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Services at Sea for Bob
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dropped a golf ball into the water 
in lieu of a rose. “He always said 
that wherever he was, he hoped 
he'd be playing golf," she ex­
plained softly.

Friend and veteran stunt pilot 
Frank Tallman gave the final tri­
bute, circling the boat in his own 
restored P-40.

It was a solemn afternoon ... a 
last goodbye to Flying Tigers' 
founder and. President of 33 years. 
Most importantly, everyone par­
ticipating agreed that it was just 
the way Bob would have liked it.

It was a fitting final memorial 
for Bob Prescott. A quiet occasion 
carried out by family and friends 
according to Bob’s wishes ex­
pressed shortly before his death 
from cancer March 3 .. . that his 
cremated remains be scattered at 
sea.

Members of Bob’s immediate 
family and a few close friends and 
colleagues rode out to sea March 
13 from Marina del Rey in Los 
Angeles aboard Flying Tigers' boat, 
the Sea Tiger.

Taps and the Battle Hymn of 
the Republic were played, and fol­
lowing a brief prayer, members of 
the gathering scattered Bob's 
ashes into the sea along with roses 
and a wreath of white mums.

Emma Sims, Bob's secretary.

Frank Tallman 
Killed in April
Frank Tallman, veteran 
stunt pilot and long­
time friend of Flying 
Tigers, was killed in a 
plane crash one month 
after flying his restored
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tribute to Bob Prescott 
during the services at sea. 
In a letter dated just 

' three days before his
• death, Mr. Tallmaij had 

thanked Flying Tigers,-..., “ ■ ■ 
fori photo of Bob
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Another DC-8-63F 
Joins the Fleet

Flying Tigers has expanded its fleet 
with another stretched DC-8-63 jet­
freighter, purchased from S. A. de Trans­
port Aerien, a charter airline headquar­
tered in Geneva, Switzerland.

Wayne Hoffman, chairman, said the 
airline will deploy the aircraft into its 
international and domestic services.

“Flying Tigers’ expansion into the 
South, coupled with our anticipated 
service to Singapore, influenced our de­
cision to purchase the aircraft,” said 
Hoffman. “Our current domestic and 
international freight volumes are ex­
ceeding those of last year, due primari­
ly to domestic deregulation, and we 
can utilize the additional capacity.”

Each of the carrier’s DC-8-63F air­
craft can transport over 110,000 
pounds of cargo at 550 miles per hour 
over a 3,000-mile range. Flying Tigers 
current fleet consists of six B747s, 14 
DC-8-63s and four DC-8-61 jetfreighters.

Tigereview is produced by the 
Public Relations Department of 
Flying Tiger Line, 7401 World 
Way West, Los Angeles Interna­
tional Airport, P.O. Box 92935, 
Los Angeles, California 90009.

Nissen Davis 
Vice President, 

Public Relations
Colleen Ferguson 

Editor

Texas — the state that gave Flying 
Tigers its founder and President of 32 
years, Bob Prescott — is the newest 
market for the airline’s expanding air­
freight services. On April 3 Flying Tigers 
inaugurated service to Houston and 
Dallas-Fort Worth with stretched DC-8 
jetfreighters, linking Texas’ two largest 
markets with other major markets in 
the U.S. and Asia.

Jay Tufts, Southern regional vice 
president, said Flying Tigers will con-

San Juan, Puerto Rico is Flying Ti­
gers’ newest destination. The airline 
introduced scheduled stretched DC-8 
jetfreighter service to Puerto Rico’s 
capital on May 7.

Jay Tufts, Southern region VP, said 
Flying Tigers will initially offer ship­
pers flights on Sundays and Mondays, 
and the carrier will expand its all-cargo 
service with the future acquisition of 
aircraft.

He reported that prime-time service 
will be offered from New York, Dallas/ 
Fort Worth and Atlanta. The airline 
will also provide direct DC-8 flights 
from San Juan to New York and Dallas/ 
Fort Worth. Traffic will connect at re­
gional terminals with scheduled flights 

(Continued on Page 3)

struct new facilities at both Houston 
International and Dallas-Fort Worth 
airports this year, with a total invest­
ment in equipment and facilities of 
approximately $5 million. Forty new 
jobs will be created at Dallas-Fort Worth 
and 35 at Houston, he added.

“Overnight service from Texas to 
cities in the United States and second- 
day service to foreign markets is made 
possible with this expansion,” Tufts 
said. “Both Houston and Dallas-Fort 
Worth are high users of airfreight, and 
our airline looks forward to serving 
them — a long-awaited start for Flying 
Tigers.”

Three weekday and Saturday flights 
are operating:

Fit. #441 departs JFK at 9:30 p.m. 
Monday through Friday for Chicago via 
Syracuse and Detroit. It then departs 
Chicago Tuesday through Saturday at 
4:30 a.m., arrives in Dallas at 6:40 a.m., 
departs at 7:40 a.m. and arrives in 
Houston at 8:30 a.m.

Fit. #440 departs Dallas Monday 
through Friday at 10 p.m., arrives in 
Houston at 10:50 p.m., departs at 
11:50 p.m. and terminates in Chicago 
at 2 a.m.

Fit. #442 departs Houston at 9:30 
a.m. Tuesday through Saturday, arriv­
ing in Chicago at 11:40 a.m.

These flights are to and from Chic­
ago, which is the domestic hub ter- 

(Continued on Page 2)

At Da!las-Fort Worth inaugural cere­
monies, Ha! Terry, right. Flying Tigers 
regional sales manager, and Bill Powers, 
vice president-sales for Justin Compan­
ies, Fort Worth, examine a pair of 
Justin boots — symbol of the area- 
manufactured items that will be shipped 
to U.S. and Asian markets via Flying 
Tigers' jet freighters.

OUR COVERS
Front: Houston: New Flying 
Tigers City — Scheduled air­
freight service was inaugurated 
in Houston — featured on our 
front cover — and Dallas-Fort 
Worth on April 3. Story begins 
on page 1.
Back: “Hello-o-o, Fort Worth.” 
— Ceremonies marking Flying 
Tigers’ scheduled all-cargo 
flights from Dallas-Fort Worth 
included an appearance by Miss 
Transportation International 
Patty Carnes of Fort Worth, 
who drew the undivided atten­
tion of Flying Tigers ground 
personnel, 1-r, Paul Kennedy, 
John Stilwell and Pete Sweeney.
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cargo deficiencies. Bell Helicopter Tex­
tron’s Charles G. Jackson, traffic man­
ager, said:

“In that our requirements vary from 
one-pound shipments to disassembled 
helicopters, the need for additional all­
cargo aircraft coverage from DFW to 
both domestic and international points 
has existed.”

A & A International, the import­
export division of Tandy Corp., which 
imports most of the items sold in Radio 
Shack stores across the nation and Can­
ada, was another firm interested in the 
new service. John B. Dignan, traffic 
manager, pointed out that Fort Worth 
is the location for the firm’s largest dis­
tribution warehouse as well as being 
headquarters for Radio Shack:

“Consequently, we are vitally inter­
ested in seeing that one or more inter­
national airlines serve the DFW Air­
port. This will help us immeasurably in 
the efficient shipment of our high-value 
merchandise from suppliers in Asia.”

During market surveys in the Hous­
ton area, Tufts noted, “We heard again 
and again the statement that having air­
freight service available on a regular 
basis was a matter of getting or losing 
business for local industries.”

The airline sees oil industry equip­
ment and parts as heavy users of air-

On this page, clockwise from above left, are scenes from Flying Tigers' 
inaugural ceremonies. • First Issue Souvenirs — Packages containing 
first-issue envelopes for Houston philatelists commemorating Flying 

Tigers' inaugural flight from Houston to other U.S. cities and Asia are 
examined prior to loading on board a stretched DC-8 jetfreighter.

Pictured !-r are Benjamin H. Best //, aviation manager of the Houston 
Chamber of Commerce and himself a stamp collector; Dave Kinzer, 

Flying Tigers Houston regional sales manager; Judson W. Robinson, Jr., 
mayor pro-tern; and Frank Ho Hock, Houston Chamber aviation 

committee chairman. • Special guests at Dallas/Fort Worth ceremonies 
were members of Bob Prescott's family, Mrs. Pauline Prescott, wife of 

Mr. Prescott's brother;and Mrs. Marguerite Lyon, Mr. Prescott's sister, 
who posed for pictures with Flying Tigers inaugural flight crew members.

Pictured !-r are Greg Cotton, second officer; Mrs. Prescott; Frank 
Campbell, first officer; Mrs. Lyon;and Bob Baird, captain. • In San Juan, 

among those greeting inaugural flight were, l-r, Flying Tigers Southern 
Region VP Jay Tufts; Wilson M. Loubriel, executive director of the 
Puerto Rican Ports Authority; and Manuel H. Dubon, Puerto Rican 

administrator of economic development.

Dallas/Fort Worth 
(Continued from Page 1)
minal for Flying Tigers. Here Southern 
traffic connects with flights to all other 
points in the airline’s system.

Flying Tigers had attempted for 12 
years to get Civil Aeronautics Board 
approval to serve the two areas, but 
success didn’t come until after Congress 
deregulated the domestic air cargo in­
dustry. In January, Flying Tigers re­
ceived its certificate to provide all-cargo 
service to any city in the United States 
and chose to initially serve several 
Southern markets, including Atlanta 
and Charlotte, as well as those in Texas.

Citing the need for airfreight services 
in the Texas markets, Tufts noted: 
“Dallas-Fort Worth is a major distribu­
tion center for the South and South­
west and is the largest metropolitan area 
in this country without a seaport. This 
partially explains why it has developed 
into one of the highest users of air­
freight per capita in the world.”

“Besides the direct economic impact 
of our entry into Texas, we believe 
there will also be indirect impact be­
cause airfreight service enhances indus­
trial development,” Tufts said.

Area industrial spokesmen supported 
Tufts’ claim by citing the long-time air

freight services in the Houston area. 
First area manufacturer to take advant­
age of the new all-cargo service will be 
Tropic Drilling and Exploration Co. of 
Houston, which will send component 
parts to Hong Kong where drilling ships 
are assembled for the company.

This and other oil-industry compan­
ies, as well as other types of industry 
where speed and convenience is import­
ant, were quick to praise the entry of 
the airline into the Houston market.

“We feel the volume of oil field ma­
terials moving to the Far East and the 
expected growth of exploration and 
drilling activity in that area is sufficient 
reason to provide through freighter ser­
vice from Houston,” said Robert A. 
Condit, president of Mercury Interna­
tional, Inc. “We strongly support Fly­
ing Tigers’ efforts to provide this ser­
vice from Houston.”

Charles McKnight, manager of Chris­
tensen Diamond Products, U.S.A., in­
ternational sales division, said:

“Even though the tonnage we ship 
from Houston and Salt Lake City is 
relatively low by other industry stand­
ards, the requirement of our products 
is of a high priority nature.

“We feel air cargo service from Hous­
ton to those gateway cities had pre­
viously been very inadequate both for

I
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Scenic view of San Juan, Puerto Rico, newest destination on Flying Tigers' expand­
ing route system.

Skyline of Fort Worth — new Flying 
Tigers destination.

ourselves and those other manufac­
turers of petroleum equipment to en­
able us to compete in many instances 
on delivery requirements in order to 
successfully secure orders from foreign 
corporations. We wish Flying Tigers 
success in this needed area of service 
for our industry.”

Dave Kinzer, Houston regional sales 
manager, said a variety of other manu­
facturers had also shown interest in the 
new Flying Tigers route.

Harry Froehlich, manager of foreign 
traffic for AMF-Tuboscope, Inc., stated: 
“With the constant growth of the Hous­
ton area in oilfield machinery and tools 
and the requirement for cargo aircraft 
due to the size and weight of this equip­
ment, we welcome the new service 
offered by Flying Tiger Line. In the 
past we have had to use slow and, in 
some cases, expensive truck service to 
the East and West Coasts in order to 
make the necessary connections for air 
service from these areas.”

As one of the nation’s principal port 
cities, Houston also has heard concerns 
expressed by ocean shippers. One of 
these is Transoceanic Shipping Co., 
Inc. Arvai Headrick, manager of the 
company’s air department, said: “We’ve 
had problems on numerous occasions 
moving large and outsize shipments 
from Houston to New York and Los 
Angeles. We’ve also had to truck our 
traffic to Dallas to catch all-cargo flights 
to the major gateways. We welcome 
this new service.”

Flying Tigers’ prime-time flight from 
New York departs on Sundays at 3:00 
a.m. and arrives in San Juan at 6:30 
a.m. A second flight on Sundays takes 
off from Dallas/Fort Worth at 4:30 
p.m., arrives in Atlanta at 7:20 p.m., 
departs at 8:50 p.m. and arrives in San 
Juan at 12:15 a.m. early the next 
morning.

The airfreight airline will also provide 
shippers with non-stop service on Sun­
days from San Juan to New York, de­
parting at 9:30 a.m. and arriving at 
1:05 p.m. Another nonstop flight on 
Mondays departs San Juan at 3:05 p.m. 
and arrives in Dallas/Fort Worth at 
6:45 p.m.

Through tax incentives, Puerto Rico 
has created a highly favorable environ­
ment for industrial expansion, and it 
ranks among the top 20 industrial areas 
of the world. Tufts underscored that 
scheduled airfreight service can trans­
port high value and time-oriented 
products overnight between mainland 
cities and the Commonwealth and with­
in two days to foreign markets.

Quarterly Dividends
The Board of Directors of Tiger In­

ternational, parent company of Flying 
Tigers, has declared a quarterly divi­
dend of 15 cents per share, up 2.5 cents 
per share or 20 percent, compared with 
quarterly dividends of 12.5 cents per 
share in 1977. The dividend is payable 
on May 15, 1978 to common stock­
holders of record on April 28, 1978.

The increased dividend is based upon 
growth in Tiger International revenue 
and earnings during 1977 and continu­
ing favorable business prospects.

San Juan Service
(Continued from Page 1)
to all other points in the airline’s do­
mestic and international system.

Looking after the new San Juan ser­
vice is Vince Del Marco, recently named 
terminal manager-Miami & San Juan. 
Del Marco, previously terminal manager- 
Bradley Field in Connecticut, will be 
based in Miami, Florida. Senior Opera­
tions Supervisor Gil Garcia, formerly 
located at LAX, will oversee the opera­
tions in San Juan. Also located in San 
Juan and a new Flying Tigers employee 
is Nilo Mieses, sales account executive.

“We have received repeated requests 
from shippers for reliable service be­
tween the mainland and San Juan,” 
Tufts said. “They frankly describe 
present conditions as deplorable, and 
it’s placed them at a competitive dis­
advantage. It’s important to them to 
have an effective airfreight distribution 
system which directly correlates with 
their marketing and manufacturing 
strategies.”

He pointed out that Flying Tigers’ 
new expedited freighter service will 
help alleviate the present congestion 
of air-cargo bound for San Juan, and 
it will also open new markets for mer­
chants and manufacturers who seek to 
sell their products in North America 
and Asia.

“Airfreight is vital to Puerto Rico’s 
continued economic growth,” Tufts 
stressed, “and we project through 1983 
there will be an average 13 percent an­
nual growth in inbound cargo and a 10 
percent increase each year in outbound 
shipments to cities in the United States 
and other international destinations. In 
1978 airfreight volume from the con­
tinental United States to the Common­
wealth will approach 150 million pounds 
and it will exceed 100 million pounds 
in exports.”

%1. r,ii!I



“Fast Food” from Flying Tigers
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First Supermarket Charter 
Speeds Goods to Middle East

On April 21, a Flying Tigers stretched 
DC-8-63F lifted off a runway at SEA­
TAC International Airport bound for 
the Middle East. On board was a lip­
smacking load that included 200 cakes, 
2,000 pounds of crackers and biscuits, 
7,500 pounds of dairy delectables such 
as ice cream, milk and cream, and tons 
of fresh, frozen and canned fruits, vege­
tables and meats — in all some 92,000 
pounds of grocery goodies that would 
soon stock the shelves of a spanking 
new supermarket in Doha, capital of 
Qatar on the Arabian Gulf.

The charter flight — first one of 
scores to be operated to Qatar by Fly­
ing Tigers over the next two years — 
was the culmination of a truly jet-age 
project bringing U.S. grocery goods 
weekly to the emerging Middle East. 
The 20,000 square foot supermarket is 
part of a new multi-million-dollar shop­
ping complex in Doha which will at­
tract Arab shoppers with food, clothing 
and consumer items from around the 
world. (Reported in Tigereview, Janu­
ary 1978).

Jim Haggerty, formerly responsible 
for the airline’s charter sales depart­
ment (Haggerty was recently named 
GM-LAX) put the project together with 
Jashanmal & Sons and Food Products, 
Inc.

On hand for the first Doha flight 
were civic and business officials from

1
Looking over some of the items bound for Doha's new "Centre" are, i-r, John Gee­
han, Flying Tigers general manager-Seattie; Ned V/aliace, director of operations 
services; Jim Haggerty, formerly of charter sales, now GM-LAX; Al Aries, general 
manager of Pacific Fruit & Produce Co.; Puss Emerson, Flying Tigers' senior VP- 
scheduled services, Pete Hubbard, general manager-charter programs; and Russ Lent, 
chief operations supervisor-SEA.

the Seattle area; members of the news 
media; and Flying Tigers personnel.

Flying Tigers Russ Lent, chief opera­
tions supervisor-SEA, and Bob Glidden, 
charter operations supervisor, handled 
the details of the charter in Seattle. The 
intricate loading process was coordin­
ated by Glidden; Brian Gorrell, senior 
operations supervisor-SEA; and Ned 
Wallace, director-operations services.

The first Doha-bound aircraft de­
parted SEA-TAC at about 11:30 p.m. 
piloted by Captain Pete Rinne, First 
Officer Roger Cumin and Second Offi­
cer Larry Bonnville. Accompanying the 
flight were Flying Tigers Gary Marsch, 
charter operations supervisor, and Tom 
Powell, maintenance representative. Af­
ter a fuel stop in Bangor, Maine the air­
craft continued on to London, England 
for more fuel and a crew change. In 
London, Charter Operations Supervisor 
Dick Dunn joined Marsch and Powell 
on board, with Captain Rex Tripp, F/O 
John Hess and S/O Henry Gonzales at 
the controls. There was one more fuel 
stop in Belgrade, Yugoslavia, then on to 
Qatar.

While the crew grabbed essential rest, 
Dunn, Marsch and Powell attended to 
the aircraft and its cargo, seeing the 
goods safely off the plane and on the 
way to eager Arab shoppers. Fourteen 
hours after arrival the plane was back in 
the air, enroute to Kaohsiung, Taiwan 
where it returned to scheduled service.

Senior Vice President Russ Emerson, 
who was among the Flying Tigers in Se­
attle for the first flight, reported that a 
grocery-laden jetfreighter would leave 
SEA-TAC every Friday evening, arriv­
ing in Doha on Sundays.

Emerson explained that perishable 
items are delivered to the airport in re­
frigerated trucks the afternoon of each 
departure. Dry cargo can be delivered a 
day ahead and stored at the airline’s 
Seattle terminal warehouse. Two 40- 
foot refrigerated trucks meet the flight 
upon arrival in Qatar.

“Because of the sensitivity of the 
perishable items, four temperature 
zones must be maintained on the air­
craft,” Emerson said. “For example, ice 
cream must be kept at 10 degrees be­
low zero.”

Longtime experts in airfreighting 
perishable goods, Flying Tigers’ person­
nel carefully pack the frozen oroducts 
and chilled meats in dry ice loaded on­
to standard freight pallets. These packs 
are then covered with one-inch-thick 
styrofoam and secured snugly for the 
flight. Fresh produce and dairy items 
are kept in prime condition from the 
cool environment inside the aircraft.

Jashanmal & Sons, a Bahrain-based 
family enterprise which has been ac­
tive in Gulf retailing since 1916, is 
overseeing the development of the 
Doha complex.

The Jashanmal family currently 
owns and operates ten department 
stores. Sheikh Ghanim Bin Ali Al Thani, 
a member of the Qatari royal family, 
constructed the mammoth project.

For the air-conditioned supermarket, 
a constant supply of fresh fruit, vege­
tables and meat will be flown in via 
Flying Tigers from the United States 
with 80 percent of the supermarket’s 
stock being American and the remain­
der purchased from local sources.

Robert Turner, vice president and 
manager of Food Products Interna­
tional, a Seattle-based food export 
company, is coordinating the eight area
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Heading for Kentucky

ATIying” Start for Affirmed

— Photo and story by Barry WrubeL
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At left, Ned Wallace, left, director of 
operations services, and Charter 
Operations supervisor Bob Glidden, 
display poster message supplied by 
Flying Tigers for the first Doha 
supermarket flight.

Sr Heading for the starting gate and victory at this year's Kentucky Derby, 
via a chartered Flying Tigers stretched DC-8 jetfreighter, is Affirmed, 
above, a three-year-old thoroughbred race horse who left the LAX terminal 
Sunday, April 23 on a 9:30 a.m. flight bound for the Churchill Downs 
course in Louisville, Kentucky.

The chestnut colt appeared in only four races this year prior to the May 6 
Kentucky Derby — and placed first each time. His impressive wins include 
both the Santa Anita Derby on March 26 and the Hollywood Derby on April 
16. Before running in the Kentucky Derby, Affirmed had earned winnings in 
excess of 5700,000, guided by trainer Lazaro Barrera. Last year the horse re­
ceived the Eclipse Award as the best two-year-old in the country.

Accompanying Affirmed on the flight were several other race horses, in­
cluding Ima Lula, a Standardbred, who is considered one of the top trotters 
in the country. Ima Lula and some of the other horses departed the flight in 
New York and headed for Meadowlands Race Track in New Jersey.

Affirmed is owned by Mr. and Mrs. L. Wolfson of Harbor View Farms, 
Ocala, Florida. PATH Horse Transportation, inc. of Los Angeles is the offi­
cial handling agent.

Food products are carefully packed at 
Flying Tigers' SEA terminal for the 
flight to Qatar.

suppliers selected to fill Flying Tigers’ 
jetfreighters with grocery items.

“The decision to purchase the super­
market goods primarily from Seattle 
was made because of the range and 
availability of goods as well as the com­
petitive prices,” Turner explains. “Ini­
tially, we envision the supermarket will 
account for more than two-thirds of 
the business in the center.”

“Fresh fruit and vegetables of excel­
lent quality are the two food items 
most lacking in the Gulf,” Turner said. 
“By airfreighting these perishables from 
the abundance grown in the Pacific 
Northwest on a Flying Tigers charter 
aircraft, the 1,200 expected daily shop­
pers will have the freshest meats and 
produce possible.”

Glenn Lansing, senior director­
planning and operations of the Port of 
Seattle, which owns and operates the 
SEA-TAC airport, stressed the high 
quality of the food products being ex­
ported to Qatar.

“The quality of regional commodi­
ties is phenomenal,” he said. “We are 
elated that Seattle was selected as the 
base of this major operation.

Suppliers participating in the weekly 
shipments include Pacific Fruit & Pro­
duce, Seattle, Washington; Tradewell 
Distribution Center, Kent, Washington; 
Minute Maid Distributors of Oregon, 
Inc,, Portland, Oregon; Ness & Com­
pany, Tukwila, Washington; Gai’s Seat­
tle French Bakery Co., Inc., Burke Sales, 
Nabisco, Inc., and Carnation, Co., all of 
Seattle, Washington.

FLYING 
TIGERS,
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DOIMRS S SENSE
Highlighting services available to Flying Tigers and their families through the Flying 
Tiger Employees Federal Credit Union.

with matters concerning their financial 
futures. Here are some things you should 
know:

Your credit union is a non-profit fi­
nancial organization. The profit made 
by your credit union’s operation (i.e. 
income from interest charged on loans 
and investments) is returned to mem­
bers in the form of higher dividends on 
savings, lower interest rates on loans 
and improved services. The maximum 
interest rate that credit unions may 
charge is established by Federal law at 
12 percent Annual Percentage Rate 
(APR) or 1 percent per month on the 
unpaid balance. Flying Tiger Employ­
ees Federal Credit Union members will 
find many loans even less than 12 per­
cent APR.

When Feliks Wegiarz, machine shop mechanic, had surgery for an ingrown 
toenail, it looked like he'd be off work for a number of days. It's not that 
Feliks wasn't up to coming to work — but he couldn't put his foot into a 
shoe ... a situation that just didn't mix with his occupation working with 
an engine lathe machine, when it is essentia! that the feet be protected for 
safety reasons.

A fellow employee, George Wise, weld shop mechanic, helped get Feliks 
back on the job. During his lunch break, George crafted a special "shoe" for 
Feliks — made out of metal.

Photos: Above left, George Wise, weld shop mechanic . . . creator of the 
latest look in footwear (pictured above center). Above right, Feliks Weg­
iarz, left, and Manager of Overhaul Shops Jack Studer show off Feliks' 
meta! ''sandal by George." At right, Feliks back on the job with foot pro­
tected.

c.,o EACH MEMBER ACCOUNT 
INSURED TO S40.000

N C U A
A*........

< ■■ .l.i ...........  «<<■•

Flying Tiger Employees Federal 
Credit Union is located at headquarters 
on the ground floor of the Lo-Tiger 
building. Telephone: 63084 or 67450. 
Mail code: KI 7.

The credit union is owned and oper­
ated by its members for the benefit of 
all who belong. The moment you be­
come a credit union member, you be­
come one of its owners. As the slogan 
says, “If you belong ... it ALL belongs 
to you!”

Al the annual meeting, members’ 
votes (one member — one vote) help 
elect tne volunteer officers and com­
mittee members who direct and control 
the credit union’s operation. You may 
even volunteer to serve the credit union 
yourself, and, if elected by your fellow 
members, take a more active part in its 
growth and progress.

Just What Is 
Your Credit Union?

Do you know what a credit union is? 
You might be surprised how many peo­
ple — even credit union members — 
really don’t. They know that it’s a 
place to save and borrow money; that 
it’s handy and easy to deal with (e.g. 
payroll deductions, loans over the 
phone); but they aren’t really sure how 
it differs from a savings & Ioan or a 
bank.

The purpose of the credit union is to 
promote thrift by providing a good re­
turn on savings and a source of low cost 
loans. Its goals are based on the sincere 
desire to help people help themselves

If the Shoe Fits...”

‘-S;
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The Salzberg Memorial Lecture 
by Wayne M. Hoffman

On April 7, Flying Tigers Chairman 
Wayne M. Hoffman was presented the 

1978 Salzberg Medallion, awarded 
annually by Syracuse University for 

"outstanding achievement in the 
field of transportation. ” 

Following a panel discussion at 
Syracuse featuring commercial and 

government transportation leaders, 
Hoffman, above, delivered the 

Salzberg Memorial Lecture, reprinted 
on the following pages.

Regulation of Transportation: 
How Much is Enough?

I think one who has any background 
or experience in the field of transporta­
tion realizes the scope, depth and im­
portance of transportation to the total 
business of a nation such as ours. Trans­
portation represents over 20 percent of 
the gross national product of this nation, 
and one of the reasons for the superior 
business competitive condition of the 
United States is that by-and-large its 
transportation structure is superior to 
that of any other transportation struc­
ture in the world — and our job is to 
make it better.

I want to broaden the compass of 
this discussion considerably because 
while we may think that the passenger 
air transportation business is perhaps 
the most important part of transporta­
tion, as a matter of fact, it isn’t. It may 
come as a surprise to some to know, for 
example, that the railroads are still a 
very important part of the transporta­
tion network of this country, and the 
area of freight transportation is by-and- 
large again very important to the wel­
fare and to the progress of this country.

In the following message, I would 
like to trace a bit of the history of 
transportation in its broader context, 
and give you my views as to where the 
whole issue of deregulation ought to go.

Transportation regulation has be­
come a jumble of conflicting and often 
chaotic provisions which advance the 
interests of no one very well. Between 
the Interstate Commerce Act of 1887 
and the Air Cargo Deregulation Act of 
1977 there have been over forty pieces 
of federal legislation dealing with trans­
portation. Never, until 1977, did Con­
gress deregulate any segment of the 
transportation industry. That action, 
some think, is a forerunner of other de­
regulation bills.

Whether further deregulation is a 
wave of the future remains to be seen. 
What is interesting, however, is that the

push for deregulation started not in the 
business community, but in the univer­
sity. The movement spread from aca­
demia to the executive and legislative 
branches of the government and finally 
found acceptance amongst the public at 
large. What is remarkable about all of 
this is that many of the businessmen 
most directly affected (benefitted?) by 
the proposed deregulation, have been 
fighting it tooth and nail.

What has happened to the free enter­
prise ethic in this country? Why are ex­
perienced leaders of the air, truck and 
rail transportation companies almost 
unanimously opposed to deregulation?

There are two reasons. They believe 
that deregulation would lead to ruinous 
competition. This argument, in my 
opinion, is valid as to the railroads and 
without merit as to the motor and air 
carrier industries. The difference be­
tween railroads on the one hand and 
motor and air carriers on the other de­
rives from the fact that capital, once 
sunk in a railroad, is immobile. History 
has shown that in the face of destruc­
tive rate cutting a railroad manager has 
no choice but to dig in and fight to the 
death. The opposite is the case with the 
motor carrier and the air carrier. The 
major part of their capital is in the form 
of equipment investment which is high­
ly mobile. This equipment can be 
moved from one competitive area to 
another and can, in the final analysis, 
be sold, often at a book profit.

Another major reason for opposi­
tion on the part of transportation ex­
ecutives is their skepticism concerning 
the true intentions of deregulation ad­
vocates. They see “regulatory reform” 
as simply a device to impose upon the 
industry a new type of regulation hav­
ing a strong bias toward driving prices 
down without concern for the health 
of the industry. In truth, one can sym- 

(Continued on Next Page)
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ators in 1940. The purpose of each ex­
tension was to give the ICC authority 
over modes that were competitive with 
the railroads and to allow it to control 
the division of traffic based upon the 
inherent advantages of each mode.

The Transportation Act of 1940 in­
structed the ICC then to consider the 
impact of its rate making on all modes 
under its jurisdiction. However, the 
ICC’s compliance with that legislative 
mandate to employ umbrella rate­
making concepts was later deemed to 
have had disastrous consequences for 
the railroads, with the result that, in 
1958 a new Transportation Act was 
passed which, inter alia, prohibited the 
ICC from holding up the rates of one 
mode to protect another.

Meanwhile, the emerging air carrier 
industry came under de facto regula­
tion almost from its inception, as 
haulers of mail under the direction of 
the Post Office Department. Air mail 
awards were granted to certain large 
carriers, often controlled by aircraft 
manufacturing firms, without any form 
of competitive bidding. This became, in 
effect, an informal subsidization of the 
infant air industry. Certain of these 
awards were, however, deemed so con­
trary to basic postal interests that con­
gressional investigations ensued, leading 
to the passage of the Airmail Act of

allies of the carriers and their customers 
in the drive toward rail regulation.

The Interstate Commerce Act was a 
response to abuses by the railroads and 
was intended to protect and benefit the 
public. The pressure for some sort of 
regulation began with industrial ship­
pers and farmers, who complained of 
excessive rates, particularly where a 
single railroad had a territorial monop­
oly. In fact, agitation by the National 
Grange led to the passage of laws in five 
mid-Western states setting up commis­
sions to regulate rail rates and fares. In 
1886 those laws were declared uncon­
stitutional by the U.S. Supreme Court 
as an unreasonable restraint on inter­
state commerce. The pressure then 
mounted for some sort of federal regu­
lation, which was one of the forces 
leading to the passage of the Interstate 
Commerce Act.

Owing to certain jurisdictional quar­
rels between the authors of rival bills in 
the House and the Senate, the original 
Act failed to give the ICC adequate 
powers over railroad entry and aban­
donment, which was remedied by the 
Transportation Act of 1920.

With the later emergence of new, as 
yet unregulated, competition over the 
highway, the ICC Model of railroad 
regulation was extended to the Motor 
Carriers in 1935 and to the barge oper-

pathize with transportation leadership’s 
fear of such irresponsible consumerism. 
Politicians are strongly attracted to any 
position which promises lower prices.

My own view is that true deregula­
tion of the motor carrier and air carrier 
industries is highly desirable. I go fur­
ther. All inter-modal restrictions should 
be eliminated so that total transporta­
tion companies can operate in competi­
tion with one another across the entire 
transportation market. In return for 
such freedom, these companies should 
be required to observe all laws designed 
to protect the public against illegal re­
straints of trade, in precisely the same 
way as any other business operating in 
the United States.

President Kennedy, on being impor­
tuned one time to support a particular 
piece of legislation which would change 
a pattern of laws long on the books, 
stated that he had early been taught 
that before one tore down a particular 
fence one should inquire as to why it 
had been built in the first place.

Perhaps we ought to take a brief 
look at the history of transportation 
regulation in the United States in order 
to glean some understanding of why 
those particular fences that we are now 
trying to tear down were built. Our re­
view has to begin, I think, with the 
events which led to the passage of the 
Interstate Commerce Act, the first 
comprehensive federal regulation of 
transportation in the United States.

The Interstate Commerce Act of 
1887 which brought the railroads under 
regulation was an appropriate response 
to the conditions of that period. The 
railroad industry by the 1880s had be­
come overbuilt. Most of the earliest 
railroads built before 1850 were local 
monopolies unless they faced water 
competition, and they typically estab­
lished prices on the basis of what the 
customer was willing to pay. The po­
tential returns were such that the in­
dustry attracted new investment to the 
point where there came to be excess 
capacity relative to demand in almost 
every market served by two or more 
railroads.

Rate-cutting and rebates became 
endemic as individual railroad managers 
attempted to employ more of their idle 
resources. Facing no regulatory or anti­
trust constraints, the railroads attempted 
various pools and other devices to ame­
liorate the cut-throat competition. To 
the extent they succeeded, new entries 
were encouraged, thus again destabiliz­
ing the situation. The 93,000 miles of 
track in 1880 became 150,000 miles in 
1887, of which, it is estimated, only 
about one-third was justified by traffic 
expansion.

The tremendous waste of resources 
was unpopular with the railroads, and 
the pricing instability was extremely un­
popular with the shippers, thus making
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IVayne Hoffman, right, receives Salz- 
berg Medallion from Syracuse Univer­
sity Chancellor Melvin A. Eggers.

1934. That law allowed the Post Office 
Department to keep authority over 
routes, but required competitive bid­
ding for mail contracts (and ordered 
aircraft manufacturers to divest airline 
interests). The actual rates to be charged 
were to be determined by the ICC at 
levels that were “fair and reasonable.” 
So, while bidding wars drove bids down 
to very low levels, every bidder took 
comfort from the foreknowledge that 
the actual rates would be later set at 
compensatory levels by the ICC.

The implementation of the Airmail 
Act of 1934 was to thoroughly dis­
credit competitive bidding as a device 
for awarding airmail contracts even 
though the concept itself had never 
been adequately tested.

By 1938 the airlines, having become 
wary of resting their fate with an ICC 
considered to be biased in favor of sur­
face transportation, succeeded in ob­
taining a regulatory agency of their 
own. The Civil Aeronautics Act of 
1938 was passed with the expressed di­
rective to foster the development of 
air commerce. The CAB, from its in­
ception until the Air Cargo Act of 1977, 
carefully controlled entries and estab­
lished pricing formulas which had the 
effect of requiring a high degree of pric­
ing uniformity.

Commencing in the mid-1960s a 
number of transportation economists 
in the universities, in what they refer to 
as a correction of history, began to con­
struct a theory that all of the major 
transportation regulatory laws were a 
grand design to perfect the cartelization 
of the industry for the benefit of the 
companies being regulated, and not the 
public. The Reed-Bulwinkle Act of 
1948 (which exempted railroad and 
truck rate bureaus from the antitrust 
laws), admittedly passed at the behest 
of the railroads and the motor carriers, 
is considered a final step toward that 
cartelization.

If that distinction is critical, then one 
might conclude that modeling both 
truck and, to a great degree, air regula­
tion after the pattern of rail regulation 
probably made no sense at all from its 
inception.

And this is the view I take. One prob­
lem is, having regulated the motor and 
the air carrier industries for 40 years 
and more, and having created an envir­
onment upon which these regulated 
companies became dependent in many 
ways, a change toward deregulation 
must be made with due regard for 
equity during the transition.

The other problem, which affects the 
air mode only, is that the United States 
concept of free market competition 
would not be accepted abroad. There­
fore, some form of certification proce­
dure would still be required, govern­
ment to government, and some kind 
of rate-making machinery would be 
necessary. In a word, some limited form 
of regulation would be necessary to 
permit our airlines to operate in foreign 
countries. We cannot expect our laws 
to have extraterritorial effect, although 
sometimes one wonders whether the 
U.S. CAB would agree.

On the general subject of deregula­
tion, Alfred Kahn, Chairman of the 
Civil Aeronautics Board, makes a rea­
sonable case. He states:

“Fundamentally, the case (for de­
regulation) is that this industry is struc­
turally suited for effective competition. 
Economies of scale are evidently quite 
limited, and barriers to entry — were it 
not for the Federal Aviation Act and 
the CAB itself — relatively low. This is 
true of entry into the industry itself de 
novo, but even more true when one 
thinks of entry by existing carriers into 
new markets, since the principal phys­
ical plant is itself mobile.

“A second strand in the case for de­
regulation is that there is no reason to 
fear that competition in this industry 
would be destructive — a proposition to 
which I will return briefly, since I can­
not claim to be one hundred percent 
certain of it. Most city pair markets will 
support only one carrier, and most of 
the traffic is concentrated in markets 
that will support only a few so oligo­
polistic restraint is far more likely than 
cut-throat price rivalry.

“The prime requisite condition for 
destructive competition is that capital, 
once sunk in an industry, be immobile, 
so that, under intense rivalry, it may 
have no choice but to remain in a de­
pressed industry, even though earning 
subnormal returns for long periods of 
time. But of course in this respect, the 
airline industry is almost unique, in 
that its physical plant itself can move 
from one market to another, including 
an active second-hand market, and is 
only moderately long-lived.

(Continued on Next Page)

That the so-called cartels have been 
less than completely effective, they at­
tribute to certain inconsistencies in the 
laws and regulations, not the least of 
which resulted in numerous loophole 
operations escaping regulation, such as 
the agricultural and bulk commodity 
haulers by truck and barge and other 
irregular carriers who were granted 
grandfather rights in 1935. In fact, any 
railroads that were smart enough to 
move into trucking before 1935 could 
operate trucks without any restriction.

These theorists, having come to the 
conclusion that the transportation com­
panies sought their own regulation and 
that they benefit from such regulation 
(at the expense of the public, they 
further say) were not surprised that 
those same companies vehemently op­
posed deregulation. Further, they rea­
son, if the transportation companies 
are against deregulation, then ipso fac­
to, the public should be in favor of it, 
the simplistic conclusion being that the 
cartels have been holding prices up at 
the public’s expense.

Politicians, listening to these argu­
ments, can be forgiven for embracing a 
cause which has such broad appeal to 
the consuming public. This is the side 
of the angels. The whole push for de­
regulation becomes a cartel-busting 
effort for the benefit of the consumer.

As sometimes happens in matters of 
this kind, the deregulation advocates 
have come to the right conclusion for 
the wrong reasons.

The truck and air modes ought to be 
totally deregulated, not because they 
are beneficiaries of a regulatory regime 
which protects them at the expense of 
the customer, but because they should 
never have been regulated in the first 
place. The characteristics of their busi­
ness are no different from those of 
other, unregulated businesses under 
which relatively free entry and exit are 
possible.

Ease of entry and exit is the critical 
factor governing price competition. 
And it is ease of entry which disting­
uishes the rail mode from its truck and 
air cousins. No one expects any new en­
trants into the rail industry, regulation 
or not. The capital requirements would 
be so enormous today that no one 
could expect an adequate return on 
such investment. Costs of acquiring 
rights of way, even assuming condem­
nation, would be inordinate in those 
areas where traffic densities would oth­
erwise justify additional rail plants.

Not so with regard to truck and air 
expansion. Both modes operate over 
public rights of way and non-recoverable 
capital costs are not very high when 
one recognizes that the value of truck 
and air equipment is readily recoverable 
in the used market.

It is ease of entry which distinguishes 
the air and truck modes from the rail.

■ 
mi
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Two, all antitrust exemptions should 
be eliminated.

There is no question but that it is in 
the interest of the United States to 
have a balanced transportation system 
under which each mode of carrier is 
used to its best advantage, and that is, 
in fact, the expressed national policy. 
The way this policy has been imple­
mented over the years has, however, 
been destructive of its very purpose. 
There is now a confusing array of sta­
tutes and interpretations each intended 
at different times and under special cir­
cumstances to protect a particular mode 
of carriage from the presumed depreda­
tion of other modes.

Thus, the railroads, rich and power­
ful at the time, were prohibited from 
owning or operating competing water 
carriers under the Interstate Commerce 
Act, Sec. 5(14) or water carriers using 
the Panama Canal (Panama Canal Act). 
This prohibition was on the grounds 
that the railroads would destroy what 
they acquired, though for what earthly 
reason no one explains.

Further, and more seriously from the 
standpoint of the nation’s welfare, the 
railroads were forbidden to utilize the 
new mode of motor carriers except by 
a showing that such use would be auxi­
liary and supplementary to rail service 
(Interstate Commerce Act, Sec. 5(2)(b)). 
This has uniformly been interpreted to 
require a prior or subsequent rail haul 
except where truck service was substi­
tuted for rail in abandonment cases.

All surface carriers have been fenced 
off from acquiring air carriers, because 
the CAB considered its duty to be that 
of protecting the infant air industry 
from falling prey to surface competi­
tors. Although the applicable section 
of the Federal Aviation Act (Sec. 408 
(b)) does not flatly prohibit such com­
binations, the CAB has interpreted that 
statute very narrowly to require a 
showing that the surface carrier’s use 
of aircraft would be auxiliary and sup­
plemental to its operations and in the 
public interest. On the other hand, it 
has permitted the chicken to attack 
the fox, so to speak, by allowing an air 
carrier (in this case, its parent) to ac­
quire a surface motor carrier (Trans 
America Corp. Docket 21413 (1970)).

The best that can be said of this re- 
structive policy is that it was well inten- 
tioned but has not served the public 
purpose very well. The worst that can 
be said is that it was never logical, is 
not now under vastly changed circum­
stances, and will not be productive in 
the future.

The railroads, no longer rich and 
powerful, but still very important parts 
of the nation’s transportation infra­
structure, have been prevented from 
using the new modes of carriage even as 
their valuable passenger, manufacturers

“So the technology of aviation, with 
relatively easy entry, relatively small 
economies of scale and mobility of its 
capital equipment, seems ideally suited 
to exactly the kind of flexibility adap­
tation of supply to dynamic market 
conditions that a market system, if un­
impeded by government restrictions, 
can accomplish more efficiently."

I quite agree with Chairman Kahn, 
and I would add that the points he 
makes are applicable also to the motor 
carrier industry. The fears of destruc­
tive competition voiced by air and 
truck industry spokesmen are greatly 
exaggerated, in my view. Even assum­
ing an abrupt transition to complete 
and sudden deregulation, the existing 
companies, efficiently run, with skilled 
managers in place, with plant and equip­
ment currently operational have an 
enormous advantage over new entrants. 
To expand successfully, the existing 
carriers need only depend upon their 
ability to satisfy the normal market re­
quirements. This is a risk that every 
company in business should be required 
to take.

The danger, in my opinion, lies in 
not going far enough. Regulatory re­
form, or any other euphemism, is not 
deregulation. Any restraint on entry — 
any restraint on pricing — simply means 
a different (not necessarily better) form 
of regulation. For deregulation to work 
it must include free entry and free pric­
ing.

To help maintain the health of the 
transportation industry, certain steps 
should be taken to help the existing 
companies adjust to the sudden change 
in ground rules. There is no question in 
my mind that the underlying motiva­
tion for deregulation is the perception 
that the user, the consumer, would 
benefit through lower fares and rates. 
This is politically a very attractive posi­
tion. The danger is that blind pursuance 
of lower prices, without considering the 
health of the transportation industry, 
would in the final analysis cost the pub­
lic dearly. Deregulation must benefit 
the industry before it can benefit the 
user. I believe that the motor carrier 
and air carrier industries, considered in 
toto, would benefit from complete de­
regulation, although certain individual 
companies might be hurt. There is much 
greater danger to these industries from 
“regulatory reform” which merely 
tinkers with the ground rules of regula­
tion than there is from permitting mar­
ket forces to work freely.

I would like to expand on two points 
made earlier. Assuming motor and air 
carriers are completely deregulated, I 
would urge two further steps be taken.

One, all restrictions on intermodal 
ownership and operation should be 
eliminated. A transportation company 
would be permitted to own and operate 
rail, water, motor or air services.

and miscellaneous, less-than-carload, 
express and high valued traffic was di­
verted to truck and air. Similarly, air 
freight carriers are severely restricted in 
their operation of motor vehicles, even 
in aid of their own businesses which by 
its very nature is bi-modal. There are 
numerous other examples of plain silli­
ness in current policy.

All restrictions whatsoever against 
the free intermodal operations of mo­
tor and air carriers should be eliminated.

The argument that a carrier (say by 
rail) would spend the money to acquire 
another carrier (say by motor) in order 
to destroy it has paranoid overtones. In 
the unlikely event such behavior es­
caped the antitrust sanctions, what 
would stop competitors not similarly 
burdened from trouncing the miscreant 
in the marketplace? Yet such faulty an­
alysis still has appeal to certain regu­
lators as evidenced by the pattern of 
CAB decisions in airline holding com­
pany cases.

This is not to suggest that the public 
must rely upon the noble intentions of 
the carrier managers. We have antitrust 
and other effective laws which are ade­
quate protection against anticompeti­
tive actions. Any intermodal acquisi­
tion would have to survive the same 
scrutiny under the antitrust laws as any 
other business combination in the Uni­
ted States — more than adequate pro­
tection, as any experienced business­
man will know. There is no nation on 
earth which has more zealously and 
effectively fought anticompetitive com­
binations than the United States. It is 
absurd to assume that a carrier large or 
small could illegally dominate its mar­
ketplace or destroy its intermodal com­
petitor with impunity, which are the 
assumptions which underlie the restric­
tive statutes.

One last point. The elimination of 
intermodal restrictions would also en­
courage new entries, particularly in 
situations where antitrust constraints 
would foreclose acquisitions. New en­
tries are always to be encouraged over 
combinations of existing companies, 
because new entries stimulate competi­
tion.

Transportation, comprising more 
than twenty percent of the gross na­
tional product, as I said, is too import­
ant to be left to the ministrations of 
regulatory bureaucrats, however well 
intentioned they may be. It is time to 
subject transportation companies to the 
discipline of the marketplace to the 
greatest degree possible.

A small, but significant beginning has 
been made with the deregulation of the 
air cargo industry. I hope our experi­
ence with that noble statute will en­
courage us to take the further steps 
necessary to eliminate the shackles 
which impede all forms of transporta­
tion in the United States, o

Hoffman Salzberg Lecture (Continued)
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Airfreight:
The Future is Now

Address to the 
Aviation/Space Writers Association 

Annual News Conference 
by Joseph J. Healy

Joseph J. Healy, Flying Tigers 
executive vice president and chief 

operating officer, addressed the annual 
news conference of the Aviation/Space 

Writers Association Wednesday, 
April 26. 1978 in Atlanta, Georgia. 

His remarks are reprinted on the 
following pages.

Airfreight — is it an industry headed 
for evolution or extinction? A few 
months ago, I was asked to talk to a 
shippers’ group in California and that 
was the topic they gave me. As I pon­
dered the question, it got me thinking. 
Four years ago, when fuel prices soared 
and supplies were cut — when the regu­
latory policy was to conserve energy 
and force the shipping public to use the 
bellies of combined aircraft, and when 
adequate rate relief was not granted to 
airfreight carriers — yes, I believed we 
were well on our way toward managing 
the scheduled airfreight business into 
extinction. Yes, extinction — as we 
watched scheduled prime services de- 
terioriate more than 30 percent. But as 
I stand here today, I am happy to tell 
you that the reports of our impending 
demise are (as Mark Twain put it) greatly 
exaggerated.

Thanks primarily to air cargo deregu­
lation, the airfreight industry is rapidly 
returning to a state of good health and 
as the remainder of this century un­
folds, this industry will evolve into a 
highly reliable nationwide network 
which effectively responds to the user 
demand for a distribution time alter­
native.

But there remain formidable challen­
ges which must be addressed as we look 
to the future. These challenges narrow 
down to five key issues:

• The need to generate adequate 
levels of profit required to attract the 
capital needed to meet growing shipper 
demands for expanded services.

• The need to break down unneces­
sary restrictions between air and sur­
face transportation.

• The need to pass the pending fed­
eral noise legislation.

• The development of a new family 
of jet freighters.

• A renewed awareness by airport 
authorities that airfreight growth must 
be adequately provided for in their fu­
ture master plans.

The most positive step in this evolu­
tionary process has been deregulation 
of the $1.2 billion domestic airfreight 
industry. I could utter now what has 
become the standard platitude, that 
carriers are now in control of their own 
destiny. Now we are free to compete in 
the marketplace as any other free, red- 
blooded American enterprise, but let’s 
get that behind us and get right to the 
bottom line. What is really happening? 
In the words of one major shipper: “I 
expected a price war and got a service 
war.” This same shipper four years ago 
said: “What I want is lower rates, but 
what I really need is better service.”

Flying Tigers relates to this input in 
a very positive way. All of our research 
into shipper need and demand charac­
teristics shows clearly that improved 
service in all 35 basic elements of the 
product we sell is where we should put 
our money. And that is exactly what 
we are doing. To date, we have com­
mitted in excess of $50 million since 
the President signed the deregulation 
bill on November 9, 1977. All of this 
capital has been earmarked for im­
proved service — improved service 
whose objective is to build a highly re­
liable, nationwide system which will 
provide service to the top 50 U.S. cen­
ters of commerce in the next five years.

As you look more closely at what 
we’re doing, you will note that we have 
taken a limited domestic service/price 
option and expanded it some 380 per­
cent compared to a year ago. And the 

(Continued on Next Page)
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shipper response has been overwhelm­
ing. With domestic growth rates alone 
in excess of 70 percent over last year, 
we are nowhere near satisfying the cur­
rent demand — let alone being able to 
consider increased service/price options.

In fact, many shippers tell us that we 
have given them an improved price op­
tion when compared to the pre-deregu­
lation era. Users with a high service de­
mand were paying 50 to 80 cents per 
pound shipped and now are paying 30 
cents on the average. In any man’s 
language, this is a substantial reduction 
for the same or improved levels of ser­
vice.

Nevertheless, we are very conscious 
of our responsibility to innovate and 
promote a wider range of service/price 
options. We will do just that. We intend 
to be the Campbell’s Soup of airfreight 
— the best perceived balance between 
quality and price with maximum shelf 
visibility.

As we developed our shopping list of 
planned service/price options, we were 
made acutely aware that our unique 
marketing expertise is being narrowly 
described as airfreight service. Shipper 
input gives us a broader definition. 
Shippers need expedited distribution 
services — services which put an in­
creased emphasis on distribution effec­
tiveness and responsiveness to user 
needs than merely providing transporta­
tion efficiency — expedited distribution 
services that are provided on the basis 
of utilizing the advantages of all modes 
of transportation. This leads us to the 
conclusion that the existing regulatory 
fences between truck and air transport 
should be eliminated and intermodal 
ownership should be encouraged if we 
are to give the shipping public the full 
advantages of our total national dis­
tribution capabilities.

Let us now focus on environmental 
issues and their impact. It is imperative 
that Congress immediatey pass pending 
noise financing legislation. This will en­
able carriers to comply with federal 
noise regulations which require larger 
commercial jet aircraft to meet strin­
gent noise standards by 1985.

In broad terms, the legislation pro­
poses a nominal surcharge on both pas­
senger tickets and cargo shipments to 
provide partial reimbursement. We 
would have the option to retrofit our 
aircraft with sound absorbent materials, 
replace the engines or retire older air­
craft and purchase new equipment. 
Cost estimates vary between $1.3 mil­
lion for retrofit modifications to $10 
million to completely re-engine a typi­
cal aircraft.

Those of us in the air cargo industry 
are uniquely affected by the proposed 
legislation. Congress strongly encour­
ages aircraft replacement to reduce 
noise and stimulate employment in the

aviation industry. Unfortunately, there 
is no immediate replacement for the 
stretched DC-8 jetfreighter, an aircraft 
which we consider the most efficient 
narrowbodied freighter in the world. 
Furthermore, because of the relatively 
small potential commercial market for 
freighters compared to passenger jet­
liners, aircraft manufacturers are not 
aggressively pursuing development of a 
dedicated jetfreighter for the foresee­
able future.

Before turning to the critical need 
for the development of cargo aircraft, 
I want to point out a current drawback 
to the proposed federal noise financing 
legislation. In certain instances, when 
all-cargo airlines such as Flying Tigers 
purchase used aircraft from other carri­
ers, the necessary financial assistance is 
denied. This could slow the develop­
ment of domestic all-cargo services and 
delay more efficient and reliable service 
to the shipping public.

For the first time in ten years, Flying 
Tigers is holding discussions with air­
craft manufacturers for the develop­
ment of new domestic jetfreighter air­
craft to meet anticipated demands 
through the year 2000. The time is ripe 
for the aviation industry, NASA and 
the federal government to combine 
their efforts on further development of 
all-cargo aircraft, rather than simply 
adapting passenger planes.

With a few exceptions like the Lock­
heed L-100 Series, we do not anticipate 
aircraft manufacturers will have a dedi­
cated freighter coming off the assembly­
line before the early 1990s and more 
than likely closer to the year 2000. It’s 
disappointing to us, but those are the 
realities of life. However, we’re currently 
working with NASA, for example, to 
improve fuel efficiencies and aerody­
namic performance of future jetfreighter 
aircraft. These studies focus on laminar 
flow, super critical wings and improved 
propulsion systems for better econo­
mies in fuel and maintenance.

It probably comes as no surprise to 
you that aircraft manufacturers and 
NASA are studying the development of 
a prop-fan propulsion system as well as 
nuclear-powered, rocket-cowered and 
ram-jet-powered aircraft. The costs are 
astronomical, but one or more could 
debut in the early 1990s. The prop-fan 
system, for example, will offer cruise 
speeds similar to today’s jet aircraft, 
but with fuel economies 50 percent 
better. Without major breakthroughs 
in propulsion systems with acceptable 
noise levels, we will have very limited 
potential to dampen inflationary pres­
sures through improved productivity.

Of equal concern is the development 
of a family of jet freighter aircraft. The 
prior emphasis of increased size which 
is now focusing on capacities in the 
300,000 to 400,000 pound range seems

to be more of an outgrowth of the 
regulatory environment where the em­
phasis was on efficiency rather than on 
the outgrowth of market demand where 
the emphasis is on distribution effec­
tiveness.

We are becoming more aware of the 
need for a 35,000-pound freighter, a 
60,000-pound freighter, a 100,000- 
pound freighter, as well as the 200,000- 
pound-plus freighters.

We’ve also suggested that manufac­
turers closely examine the interchange­
ability of the unit loading devices, 
strengthen the weight structure of the 
aircraft to put a uniform load through­
out the cabin, and reduce the structural 
weight in window frames, insulation, 
door frames, additional wiring and 
other features of the aircraft.

With increased emphasis again on 
airfreight expansion, we have noticed 
the inadequate planning by many air­
port officials for airfreight’s space re­
quirements. Air cargo is growing faster 
than passenger travel. Unfortunately, a 
number of cargo facilities are not keep­
ing pace. The facilities we are forced to 
use were not designed for our opera­
tions. Rather, they are old World War II 
hangars, abandoned passenger terminals 
and unused maintenance areas. This fa­
cility problem results in a lesser quality 
of service and decreased efficiency.

In light of the phenomenal growth in 
airfreight, airport officials are rapidly 
revising master plans which now include 
extensive cargo facilities. However, 
most of these plans will not be imple­
mented for at least three to five years.

In 1978, the international air cargo 
market will experience substantial 
growth. The value of airfreight trade in 
the Pacific Rim this year alone should 
surpass $7 billion for a 14 percent in­
crease over 1977. In less than three dec­
ades, or by the year 2000, the value of 
airfreight between the United States 
and Asia will exceed $135 billion.

There will also be a substantial 
growth in the domestic air cargo indus­
try. The volume of revenue ton miles 
will grow from $2.7 billion in 1975 to 
over $14 billion in the year 2000. And 
that is a very easy prediction for me to 
make, because I don’t plan to be 
around! But I will also stand behind a 
20 percent growth rate over the next 
five years, as the industry sparked by 
deregulation re-establishes shipper con­
fidence in the system and increases its 
usage in its marketing and distribution 
strategies.

For .30 years, we have worked hard 
to make our domestic business a viable 
one. In periods of despair, Bob Prescott 
would counsel us: “This domestic busi­
ness has a great future,” he would say, 
“and it will always be that way.” But 
as I stand here today, I am thoroughly 
convinced that the future is now •

Healy Address (Continued)
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"Will my plane ever look like that?" Ace muses. "Certainly,”smiles former 
Flying Tiger Eric Shilling as the two examine the plane's frame.

Above, "Ace" with 
her first wing 
panel.

L

r

‘Ace” Eyes the Sky...
Builds Her Own Way to Get There

Women used to be known for home­
made pies and clothing. Now, at least 
when it comes to women like Diana 
“Ace” Abramson, they’re as apt to be 
known for their “homemade” airplanes.

Diana, former credit representative 
and currently a stock clerk in shipping 
& receiving at headquarters, is in the 
midst of building her own single-engine 
aerobatic airplane. That in itself is a 
commendable pursuit for any woman, 
even in these enlightened times; it’seven 
more intriguing that Diana hit upon the 
idea some three years ago when she be­
gan studying for her airframe & power­
plant mechanic’s license. (“Ace” re­
ceived her license in March this year 
and hopes to become a Flying Tigers 
mechanic in the near future.)

After poring over many plans and 
pictures she settled on the Acroduster 
II, a two-seater aerobatic biplane that 
sports a 200 horsepower engine. Ace’s 
choice was based mainly on the fact 
that no factory-built airplane offered 
everything the Acroduster did. She also 
had the expert guidance of former Fly­
ing Tigers Flight Scheduler Eric Shill­
ing, who flew P-40s in China with Bob 
Prescott and is an experienced builder 
of experimental aircraft.

The plans and raw materials for Ace’s 
endeavor came from Jim Osborne’s 
Stolp Starduster, located near River­
side, California. Work began more than 
two years ago in Ace’s garage.

It was three months before the first 
wing panel took shape, with each rib 
and spar hand-cut and precisely meas­
ured to exact dimension. The remaining 
three wing panels are now completed 
and ready for the fabric to be fitted. To 
speed up progress, rather than weld 
parts to the fuselage herself, Ace — 
with the help of fellow employee Bud 
Curry, maintenance supervisor-ground 
support equipment — brought the parts 
and body to Stolp Starduster for the 
work.

Diana works steadily and enthusias­
tically on her Acroduster (when she’s 
not practicing aerobatics in a rented 
Citabria or “serving her country” as a 
jet engine mechanic in the Navy Re­
serves) and anticipates that she’ll be 
barnstorming the area and pursuing the 
Red Baron in her long-awaited dream 
by the end of the year.

In the meantime, though, there’s a 
lot to be done, including various stages

of inspection by the Federal Aviation 
Administration, before final assembly, 
and Ace invites comments, suggestions 
and help from fellow Flying Tigers who 
may have been involved in similar pro­
jects.

Story and photos by Jan Bechtel
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Rosy 
Future

by Jan Bechtel 
Credit Representative

Take stock m America. 
Buy US. Savings Bonds.

Plan Ahead With
U.S. Bonds
“Get Away" to a great vacation today 
. . . but don't forget to plan for 
tomorrow, too, by investing in U.S. 
Savings Bonds. Flying Tigers’ U.S. 
Savings Bond campaign, giving 
employees the opportunity to purchase 
Bonds through payroll deduction, will 
take place in June this year. Look for 
details in the next issue o/'Tigereview.

Great Packages From 
ITR and Pan Am

The following are tours offered by 
ITR Interline, Ltd., in conjunction with 
Pan Am.

— Carefree Tahiti, a seven-day tour 
priced from $377 per person double, 
spends the week at Papeete’s deluxe Ta- 
hara’a Hotel and includes an island tour 
with lunch, round trip airport transfers, 
hotel service charges and taxes.

Yugoslavia, Paris
With World-Wide

— Enjoy a 10-day tour of Yugoslavia, 
including several days’ travel up the 
Yugoslav section of the Adriatic Coast, 
with visits to the city of Split and the 
Palace of the Roman Emperor Diocle­
tian, and the fantastic Plitvice Lakes 
National Park boasting 16 terraced 
lakes. The tour, available through Octo­
ber at $345 to $385 double occupancy, 
includes air fare, first-class hotels and 
all meals except two lunches.

— See the sights of Paris, and the Cha­
teau Country on an eight-day tour. The 
cost of the tour, which includes visits to 
Versailles, the Palace and Gardens, 
Dreux and Angers, is $370 double occu­
pancy and includes first-class hotel ac­
commodations, breakfast, dinner daily 
and two lunches.

For more information on either tour, 
write or call World-Wide interline Tours, 
Inc., Box 28034, Atlanta, GA 30328. 
Telephone, (404) 255-5669.

TWA Eurofare 
Embargoed

TWA Eurofare, originally expected 
to be available year-round, has been em­
bargoed from May 1 to October 31, 
1978 due to “heavy revenue passenger 
loads.”

Interliners who have already pur­
chased Eurofare tickets can return them 
to the place of purchase for refund. To­
tally unused Eurofare tickets will be re­
funded in full, waiving the $10 refund 
charge. No adjustments will be made on 
partially unused Eurofare tickets.

If you booked a tour through an or­
ganization that uses TWA Eurofare — 
such as Caesar Hotels — contact the or­
ganization for information. In many 
cases, other air transportation is being 
arranged.

— Tahiti/Moorea Combo, at $468 per 
person double, includes two nights in 
Tahiti and three in Moorea. Rates in­
clude all meals in Moorea, sightseeing 
with lunch on Tahiti, transfers, hotel 
service charges and taxes.

— The Caraqueno, an eight-day tour 
to Caracas priced from $217, includes 
air fare from New York, accommoda­
tions with a choice of first-class or de­
luxe hotels and sightseeing. Departures 
are through November 1978.

— Central America is the destination 
of two new eight-day interline packages. 
Costa Rica and Guatemala are destina­
tions of a combination package that 
provides accommodations in first class 
hotels at rates from $193 per person 
double, and includes sightseeing in both 
cities.

— Rio de Janeiro is offered on a nine- 
day tour priced from $268 and includes 
air fare on a conditional-reservations ba­
sis, deluxe accommodations, Brazilian 
breakfasts daily and sightseeing.

Reservations and additional informa­
tion can be obtained by calling ITR In­
terline, Ltd., toll-free at (800) 223- 
9815 (from everywhere in the U.S. ex­
cept New York Stale, Hawaii and Al­
aska) or by contacting its offices at 39 
West 55lh St.. New York, N.Y. 10019; 
9800 S. Sepulveda Blvd., Los Angeles, 
CA 90045; or Airport Marina Hotel, 
Dallas/Fort Worth Airport, Dallas, Tex­
as 75261.

Caesar Tows Europe;
Some From Wssfi ©oast
Inlerliners can now lake a Caesar Ho­

tels European tour and depart from the 
West Coast. These tours, available 
through October, are:

— France/Germany/Swilzerland — A 
nine-day motorcoach tour priced at 
$399 per person. Visit the Black For­
est, Swiss Alps and romantic Paris.

— Rome/Paris — Three days in each 
city offers interliners time to shop and 
sightsee at a leisurely pace, with a price 
of $359 per person.

— Paris/French Riviera — After three 
days in Paris, relax and enjoy the beauty 
of the sea and beach at Cannes for $299 
per person.

— Paris/London — A nine-day tour 
priced at $295 per person shows inter­
liners both the historic and modern 
sights of Paris and London.

— Paris/Amslerdam/London — Ele­
ven days allows interliners to see the 
Eiffel Tower, Notre Dame and the Arc 
de Triomphe in Paris, the Rijksmuseum 
or the Stedelijk Museum in Amsterdam

Tahiti’s Tahara’a
At Interline Rates

Hotel Tahara’a — the hotel included 
in ITR’s Tahitian tour — offers its own 
interline discount of 50 percent space 
confirmed. All rooms have a private sun 
deck with an ocean view. Hotel activities 
include tennis (illuminated for night 
play), swimming pool, volcanic sand 
beach, snorkeling and skeet shooting.

For reservations and further informa­
tion write to the Reservations/Sales De­
partment at the hotel’s San Francisco 
office, 323 Geary St., Suite 501, San 
Francisco, CA 94102, or call (415) 
434-4447.
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and the changing of the guard in Lon­
don. This tour is priced at $439.

— London/Amsterdam — An eight- 
day tour priced at $339 per person of­
fering the sights and monuments of 
both London and Amsterdam.

These tours include round trip air 
fare on Pan Am, hotel with bath, sight­
seeing, some meals including contin­
ental breakfasts and full transfers.

Also check with Caesar Hotels about 
the following “parents eligible” tours:

— England/Scotland/Wales is a 10- 
day tour of London, Edinburgh and 
North Wales, at the price of $429 per 
person double via Pan Am for employ­
ees, and for parents, the “land portion” 
is available for $389 per person double. 
British Airways has a special fare that 
parents can use in conjunction with this 
land package.

— French Riviera Holiday — An eight- 
day tour giving you time to relax in the 
sun, shop or visit the sights of the 
French Riviera. This tour is available to 
parents on a “land only” basis, with a 
price of $239 per person.

More From ITR:
Cruise Greece

And The Caribbean
The windmills of Mykonos, the Min­

oan civilization of Crete, the birthplace 
of Apollo at Delos and the dramatic 
ruins of Ephesus are highlights of a 
series of Aegean cruises offered by ITR 
Interline, Ltd. and K-Line Hellenic 
Cruises.

Interline cruise rates include passage 
and all meals aboard ship with optional 
tours available at each port of call. Ships 
are of Greek registry and crew, and are 
fully air-conditioned and equipped with 
stabilizers for comfortable cruising. De­
partures are mostly from Piraeus, the 
port for Athens, with one ship operat­
ing from Thessaloniki in northern 
Greece, available through October.

— The Atlantis sails every Monday 
on three-day cruises at rates from $169 
to $259 per person double, visiting De­
los, Mykonos, Rhodes, Crete and San­
torini. Four day voyages to Mykonos, 
Ephesus, Patmos, Rhodes, Crete and 
Santorini leave Thursdays with rates 
from $229 to $339 per person double.

— The Galaxy operates three-day 
cruises leaving every Tuesday for Delos, 
Mykonos, Rhodes, Crete and Santorini 
and four-day cruises that start Fridays 
for Mykonos, Ephesus, Patmos, Rhodes, 
Crete and Santorini. Three-day rates are 
$149 to $259, four-day fares from 
$189 to $349.

— The Orion, sailing seven days at 
rates per person double from $409 to 
$619, departs Fridays for Crete, San­

torini, Rhodes, Ephesus, Istanbul (where 
the ship spends two days) and Mykonos 
through October 27, 1978.

— The Kentavros, operating from 
Thessaloniki, sails Saturdays through 
October 28 for Skopelos, Skiathos, 
Hios, Izmir, Istanbul, Levos, Lemnos 
and Athos at rates from $249 to $339 
per person double.

ITR also offers discounts of 36 to 50 
percent for Caribbean cruises on the 
world’s new'est cruise ship, the Cunard 
Princess. The ship’s one-week cruise 
starts in Port Everglades, Florida every 
Saturday and calls at Puerto Plata in 
the Dominican Republic, San Juan, St. 
Thomas and Nassau, returning to Port 
Everglades the following Saturday.

Interline fares are $339 per person 
double for an inside room and $389 in 
outside cabins. Port taxes of $17 per 
person are in addition to cruise fares.

Airline employees and families, par­
ents and retirees are eligible for all 
cruises.

For reservations and additional infor­
mation on all cruises, contact ITR In­
terline, Ltd. (Address listed on Page 14)

— Madrid/Rome/Paris — A 12-day 
tour featuring three days in Rome, three 
in Paris and four days in Madrid. The 
cost of the tour is $502 per person.

— Grand Tour of Italy — Twelve days 
touring Rome, Florence, Venice, San 
Marino and Assisi, including one night 
in Madrid, Spain. The price of this tour 
is $558 per person.

Parents eligible tours include hotel ac­
commodations with private bath, ser­
vices of a Caesar host, some special meals 
including continental breakfasts, and in 
most cases, round trip air fare.

THE ABOVE “PARENTS ELIGIBLE” 
TOURS ARE NEWLY REVISED SINCE 
THE TWA EUROFARE EMBARGO.

For more information on these and 
other Caesar Hotel tours, contact Cae­
sar Hotels, Interline Vacations Depart­
ment 7733 Forsyth Blvd., St. Louis, 
MO 63105. (314)727-1503.

REMEMBER ... For the proper 
forms to use, procedures to follow 
and up-to-date information on tra­
vel benefits, check with Employee 
Benefits or vour Benefits Coordin­
ator. All Flving Tigers reduced- 
rate travel starts there.

&

?**■-' 1



9�!������! 

5�� �,��
�

�-

�"
��� �B
���� �
�� �7��		��
�! ���,4!� �M��� �C#�� ���
	 �

��-� ��
 ���
������
 �
��
�
���
��� ���� ��� �
�� �
������ ��
 ���� S���
��	�

,��� ����	 ��%��� ������� ������	. �>���
� �
���%��
 �&�����
��

HI �
J�

�

����
� ������� ��
����� ��!� ��������
� �
��������� �

� ��!��� ���
�� ��� ������ �M �
=��

� �6��2�� �5������ �-


������� �
��

� �6���
����
���
�%4A� �F7���
��� �
=
��� �A����� �;
��
�
�A6Q� �FD���
��� �
+��
 �2��@��
� �3� ���
���42R� ��< �
��
���
1�(��� �9��1
�
 � �;
��
�
�3�@� �F7���
��� �
-����
 �3��3���!� �;
��
�
�3�@� �F<���
���

@
��!�� ��
�� �
�� ��!���� ��� ��������� �


� ����� ��
������ ����������!����

�! ����!� �(�%
��� �B���� �6�#�� ���
	 �
��-� � ����� �	��%��	� �..%��
�..��
 �6�@�
&����#��� ���	 ���	
 �&����
� ������ 	 ��� �
���������	 �
���� ���
 ��
 �I ����� �&���

�� �����	���� ��"
��� �B��� ��	 �����
� �
*� �6�@ ��������� �7����� �=,��

�= �
,��
��

�
6����, �*�,�� ��
 ! �
5/ !
��� � ���>�� �
� �
����!� �����
�! �*
/�

6
�� ��
��
� ��!� ���


�� �6���� ����
 �
�
� ��� ������ $��
�� ��
���

���

� �
�� �
���� �
� �:
���
� �9
�

� �����
� ������� �
!����� �
 �	 �
�
� �������� >��� ��!� �
�� �
 �����8 ��
 �-
� ! �F.���� ����� ��!

 �
�DD��!������� � 
��� �
��
�� �

� ���� �
(��� ��� ��!� �������

)����
� ������� �!
� �(��
 �� !������ ��� �
���� ����� ������ $� �4

��
 �6������ ��� �
:
���
 �6���� ���

� �����
�� ���� ������ �
����!� ��!��� ��
 �6���� �.� �@
�-
� ! �F7��
!������� �
 ������ ��� ��������
�� ������ �
�
� ��!� �:
���
 �6������ ����������
� �
(���� ��
�� �

� ��8��
������ ��
�
��� ��!� �
 �
���� ������� ����
��
� ��!� �
������ $� �
���
�
� ��
��� �-
� �FD�S

�!� �����
� ������� ������ ����� ������ $� �
I�
� ���
���
 �
(�
�� �
 ���� �
� ���
�
 �

� �
���� �(���� ��� ��!� �
������ ����� ��!� �:
 �
���
 ���
�
 ���
���
 ��������
� �
 �(�����
� �(� �
���� �
�� ��� ��!� �
����
� �
� ��!� �:
���
 �
G��� �4����� �4���


 �3������ �����
� �
������ $���
��
� ��


��� ���� �9
�

� ��
�� �
�!
� ��!� ����� ��
� ��
�� ��� ��!� �
����
� $� �
��
��
� ���

 ��� � �����
���
 �

� ���� �
���� ���� ��!� �
�� �
������ �

� ���� ��

 �

����
��

	 6� ��!� ������ $� ��
����� �
�������!� �
�� �
��
�� ��� �!
�� �
 ������
��(����� ��� �
�� �
�
�� �������� ��!� ������! �����
���
 ��� �
�!� �
������� �(�� �
��� ��� ��
���� ��!
� �
�� �
�����!� ��!������ ��
�����

� ��!� ���� � �
����� ��
������ ��
 �����
� ������!� ��
 �

� �
��� ��� �:
���
 �
� �B�� ��� �
� ������(��� >�
!� ���
����

�!� ������ ������� ��!� �����
� ������� �
�����

�� ��!� ! ��
 ����� ����� �0�DDD�
�B�
�� ����� ��� ���
 � �H ����� ������ ��!� �

��
 �
��� 
��� ��� �����
� ������� �
� �4

 �
��
� ��!�� �
��� ��
��� ��� ��!� �
��

 �� �
 
��� �!

���
� ��
 �������� ��
��
����� ��� �
���� �(��! ��
(��
� �

� ����(��
� �
�����!� �B�� ��� �

� ����� ��
����

����
� ������� � ������� ������ � ��

 �

��� �
� �:
���
 ����� �(� ����!�� �O��� !�� �


� �����
���
� ��


��� ����� �(� �3!�C�� �
4
�����


