
1,296
17,617

5,031
7,059
84
165
5,279

3,141
2,919
(781)

17,617

1961

6,182
631
8,367
(4,272)
3,897
(1,882
142
487
13,552

4,868
3,695
89
81
4818

2,372
183
2,263

13,552

3,098
588
5,347
(3,488)
1,107
(665)
1,387
730
8,103

2,303
492
38
308
4,963
957
2,673
1,334

8,103

ALL-CARGO AIRLINES

Assets

_Current Assets
Investments and Special Funds ...
Flight Equipment

Reserve for Depreciation and Airworthiness
Ground Property and Equipment
Reserve for Depreciation ..
Other Property
Deferred Charges
Total Assets
Liabilities

Current Liabilities
Long-Term Debt
Other Non-Current Liabilities
Deferred Credit
Stockholders’ Equity—Net of Treasury Stock .
Preferred Stock
Common Stock
Other Paid-In Capital
Retained Earnings
Less: Treasury Stock .
Total Liabilities and Equity ...

1971

98,661
39,401
248,464
(52,496)
31,304
(12,096)
33,116
11,697
398,049

59,050
187,376
29,522
39,085
83,016
244
15,894
39,864
27,832
244
398,049

At December 31

1970

76,826
48,404
259,575
(43,926)
28,169
(9,904)
30,498
17,864
407,505

58,553
210,108
27,876
.35,579
75,388
244
15,893
39,816
19,680
244
407,505

INTERNATIONAL AND TERRITORIAL AIRLINES

Assets

Current Assets
Investments and Special Funds
Flight Equipment

Reserve for Depreciation and Airworthiness
Ground Property and Equipment ____________
Reserve for Depreciation ...
Other Property
Deferred Charges
Total Assets

Liabilities

Current Liabilities
Long-Term Debt
Other Non-Current Liabilities ...
Deferred Credit
Stockholders’ Equity—Net of Treasury Stock____
Preferred Stock
Common Stock
Other Paid-In Capital ..
Retained Earnings
Less: Treasury Stock .
Total Liabilities and Equity ..

451,333
164,276

1,549,196
(481,901)

244,791

(114,429)

105,149
39,920

1,958,333

429,315

1,023,247

5479
94,455
405,837

13,927
259,031
133,512

575

1,958,333

373,044
214,695
1,490,739
(418,814)
217,312
(98,487
121,070
40,085
1,939,642

371,372
1,047,404
5,700
117,536
397,629

12,493
190,413
195,456

733
1,939,642

1966

65,222
16,442
175,184
(72,910
14,380
(4,626)
2,155
14,606
210,453

45,052
80,385
1,378
12,313
71,325
244
17,608
24,627
29,090
244
210,453

296,178
174,062
920,657
(300,378)
114,762
(54,500
26,070
25,867
1,202,718

232,163
474,865
2,221
69,302
424,163

21,884
143411
260,080

1,212
1,202,718

1961

28,541
21,920
131,774
(39,397

5,266
(2,735)
7,175
8,567
161,114

39,693
96,166
35
1,838
23,382
1,192
23,300
21,633
(22,738)

5
161,114

201,199
64,220
548,936
(206,783)
58,925
(32,075)
6,214
36,485
677,119

157,468
318,390
3,131
28,630
169,501

19,413
79,031
72,441
1,385
677,119

39



UNIT REVENUES AND COSTS

PASSENGER REVENUES COMPARED 1971 1970

1969

Average Revenue Per Revenue Passenger Mile—Intercity Common Carriers

(In Cents Per Mile)
U.S. Scheduled Airlines

Domestic—First Class__.__..._ - 8.76 831
Coach 5.80 5.46
Total 6.33 6.00

International—First Class 8.21 7.96
Tourist 4.77 4.68
Total 5.10 5.01

Total 6.06 5.79

Railroads, Class |
First Class 4.72 427
Coach 4.86 3.98
Motor Buses, Class | 3.81 3.60

FREIGHT REVENUES COMPARED

Average Revenue Per Ton Mile—Intercity Common Carriers
(In Cents Per Mile)

40 U.S. Scheduled Airlines
Domestic 2261 2191
International 19.70 19.36
Total 21.42 20.94
Railroads, Class | 1.59 1.43
Trucks, Class | 790E 7.30

AIRLINE REVENUE, COST AND PROFIT PER REVENUE

(In Cents Per Mile)
Domestic Service

Unit Revenue 54.83 51.74

Unit Cost 53.09 51.75

Operating Profit Margin.._______________ 1.75 (00.01)
International and Territorial Service

Unit Revenue 33.64 33.44

Unit Cost 3264 32.74

Operating Profit Margin_____.___________ — 1.00 00.70
Total Industry

Unit Revenue 47.96 46.02

Unit Cost 46.46 4581

Operating Profit Margin.... 1.50 00.21

E Estimated

TON

7.78
5.27
5.79
8.09
482
5.18
5.68

4.08
3.56

3.39

21.03
18.29
19.99

1.35
7.10

MILE

49.74
47.43
231

30.68
29.60
1.08

43.98
42.04
1.94

1968

7.32
5.11
5.61
742
4.65
495
5.46

3.88
3.24

3.18

19.97
18.83
19.51

131
6.90

49.66
47.00
2.66

3112
27.82
3.30

42.86
39.96
290

1967

7.24
5.13
5.64
7.59
a7
5.01
5.49

3.76
3.02

298

19.89
19.63
19.79

1.27
6.60

49.90
4567
423

33.04
28.01
5.03

43.77
39.26
451

1966

124
5.28
5.83
7.60
485
5.16
5.67

3.84

299

2.89

20.21
19.92
20.09

1.26
6.30

51.79
45.57
6.22

35.87
29.63
6.24

46.18
39.95
6.23

1965

7.33
5.52
6.06
7.62
5.00
5.29
5.87

3.87
3.00

2.88

20.46
20.76
20.58

1.27
6.50

54.48
47.81
6.67

40.60
33.56
7.04

50.10
4331
6.79

1964

7.26
5.58
6.12
8.16
5.12
5.45
5.95

391
3.00

274

20.97
23.60
21.95

1.28
6.50

56.58
50.87
5.71

44.80
38.59
6.21

53.03
47.17
5.86

1963

1.17
5.62
6.17
8.56
5.47
5.82
6.09

4.00
3.00

2.72

21.72
24.78
22.86

131
6.30

57.75
54.77
298

47.76
41.06
6.70

54.79
50.72
4.07

1962

1.57
5.76

8.42
5.43
5.87
6.31

3.97
2.89

271

2131
25.04
22.69

1.35
6.40

58.29
56.03
2.26

47.30
231
4.99

55.12
52.08
3.04

1961

7.34
5.4
6.28
844
5.50
6.08
6.24

394
2.34

2.70

22.08
27.83
24.12

137
6.30

59.11
59.17
(00.06)

50.73
49.25
148

56.79
56.42
00.37




PASSENGER TRAFFIC

PASSENGER TRAVEL BETWEEN THE

U.S. AND FOREIGN COUNTRIES * 1971 1970
(Thousands of Passengers)

Passengers via Air 20,784 18,960
Passengers via Sea 1,758 1,711
Total via Air and Sea 22,542 20,671

Air Share (%) 92.2 91.7
Passengers via Foreign-Flag Airlines_______ - 9,033 8,490
Passengers via U.S.-Flag Airlines_..________ — 11,751 10,470

U.S. Flag Airlines’ Share (%) . — 56.5 55.2

* Figures are exclusive of travel over land borders (except Mexican
air travel), crewmen, military p and t
continental United States and its possessions.

Source: U.S. Department of Justice, Immigration and Naturalization
Service.

INTERCITY PASSENGER TRAVEL
IN THE UNITED STATES

(Passenger Miles in Millions)
Common Carriers

Airlines 106,293 104,146
Railroads 9,908 6,179
Motor Buses 1 25,500 25,300
Total , 141,701 135,335
Air Share (%) 75.0 77.0
Private Automobile 1,170,000 1,120,000
Total Common Carrier and Auto_..._.___.___. 1,311,701 1,255,335
Common Carrier Share (%) 10.8 108
Air Share (%) 8.1 8.3

1 Includes charter
E Estimated

1969

16,605
1,714
18,319
90.6
7,481
9,124
54.9

102,717
7,622
24,900
135,239
76.0
1,070,600
1,205,839
11.2

85

1968

14,160
1,378
15,538
91.1
6,259
7,901
55.8

87,508
8,737
24,500
120,693
725
1,016,000
1,136,693
10.6

7.7

1967

12,456
1,397
13,853
89.9
5,792
6,664
53.5

75,487
10,920
24,900
111,306
678
967,000
1,078,306
103

7.0

1966

10,589
1,570
12,159
87.1
5,109
5,480
51.8

60,591
12,903
24,600
98,094
618
902,000
1,000,094
9.8

6.1

1965

8,996
1,608
10,604
84.8
4,509
4,487
499

51,888
13,260
23,800
88,948
58.3
859,000
947,948
9.4

55

1964

7,657
1,651
9,308

82.3
3,897
3,760

49.1

44,141
14,048
23,300
81,489
54.2
802,000
883,489
9.2

5.0

1963

6,356
1,727
8,083

78.6
3,155
3,201

50.4

38,457
14,396
21,800
74,653
515
766,000
840,653
89

46

1962

5,752
1,624
7,376

780
2,901
2,851

49.6

33,623
15,859
21,300
70,782
47.5
720,000
790,782
9.0

43

1961

5,055
1,495
6,550

77.2
2,541
2,514

49.7

31,062
16,154
19,700
66,916
46.4
692,000
758,916
88

4.1

41



SAFETY AND EMPLOYMENT

COMPARATIVE TRANSPORT SAFETY RECORD

Passenger Fatalities per 100 Million Passenger Miles 1971 1970 1969 1968 1967 1966 1965 1964 1963 1962 1961
U.S. Scheduled Airlines
Domestic
Fatalities 174 0 132 258 226 59 205 65 48 121 124
Rate 0.16 0.00 0.14 0.30 0.30 0.09 0.38 0.14 0.12 0.34 0.38
International and Territorial
Fatalities 0 2 0 47 0 0 21 94 73 0. 0
Rate 0.00 0.007 0.00 0.18 0.00 0.00 0.12 0.63 0.59 0.00 0.00
Total
Fatalities 174 2 132 305 226 59 226 159 121 121 124
Rate 0.12 0.001 0.11 0.27 0.22 0.07 0.31 0.26 0.23 0.26 0.30
Motor Buses
Fatalities na. 4 8 31 23 13 44 19 38 17 14
Rate 0.02 0.05 0.16 0.11 0.06 0.23 0.10 0.21 0.10 0.09
Railroads
Fatalities 17 10 9 13 13 27 12 9 13 27 20
Rate 0.18% 0.09 0.07 0.10 0.09 0.16 0.07 0.05 0.07 0.14 0.10
Autos
Fatalities 34,700 ® 34,800 37,200 36,500 34,800 34,800 32,500 31,200 28,900 26,800 24,700
Rate 20F 2.1 23 24 24 25 2.4 24 2.3 22 2.2
42 E Estimated P Preliminary

FIVE-YEAR AVERAGES OF SELECTED SAFETY STATISTICS

Revenue Plane

Passenger Fatalities Passenger Fatalities Miles per Fatal Accidents
per 100 Million per One Million Fatal Accident per 100,000

Passenger Miles Aircraft Miles (000) Flights

1942-1946 2.10 0.35 35,405 na.

1947-1951 151 0.33 63,557 na.

1952-1956 0.50 0.16 120,586 0.19

1957-1961 0.48 0.18 131,451 0.20

1962-1966 0.22 0.11 242,085 ' 0.13

1967-1971 0.13 0.08 412,585 0.10

PERSONNEL EMPLOYED AND PAYROLL

U.S. Scheduled Airlines 1971 1970* 1969 1968 1967 1966 1965 1964 1963 1962 1961
Pilots and Copilots 26,242 25,807 26,262 24,554 23,425 21,019 16,881 15,136 14,262 13,820 13,936
Other Flight Personnel 6,658 7,029 8,387 7,953 7,531 6,788 5,091 4,415 4,048 4,151 4,162
Pursers, Stewards and Stewardesses__.__.________ 35,682 34,274 33,621 29,970 25,100 20,925 17,322 14,470 13,109 12,178 11,858
Communications Personnel 2,275 2,777 3,264 3,403 3,316 3,174 3,123 3,195 3,716 3,418 3,745
Mechanics 45,759 48,177 52,886 52,046 50,016 45,327 41,667 39,360 34,453 34,925 34,065
Aircraft and Traffic Servicing Personnel - 84,931 83,637 86,462 82,950 74,943 66,641 57,532 51,944 49,056 46,696 44,617
Office Employees 58,114 59,992 63,743 63,158 59,257 50,961 44,162 40,325 37,867 36,952 36,642
All Others 32,524 35,681 37,297 36,417 32,435 29,193 25,017 22,973 22,376 20,687 20,916
Total Employment 292,185 297,374 311,922 300,451 276,023 244,028 210,795 191,818 178,887 172,827 169,941
Total Payroll ($000) 3,843,872 3,659,716 3,322,719 2,921,120 2,491,330 2,097,588 1,755,401 1,536,603 1,320,400 1,265,841 1,215,895

* Figures for 1970 are understated due to the effects of a Brotherhood of Railway and Airline Clerks strike against Northwest Airlines and an Air Line Pilots Association strike against Mohawk Airlines.




AIRPORTS AND AIRWAYS

Active Aircraft in the Civil Aviation Fleet

. 1971 1970 1966 1961
Air Carrier
Piston 60 64 679 1,282
Turbine 2,315 2,357 1,322 576
Rotorcraft 14 16 21 19
Total 2,389 2,437 2,022 1,877
% of Total 1.7 18 19 23
General Aviation
Piston 128,300 127,400 101,292 79,240
Turbine 2,500 2,400 915 160
Rotorcraft 2,600 2,700 1,622 800
Other. 1,600 1,500 877 430
Total 135,000 ® 134,000 104,706 80,630
% of Total 98.3 98.2 98.1 97.7
Total 137,389 136,437 106,728 82,507
E Estimated
Aircraft Hours Flown in Civil Aviation
Scheduled Air Carrier
Domestic Service. 4922,128 5,035,182 3,602,540 3,178,890
International and Territorial Service___. 781,182 811,013 630,578 475,629
Total 5,703,310 5,846,195 4,233,118 3,654,519
% of Total 17.4 18.3 16.8 208
General Aviation 27,000,000 26,030,414 21,023,000 13,890,000
% of Total 82.6 81.7 83.2 79.2
Total 32,703,310 31,876,609 25,256,118 17,544,519

E Estimated

Total U.S. Airports, FAA Control Towers and
Points Receiving Scheduled Airline Service

Total Airports on Record with FAA______ 12,070 11,340 9,673 7,715
Total FAA Control Towers______________ 346 335 303 254
Points Receiving Scheduled

Airline Service 479 482 527 569

Aircraft Operations at Airports With FAA Control Towers

1971 1970 1966 1961
Air Carrier. 9,791,525 10,393,294 8,206,322 6,980,246
% of Total 18.2 18.8 18.3 26.5
General Aviation 40,400,593 41,384,006 33,445,126 15,527,863
% of Total 75.2 749 744 59.0
Military 3510278 3,503,198 3,301,368 3,792,658
% of Total 6.5 6.3 73 14.4
Total 53,702,396 55,280,498 44,952,816 26,300,767
Distribution of Aircraft Operations at Large Hub Airports
(in order of enplaned passengers)
1971 1961
Air General Air General
Carrier Aviation Military Carrier Aviation Military
Chicago O’'Hare_.__________. 88.2% 11.3% 0.5% 74.1% 20.9% 5.1%
Los Angeles_______ 758 22.7 15 72.3 21.2 6.5
Atlanta______ 88.4 11.2 0.4 75.7 216 2.7
John F. Kennedy________._ _ 878 12.0 0.2 88.3 11.0 0.8
San Francisco___..__.__. . 7181 20.3 16 67.4 26.1 6.6
LaGuardia......._______ 79.0 20.7 0.3 68.8 30.6 0.6
Dallas...... . 69.9 29.3 0.8 54.2 437 2.1
Washington National_.____ 67.5 321 0.4 73.6 213 5.1
Miami__ 68.2 315 0.4 50.7 46.1 3.1
Boston___._. . . . 674 324 0.2 65.5 26.4 8.1
Detroit . _ 684 314 0.2 70.3 27.1 26
Newark ... _ 742 25.7 0.1 75.4 23.2 14
Denver . 529 46.6 0.5 353 60.5 42
Philadelphia_____.____ 65.4 340 0.6 60.6 323 7.1
St. Louis. oo 55.7 395 438 41.6 47.1 11.3
Pittsburgh_..______. — 66.1 26.5 7.4 65.5 17.9 16.6
Minneapolis_._._____ . 544 39.2 6.4 378 346 276
Cleveland____ . ~ 461 536 0.3 56.7 419 14
Seattle/Tacoma_.__.___ 73.7 252 1.1 63.8 303 5.9
Houston_.__ 9.9 89.7 05 336 62.3 41
Kansas City_....__ . . 501 49.6 03 45.7 529 14
New Orleans ... . 689 29.2 2.0 726 21.3 6.1
Las Vegas .. . 427 484 8.8 26.5 71.7 18
Total 23 Large Hubs_.__. 69.7 28.8 15 60.7 33.8 55

43
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AIRCRAFT IN SERVICE us. scheduled Airiines

Manufacturer

Boeing:

British Aircraft Corp.:

Canadair:

Convair:

Curtiss:

Douglas:

" Fairchild Hiller:

Lockheed:

Model 1971 1970 1966 1961 Manufacturer Model 1971
377 — — — — Martin: 202 —
B707 Uet) 359 399 239 94 404 17
B720 (Jet) 106 115 129 76
B727 Uet) 638 631 217 - Nihon: YS-11 (Turboprop) 21
B737 Uet) 133 133 — —_
B747 Uet) 104 7 - - Sud Aviation: Caravelle tet) —
BAC 111 (Jet) 58 59 54 —
. Vickers: Viscount (Turboprop) —
CL 44 (Turboprop) 1 8 22 9
240 _ _ 30 46 Other: 55
340/440 4 6 112 146
540 (Turboprop) — — —_ 5 Totals:
580/600 (Turboprop) 137 142 69 — Jet 2,022
880 (Jet) 41 41 64 39 Turboprop 293
990 (Jet) — — 17 — Piston 60
c-46 3 s 16 “ Total Fixed Wing: 2,315
DC-3 2 — 105 250
DC-4 — — 3 25 Helicopters:
DC-6 3 3 131 260 Bell: B47 —
DC-7 — 2 49 2;5 206 (Turbine) 3
DC-8 (Jet) 236 257 124 3 .
DC-9 Uet) 3 327 54 — Sikorsky: %51 -
DC-10 et 13 - - - $55 -
$58 3
F-27 (Turboprop) 34 35 63 4 $61 (Turbine) 8
FH-227 (Turboprop) 48 47 16 — $62 (Turbine) _
Constellation — — 37 69 Boeing Vertol: V107 (Turbine) —
Super Constellation — — 61 115 V-44B —_
Electra (Turboprop) 24 36 114 122
1-382B/100 (Turboprop) 4 8 5 —_ Total Helicopters: 14

1970

18

21

45

2,041
300
80

2,421

16

1966

73

20

70

978
344
679

2,001

N 00 W N

21

1961

17
64

17

70

38

319

257

1,282

1,858

19




NOTES TO STATISTICAL TABLES

Redefinition of Domestic Traffic. Effective
January, 1970, the Civil Aeronautics Board
(CAB) revised its definition of Domestic Traffic
to include all traffic between the United States
mainland and Hawaii and Alaska. This traffic
had, in the past, been considered as
International and Territorial.

Because of this redefinition, the Domestic
and International and Territorial traffic and
financial data for 1969-1971 are not strictly
comparable to 1968 and previous years. The
1969-1971 traffic and financial data as shown
in these tables include Alaskan and Hawaiian
operations for all carriers. Alaskan and
Hawaiian financial data for Pan American
and Northwest for 1969 and the first half of
1970 are CAB estimates.

The new CAB definition of Domestic and
International no longer includes Alaska
Airlines in the International and Territorial
category, putting it instead into a group called
“Other” which also includes Aspen Airways
and Tag Airlines. In this publication the
data for Alaska Airlines are included in
International and Territorial figures through
1968. For the years 1969-1971 Alaska Airlines
data are included in industry totals only.

Total Industry Data. The total industry figures
shown in this publication include Alaska
Airlines for the years 1969-1971, Aspen Airways
for 1967-1971 and Tag Airlines for 1969

and 1970.

Passengers Enplaned. Beginning in 1970, the
carriers reported enplanements, rather than
passenger originations. In order to show
consistent passenger traffic statistics, only
passenger enplanements are shown.

Net Profit or Loss. This figure is after “special
items” and other non-operating income and
expenses which are not shown. Therefore, the
data shown do not add to the net profit

or loss shown.

Rate of Return on Investment. The rate of
return on investment reflects net profit plus
interest paid on the noncurrent portion

of long-term debt as a per cent of total
investment. Total investment is a five-quarter
average of total net worth (stockholders’
equity) plus long-term debt. Additionally, the
rate of return reflects net profit before tax
adjustments resulting from the investment
tax credit. The figures shown for 1971

are preliminary.

Balance Sheet. Balance Sheet data for the
domestic trunk airlines include their
international as well as domestic operations.
The all-cargo category includes domestic and
international all-cargo carriers.

DEFINITION OF TERMS

Revenue Passenger Mile. One fare-paying
passenger transported one mile. Revenue
passenger miles are computed by multiplying
the number of revenue passengers by the
miles which they are flown.

Available Seat Miles. The total number of
seats available for the transportation of
revenue passengers multiplied by the number
of miles which those seats are flown.

Revenue Passenger Load Factor. A
percentage which represents the proportion
of seating capacity which is actually sold

and utilized. Computed by dividing revenue
passenger miles flown by available seat miles
flown in scheduled revenue passenger service.

Revenue Ton Mile. One ton (2,000 pounds)

of revenue traffic transported one statute mile.
Revenue ton miles are computed by
multiplying tons of revenue traffic (passengers,
freight, mail and express) by the miles which
this traffic is flown.

Available Ton Miles. The total number of tons
available for the transportation of passengers,
freight and mail multiplied by the number

of miles which this capacity is flown.

Revenue Ton Mile Load Factor. A percentage
which represents the proportion of total
capacity available for passengers, freight and
mail which is actually sold and utilized.
Computed by dividing total revenue ton miles
actually flown by total available ton miles.

Air Cargo. In the United States, this term
refers to the total volume of freight, mail and
express traffic which is transported by air.

In other countries, this term refers only to air
freight. U.S. air cargo consists of the
following classes of service:

Priority Mail-—Mail assured of airlift.
Includes air mail and air parcel post.

Non-Priority Mail—Airlift of first class
mail on a space-available basis.

Air Express—An airline/REA Express
partnership for the priority movement
of packages generally under
50 pounds.

Air Freight—The airlift of commodities
of all kinds.

Yield. The average amount of revenue
received per revenue passenger mile or per
revenue ton mile of freight, express, or mail.
Computed by dividing total passenger revenue
by the total number of revenue passenger
miles flown. Yield for freight, express or mail
is computed in the same manner.

Public Service Revenues (Subsidy). Payments
by the Federal government which provide for
air service to communities in the United States
where traffic levels are such that air service
could not otherwise be supported.

Revenue Passenger Enplanements. The total
number of revenue passengers boarding
aircraft in scheduled service, including
originating, stop-over or on-line connecting
passengers.

Revenue Plane Miles. Number of miles flown
for which remuneration is received by an
air carrier.
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CATEGORIES OF UNITED STATES
SCHEDULED AIR CARRIERS

The following is-a list of the generally
recognized categories of air carriers which
are included in this report. This list also
indicates the carriers included in each
carrier group in the statistical tables.

DOMESTIC TRUNK CARRIERS

These airlines are authorized to operate
over-specified routes within the United States.
This group includes the domestic operations
of the following airlines:

American Northeast

Braniff International Northwest

Continental Pan American

Delta (1969-1971)

Eastern Trans World

National United
Western

LOCAL SERVICE CARRIERS -

These airlines are authorized to operate
over specified routes which are generally
located within certain regions of the United
States. A number of these carriers also
operate to points in Canada and Mexico.
This group includes the system operations
of the following airlines:

Allegheny . Ozark
Frontier Piedmont
Hughes Airwest Southern

North Central Texas International

INTRA-HAWAIIAN CARRIERS

These airlines operate solely within the '
State of Hawaii.

Aloha Hawaiian

INTRA-ALASKAN CARRIERS

These airlines operate solely within the
State of Alaska. )

Kodiak Western Alaska

Reeve Aleutian Wien Consolidated

ALL-CARGO CARRIERS

These airlines are authorized to operate
flights carrying freight, express and mail over
specified domestic and international routes.

Airlift International  Flying Tiger

Seaboard World

HELICOPTER CARRIERS

These carriers are authorized to transport
persons, property and 'U.S. mail over specified
routes within certain localities.

Chicago Helicopter Los Angeles Airways™

Airways New York Airways
San Francisco and Oakland
Helicopter Airlines

INTERNATIONAL AND
TERRITORIAL CARRIERS

These airlines are authorized to operate
over specified routes between the United
States and foreign countries and between the
United States and its territories. This group
includes the international and territorial
operations of the following airlines:

Alaska (thru 1968) National

American Northeast

Braniff International Northwest

Caribbean-Atlantic  Pan American

Delta Trans World
Eastern United (thru 1969)
Western

*Ceased operations August 7, 1970.

Printed in U.S.A,
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