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This is the first occasion I have had to attend a National ATCA Convention. 

However, I deal on almost a daily basis with individual members of your 

organization, and I have met with A TCA officials a number of times since going 

to work at 800 Independence Avenue. I suggest our "first of a kind" meeting 

last July 24 was especially useful. 

Let me say that I am grateful for the highly professional way A TCA defends 

the interests of the air traffic controller without offending the public interest. 

Mr. Riddle, Mr. Kriske, and the other officers of the association have shown 

by their leadership that they recognize and respect the controller's responsibility 

to the public; they also make quite clear what they consider to be the public's 

responsibility to the controller. In this respect, I can assure you there is no 

real gulf between what you as employees are seeking and what we in the agency 

want for you. In the broadest sense, we both want to make the air traffic control 

profession less taxing and more rewarding. We also recognize that we must 
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work together to achieve a significantly better air traffic control sys tern. 

I came to the FAA last spring with two objectives in mind: To improve 
the airspace system in this country for all who use it; and to improve conditions 
for those who operate that system. 

Evidently I have not communicated my intentions emphatically enough, or 
demonstrated my convictions forcefully enough. At any rate, I have been the 
target of some criticism -- both for things I have reportedly said and for things 
I apparently left unsaid; and the agency has been accused in some quarters of 
neglecting to provide properly for the safety of the airways, despite an·, accident 
rate that has declined while air miles flown have increased substantially. 

In the face of this criticism I am tempted to side with Disraeli, who said: 
"How much easier it is to be critical than to be correct. " But if criticism serves 
to focus national attention on civil aviation's needs and bring national resources 
to bear on the solutions to today's problems, then I welcome the critics as 
allies to my cause and partners with me in behalf of airport and airways expansion. 

I realize that accidents like the midair collision near Indianapolis earlier this 
month raise questions in the public's mind about the safety of flying. In fact, as 
you and I well know, similar tragedies in the past have done more to generate 
public support for navigation aids and other facilities and equipment than all the 
studies, forecasts, and rhetoric the agency could muster. It is unfortunate that 
this should be the case; unfortunate, too, but understandable, that the public's 
confidence in what is intrinsically a good air traffic control system should be 
shaken. 

Perhaps what is most disturbing to me is the inference which seems to be 
at large that nothing is being done or that little can be done at the Federal level 
to keep pace with aviation's growth, or to enhance the safety of flying in today's 
vastly busier skies. I'd like to talk for just a minute on the present and future 
of that subject. 

First; as I have told members of the Congress, we need more and better 
airman education, and we intend to expend considerably more effort in that 
direction. The aviation community, perhaps, could also benefit from more 
public education, to better inform people that air traffic control today often 
depends on electronic and verbal contact between pilot and controller. I am 
of the persuasion that total dependence on the "see and be seen" principle is no 
longer acceptable, in light of today's growing traffic between and in the vicinity 
of hub cities, and the great disparities in aircraft sizes and speeds. 
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Second; segregation of the airways and the positive control of all aircraft 
are highly desirable objectives, from the safety point of view, but require 
more facilities, equipment, and people than we have in the system at present, 

plus agreement on the part of the various users of the airspace. We have how---- ' 
ever, issued today a notice of proposed rule-making aimed ultimately at the 
control and segregation of air traffic in the vicinity of all airports served by 
turbine-powered aircraft. 

The plan announced today is the culmination of months of effort devoted to 
finding ways of reducing the possibility of midair collisions where traffic is the 
heaviest -- around the major airports. We also want to allow the maximum 
freecfompossible for the operation of satellite and transient traffic. But, as you 
well know, the principal problem in a terminal airspace operation is the mixture 
of controlled and uncontrolled traffic. The way to a safer environment, there­
fore, is to achieve a true separation of aircraft in the terminal airspace. 

At the large hubs, the confines of the controlled airspace under the new rule 
will vary somewhat from one terminal area to another, but generally each will 
e x tend 15 to 20 miles from the primary airport. All aircraft operating within 
t h a t area will be required to have an A TC clearance for both IFR and VFR 
flights; the planes must have two-way radio, VHF navigation equipment, and a 
tra nsponder beacon; student pilots will not be permitted; and the reported ceiling 
will have to be at least 1, 500 feet for VFR aircraft to operate to or from an 
ai rport within the control area. 

The first high density terminal area to come under the rule will be the 
Washington National-Andrews AFB area. We will expect to follow up this plan 
w ith announced controlled airspace configurations for O'Hare, Los Angeles, 
Kennedy, LaGuardia, Newark, Atlanta, San Francisco, Dallas, Boston, Miami, 
a nd Detroit. Beyond those cities, our next steps will be to outline similar plans 
for 12 more large hub airport locations, including Las Vegas. 

It is our intent to follow this proposal with another general notice which will 
deal with the collision potential at all other air carrier airports. The operating 
rules for these locations will be less stringent, but there will be no compromise 
with our objective which is to provide a safer terminal airspace environment 
wherever congestion is reaching a critical level. 

A third item I might mention under the "continuing effort" category is the 

acquisition of new facilities and equipment. 
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The agency has made full use of all the F and E money appropriated by 
the Congress, and we have been adding to the system as circumstances permit. 
During FY 1969, for example, 57 new facilities were commissioned, including 
six new control towers and six new instrument landing systems. 

Computerization of the centers is continuing, and the terminal automation 
program - - the ARTS III system - - is underway. As you may know, we have 
general Gus Lundquist acting as "management central" for that program to be 
sure it gets undivided attention. The prospects appear very favorable now for 
acceptance of the first system in about 14 months. After that, the deliveries 
should build up to four a month, with all 62 locations completed by late 197 2. 

We also have a new generation of airport surveillance radar (ASR) equipment 
under contract and we plan to install ten of these dual channel, solid state systems 
at high density locations beginning in the fall of 1970. We expect substantial 
improvements in stability, reliability, and maintainability, improved performance 
in weather clutter conditions, and better flexibility for the controller in selecting 
receiver performance characteristics. 

Incidentally, I want to make it unmistakably clear that the growing automation 
of the system will not result in any reduction in controller jobs. We added 2086 
people to the air traffic control force during fiscal 1969; we have a thousand 
s tudents in daily attendance at the academy; and we are anticipating 4300 enroll­
ments in air traffic control courses during FY 1970. Through 1980 we forecast 
a n increase of approximately 21, 000 air traffic controllers - - an average annual 
increase of more than two thousand. The automation of the towers and centers 
will reduce the workload of the individual controller, but will by no means 
separate the man from the system. 

Past and present efforts, however, fall far short of aviation's growth rates. 
To close the chasm between demand and supply, future programs must be based 
on a new charter for civil aviation, with the resources necessary and appropriate 
to an industry of aviation's size, vitality, and potential. 

The real gap is a facilities one - - ranging from a shortage of runways to a 
lack of elbow room in some of our towers and centers. An enlightened and more 
realistic response to aviation's needs is imperative if any meaningful improve­
ments are to be made in the nation's airports and airways. We're suffering today 
from a poverty of facilities in the midst of aviation plenty, and the imbalance has 
affected the people in the system who must take up the slack. 
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At root, the problem is a fiscal one. Legislation is necessary to produce 
the larger resources required to replace out-dated equipment, expand and 
modernize facilities, and accelerate automation, and otherwise relieve the 
strain and stress on the system and the people who man it. 

Such relief is in view, but it depends on a consensus within the industry 
and a bolder public attitude toward aviation's needs. It may be true that "if we 
can put men on the moon we can do anything," but we had better add a willingness 
to invest accordingly and to commit the nation's resources proportionately. 

President Nixon is greatly concerned by the transportation crisis in this 
country, and keenly aware of the contrast between the speed and precision of 
space flight and the "commuter's" problems here on earth. The President is 
pledged to nothing less than a transformation of transportation in the United States, 
for the surface traveler, the air traveler, and wherever the two interface. It's 
a big job that can't be done overnight, that can't be allowed to disrupt the present 
system, and that can't be financed adequately unless new initiatives and new 
revenues are realized. 

The Administration's program for the overhaul of the air transportation 
sytem is spearheaded by the "aviation facilities expansion act of 1969 11 now before 
the Congress. This Bill seeks a taxing authority designed to generate more than 
nine billion dollars over the next ten years from the users of the airways, and 
a spending authorization for some 14-1 / 2 billion dollars - - the approximately five 
billion dollar difference to be provided from the gene.ral fund. 

One objective of the legislative proposal is to make two thousand five hundr-ed 
million dollars available to states and communities for airport construction and 
improvements. When matched 50-50 at the local level, the Federal money will 
help finance five thousand million dollars in new airport construction - - enough 
to build 900 new airports and improve two thousand seven hundred and fifty others. 

A second objective of the Bill is to extend air traffic facilities to the smaller 
airports and speed up the automation of terminals and centers. This is also a 
two thousand five hundred million dollar project, all Federally funded. The ten 
year program anticipates expenditures of nearly one thousand four hundred 
million dollars for air traffic control, two hundred eighty five million for air 
navigation, and close to three hundred million dollars for support services. 
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A third objective is a revitalized research and technology program, with 
at least six hundred million dollars for that purpose during the next decade. 

Fourth, and equally important in my opinion, the legislative program budgets 
eight thousand nine hundred million dollars to recruit, train and place the addi­
tional 21, 000 air traffic personnel needed to fully man and maintain the national 
air traffic system facilities. These additions take into account a major logistical 
overhaul of the system and the replacement ofmuchof the existing equipment. We 
recognize full well that an infinite increase in the controller population will not 
solve the congestion or workload problems alone. There is a limit to the logic 
of tackling a problem by as signing more people to share it than by seeking to 
correct it at the source. Without automated equipment and improved facilities, 
present personnel frustrations can never be entirely overcome. 

Andy Anderson is going to spend tomorrow afternoon with you on the subject 
of FAA personnel policies and programs, and I won't pre-empt his remarks now. 
Let me just say that the merit of your profession is not lost upon any of us in 
Wa shington. I'm very conscious of the difficult conditions under which many air 
traffic control personnel are working, and I am not unsympathetic to the need for 
c ertain changes. As you know, we are not at liberty within the agency, or the 
Department, to effect some of these changes unilaterally. We intend, however, 
to continue to work with the Congress, the Civil Service Commission, and the 
Bureau of the Budget on those matters where cooperative efforts are required. 
We were successful in achieving the true time-and-a-half legislation, and I 
am confident that the considerations that have been accorded your unique profession 
i n the past will also be applied to present and future proposals. So we have by no 
means given up on the "people problems" which are very much a part of the air­
ways expansion and improvement program. 

The special task force I established last A_pril had as its charter the systems 
a pproach to the personnel situation; that is, the project was aimed toward the 
development of a total system for the employement of air traffic personnel. As 
in the past, the purpose of the study was not only to determine whether certain 
actions in behalf of the employee should be taken, but also how be st to achieve 
some of the goals -we had in mind. 

I have never felt that longer pay or shorter hours are, in themselves, 
satisfactory solutions to employee grievances. Neither is early retirement 
necessarily an ultimate ideal, when a "second career" -- planned and prepared 
for - - may be far more fulfilling to the individual. 
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Our "systems approach" to job improvement and career progression has 
centered around a four-fold program: 

One: Expansion of our current program for medically unqualified controllers. 

Two: Development of the grade retention proposal we have made to the Civil 
Service Commission to permit reassignments from high density facilities to 
lower stress locations. 

Three: Further pursuit of the early retirement option. Early retirement for 
controllers was first proposed, I believe, by Dave Thomas back in 1959. 

Four: Development of an occupational retraining program to permit air traffic 
employees to transfer to other skill or administrative positions when the need 
arises. 

In addition to these four objectives, we will make continuing efforts to reward 
FAA employees through grade adjustments, salary increases, and career pro­
motion opportunities wherever possible. As a result of the new classification 
and qualification standards last year, 8, 861 air traffic controllers received pro­
motions last December. During the next six months, another 2, 650 promotions 
were recorded in the air traffic career field options for a yearly total of more 
than 11, 500. 

I can't predict today the extent to which our own personnel recommendations 
will parallel those of the air traffic controller career committee - - the "Corson 
Committee. " But the objectivity of their examination into air traffic personnel 
problems and potentials should establish a new base line of agreement from which 
your association and our agency can move forward together toward mutually 
beneficial goals - - improvements in the airways, and in the airway professions. 

Thank you for inviting me to join you for your annual meeting. I have had a 
number of opportunities to talk with members of the air traffic control profession, 
at your places of work and at mine. I am glad to have had this chance to further 
extend that personal contact. I assure you that the two objectives I mentioned 
earlier will continue to get my undivided attention. I shall pursue the realization 
of a better airways system as earnestly as I will press for the attainment of 
better conditions for those who make that system work. Both are deserving of 
the best. 



-- • 

The 

ECONOMICS 
of 

SUPERSONICS 

John H. Shaffer 
Administrator 

Fedeml Aviation Administmtion 

Federal Aviation Administration 

Department of Transportation 



An Address to the 
Long Island Association of Commerce and Industry 

Manhasset, Long Island, 
November 17, 1969 

The subject I want to explore with you is the 
supersonic transport. It is typical of avia­

tion that even before we have one family of 
new airplanes ( the wide body jets) certificated 
we are, of necessity, at work on the next. 

When we speak to the SST-the American 
model-we are talking primarily about airline 
operations of the l 980's. Ten years is truly a 
generation in terms of the changes it brings in 
air transportation. It was just a little over ten 
years ago that we witnessed the introduction 
of the jet transport to the world's traveling 
public. 

The decade before that-the SO's-was the 
period of expansion with four-engine propeller 
equipment. To go back to the decade before 
that is to revisit light twin-engine equipment 
(DC-3). 

Now just a little more than ten years after 
the start of jet service, we are about to introduce 
another new generation of equipment with the 
747, to be followed shortly by the DC-10 and 
the L-10 I 1. These wide bodies· will give the 
airlines a new look, and I hope, not incidentally, 
they will replenish the industry's coffers. 

You are all familiar by now with air traffic 
growth projections and their profiles ten, fifteen 
and twenty years from now. The volume of 
business involved will not only provide the 
opportunity for the newer and faster equipment 
that the state of the art permits, but will 
demand it. 

Last September 23, the President announced 
his unconditional support of the SST program. 
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He recognized that the decision could affect 
the course of the aviation industry and the 
economy of our Nation for decades to come; 
but the program must still go through Congress, 
and as usual in these situations, we are hearing 
objections. 

There is a natural tendency to underestimate 
something new. It happened with the steam­
ship, the locomotive, the automobile and the 
airplane, each of which ultimately led to tre­
mendous follow-on developments and ushered 
in new eras in transportation. But doubts 
persist. You may recall that not too many years 
ago there was a widespread belief that the pure 
"jct" could not possibly compete with piston 
engine and turbo-prop powered aircraft. The 
"jet" promised more speed but its economics 
were thought to be marginal or even inferior. 
Many thought it would be necessary to tow 
the airplane to the runway to save fuel. Others 
believed that clear path landings and all first­
class fares would mark the jet operations. But 
it turned out much differently. The older air­
planes could not compete with the jet. Today 
the Boeing 2707-300 (SST) faces almost iden­
tical arguments, under similar circumstances. 

There are other headwinds to the launching 
of the prototype SST program. We appear to 
be in a period when protest is "the thing." 
There is a protest in general against what free 
enterprise is doing and even against business 
as an institution. There is protest against what 
Government is doing. To anyone in such a 
frame of mind, the SST program is a large and 
symbolic target. 

Supports Employment Growth 

There is also the genuine interest in social 
problem-solving, and this is to be applauded. 
But it is a mistake to set these efforts off 
categorically against such efforts as the develop­
ment of a supersonic transport. Since the social 
objective includes employment and wage im­
provement and the increased business activity 
necessary to keep up with growing popula­
tions, something has to support this larger 
employment movement. History has shown 
that dividends of advancing technology play a 
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large part in providing the means. 
They are the germinator of new activity. In 

the case of space activities for instance, these 
dividends derive from the spinoffs of new 
technology. ln the case of the 2707-300, there 
will be similar dividends. Improved techniques 
for processing titanium is just one example. 
But more importantly, the program will have 
tremendous earning power in its own right. 
The prototype investment will be paid back 
with interest from royalties on production air­
craft. In addition to this, the corporate and in­
dividual income taxes of those involved in the 
production program will provide Federal rev­
enue in an amount more than double the amount 
of the Government's prototype investment. 

These revenues will be needed to support 
other Government programs in the years ahead, 
when population pressures will add to the 
problem-solving requirement. We cannot 
forever foster programs that disburse funds 
without also giving attention to programs that 
generate revenues. 

Opposition to, the SST program falls gen­
erally into three categories: those who believe 
the money should go to something else; those 
who believe the SST is a frill and a mistake; 
and those who are concerned about the environ­
ment, principally about the sonic boom. 

Let's talk for a minute about the sonic boom. 
There is a lot of misunderstanding about this 
issue and frankly, I'm not too surprised. 
Speculation on the sonic boom has run rampant 
of late. All sorts of dire consequences are being 
predicted. I personally believe that these ''scare 
stories" will be dissipated in time, first, as we 
learn what the boom would be rather than what 
it's reported to be; and, second, as we demon­
strate that we do, indeed, intend to respect the 
wishes of our citizens and respond to their 
watchfulness in this matter. 

The fact is that the "boom" is a sudden 
sound, similar to a thunder clap. It can be 
startling if you arc not expecting it. The sonic 
boom from the American SST will not damage 
anything on the ground or on the sea, but it 
could surprise-or startle-people if they are 
unprepared for it. 
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Now I want to make this point about the SST 
and sonic boom, or as we water people say 
"now hear this." There will be no sonic boom 
nuisance or annoyance because the whole pro­
gram is based on the President's policy that 
the plane will not be operated at boom-produc­
ing speeds over populated areas. 

The 2707-300 program is based on super­
sonic operations only on overwater routes (it's 
a "water bird") and unpopulated areas, such as 
those north of the Arctic Circle. This doesn't 
mean it can't be flown-subsonically-over 
land or that it can't serve certain major inland 
citie~. The plane is designed so it can be flown 
efficiently at subsonic speeds for considerable 
distances. It will fly subsonically when ap­
proaching or leaving airports, and_ during those 
times when its flight routes take 1t over popu­
lated areas. 

Now a little plain English on what the sonic 
boom would be like if you could hear it. The 
boom created by our SST flying at high altitude 
is only three or four per cent as powerful as those 
which could-and have-caused damage to 
buildings. The effect of the boom from the SST 
is much overrated and almost universally mis­
understood. Sonic booms of 50 to I 00 pounds 
per square foot can be destructive; but the 
boom from the SST is two pounds per square 
foot during cruise and four pounds per square 
foot during supersonic climb and is not destruc­
tive. The difference in pressure (which makes 
the sonic boom) caused by our SST is about the 
same as you would experience in descending 
50 feet in an elevator. 

Some concern has been expressed about the 
sonic boom at sea, and l assure you that this 
has not been disregarded in our thinking. 1t has 
been calculated that a three-foot wave hitting 
the side of a boat in a 30-knot wind creates a 
load on the structure of the boat that is J 00 
times greater than the pressure wave ( sonic 
boom) from the SST at cruise speed (2.7 mach 
or 1800 mph) and l would point out that there 
is a lot of water on this globe, and that the sea 
lanes and the air lanes are not generally 
superimpo~ed. 
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Airline Business at Stake 

Now, the Administration believes that the 
airlines, along with the aerospace industry, 
have a great deal at stake in the SST appropria­
tion request now before the Congress. The 
future business of the major airlines with over­
seas routes is directly involved; the business of 
all domestic carriers will be affected as feeders 
to the supersonic global routes. 

I realize that there have been some mis­
givings about the program within the airlines 
themselves. Partly these have been based on 
a concern over the timing, which has to a very 
considerable degree been forced by the 
European Concorde program and the Russian 
Tupolev 144. But the Concorde and the TU-
144 are on the way. Competition being what 
it is, the airlines will make the move to super­
sonic-type aircraft. It therefore becomes in the 
industry's interest to have the most desirable 
airplane to offer the public so that supersonic 
operations when they come, will be, eco­
nomically speaking, successful. That is why the 
U.S. airlines have participated in setting the 
specifications for the American SST and why 
many have given active support to the program 
and have made financial contributions to it 
which are at risk. 

A second source of some misgiving has been 
a concern over the economics of SST opera­
tiom. For a time we were proceeding on a cer­
tain amount of faith, hope, and prayer as to 
the economics. We knew that the airplane 
would be attractive competitively because of 
its speed, and we were encouraged that it was 
getting close to the operating cost of the 707s 
and DC-8s, if not the 747. We knew we 
had a way to go, but in a prototype program 
one expects a certain amount of improvement 
along the line. 

We then began to take a more searching 
look at the operating cost question. Boeing 
and General Electric have quite a lot at stake, 
too, in the answer to that question, namely 
about 285 million dollars in the prototype 
program alone. 
During the past year an all-out study of 
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simulated operation on SST routes in the l 980's 
was carried out. The study got into a highly 
sophisticated breakdown of operating costs and 
the effect of the escalation of these costs with 
time. The findings of these studies were quite 
illuminating and highly encouraging. In fact, 
it has been the best thing that has happened 
for the SST outlook in a long time, with the 
exception of President Nixon's decision to ask 
Congress for the funds to build 2 prototypes 
and perform I 00 hours of test. 

Regretfully, these economic facts arc not yet 
well known to the public or to the Congress. 
We are telling the story; I hope you will help. 
Let me outline briefly what the studies show 
us. 

Originally, the comparison between the SST 
and the subsonic jets was made in terms of 
direct operating cost (D.O.C.) only, and in 
terms of present-day values. On that basis, 
mainly because of higher fuel consumption, 
the SST barely matched the 707-320B and fell 
quite a way behind the Boeing 747. 

Cost Compared with 747 

But when one makes the comparison on the 
basis of total operating cost rather than D.O.C., 
still using 1969 values, the SST beats the 707 
substantially and comes much nearer to equal­
ing the impressively low 747 costs. This is 
true because various elements of ground sup­
port and overhead costs gain the advantage of 
the SST's greater productivity in terms of seat­
miles flown per hour. The 2707-300 is two 
thirds as big as the 7 4 7 and it flies three times 
as fast, so it will do twice as much as the 7 4 7 
(and 4½ times the 707 or DC-8) in the same 
time period. 

Projecting a little, we· find that the advantage 
of the SST's greater productivity increases each 
year as labor costs go up. A faster airplane is 
less labor sensitive than a slower airplane. For 
instance, even with premium pay to crew mem­
bers, their productivity is greater per dollar in 
a faster airplane. On the other hand the faster 
airplanes use more fuel so you could say they 
are more fuel sensitive. But the pattern of in­
flation has been that kerosene (basically a raw 
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material) has not increased in price as rapidly 
as labor. 

In the study, each element of cost was pro­
jected separately at its average rate of increase 
over the past ten years. Accordingly, the crew 
cost was escalated at seven and a half per cent 
per year, which is consistent with its average 
over the past ten years, and other labor at 
four and a half per cent per year. Fuel was 
escalated at one half per cent per year, con­
sistent with the historical increase in new 
materials costs and in spite of the fact that in 
the past ten years the cost of aviation fuel has 
decreased. 

We found that by 1978, which is the intro­
duction date for the American SST, its total 
operating cost comes within one-tenth of a cent 
per seat-mile of matching the 440-seat economy 
version of the 747. By the eighties, when larger 
numbers of SSTs would be in service, their 
total operating cost is projected to be approxi­
mately equal to the 74 7's. From the later 
I 980's on, the Boeing 2707-300 shows up as 
more economical to operate than the 747. Once 
again, as we have seen before in the history of 
transportation, an advance in productivity fits 
into the pattern of growth at the time it is 
needed. 

Furthermore, during the first few years of 
service, the SSTs should experience very favor­
able load factors due to high demand and short 
supply, as was the case when the jet transport 
was first introduced. When one gives weight to 
this increased profitability in the early years, 
the SST turns out to be economically competi­
tive with the 7 4 7 through all the years of its 
operation. The study was based on the same 
fares that apply to subsonic equipment and 
without any surcharge. 

Noise Under Attack 
Another concern that is being voiced relates 

to the noise of the 2707-300, apart from sonic 
boom, let's look at that. There are three types 
of noise to be considered-community noise 
under the flight path on climb-out, community 
noise on approach, and sideline noise at the 
airport itself during ground run and takeoff. 
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Taking these one at a time, we have so much 
power in this airplane, to enable it to accelerate 
through the transonic regime, that it takes 
off in a short ( 8000 ft.) distance (10,300 ft. 
field length) and climbs out like a "homesick. 
angel." 

The airplane will be about twice the usual 
altitude at the classic three and a half mile 
distance from brake release point (1,800 ft. 
and climbing). Likewise, we expect the SST to 
be quieter than today's jets on approach. This 
is accomplished primarily by means of a choke 
on the supersonic air inlets that keeps much of 
the sound from coming out of the front. 

We do have a problem on sideliae noise, but 
we have a development program going on be­
tw_een Boeing and General Electric to improve 
this. One means of attacking that part of the 
noise problem has been identified which in­
volves breaking up the low frequency sounds 
into higher frequencies which do not carry as 
far. We understand the problem, we are work­
ing at it, and we expect, by the time the produc­
tion airplane rolls out, that this problem will 
have yielded to the intensive and extensive 
development efforts being waged on aircraft 
noise. 

As you may know, we issued the FAA's new 
noise regulation on November 12. This rule 
establishes noise standards and maximum noise 
levels for all new subsonic transport aircraft, 
including some now under development. 

This is by no means our final word on the 
subject of noise; actually, it is just our first. 
We're looking at the practicality of retrofit 
standards for aircraft now in use. And we will 
have a rule relating to supersonic transports­
the foreign as well as our own. I had hoped 
that we could get that proposal out by the end 
of 1969; I said as much to a Congressional 
committee early last month. Although it ap­
pears that early or perhaps mid-1970 is a more 
realistic target date for a formal Notice of 
Proposed Rule Making now that the subsonic 
rul~ ~as been adopted, I intend immediately to 
sohc1t comments from interested persons con­
cerning the applicability of these requirements 
to the SST. 

One thing I am sure of-the Federal regula­
tions pertaining to the supersonics will be in 
effect well before the planes are in commercial 
use. 

Another concern frequently expressed has to 
do with the congestion situation on the airways 
and at our major airports. Why, we are asked, 
should we add to that problem? Or shouldn't 
the SST money and effort be applied to that 
problem? 

Actually, supersonic-type aircraft will help 
relieve airways and airport congestion problems 
rather than add to them. On the airways they 
will utilize an entirely new level of airspace, 
operating at 55,000 feet ( ours usually above 
60,000) and above. In the terminal area it will 
help relieve congestion in a relative sense be­
cause its shorter en route trip times will per­
mit completely different departure and arrival 
schedules. For example, departures to Europe 
out of Kennedy now peak in the evening be­
tween 6:00 and 8:00 p.m. The SST can leave 
any time from early in the morning to 1 :00 p.m. 
and arrive the same day on the continent. 
Westbound, one simply cancels out the time 
change. The SST leaves any time of the day 
one wants, and gets to its destination at the 
same hour "sun time"; this simple fact affords 
all kinds of schedule flexibility. 

Additionally, the SST will be equipped with 
inertial navigation, on-board computers, and 
automatic flight management equipment to fit 
the ground electronics going into the national 
air traffic control system. It will be an "any­
time" operation, without question. 

Please bear in mind, too, that the improve­
me~ts in the Nation's airports and airways, 
which enactment of the Aviation Facilities 
Expansion Bill now before the Congress will 
make possible, will show up in the system 
well before the SST is introduced to the public. 
The automation of our terminal and en route 
air traffic control capabilities, the addition of 
more personnel, and the growth of airports are 
developments now programmed or under way 
which will add substantially to the Nation's 
capacity for delay-free, congestion-free air 
transportation. 
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Soaring Traffic Paten tial 

Let me talk a little bit now about the air­
plane itself. 

We're gaining a very confident feeling about 
the SST design: it is solid technically; it is viable 
economically; and it is appropriate to the 
growth requirements of air transportation. 
When we look at the forecast of revenue seat­
miles, with a sixfold increase from 1968 to 
1990, we are looking at a world different from 
that of today. We must prepare now to meet 
those conditions . Even by the time of the SST's 
introduction in 1978, the potential supersonic 
portion of the world's air routes will involve 
as much traffic as the total world air traffic 
today. 

We now have a design that has shaken down 
to a good, airline-type airplane. It has a neat 
balance of performance, flying qualities and 
operational features. The Delta wing has a 
wide span and a lower sweepback angle than 
either the Concorde or the TU-144 and we use 
a conventional horizontal tail. These elements, 
plus the incorporation of simple high-lift de­
vices on the leading and trailing edges of the 
wing, provide normal landing and takeoff 
characteristics. Importantly, they permit sub­
sonic flight for approaches to inland terminals 
( Chicago, Las Vegas, Cleveland, Dallas, 
Atlanta, St. Louis) with acceptable flight 
economy. 

The design stems from a long process of 
exploration of alternatives, thousands of wind 
tunnel hours and endless testing of structures 
and components. The engineering time spent 
on the project is already many times that which 
went into the original 707 prototype. We are 
now ready to begin cutting metal. 

U.S. Lead in Jeopardy 
A word about schedules and timing: our 

analysis indicates that our SST will be substan­
tially superior to the other SSTs in range and 
payload, passenger comfort, safety, community 
noise and operating economics. But we obvi­
ously cannot take lightly the fact that other 
countries have prototypes flying. If the Gov-
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ernment-supported British-French combination 
were to offer a second model within a few years, 
taking advantage of the flight experience they 
will have obtained, and the American SST 
program were not well under way, the Euro­
peans could take away the lead which American 
industry has held fer so long in world air 
transport production. In a nutshell this was 
the situation that Secretary Volpe and President 
Nixon correctly assessed and which the Con­
gress is now considering with all its effects on 
our balance of payments problem, employment, 
and the beneficial growth of our national 
economy. 

The SST will not be a small or inconsequen­
tial program. Direct employment of 50,000 
people is involved at the production stage, in­
cluding the prime contractors and subcontrac­
tors. The work will reach into communities 
across the country. 

The potential balance of trade effect, in terms 
of the difference between export of U.S. SSTs 
to foreign countries and the additional pur­
chase of foreign-built SSTs that would be re­
quired if the American product were not avail­
able, is 16 billion dollars. 

An adverse balance of payments is in some 
ways like the bubonic plague. The man in the 
street really doesn't know what it is, but he 
knows that it is bad news. And indeed his 
intuition is substantiated by the facts. 

The balance of payments affects the average 
U.S. citizen very direct!)' in three vital areas. 
interest rates, employment, and prices. A defi­
cit in the balance of payments means the U.S. 
Government must keep interest rates high in 
order to keep domestic and foreign capital in­
vested in the U.S. and prevent further gold 
outflows. For the consumer this is reflected 
in high interest charges for mortgages and con­
sumer loans. Not only are rates high but credit 
is tight. High interest rates for business can 
also mean lower levels of domestic (business) 
investment, which translates into less employ­
ment for the worker and a profits squeeze for 
the business firm. The cost of money is one 
component of prices for most iLcms in our 
economy, and as the cost of money increases 
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significantly, prices rise on many commodities. 
There are a number of other aspects to the 
balance of payments subject but high interest 
rates, low employment and higher prices suffice 
to underscore the importance of the aircraft 
export account to the United States. 

The potential direct return to the U.S. Trea­
sury from contract royalties on production air­
planes, when 500 arc sold in accordance with 
present estimates, is one billion dollars more 
than the Government's prototype investment. 
(Incidentally. that 500-plane sales estimate is 
with sonic boom restriction to overwater and 
non-populated land in force.) 

The corporate and industrial income taxes 
to be paid into the Treasury by those directly 
involved in the production program would 
be approximately three billion dollars, and 
nearly twice that if income taxes from secon­
dary employment in services and trades and the 
like are considered, through what is known as 
the multiplier effect. 

The Congress is being apprised of these 
facts. But there is still a great deal of skepticism 
at large, due mostly to misconceptions about 
the program. Members of Congress need to 
know how this country feels about the SST­
how and why it fits into the requirements of air 
transportation's growth and progress-why it 
is important to this Nation to have this work 
go forward and not forfeit the SST market to 
Europe and 'or the Soviet Union. 

I submit that our future is more and more 
dependent upon Governmental and public 
understanding and action . I am, to an increas­
ing degree. getting outside my office ( everyone 
there supports it) to enlist help in solving the 
various problems that constitute constraints 
to aviation progress. When a columnist says it 
makes no sense to travel at three times the 
speed of sound only to spend three hours get­
ting home from the airport, the point he is 
accenting is not that we should hold back air 
progress, but that we need to make more prog­
ress faster in the rest of the system. 

Thank God we still have time to do this in 
the years before the SST enters service. We 
must clear the passage from airport to city and 
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from city to suburb. It will involve rapid transit; 
there will be STOL service, or a combination of 
these; the disposition and utilization of land 
around the airport are also part of the problem. 
Compatible land use must have a greater ap­
preciation and a larger acceptance. 

The establishment of a Cabinet-level Depart­
ment of Transportation signaled the necessity 
of aproaching the problems of integrated trans­
portation at the local level as well as nationally. 
There is great need for involvement, on the 
part of more of us. in the planning and in the 
civic and the political processes affecting these 
matters. This is going on; l am urging more of 
it. 

At this particular time, there is a great need 
for a better understanding of the place of the 
2707- 300. I hope you will agree that it is in 
the national interest to take a prompt and active 
part in bringing about this better understanding. 
The SST makes economic sense, for our 
Country's commerce. Looking ahead, the pro­
ductivity of the 2707-300 may become the 
principal means of countering rising costs and 
providing the new dimension that will be neces­
sary for continued air transport growth and 
profitability. The starting point is the building 
of the prototype airplanes. Now is the time! 

For additional copies, free upon request, 
contact: DOT Distribution Unit, TAD 484.3 

Department of Transportation 
800 Independence Avenue, S.W. 
Washington, D.C. 20590 
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