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501th anniversary for air transportation

The scheduled airlines of America, which set new
records of public service in 1974, will join in the nation’s
historic birthday celebrations in 1975 and 1976 by cele-
brating some important birthdays of their own.

For five decades, the airlines have contributed much
to the growth of America, to our country’s strength and
safety, and to an improving quality of life for all our
citizens. In the decades ahead, the airlines will continue
this service to the nation.

This annual report of airline Facts and Figures high-
lights the fact that our national and international air
transportation system traces its history to the 1926 Air
Commerce Act, also known as the Kelly Act. Thus,
scheduled air service celebrates its 50th birthday next
year.

The Air Transport Association of America, which
represents virtually all of the scheduled airlines of the
United States, will mark its 40th birthday on January 1,
1976.

Accounting today for more than 75 per cent of all
public transportation miles in inter-city travel, for more
than 80 per cent of all first class inter-city mail, and for
moving ever-increasing tons of high value cargo, the air-
lines will participate prominently in the forthcoming Bi-
centennial celebration.

Capable of rapid expansion of services with currently
available resources in a privately-owned system of more
than 2,000 modern aircraft and, most importantly, of some
300,000 dedicated and highly skilled employees, backed by
the world’s best airport and airway network, the airlines
look to the future with bright hopes.

Birthday celebrations, to be sure, provide an ap-
propriate setting for a review of past accomplishments.
These accomplishments of the airline industry are re-
flected throughout this report.

But birthdays also demand an evaluation of present
and future challenges and opportunities.

The airlines, always in the forefront of responsive-
ness and technological achievement, in 1974 carried five
million more passengers than the year before, while
using a billion gallons less fuel. But notwithstanding this
fuel conservation, costs for each gallon of fuel doubled
in domestic and tripled in international operations, and

in total were up a staggering $1 billion for the industry
over the previous year.

During the early months of 1975, jet fuel costs con-
tinued to soar at a rate of almost $2 million a day, com-
pared to 1974 prices.

These mounting fuel costs, coupled with rising labor
costs and a continuing recession in 1975 were placing
severe economic strains on an industry that requires large
capital outlays.

Airline traffic in 1974 was the beneficiary of a diver-
sion from private automobile travel which, together with
management actions, made it possible for airline earnings
to reach their fourth highest level in air transportation
history, but still fall short of earnings standards deemed
necessary by the Civil Aeronautics Board. The early
months of 1975 brought sharply different results as the
full impact of inflation and recession resulted in substan-
tial losses for many airlines.

Clearly, the airlines in 1975, 1976 and beyond face
formidable challenges in maintaining and strengthening
an air transportation system that has in its first 50 years
become the envy of the world.

There will be a need for maintaining a resolute
dedication to safety, sustained technological advances,
innovations, increased productivity, environmental sensi-
tivity, conservation of resources, and a continued dedi-
cation to excellence.

The airline industry, which has demonstrated a
capability in its first half century to meet and overcome
great challenges, looks forward confidently to a second
half century of expanded service to the consumer—both
passengers and shippers.

We are confident that the public, given the facts and
figures of the airline industry, will continue to support
actions to help assure the strength and growth of the
world’s best airline system and thereby help meet the
needs of an America on the move.
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airline system began with Kelly Act

The 50th Anniversary of permanent
scheduled airline service will be observed in
1976.

While there had been valiant efforts as
early as 1914 to establish regular air pas-
senger service, it took passage of the Air
Commerce Act of 1926 to provide the impetus
which propelled the nation’s scheduled air-
lines into the skies to stay.

By the Air Commerce Act, also known
as the Kelly Act, the Congress gave the De-
partment of Commerce full jurisdiction to
regulate and foster the development of com-
mercial aviation in the United States. Until
then, operators saw no profit in carrying peo-
ple and those that did fly passengers often
gave them seats on top of mail sacks.

With the introduction of vastly improved
passenger planes, beginning with the Ford
and Fokker trimotors, and progressing through
the first really “modern” airliners, the Boeing
247 and the Douglas DC-3, passenger traffic
surged. From 6,000 passengers in 1926, airline
passenger traffic zoomed to 1.5 million in
1938 when the Civil Aeronautics Act was
passed creating the forerunner of the CAB.
By 1950, traffic grew to nearly 20 million, and
to 10 times that figure in 1974.

Meanwhile, other advances marked the
years of transition before the jet age. Stew-
ardesses arrived in 1930, relieving co-pilots
of meal-serving duties. Hot meals prepared
aloft replaced cold meals in 1936, and pres-
surized cabins, though not widespread until
later, afforded comfortable flying at altitudes
up to 20,000 feet in 1940.

The most significant advance, however,
arrived in 1958, when American-built turbo-
jets began carrying passengers and cargo,
dominating the world market and revolution-
izing scheduled air service.

Complex and Vast Network

Scheduled airline service today has
grown into a nationally and globally inte-
grated system. Local service airlines connect
smaller cities with major cities. .Domestic
trunk airlines carry passengers and cargo
between major cities of the nation, and the
international flag airlines fly between major
U.S. and foreign airports. Taken together they
comprise a complex and vast network of
58,000 city pairs, connecting all parts of
America to each other, and to the world.

The nation’s airlines, competing for pas-
senger and cargo revenue in the private enter-
prise tradition, have steadily improved their
equipment and their management techniques.
They have brought the public safe, fast, effi-
cient and comfortable travel. Also, they have
provided an important capability -to provide
airlift for the Department of Defense, thereby
strengthening national defense.

This progress in building an airline sys-
tem that is flexible and responsive to the na-
tion’s public transportation needs has been
the result of teamwork with the government,
competition among air carriers, and, im-
portantly, cooperation among these same
competitors. It has brought this country an
air system in which people fly or ship at
lower cost and with better performance than
on any other air system in the world.



1974 airline traffic

Passenger Travel

The nation’s airlines in 1974 again
reached milestones in service to the traveling
public, while strengthening their position as
the dominant form of public transportation
between our cities, and between this country
and the rest of the world.

Despite problems caused by the energy
crisis which necessitated changes in the pat-
tern of airline operations throughout the year,
scheduled airlines in 1974 set the following
records:

e Enplaned more than 207 million pas-
sengers; up from 202 million the year
before.

e Served 163 billion revenue passenger
miles; up from 162 billion the year be-
fore.

Although the fuel shortage caused elim-
ination of hundreds of daily flights, airlines
carried more than five million more pas-
sengers than in 1973 while using a billion
gallons less fuel.

Revenue passenger miles flown by all
U.S. scheduled airlines, while reaching a new
high, increased just 0.6 per cent in 1974.
Airlines experienced significant traffic in-
creases in the first half of the year, largely
due to passenger diversion from automobiles,
but these gains declined in the last six
months. This late year downward trend in air-
line passenger traffic continued through the
early months of 1975, further reflecting the
state of the national economy.

Travel Agency Growth

In 1974 increasing numbers cf air travel-
ers took advantage of the specialized train-

ing and experience of travel agents in making
their transportation arrangements. A study
by ATA’s Air Traffic Conference showed that
sales by travel agents in 1974 exceeded $4
billion and produced 43.3 per cent of airline
revenue, up from less than $2 billion and 31.3
per cent in 1969.

At year’s end there were 10,206 U.S.
locations on the ATC list of accredited travel
agencies, more than double the number in
1969.

Air Freight

Air freight in 1974 continued to expand
its role as a mode for all sizes—from a three-
pound package of architect’'s drawings deliv-
ered to an airline ticket counter to go out
on the next scheduled flight, to 52,000 pounds
of printing presses moving as a single ship-
ment on the main deck of a wide-body jet
freighter.

Freight revenues for the U.S. scheduled
airlines in 1974 were a record-breaking $1.2

Freight revenues reach $1.2 billion
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billion, up more than 17 per cent from the
first $1 billion airline freight revenue year in
1973.

Freight revenue ton miles of service
reached 4.9 billion and finished the year up
3.2 per cent, despite a decline in the national
economy.

A quick shipping service for small pack-
ages—usually up to 50 pounds and 90 inches
in total outside dimensions—has become the
fastest growing part of the air freight busi-
ness. A shipper can bring a package to the
airline’s airport ticket counter up to 30 min-
utes before a flight's departure and the re-
ceiver can pick up the package at destination
30 minutes after the flight arrives. In 1974,
about one million packages moved in this
service and produced more than $25 million
in revenue—up from $6 million in revenue
when the service started in 1972,

In 1974, more shippers than ever before

- tendered air freight by the containerload.

About 25 per cent of air freight’s volume
moved in containers packed by shippers at
their own facilities. Air freight forwarders,
industrial shippers and the government ex-
panded their use of LD (for lower deck) con-
tainers designed for the underbellies of wide-
body passenger airliners.

Wide-body Freighters

U.S. scheduled airlines operating wide-
body jet freighters for the first time in 1974
moved heavy construction equipment and
other big cargoes that could not have been
accommodated as single shipments by any
previous airline aircraft.

In 1974, air freight shipments involving
big cargoes were highlighted by rapid trans-
portation of equipment involved in energy
explorations and production, particularly in
the Middle East and Alaska, as air transpor-
tation helped meet the energy challenge.



qairline economics

Despite early apprehension regarding the
airline industry’s financial prospects for 1974,
occasioned by an impending recession and
the sharpening rise in jet fuel costs, the in-
dustry showed earnings of $322 million in
1974, up from $227 million the year before.

Airline revenues top $14 billion
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This performance was, in part, due to the
curtailed availability of automotive gasoline,
particularly in the early part of the year,
which diverted a significant amount of auto
travel to air. This phenomenon, together with
energy-conserving cost control, capacity re-
ductions and fare increases enabled the in-
dustry to reach its fourth highest profit year
in history.

During the first four months of 1974,
revenue passenger miles increased by five
per cent over 1973. With the reduced avail-
ability of jet fuel during the same time period,
airline capacity dropped seven per cent and
load factors rose to 56 per cent.

With the lifting of the oil embargo in the
spring of 1974, airline traffic began to recede.
Revenue passenger miles in the last eight
months of the year declined one per cent
compared to 1973. Traffic in the last three
months of the year was severely affected by
the deepening recession. During this period,
revenue passenger miles decreased 2.3 per
cent from the same period a year earlier.

Inflation and Recession

Throughout 1974 and in the early months
of 1975, the impacts of inflation and the deep-
ening recession in the U.S. economy had a
severe impact on airline finances.

The economic recession, which began
in 1974, seriously affected major industries
such as construction and automobiles, and
by the fourth quarter of 1974 had brought
about a real GNP drop of nine per cent.
While inflation tended to have an adverse
effect on the airline personal/pleasure mar-
ket, the recession had a similar effect on the
business travel market.

A highly inflationary U.S. economy de-
veloped in the first half of the year and con-
tinued throughout 1974, with the Consumer
Price Index showing an 11 per cent increase
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for the year. This overall inflation seriously
affected airline costs. The Airline Cost Index
for 1974 showed an estimated increase of
18 per cent over the year earlier.

Rising Fuel Costs

The principal cost problem area for the
airlines in 1974 was fuel. The average price
per gallon of fuel for domestic operations in
1973 was about 12 cents. The average price
per gallon in 1974 rose to 22 cents. For the
same period, costs of fuel for international
operations rose from about 13 cents a gallon
to 34 cents. In 1974, the increase in the price
of fuel cost the airline industry more than
$1 billion in added costs.



Fuel Cost Increases — Trunk Airlines
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Labor Costs Up

Labor costs account for about 40 per cent
of total airline operating costs—the largest
cost item. In 1974 these costs continued to
mount. For years airline employee wages in
general have been among the highest of any
U.S. industry, and they have increased faster
than those in other major industries. Aver-
age compensation per airline employee in
1974 amounted to over $18,000. This com-
pared with an average compensation per em-
ployee in U.S. industry of about $11,000.

Government Regulation

With the significant buildup of inflation-
ary pressures, government interest has height-
ened in ways to reduce inflation. One area

of growing interest is in the regulatory agen-
cies where it is felt by some that deregulation
could bring about improved cost patterns and
increased productivity.

The Civil Aeronautics Board has become
one of several government regulatory agen-
cies subject to examination.

The airline industry believes its record
on pricing, quality and safety of service, and
technological innovation is an outstanding
one. For example, in constant dollars aver-
age air fares today are 63 per cent less than
in 1938. The scheduled industry serves 58,000
city-pairs in the United States providing a
stable, inter-related network of service into
large and small communities. Should whole-
sale deregulation occur, it is estimated that
perhaps 25 per cent of this system would be
eliminated and the remaining portion would
have less service than currently available.
Moreover, a deregulated system would be
subject to a high degree of instability.

The airlines have stated that regulatory
changes may be desirable to further improve
the scheduled airline system, but care must
be taken to fine tune the system, and not tune
it out.

1975-1980

As the year 1974 closed, the Air Trans-
port Association completed a five-year out-
look to assess the industry’s paths of oppor-
tunity through the rest of the decade, and the
barriers that need to be overcome. The report
shows that demographic factors favor long-
term passenger traffic growth, especially in
the case of the highly mobile, young adult
population.

Further, inflation, fuel, environmental,

and regulatory pressures will increase the
emphasis on lower cost, mass travel options.

With respect to air cargo, continued
growth is forecast. Cargo market development



will be aided as containerization and inter-
modal transport potentials are more effec-
tively exploited, and as cooperative efforts
grow between airlines and their air cargo
partners, the air freight forwarders.

Relatively few major advances likely will
occur in airframe and engine technology in
the next five years, with fleet improvements
provided mainly through derivations of cur-
rent aircraft. This fact, combined with con-
tinuance of CAB efficiency standards and fi-
nancial, environmental, and energy pressures
will reduce overall demand for new airline
equipment investment below previously fore-
cast levels.

However, important new research pro-
grams will be required for development of
short- and medium-range aircraft, high-speed
technology, and all-freighter and special
cargo aircraft, to meet the needs of the
1980’s.

One prominent opportunity for techno-
logical payoff for the airlines will be in the
area of increased use of computerized sys-
tems to improve productivity and efficiency
in such areas as passenger and baggage han-
dling and maintenance.

air safety

While the number of passenger fatalities
in scheduled air transportation during 1974
was higher than previous years, the number
of fatal accidents remained the same as in
1973 and very close to the average for the 10
years 1965 through 1974.

In 1974, as in 1973, there were six fatal
accidents in scheduled domestic and inter-
national U.S. air transportation. The 10-year
average is 5.4 per year. There were 420 pas-
senger fatalities in 1974.

Safety rates compared (3 year averages)
Fatalities per 100 million passenger miles

Air transportation continues to be one of
the safest forms of travel. In the 50 years since
scheduled airline service.began, progress in
the safety, efficiency and convenience of air
travel have transformed it from a daring ad-
venture to the principal mode for inter-city
public transportation. The design, manufac-
ture, and government certification of U.S.
air transports have served as the model for
industry and governments the world over.
Similarly, the training, maintenance and op-
erations standards employed by the U.S. air-
lines are the highest of any form of transpor-
tation, public or private.

Congress has charged the Federal Avia-
tion Administration (FAA) with setting and

enforcing safety standards. These take the
form of operating rules, certification of air-
men, aircraft and airports. FAA also operates
and maintains the nation’s airways system,
which is responsible for providing the safe
separation between aircraft and the efficient
flow of air traffic.

Standards set by the FAA are minimum
standards. Airlines can, and do, add standards
of their own to produce the safest possible
air transport system.

airports and
airways

The communities of this nation are
linked together by a comprehensive network
of scheduled air transportation. Fundamental
to this vital system is the national airport and
airway program.

In 1974, plans were developed for ex-
tending the five-year airport and airway leg-
islation enacted in 1970.

The 1970 legislation was of historic im-
portance to aviation, providing for a capital
improvement program with minimum annual
funding of $250 million for air carrier airports
and an equal amount for airway facilities. To
assure availability of the funds, a special trust
fund was established, similar to the Highway
Trust Fund, supported by new or increased
taxes on airline passengers and shippers, gen-
eral aviation, and the airlines.

Accomplishments during the first five
years have been impressive. More than $1.2
billion in Airport Development Aid Program
(ADAP) grants have been made for runways
and taxiways, lighting, approach aids, emer-
gency vehicles, and many other safety-related



improvements. An additional $1.32 billion has
been appropriated for air traffic control sys-
tem improvements, and more than $400 mil-
lion for research, engineering and develop-
ment.

$700 Million Surplus

While much has been accomplished un-
der the airport and airway program during its
first five years, a substantial imbalance in
trust fund income and appropriations has
resulted. In Fiscal Year 1975 trust fund in-
come is expected to be approximately $940
million, of which 90 per cent comes from
user taxes paid by airline passengers and
shippers, with appropriations amounting to
about $625 million.

Together with balances from prior years,
the surplus has reached about $700 million.
If the present level of taxation continues, the
surplus is expected to be close to $4 billion
by 1980.

Taxes Should be Reduced

The airlines have recommended a pro-
gram that will meet the essential needs for
increasing airport and airway capacity. This
program would provide annual funding of
$870 million, compared to the present ap-
propriation level of $625 million. The en-
larged program can be carried out with a
significant reduction in the present user
taxes, and the airlines have proposed these
actions:

—Reduce the 8 per cent domestic pas-
senger ticket tax to 5 per cent.

—Reduce the 5 per cent freight way-
bill tax to 3 per cent.

—Reduce the $3 international departure
tax to $2.

Since the present user taxes are higher
than they need to be to support an adequate

airport and airway program, airlines feel they
should be reduced in fairness to passengers
and shippers. Such actions would lower the
cost of transportation for individuals and the
cost of doing business for industry, thereby
helping the fight against inflation and reces-
sion.

international
aviation

A period of heightened economic diffi-
culties confronted international air transpor-
tation in 1974. The tripling of fuel costs and
double digit inflation in the cost of other
goods and services necessitated substantial
air fare increases in most major international
markets.

Passenger demand was lower, particu-
larly on the North Atlantic. The two largest
U.S. flag carriers thus experienced financial
losses in North Atlantic operations as did
almost all foreign airlines operating this
route.

The government turned its attention to
the problems facing U.S. flag carriers and
took a number of significant actions designed
to deal with them. Following months of Con-
gressional action, the International Air
Transportation Fair Competitive Practices
Act was enacted and signed into law by
President Ford on January 3, 1975. Its purpose
is to provide U.S. flag airlines with an equal
opportunity to compete in worldwide markets
with large foreign airlines, many of which are
government owned or controlled.

The legislation also seeks to strengthen
the ability of the government to eliminate
illegal discounting and rebating that has been
plaguing international passenger and cargo
markets; bring more equity to U.S. carriers
for the transportation of U.S. air mail; and

prevent the continuing imposition of discrim-
inatory or excessive user charges on U.S.
carriers by foreign governments.

Government Action Plan

The Administration set in motion an
Action Plan designed to correct some of the
unfair competitive problems encountered by
U.S. air carriers and to assure government in-
terest in maintaining a viable international
system under the U.S. flag.

The Action Plan was designed to restore
a healthy economic climate in North Atlantic
operations through several major activities.
The first, and most significant, was govern-
ment encouragement for, and approval of,
necessary fare increases. The second most
important activity was an effort to reduce
excess capacity to correspond to lower traffic
demand. This was to be achieved either by
inter-carrier agreement or governmental ac-
tion under bilateral treaties where foreign
carriers were unwilling to make adjustments.

Also through a series of route exchange
agreements, U.S. international carriers sought
to improve the economic viability of their
route operations. Significant adjustments in
the South Pacific, the Caribbean, North
Atlantic, Africa and the Pacific were negoti-
ated, with others awaiting CAB approval at
year’s end.

One effect of the decline in North At-
lantic travel was the shift in destinations by
U.S. travelers. The Caribbean, South America
and Mexico experienced more favorable traf-
fic trends and financial results last year than
did the North Atlantic.

Efforts by both the government and the
U.S. international airlines to strengthen the
system continued into 1975 as challenges
caused by inflation, recession and fuel costs
continue to dominate the attention of decision
makers for both the industry and the gov-
ernment.



airline service in 1974

(All data are for system operations
and are in thousands)

Enplanements

1. United ............ ... ... ... ... ..... 30,588
2. Eastern ............ .. ... .. ... .. .... 27,451
3. Delta ......... .. ... .. ... .. ... ... 26,378
4, American ................ ... 20,556
5. Trans World ....................... 15,614
6. Allegheny .......................... 10,900
7. Northwest ........ ... ... ... ........ 8,948
8. Pan American ...................... 8,495
9. Braniff ............ ... ... .. ...... 8,298
10. Western ......... .. ... .. ... .. ...... 7,915
11. Continental ........................ 6,663
12. National ............ ... .. .. ....... 4,812
13. North Central ...................... 4,491
14. Hughes Airwest .................... 3,966
15. Piedmont .......................... 3,821
16. Frontier .............. ... .. .. ..... 3,614
17. Ozark ............ ... .. 3,215
18. Southern .......................... 2,940
19. Hawaiian .......................... 2,733
20. Texas International ................. 2,253
21. Aloha ......... ... .. . .. 1,942
22, Alaska .......... .. ... ... .. ... ... 618
23. New York Helicopter ................ 345
24. San Francisco & Oakland Helicopter ... 238
25, ASPEI ...t 95
26. Wright ............................ 62
27. Reeve Aleutian ..................... 46
28. Kodiak-Western Alaska ............. 25
29. Chicago Helicopter .................. 9

Revenue Passenger Miles

1. United ......... ... .. .. ... 27,333,136
2. TransWorld .................... 21,219,799
3. American ............ ... 20,487,915
4. Eastern ............ ..., 17,668,171
5. Pan American ................... 16,297,612
6. Delta .......... .. ... ... .. ... 16,127,706
7. Northwest ...................... 9,173,878
8. Western . ................c.ou... 6,625,516
9. Braniff ............. ... ... ..... 6,071,525
10. Continental ..................... 5,653,520
11. National ....................... 4,143,682
12. Allegheny ...................... 3,404,639
13. Hughes Airwest ................. 1,443,427
14. Frontier ........................ 1,389,241
15. Piedmont ............ ... .. ...... 1,097,082
16. NorthCentral ................... 1,016,103
17. Ozark ....... ... .. .. .. ... ...... 866,377
18. Southern ....................... 832,372
19. Texas International .............. 758,900
20. Alaska ........ ... .. ... ... 455,101
21. Hawaiian ....................... 373,989
22. Aloha ......... ... ... . ... . 270,696
23. ReeveAleutian .................. 37,934
24, ASPEN ... 10,715
25. New York Helicopter ............ 6,334
26. Wright .. ...oovoiiiiii... 5,720
27. San Francisco & Oakland Helicopter 3,809
28. Kodiak-Western Alaska .......... 1,217
29. Chicago Helicopter ............... 155

Available Seat Miles

United ...,
Trans World ....................
American ......... i
Pan American ...................
Eastern ............coiiiiin..
Delta ...,
Northwest .......... ... ... ...
Braniff ......... ... .. ... ... ...,
9. Western . ...,
10. Continental .....................
11. National .......................
12. Allegheny ......................
13. Hughes Airwest .................
14. Frontier ............. ...
15. Piedmont .......................
16. North Central - ... .o vvenn...
17. Ozark ...... .. i
18. Southern ............ .. .. .......
19. Texas International ..............
20. Alaska ........... ... .. .. ...,
21. Hawaiian .......................
22. Aloha ........ ...
23. Reeve Aleutian .................
24, ASPEN ...
25. New York Helicopter ............
26. Wright .........................
27. San Francisco & Oakland Helicopter
28. Kodiak-Western Alaska ..........
29. Chicago Helicopter ..............

NS o RN

46,429,857
40,477,202
35,271,609
32,320,399
29,461,881
28,442,570
20,016,105
12,158,229
10,987,056
10,487,902
8,070,256
6,432,927
2,600,653
2,490,556
2,074,011
2,070,378
1,720,397
1,618,776
1,506,102
865,969
564,631
421,661

75,484
19,541
14,457
12,443
9,463
2,565
261



airline service in 1974

(All data are for system operations

and are in thousands) Mail Ton Miles
1. Pan American ............ccci... 200,391
. . 2. Trans World ...................... 181,351 .
Freight Ton Miles 3. United ... 161,284 Overall Revenue Ton Miles
. Flying Tiger .. .vvovvieeeeieannn. 112,605 ‘
1. Pan American ..................... 898,202 : ii’l’é‘rgicl;fer 105,549 1. URited . 3,533,318
2. Flying Tiger ....................... 681,725 L Ty ' 2. TransWorld ..................... 2,829,147
. 6. Northwest ........................ 93,847 .
3. United ........... ... it 623,791 7 Delta 65.788 3. PanAmerican .................... 2,735,072
4, Trans World ...................... 512,878 8' Easteril """""""""""""" 55,560 4, AMETICAN - v v vvvemieenenennn.. 2,666,058
5. American ..................... ... 496,900 o. Braniff ... 36.117 5. Eastern ................c...oui... 2,017,761
6. Seaboard .....c...... ...l 407,978 Doy T ' 6. Delta ..ot 1,861,938
: 10. Seaboard .......... .. ... ... 34,293
7. Northwest ........................ 311,770 11. Continental 23 573 7. Northwest ....................... 1,330,802
8. Eastern ..........uuouuiiiiiiinnn.. 185,570 T ’ 8. Flying Tiger ..................... 795,778
12. Western ..., 22,006 A
9. Delta ... 178,305 13. Alleghen 14,062 9. Continental ...................... 760,989
10. Continental ....................... 168,972 o OVEBRGHY e ’ 10. WeStern ............ooeeeeenn... 757,791
. 1 14. National .......... ... ... ... .... 11,942 ;
11. Airlift ... 118,301 15. Alaska 4376 11. Braniff ........... .. ... ... .. ... .. 734,243
12. Braniff .......... ... ... .. ... .. ... 86,599 16‘ Frontier .. ... 4’239 12. National ........................ 477,366
13. Western ..........covvvveneeennnn. 71,323 17' Piedmont .. 3’068 13. Seaboard ............oiiiiii . 442,491
14. Natiomal .......................... 49,151 13‘ North Cenirﬁl """"""""""" 3’030 14. Allegheny ....................... 379,039
15. Allegheny .......... ... ... ...... 21,395 19' Ozark .. ... . 3'007 15. Frontier .......... .. ... ... .. ..... 153,216
16. Alaska .................... ..., 11,769 ’ TSy ’ 16. Hughes Airwest .................. 152,675
. 20. Hughes Airwest ................... 2,321 .
17. Frontier ........... ... . ... ... ..... 9,338 17. Piedmont ........................ 120,212
21. Southern ........... .. ... ... .. .... 2,206 DS
18. North Central ..................... 8,963 . 18. Airlift ........ ... ... L 118,777
22. Reeve Aleutian .................... 1,966
19. Ozark ......... .. .. ... 6,839 . 19. NorthCentral .................... 114,193
. 23. Texas International ................ 1,499
20. Piedmont ............ .. ... ... ..., 6,740 94, Hawaiian 698 20. Ozark ... 97,386
21. Hughes Airwest ................... 5,762 25' Aloha ... ... 484 21. Southern ........................ 90,799
22. Southern .............. ... ... 5,162 26. Airhft L 261 22. Texas International ............... 82,291
23. Hawaiian .............. ... ... .... 5,078 : cq Tt 23. Alaska ......... ... ... ... ... .. 61,862
. 27. Kodiak-Western Alaska ............ 50 -
24. Texas International ................ 4,400 28. New York Helicopter 4 24. Hawaiian ....................... 43,174
25. Reeve Aleutian .................... 1,117 : PEOL +oveveveeeeeee 25. AlOha ... 28,163
26. Aloha ............ .. .. .. .. ... ..., 609 26. Reeve Aleutian .................. 6,876
27. Wright ........ ... ... ... ... 96 27. ASPEN ... 1,088
28. Kodiak-Western Alaska ............ 52 28. Wright ........... ... ... ..... 659
29, ASDEN ... 12 29. New York Helicopter ............. 656
30. New York Helicopter ............... 2 30. San Francisco & Oakland Helicopter 384
31. Kodiak-Western Alaska ........... 224
32. Chicago Helicopter ............... 15
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Passenger Revenues Total Operating Revenues

1. United . .ovooreee $1,888,054 1. United ..o $2,252,559
2, TransWorld . .................... 1,439,855 . 2., TransWorld . .................... 1,755,584
3. AMETICAN .« vvvreaeeaenn.. 1,435,462 Freight Revenues 3. AMETiCan . ....oovooeennenennn... 1,717,677
4. Eastern ............ .. .. ... .. ..., 1,348,786 4. PanAmerican .................o... 1,588,032
5. Delta oo 1,234,711 1. Pan American .................... $226,426 5. EAStern .......ooeuoeeuneennnni. 1,530,287
6. Pan American .................... 1,058,469 2. United ..........cooooiiiiiii 148,602 B. Delta ..o 1,368,586
7. Northwest ............oooovvo... 624,344 3. Flying Tiger .................oooenn 136,411 7. NOFTRWESt . oo oo oo, 766,844
8. Bramiff .......................... 464,623 4. Trans World ................oo0een 125,970 8. Bramiff ...............oiiiiii.. 549,966
9. WeSerN ..o ooeoeeeeeeeen 437,346 5. American ... 120,256 9. WESteIN . ...ovoeeeeanen... 488,398
10. Continental ...................... 396,601 6. Seaboard ..................oln 77,629 10. Continental . .............oovvn... 465,927
11. Allegheny ............coooeev... 335,860 7. Northwest ....................oo. 72,847 11. National ........................ 376,913
12. National .........ooveerennnnii.. 303,618 8. Delta...........................nn 66,296 12. Allegheny ..............ooeenn... 372,995
13. Hughes Airwest .................. 137,634 9. Eastern ..................cconnn 53,827 13. Flying TigeT . ....oovvvreeennn... 186,958
14. Frontier ......................... 127,350 10. Continental ..