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Good afternoon gentlemen - George Prill, George Moore and other distinguished 

colleagues here. I'm certainly not going to give an address. In the first place 

I don't know enough and in the second place the purpose here is to get under­

standing - not to have me lecture to you. 

I've been in office eleven months on the third of February, and I think it's 

very important for you to know what complete backing you and I have from the 

President. He has accepted and approved every recommendation I've made during 

these months. He has supported us 100%. I think we have made some progress. 

I think there is much more progress to be made than has been made. In my view 

we're just taking off, both in aviation and as an Agency. There is no tendency 

in this craft to stall or to shudder, but to climb and go safely and efficiently. 

I do think it's important to share with you some thoughts that have become 

convictions over this first year, in my mind. We might ask ourselves what is 

public service? I think that you and I are engaged in the highest calling, 

next to a spiritual calling, that any American can be engaged in, and that is 

the career of public service. We've been chosen to do this for a variety of 

reasons. We've been given the opportunity as well as the obligation to perform 

public service and it is a very serious business in my judgment. So, although 

I love to crack wise at times, I'm afraid that this will be a fairly somber 

afternoon for all of us. 

To me public safety and public security -- at a time when our whole concept of 

life is threatened in a deadly manner, at a time when we even have doubts about 

our own ability to govern ourselves, and at a time when the extremists of right 

and left, of fear and faith, are challenging our capacity to govern ourselves --
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are paramount objectives. We have a unique opportunity, I think, to show that we 

in one public service organization can be creative and productive in the public 

service. That may mean that some of you won't be here next year at the time 

we have this session, because you have not been creative and productive. It 

will mean those of you who have been most creative and productive will be rec­

ognized and rewarded. 

Now, everyone has a slightly different concept of what public service is. Some 

think of it as a secure job - others think of it as almost a religious mission -

but I think the true public servant in our field is the man who regards the 

whole range of FAA's responsibilities -- from promotion of aviation through 

regulation -- as his calling, as his profession, as his self-fulfillment. 

Now, as you know, the Federal Aviation Act places the responsibility and 

authority in the Administrator. It doesn't give any one of you, by legislation, 

any power. It places the responsibility on the Administrator, and in any 

organization there must be delegation of both authority and responsibility. 

So we have a problem of defining what our public purposes are. The areas 

covered by the Act range all the way from basic research in aeronautics, to 

why airplanes fly, why engines generate power -- all the way to the punishment 

of offenders against the provisions of the Act or the regulations of the 

Administrator under it. In other words, we do research, we do development, 

we educate, we engineer, we install, we repair and maintain and we regulate. 

But we don't regulate for the mere sake of regulating; we regulate for the purpose 

of making a system of public safety and security work. 
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So our role in public service, particularly that of the group of us here today, 

is to make a system of rules, regulations, procedures, practices and enforcement 

action work. Not because we love it -- or hate it -- or because it is an end in 

itself, but as a means of making our contribution to American government and 

society. 

Now, this opportunity today to discuss the FAA's enforcement policies and ob­

jectives is a very important one to me. I feel a little concerned having to 

state policies and directives with so few months of direct practical experience. 

But that is simply part of the job. I am not going to state inflexible command­

ments, even if I had the right kind of tablet or chisel, because we are in a 

changing business. The technology, the industry, the economy, are all moving 

right out from under us unless we keep running with it. I think we are entering 

a new phase of enforcement, particularly in setting up the new Agency hearings 

and with the decentralization of air carrier enforcement -- all of which we have 

developed as policies in the past year, many of them with the help of some critical, 

skeptical and thoughtful men under Lloyd Cutler who came into the Project Tightrope 

Task Force and helped us. 

Today George Prill has been thoughtful enough to include not only members of 

the Flight Standards Service but the General Counsel and Regional Counsels, 

and for those of you who are not currently familiar with them I think it would 

be appropriate for Bud Howard to rise and be recognized as our General Counsel. 

Most of you know him. Jim Hill is his Associate Counsel. And, a newcomer to 

some of you, who is Vice Chairman of the new Regulatory Council and on my 
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immediate staff, Lloyd Lane, formerly Regional Counsel in the Central Region. 

In addition, the first three Hearing Officers are with us today, and I wish 

they would rise and be recognized. They are Jack Hunter, Mr. Davis -- and 

Glen Woodmansee, who does not seem to be present at the moment. Davis, Hunter 

and Woodmansee have been designated as FAA Hearing Officers, and they will soon 

take their posts (I guess, Glen, you must have heard us talking about you and 

come to defend y9urself. Glen Woodmansee is the third of the three Hearing 

Officers that I wanted you to see). They will start the new kind of due process 

we are going to use in the Agency from now on. 

Before getting into some of the finer points of enforcement, I might note that, 

personally, I found it more than a little mystifying to hear from some quarters 

that I have adopted a softer enforcement policy for the Agency than it previously 

had. Nothing could be, or could have been, further from my mind. I have stric­

tness, not leniency, both in my mind and in my actions, to date. In fact, our 

enforcement policy since I entered upon duty as Administrator has been as precise 

and as rigorous as I could make it. Toward the end of this session I'd like to 

recount a few cases to indicate what I mean, particularly for some of you who 

have the impression that either Democrats or Southern Californians are less 

strict than Republicans or others. 

In this connection, I'd like to note one of the two basic principles that we 

all should keep firmly in mind. First, you should look upon any enforcement 

policy expressed here today as the Federal Aviation Agency's policy - not 
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Halaby's policy or any other individual's policy. I'm determined that this 

Agency be put on a long-term, enduring, institutional basis; and the model best 

fitting our future has not yet been built. It is some version with the esprit 

of the FBI and the Marine Corps. Now if that seems too tough for you, bear in 

mind they have different missions from the FAA; but they are about as lean and 

clean and keen as we've got in this government. I want this Agency to rank and 

stay ranked with them, in leanness, cleanness and keenness in all respects. 

So it's not whether Quesada, or Halaby, or Lee, or anyone else is the Ad­

ministrator that counts, in my judgment. The Federal Aviation Act of 1958 

gives me or any other Administrator the same mandate, the same responsibility 

to the American public to see that the law is complied with and that it's 

enforced. You and I and all of us in FAA are responsible under the Act to the 

entire public -- and I repeat, the entire public -- not just that segment known 

as the aviation community. We are responsible not only for aviation safety, but 

also, as I hope any would-be hijackers or law breakers aloft are constantly 

reminded, we are responsible for air security as well. 

I think many of us who've been aviators, or associated with aviation for many 

years, tend to forget that our first responsibility is to the non-aviation 

public. They have no one else to provide for their security, and health and 

protection. I think it's very important that we not identify ourselves in our 

work solely with pilots, and mechanics and dispatchers, and controllers and all 

of those members of the aviation community with which we are so familiar. In 

fact, those who do not assume the risks of aviation are the ones who need our 

help most, and who put the greatest faith in our doing what's right for the 
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common everyday citizen. He counts on us that no falling object will hit him, 

that no falling airplane will hit him. He counts on us to assure, insofar as 

we can, that his trip in a car or truck or bus, or even on horseback, will not 

be interfered with by an airplane; and they, of course, are by far the largest 

number of American citizens. 

I don't regard this responsibility to the public and the aviation community as 

antithetical, or conflicting in any way; but I do think we sometimes tend to 

put it the other way around, to feel more responsible to the aviation community 

than we do to the general public. I think it's up to each one of us to recognize 

that we are not hired by the airlines, not hired by the airline pilots or the 

International Association of Machinists or any other single group, or even a 

large grouping such as the aviation community. We are public servants; and, 

in my judgment, this becomes very important in dealing with matters like noise, 

in dealing with airport standards, as well as in dealing with the airmen and 

aircraft with which we are daily most concerned. 

The promotion of air commerce, in other words, is not in conflict, in my 

judgment, with regulation for public safety and the improvement of the aviation 

community. Bringing law and order to the air does as much as anything I can 

think of to promote that degree of public acceptance of flying which is in­

dispensable to its maximum development and to its contribution to our economic 

well being. I still, in my own mind, believe the reason only 10 or 15% of the 

public fly in airplanes is that they're anxious and afraid, rather than that it 

costs too much or it's too unpredictable. In our safety public service we, in 

my judgment, are promoting air commerce in a very important way. 
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As you probably are aware -- I hope all of you have read the resulting report 

in April of last year, shortly after coming aboard, I set up an independent, 

outside task force to study the Agency's processes in adopting and enforcing 

safety regulations. The resulting Tightrope report was recently completed and 

thereafter widely distributed both within the Agency and to the public. Since 

publication of the report, our Washington Offices have been active in getting 

together the necessary directives and guidance material to place a number of 

its recommendations into effect. In addition, we have been working on the problem 

of decentralization of air carrier enforcement. I believe that the procedural 

changes adopted from the project Tightrope report, including a right for the 

certificate holder to a more formal hearing before an FAA Hearing Officer before 

an Order of Suspension or Revocation is issued, will gain greater respect for 

our enforcement procedures and thereby increase their effectiveness. I further 

believe that decentralization of air carrier enforcement will quicken our reaction 

to violations and make our enforcement that much more effective. 

In thinking along these lines, I know you all have dwelt upon and debated the 

distinction between compliance, deterrence and puniahment. After I've finished 

this little talk, I hope we can get a little discussion going, because unless 

we have a common philosophy and a rational basis for going ahead with our work, 

and can make the distinction between compliance and punishment, and get a common 

view of what we're talking about in the way of enforcement policy, I'm afraid 

that we're liable to go off in all directions. 

Those of you who had occasion to review the Project Tightrope Report will re­

cognize that they were careful to point out that criticism of the Agency was 
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by no means wholesale. The report stated, among other things, "The various 

aviation groups from whom we heard (this is the Task Force reporting) though 

understandably voicing disagreement with some of the Agency's enforcement de­

cisions, had no complaints about the methods and attitudes of those in charge 

of reviewing violation reports." The report also stated that "Available 

statistics, insofar as they are relevant, reliable and complete, testify 

on the whole in favor of the claim that the Agency has acted fairly and 

objectively." In submitting this report to me the members of this group said 

"we found a remarkable degree of esprit and enthusiasm - the intangible qualities 

that are more essential to the success of any administrative effort than its 

tables of organization and its procedures." 

We're now entering into the fourth year of existence of this Agency, and my 

purpose this afternoon is to try to bring more sharply into focus what must 

be done in the days ahead to build solidly on this four years of experience. 

All of you, it seems to me, must first be alert to the meaning of the duties 

and responsibilities we have under the Federal Aviation Act. Let us not soften 

and get complacent; let us be alert and vigorous. Let us not be hard or fierce; 

let us be straight. Let us place foremost our obligation to the public, and 

secondarily to that segment of the public we call the aviation community. 

The so-called four "Fs" -- that we must be fair, factual, fast and firm -- are 

still with us. These are enduring adjectives and truths. The fifth "F", 

added a little latter -- "finesse", I believe it was -- were the last words 

on this subject you received directly from the Administrator. To me, the first 
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four adjectives sound right, but the fifth hasn't been clearly understood and 

is not a proper guide in my judgment. The idea of smooth elegance that "finesse" 

connotes is not my concept of how the public servant proceeds with this job. 

Perhaps, there isn't just the right fifth word beginning with the right letter 

to clarify what is meant. But the road we should travel, in my judgment, is 

one of straight-thinking and integrity. 

No enforcement policy is realistic which does not keep in mind the end we seek. 

This end result is the highest level of compliance with our safety standards 

that can be practically achieved. What are the key elements needed to achieve 

this maximum level of compliance? First, those we regulate must never be in 

the dark as to what our safety standards are. We must deprive them of any 

excuse for not knowing what is expected of them and must keep them continuously 

notified and informed of our standards in terms which are readily understood. 

This is a big order, especially with our five-foot shelf of regulations, some 

of which are now thirty-five years dusty. We must bear the burden of initiative 

in forecasting what elements of our safety standards will be difficult to under­

stand, and carefully explain them through programs of education. Where mere 

knowledge is not enough, and automatic reflexes and instincts come into play, 

we must also provide for adequate instruction and training. All these are 

administrative actions which, if performed well, will cut down any tendency 

on the part of individuals and companies to deviate from our standards. These 

elements have a tremendous part to play in the worthy task of achieving maximum 

compliance with our standards, but they are by no means a substitute for enforcement. 
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Enforcement represents the teeth in the regulatory standards, our means of 

assuring that they are complied with by anyone who is either not disposed to 

comply or neglects to comply. Enforcement is often referred to as the ultimate 

weapon for achieving compliance. In using the term "ultimate weapon," I mean 

it should be precise and should do the necessary job of deterrence. I would 

at the same time caution you that this does not mean it should be used only when 

all else fails, or that the violator is to be permitted to violate once or twice 

with impunity before he's curbed in his practices. If he has in fact violated, 

either through neglect or inclination, appropriate enforcement action must be 

taken, in my view. It's a cardinal principle of sound enforcement that every 

violation be identified as such, and when so identified be appropriately acted 

upon. Any organization whose enforcement personnel are free to act upon some 

violations, but to ignore or not act upon others, finds itself in a "never-

never land" in which continuity of effort and fairness and equality of treatment 

are difficult, if not impossible, to attain. Consistency, effectiveness and 

fairness in the discharge of our enforcement responsibilities are not achieved 

by our decision as to whether to take action, for all violations should be acted 

upon. Rather, they are attained in a policy which is carefully spelled out. 

applied and monitored, permitting action ranging all the way from mere issuance 

of a warning by the cognizant inspector, to revocation of a certificate, as 

the sum of the circumstances in any case may require. 

Moreover, we are not in the least bit interested in seeing how many violations 

we can chalk up against a violator or group of violators. We are interested 

in prompt and immediate compliance. Thus, it is your job to advise the violator 
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promptly that he is engaged, or is about to engage, in deviations from our 

standards, make him stop forthwith, and take appropriate enforcement action on 

the violation he has already committed. Perhaps another way to say all this 

in simpler terms is that through notification, information, education, instruction, 

training, and all our administrative tools, we must make it as difficult as 

possible for those we regulate to depart from our standards through ignorance 

of them. No pretext must be given for claiming unwitting violations. If a 

violator fails to follow our standards, whether through neglect or deliberate 

choice, or even ignorance despite our efforts to educate, suitable sanctions 

must be properly imposed. Certainly, violation through neglect or deliberate 

choice is reprehensible and we must be in a position to consider violation 

through ignorance very serious and act accordingly. Bear in mind, that ig­

norance of the law, as we all know, is no excuse for violation. 

Perhaps we should turn our attention now to the element of fairness. Fairness 

is of course the essence of the American way. It is a responsibility of good 

citizenship and public service, and should be second nature to all of us in 

government. But it has an even more pointed significance in our goal of 

achieving compliance. In achieving compliance there must be added to our own 

efforts a disposition on the part of those we regulate to comply. We can 

never achieve compliance through naked force or anxious fear. Any effort to 

do so will be impracticable and destructive. Fairness is a key element in 

convincing those we regulate that compliance is a worthy objective for them 

as well. 
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I've gone up and down the land during the last year, about 80,000 miles, 

trying to regain a higher degree of respect for what this Agency is doing, 

not for any reason of wanting it to be a popular Agency but because I want 

it to be a respected Agency, one whose high purpose is public service. I've 

tried to point out that we are a public service agency, that the openhanded 

regulator is also a strict regulator, and that this is in the interest of those 

who comply, most of all. I've talked to many airline pilot groups, and have 

tried to point out to them that they have the most to gain by a respected, 

effective FAA. Since they have the greatest self-restraint, the most discipline 

and training -- and surveillance by their own companies -- they have much more to 

gain throughout the aviation community if there is real compliance by others. I 

think this applies to every group within the aviation community. I like to think, 

on going home at night or at the end of the week, that this year there is a little 

more community, a little more unity -- certainly not unanimity -- but a little 

more community of interest in this brotherhood of aviation, than there has been 

in the past. But that's only the beginning -- it helps you do your job better if 

you have more respect and less fear in those whom you are serving. 

I think we must be very careful and correct in separating the relatively few 

violators from the many law-abiding citizens. Incidentally, there is no group 

of which this is truer than the supplemental air carriers, with whom we have one 

of our most serious problems. Thus, from the largest air carrier in the business 

down to the smallest local service operator and individual airman, all must 

know and realize that they will get fair and equal treatment, that the rules 

4o 
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are being written for everyone and will be enforced accordingly. Attainment 

of this objective depends almost entirely upon the attitudes and day-to-day 

activities of you men: our individual inspectors, attorneys, hearing officers 

and managers of this Agency. Each of us must be conscious of the fact that he 

is the living portrait of the FAA in the eyes of those persons with whom he deals. 

Now this idea of public service -- to a national system for aviation -- is one 

I deeply and determinedly believe in. I think we're actively engaged, after this 

first year period of review, in a renewal of the nation's aviation and our part 

in it. The aviation community is composed of first, individuals, airmen, mechanics, 

dispatchers, controllers, individual partners in the game; and then, it's composed 

of groups the airlines, the military, general aviation and the government. 

Unless we regard it as a community, in which we have been given responsibilities 

different from, and often conflicting with the groups within the community, we'll 

get into trouble. There is no legitimate purpose for the FAA except to provide 

a creative, productive public service. No one of us has any God-given right to 

his job or his function. In fact, if we lived in a perfect society with a perfect 

technology and economy, there would be no need for the Federal Aviation Agency. 

To get on with this concept of a national aviation system, we need a system of 

rules, a system of procedures, a system of airspace utilization, a system of 

weather forecasting and reporting, a system of airports, and a group of men, 

such as we have here today, who see this need and who are prepared to dedicate 

themselves to meeting it. I think we have such a group, and it seems to me 

and I hate to repeat this so often, but I guess it bears repetition -- that they 

must always be mindful that their highest obligation is to the public interest. 
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When I speak of the public interest, I mean the interest of the public as a 

whole, not just that relatively small portion of the public represented by the 

aviation community. Thus, in your relationship with those we regulate and 

inspect you should always be courteous, fair-minded, understanding and, in 

my judgment, a little bit clinical. I don't expect white smocks and test 

tubes, but I do expect you to rid your mind of as much emotion, pride, prejudice 

and pique as you can -- as nearly the way an X-Ray technician, a diagnostic 

internist or other high professional man deals with as little emotion and as 

much objectivity as he can. 

Friendliness to the point of losing the respect and dignity of your position as 

a public servant, or compromising your responsibility to the public, is out from 

my point of view. Arrogance and toughness, on the other hand, have no place on 

this team. Tough-mindedness, mental courage, as distinguished from "toughness," 

goes, and is needed in every public servant, That penetrating quality of slicing 

through the fat and the guff and getting down to the facts and the heart of the 

matter is the most important quality that we can have. 

I think we have a problem, particularly with our friends, of often finding ourselves 

in the position of protecting ourselves from their friendship. An arm's length 

relationship is essential, and this is particularly true for some of us under 

financial pressure, because our friends are potential employers. If anyone is 

bucking for a job in industry from the Flight Standards Service, I want to assure 

him that he can leave tomorrow and take it. I'm not, on the other hand, saying 

that there will not be, as there have been in the past, fine men in this Service 

picked up and hired by industry; but the guy who is bucking for a job in a 

company he is regulating has no place in this Agency. 
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The difference between "toughness" and "tough-mindedness" is a very important 

one in my book. I don't want you to be cold, aloof or arrogant, in order to 

prove that you're pure and objective that's infantile -- but I do think 

courtesy and cooperativeness, without being obsequious or overly anxious to 

please and certainly without incurring any obligations, will earn, command 

and keep the respect of yourselves, of the public, and certainly, of this Agency. 

By this code of conduct, the roles of the individual inspector, attorney, 

hearing officer, all the rest of us, become particularly sensitive. There 

are no more critically important and difficult and demanding jobs in the 

whole Agency than you gentlemen have. If we can only develop and sharpen 

the tools for you to work with; and if we can give you suitable guidance and 

procedures, the opportunity to contribute will be a real challenge to your 

abilities. We can train, instruct, and so on; but, in the end, it's up to you 

as individual human beings with minds and spirits and hearts. I only wish tht 

the tangible rewards were as high as the demands upon you. In this administration 

and within this Agency, we're trying very hard to increase the rewards to match 

the responsibility. Until that happens, you have one of the most difficult, 

demanding, and in some respects unrewarded jobs in the Government. However, 

we do it, we get on with it. 

The basic objective of the Agency is to achieve air safety. A good enforcement 

program, obviously can also serve the purpose of improving our safety standards 

themselves, both in the sense of technical excellence and in the sense of en­

forceability and ease of administration. I therefore urge each of you to be 
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alert and imaginative in the broader aspects of your job. If you see better 

ways of doing things, if you see how to make our programs more effective and 

less costly to the Government in money and manpower, or how to make them less 

burdensome (less burdensome but still fully effective) on those we regulate, 

you should be quick to point changes out. As you know, I set aside two hours 

each week to speak to any guy or gal in this Agency who has an idea (five 

minutes each). I'm getting some good suggestions, and I hope you encourage 

your subordinates to come to you. At least once a week, set aside a few 

minutes for anybody to walk in from any part of the organization and talk to 

the boss. You'll be surprised how little this burdens you and how much it 

helps you and the organization. 

We're working very hard to achieve greater respect for the Agency's en­

forcement procedures. It is my conviction that an important change for the 

better i~ the designation of the independent FAA Hearing Officers. These three 

men that I spoke of earlier, Davis, Hunter, and Woodmansee, report directly to 

me; and they are going to be as independent as anybody on the Agency payroll 

can be. They're going to be as objective -- I hope and pray and will insist-­

as can be. So, as I see it, we will have a process which will command greater 

respect and, commanding respect, will be more effective, in my judgment. 

In a proposed enforcement action against a certificate, the accused will be 

advised of the penalty proposed by the Agency, and will be offered a formal 

hearing before an FAA Hearing Officer, at a reasonably convenient location 

for him and us. If, within a given period of time, the accused does not accept 
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the proferred hearing, the Agency will proceed to dispose of the case by 

appropriate order. If the accused requests a hearing, it will be conducted 

before an independent hearing officer. I believe that, except when the accused 

waives a hearing, we should be required to prove the guilt of the accused in 

a fairly formal proceeding, and before an official order is reach in most cases. 

Such a hearing grants the accused the customary right of confrontation and 

cross-examination, prior to adjusdication of his case. This procedure will 

greatly enhance our enforcement program and rid us of the charge of "punishment 

first -- trial later." Where the accused exercises his right to a hearing, he 

would still, of course, retain his right under the Federal Aviation Act to 

appeal to the Civil Aeronautics Board. 

Another change is under way: the decentralization of the air carrier enforcement 

function from Washington Headquarters to the Regions. All air carrier enforce­

ment, and all manufacturer and military enforcement actions, will be transferred 

to the Regional Offices for final processing at that level. Flight Standards 

Service and the Office of General Counsel are working out further details of 

the plan for decentralization, and revised policy directives and manuals will 

soon be forthcoming to carry out these changes. 

I want you all to know that I realize the full significance of decentralizing 

air carrier enforcement, and I am depending heavily on each and every one of 

you to perform your duties to the best of your ability in the field, not as 

individuals, but as organized individuals. You should undertake this new 

responsibility with a serious purpose, and give full recognition to the inherent 
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differences between air carrier and general aviation enforcement. 

And please, gentlemen, be aware of the need for a national program, a national 

standard. I have been told by no less an authority than my predecessor that 

this will not work. that you will be so inconsistent and so various in your 

rulings in the Regions that it will break down. I've also been told that you're 

not competent to coordinate between Regions, not competent to manage the de­

centralized authority I am giving to the Regions. I challenge you to prove 

this counsel wrong. 

For a number of reasons, including the closer and more effective organization 

of air carrier interests and the interests of their certificated airmen personnel, 

our handling of the air carrier enforcement program is more sensitive than other 

areas of enforcement. For example, the associations representing airman cer­

tificate holders are fully aware of what is happening to each of their members 

anywhere in the nation, and abuses on our part would be quickly brought to 

public attention and to the attention of the Congress. Similarly, the airlines 

are quick to react to real or imagined grievances. Both the carrier and the 

certificate holder associations are in a position to compare quickly what is 

happening to them in the different regions and to complain of inconsistency. 

It is therefore urgent that there be clear guidelines from Washington and that 

they be carefully followed by each of the several regions. In the ultimate 

sense this means that each of you, the inspector corps, the lawyers, and the 

hearing officers, have to assure this consistency. 
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One of the dangers in regionalizing authority is that each of you may go off 

into your own FAA. Then, instead of having the Air Traffic Service FAA, 

Flight Standards Service FAA, the Legal FAA, and the FAAs we've had in the 

last three years -- by corps and function -- we would have 8 FAAs, the 7 

regions and Washington. To avoid that, again I challenge you. There is no 

earthly reason why, when in doubt, you can't make a call to Washington; there 

is no earthly reason why you have to be reminded that what you do in Kansas City 

has an effect on what they do in Ft. Worth. This is mature management, and it 

is a problem in every company or organization that is national in scope. But 

I'd far rather see a few inconsistencies and possibly a few faltering steps 

by a well organized group who have authority and responsibility on the scene, 

while they learn how to generate management. I'd far rather have that, than 

to continue the centralized organization and management of an Agency that will 

soon be 50,000 in number spending 800 million dollars a year. 

Now, perhaps this would be a good moment to have a brief break -- I know in 

the afternoon after lunch particularly after as somber and sober a discussion 

as this -- that it's good to stand up and turn around. I have about ten more 

minutes, and then we'll have some questions and answers; so let's have a seventh 

inning stretch, please. 
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Gentlemen, shall we resume? 

When we start thinking about levels of sanctions in the enforcement program, 

I guess there is a natural tendency on all our parts, in an area as difficult 

as the dispensation of justice, to hope for some pat answer in a capsule, or 

a computer, which will make our tough decisions for us; but there just ain't any. 

In the interest or quick action, and complete uniformity, valiant efforts have 

been made in the past, I'm told, to compose a so-called "laundry list" for all 

the various types of offenses against our Civil Air Regulations. If I ever 

had any doubt that this could not be realistically achieved, the doubt was 

removed a month or so ago at Washington National Airport. I asked for the 

case book, immediately. I looked under "wing tips" -- and I didn't find much, 

either clarity or consolation. The offense of brushing wing tips, even though 

1/8" deep, could be punished in a range all the way in importance from lifting 

a certificate for a while or a fine, down to merely a note in the files. The 

penalties imposed in a number of actual taxiing incidents of this nature ranged 

from a $100.00 fine -- actually a $100.00 fine -- down to filing a memo for the 

record. And I think this is probably right, because circumstances in each case 

are always different. Accordingly, I gave up any thought of the magic solution. 

You all have had this problem. You will again, and I'm afraid that there are 

no computers or capsules for it. But I do think that, by recodification, we're 

going to be able to help clarify, bring up-to-date, and make it easier to find 

the regulations, to cross-reference them, and so on. I think that, through the 

Regulatory Council, we'll get a more consistent body of Federal Aviation Regulations. 

But, when all of this is done, we still need basic guidelines for enforcement action. 
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I have asked Flight Standards and General Counsel in Washington to give you 

some sharper tools for this work. For one thing, a time-honored principle 

of justice is the consideration of precedents; accordingly, a very high 

priority has been given to the completion of FAA Enforcement Summary Material. 

I think of it as the "case book" or the "digest of relevant decisions." Better 

organization and distribution of material reflecting CAB decisions will also be 

helpful, and this is under preparation. In addition, a proposed revision of 

MOP 22 would incorporate more detailed guidance on enforcement sanctions, and 

the legal policy directives will be improved on the basis of our experience and 

our expectations. Further, Headquarters personnel will make frequent trips to 

the Regions to monitor the programs, and return with lessons that can be applied 

nationally. 

In this effort to assure uniformity in the field of enforcement, however, we 

must not lose sight of two very important matters. First, we must not default 

our FAA enforcement responsibility to the Civil Aeronautics Board by merely 

trying to guess what the Board will do. We should bear in mind Board precedents, 

but we should seek the sanction or penalty that we think is right in the circum­

stances. Second, we must always leave room in our own thinking for the so-called 

enforcement crackdown, in the type of situation where a critical or unusual 

condition calls for sterner and more intensive enforcement measures. After all, 

we are in the business of assuring compliance and deterring violation. 

Finally, on this matter of sanctions, I'd like to add that I've noted a tendency 

in some quarters of the Agency to feel that some violations of our safety 
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standards, even though inherently serious, can be taken lightly because, as 

these people say, "safety was not involved." In other words, it was not in­

volved in that particular instance in a way that shone forth to the individual 

considering it. Now, when you apply this in the extreme, this misconception 

could merely be ignoring a violation because an accident or near-accident did 

not occur. This is like saying that driving past a red light is not serious 

if a hole opens up in the traffic at the last second and lets you through 

without killing anybody. Another example is our tendency to ignore violations 

of crucial reporting or record-keeping requirements; and I am sure the handful 

of you who were with me the other day before the House Armed Services Committee 

were quite impressed with how serious, after the event, a long series of re­

ported failures to keep records can appear, after an accident. While I admit 

that the latter, that is, failure to keep records, if infrequent, may not 

necessarily be very serious, continued willful evasion of our requirements 

for reports and record-keeping, a pattern of neglect in other words, can 

very seriously affect safety. Failure to report and to disclose makes our 

surveillance task so difficult at times that it loses its main purpose or its 

proper level of intensity, through being watered down by inefficient and non­

productive effort. 

I would like now, if I may, to indicate very briefly and without any special 

organization of the material, several case histories of enforcement action 

during the past year as examples. To me, as a common lawyer, examples of 

action taken are a lot more impressive than words. First, let me talk about 
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the investigation. It was, it seems to me, and still is, an extremely 

surcharged situation. You had a labor-management controversy of white-heat 

intensity; you had violence; you had what the union cAlled scabs or strike­

breakers; you had one of the worst situations in recent aviation history. 

The action of the company in replacing striking ALPA pilots with non-union 

pilots resulted in mass charges by the ALPA of incompetence of the replacement 

pilots. These totaled 276 charges and were dramatized by pamphlets strewn 

through the corridors of the Senate and House of Representatives. As a 

result of our investigation of these charges, and a special investigation of 

the company by the FAA to insure that its operations and personnel met our 

standards, we've taken the following significant actions: Captain Donald Stanton -

ATR revoked for lack of good moral character. One of the few and perhaps only 

actions of this kind, according to the advice I've received, in CAA/FAA history; 

and I think you ought to contemplate the difficulty and the delicacy of taking 

an ATR rating from a man for lack of good moral character. And yet, in this case, 

it certainly had a significant bearing upon his qualification to carry the 

innocent travelling public in his airplane. Donald Hulihan - found to be 

posing as an airline pilot with a forged certificate. All certificates revoked 

and the matter sent to the Department of Justice for criminal prosecution. I 

wonder how many of you and your men have been looking carefully at those 

certificates and how many of you sweetly assume that the certificate is the 

valid article. Herbert Brannon - all airmen and medical certificates revoked 

for a history of mental illness. Harry Susemihl - one of the striking ALPA 

pilots and head of the ALPA Local, who engaged in intimidation by fist fights, 
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damaging the private plane of a Southern Airways employee, and was just issued 

a Notice of Proposed Revocation for lack of good moral character. I think one 

of your toughest jobs is, and always will be, in the labor-management controversy 

area. I'm very proud of the way the General Counsel and Flight Standards 

personnel conducted this intensive investigation of Southern Airways. It is 

holding up under the scrutiny of the Congress and under a special investigation 

that is now underway by the Feinsinger Commission. 

In another area, the year was marked by an outbreak of incidents of drunkenness 

aboard air carriers, carrying of firearms, and the new sport of "skyjacking." 

I think this is probably symptomatic of the kind of world we live in where 

there is a higher and higher level of anxiety and fear; and those who are not 

capable of adjusting to their personal problems and dealing with them resort 

to acts such as these: Raymond Moore, a passenger, was fined $1000 for 

drunkenness; Joseph Newkirk - fined $500 for drunkenness in which violence in 

the cabin occurred. We levied approximately ten fines in all for drinking, most 

of them fairly stiff for the "stiffs" involved. As a result of the hijackings, 

particularly the incident at El Paso, Texas, on Continental, the Agency caused 

a bill to be introduced providing for heavy fines and prison sentences for 

aircraft piracy, interfering with flight crewmembers, carrying deadly weapons, 

committing other offenses aboard aircraft in flight. This Bill was enacted, 

Public Law 87-197, effective September 5, 1961; and to my knowledge there have 

been no comparable cases of attempted skyjacking since. There have been 

several cases of carrying firearms. In one case, carrying a pistol occurred 

immediately before the law was passed. We levied a penalty of $300 against the 
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passenger. And, in the first case which occurred immediately after the law 

was passed, the passenger was convicted in a Federal Court and was fined $100. 

We believe the first wave of these incidents has subsided as a result of the 

new law and the effective deterrence of Agency action. 

In my judgment, this problem of what I call "air security" will be with us from 

now on. I am afraid there has been some relaxation by the carriers and perhaps 

by you, since the detour to Havana became less fashionable and profitable. 

I cannot tell you enough how important I think our obligation to the public 

is to see that this law is enforced. Since it's a new law, and since we are 

in the best position to observe violations or projected violations, I think 

that we, along with the FBI and the local federal authorities, have a particularly 

heavy responsibility. As you know, we have a project underway within the Agency 

to make available on predictable, forecastable occasions, men with special 

training to deal with this problem. I think your men who are riding with the 

carriers have the responsibility of seeing that that door is closed and kept 

closed, and that the crews are alert and vigilant not only for the drunk, but 

for the deadly criminal who may, and I think will over the coming years, use 

the airplane as a dramatic device for his purpose. 

Safety deficiencies found in the supplemental air carriers became a great 

problem during this year. For two years now, the accident record of the 

supplemental carriers has worsened. I believe it was three years ago that 

they had four years of no fatalities on the supplemental carriers. Then, in 

1960, the rate was 4.2 fatalities per hundred million passenger miles; and, 
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last year, largely as a result of the Shannon President Airlines crash and the 

Richmond Imperial Airlines crash, the rate went to 6 per hundred million passenger 

miles. This, I'm happy to tell you, was the only category in the aviation 

community that deteriorated in safety in terms of fatality statistics in the year 

1961. But it was dramatically bad. 

Now, I have never had anything to do with supplemental air carriers and had 

never even ridden on one -- and still haven't -- and I came into office ignorant 

of the problems, except that there seemed to be so many complaints about them. 

I guess the hardest days of these 11 months have been spent in connection with 

the Richmond crash, and some of the hardest lessons learned. Imperial Airlines 

has been suspended, and they will not be returning to flying status until they've 

carried a very, very heavy burden of proving that they have full time, competent 

management and financial responsibilit½ to the satisfaction primarily of the CAB 

but secondarily to me. It's not just, in a case like this one, where there is 

a long record of contempt for the law and foot-dragging compliance -- it is not 

satisfactory -- that they only be required to clean up, once again. They are 

going to have to demonstrate a lot more than that before they are permitted to 

resume operations again. 

Stewart Air Service, in Englewood, has had its operating certificate revoked. 

Travis Transportation Company, Far West Airlines, both doing business as 

Golden Gate Airways under Part 45, have had their certificate revoked. Within 

the past several days, three air taxi operators in Alaska were also handed an 

Emergency Order of Revocation for gross violations. As a result of action 
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by the CAB in revoking its authority for violations of the Board's economic 

regulation, we have also revoked the operating certificates of Great Lakes 

Airlines, Curry Air Transport Company, and Trans Alaska Airlines. We also 

suspended temporarily, until they've completely cleaned up their training 

and other operations, one of the larger and better supplementals, Aaxico. 

Now, I'm not citing these to show that the Agency is tough. I'm just pointing 

out to you that the day of letting the supplementals alone, a kind of laissez-

I 
faire policy on the part of the Board and the FAA, is over. They are going 

to have to meet our standards, not only operating but financial and management; 

and I think the result is going to be, and I predict, fewer and better supple­

mental carriers. A lot will depend on the Congress and the Civil Aeronautics 

Board. But I ask you, and tell you, to continue an intensive surveillance of 

the supplemental air carriers, and let's see that they meet and maintain our 

standards. 

I realize how very difficult this is for you. As General Joe Kelley of MATS 

testified, you can't always find them. There is at least one entire airline 

operated out of the cockpit of the only airplane the airline owns; so the 

entire management is in the cockpit. Wherever he lands, that is where the 

corporation is; and I know how tough a thing this is for you men to deal with. 

We have some ideas that will be put into effect in the corning weeks for improving 

our surveillance capability. But it will never, of course, be completely adequate. 

Nor is the hiring of additional hundreds of inspectors the answer. We plan to 

submit to Congress in the corning week a rigorous program to deal with the 

supplemental air carriers. It will mark a high point, I believe, in harmony 
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and effective cooperation between the Civil Aeronautics Board Chairman and the 

FAA Administrator. 

During the year we've tried to intensify, as you know, our surveillance of 

the maintenance standards of scheduled airline~ and have collected a large 

number of civil penalties in the process. I hope we have deterred them from 

deficient maintenance and encouraged them toward improving maintenance. Among 

the more important were a $9,000 fine against National, $14,000 Braniff, 

$5,000 Delta, $6,000 Seven Seas, $3,000 Pan American, $10,000 against Capitol 

Airways, etc. Both scheduled and nonscheduled airlines were involved. We 

intend to seek an increase in the maximum civil penalty per violation for 

air carriers from $1,000 to $5,000. This will require legislation, which I 

hope will be forthcoming in the new session. 

In actions against airmen, in addition to the Southern Airways cases, I've 

already mentioned, we've revoked the ATRs of Captains Scott and Jones• of 

Associated Transport for hazardous flight taken with a load of military personnel. 

We've revoked the certificate of Captain Cunningham, of Riddle Airlines, for 

taking a company plane without authorization, while intoxicated. We've revoked 

the ATR of Captain George Robertson for engaging in commerical operations 

without an operating certificate, the ATR of Captain Carl Loveless of Arctic 

Pacific for a hazardous flight with a load of 58 military personnel, and all 

the certificates of another, capta i n for a series of violations. The Board 

also recently affirmed our revocations of Captains Roddy and McNeil of Capital 

Airlines, for trading command positions without knowledge of the company, 
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where McNeil, who took over, was unqualified in the type of plane which was 

flown. 

In another area of great interest to you, the defiance of the Air Line Pilots 

Association against permitting our use of the seat behind the Captain in 

enroute inspections on jet planes where they have a third pilot, I believe has 

subsided, as a result of our success in court action and the levying of civil 

penalties against individual pilots involved. I noticed in one publication 

yesterday that Quesada was tough, Halaby is soft. Quesada took their license 

away from them; Halaby only fines them $250. I haven't been able to find out 

which ATR was lifted. As far as the record shows, there weren't any for this 

offense, whereas we recently collected a $250 civil penalty from Captain Knuth 

of Pan American for refusing to permit an inspector to occupy a jump seat on 

a flight from Frankfurt to London. If you have had any such instance, I'd 

like to know about them, because there will be absolutely no sympathy or 

concession to those who defy your authority to be there and do your job. 

Recently we've been getting a small spate of deviations from ATC clearances. 

We have had approximately a dozen of such cases recently, and we've met it by 

imposing certificate action of ten to thirty days in each case. In those 

cases where the copilot took the clearance, we suspended both the pilot and 

the copilot on the grounds that receiving an ATC clearance correctly was such 

an important function that the captain should not completely delegate it to 

another crew member. 
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There are many other examples that could be cited. I only cite these to 

indicate the kind of enforcement action I feel is appropriate in the circum­

stances of such cases. I hope I've clarified my position, as Administrator, 

• r 

on the Agency's enforcement responsibilities and objectives. Let me repeat, 

with all the emphasis I can summon, that the prime objective in enforcement is 

to achieve compliance and deterrence. The prime objective of the Agency is to 

achieve maximum safety and security in the air and on the airport. 

The year ahead is one of great challenge to each of us who are part of this 

Agency; a firm groundwork has been laid; a great opportunity for us all has 

been created; we are depending on all of you who are present here to carry 

out your duties and responsibilities in a way that will be a lasting credit 

to you, yourself, and to the Agency and the Government. 

Now, with so large a group, there may not be many questions and comments. 

I hope there are, because it's part of my approach to exchange ideas, to 

go all 360° around the pattern before making a decision. So I would welcome 

any questions about any remarks I've made; I would welcome any omissions 

that you may have noticed. Subsequently, we're going to hear from the 

General Counsel's Office; and there will be another opportunity, after they have 

talked to you, for questions and answers. But, if there are any questions on 

what I have had to say, I'd like to receive them now. 

There followed a question- and-answer period . 

• 
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I am very happy to be able to talk with you today about the 

supersonic transport and the way we are moving ahead to meet this next 

great challenge in civil air transportation. Despite all the considerable 

problems which absorb both government and industry these days, none of 

us can ignore the traveler's approaching leap beyond the speed of sound. 

We all recognize we must prepare for it in a manner that will keep the 

United States where it has always been in air transport -- out in front 

in safety, efficiency, comfort and speed. 

Safety is our first order of business and it will take an 

unprecedented effort to assure the necessary level of public protection 

as well as convenience in this giant bird of the seventies. 

To assure continuing American supremacy, we have an effort 

under way which is managed by the Federal Aviation Agency -- but only as 

first among equals. It is carefully designed to bring all the nation's 

talents, both in government and industry -- to bear on the problems · 

involved. And these problems vastly overshadow any we have seen before 

in the development of civil airliners. 

(more) 
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One of the many ways in which President Kennedy imparted 
vision and energy to the New Frontier was to give immediate support to 
the program for the civil supersonic transport. He authorized and we 
convinced Congress it should give us $11 million to get a research 
program going to provide the answers we need for our ultimate decisions. 

Then last summer, the President's Project Horizon Task Force 
studied the situation and reconnnended development of a U.S. civil 
supersonic transport as one of 24 national aviation goals for the 1961-1970 
decade. The report found such an airplane technically feasible and 
economically and socially justified. The task force also pointed out 
that substantial international prestige as well as payments will come to 
the nation whose supersonic transport dominates the world market with its 
safety and economy of operation. So the group urged that the United States 
move ahead with an expeditious development program. 

At the same time, the Horizon report observed that a unique 
government-industry effort would be required to overcome the unusual 
technical and economic problems involved. It reconnnended a program of 
applied research to determine preferred design characteristics. We have 
laid the ground work for this joint government-industry effort, and we 
are moving ahead with the exploratory research. 

We expect to decide by next summer whether an~ if so, how the 
government should assist U. S. industry in developing a civil supersonic 
transport. If we decide to go ahead, our research efforts will give us the 
technical basis for determining its development and the economic basis 
for deciding how it will be financed. 

We are asking Congress for $25 million in the next fiscal year 
to complete this exploratory research program. All of this research money 
is going to industry for work on a broad variety of unanswered questions. 
But the $36 million program we hope to run in Fiscal 1962-1963 could 
scarcely provide all the required information. We will draw heavily on 
work done by the National Aeronautics and Space Administration, by the 
Air Force and other elements of the Defense Department and by industry. 

Close cooperation among all groups concerned is vital to the 
success of the program. We have an organizational structure to assure 
this. On the policy level, the program is run by a steering group of 
which I am chairman and which includes Dr. Brockway McMillan, Assistant 
Secretary of the Air Force for Research and Development, and John Stack, 
NASA's Director of Aeronautical Research. 

This group ties together the government effort, but we need 
constant advice on such factors as the aerospace industry's technical 
capacity and financial position and the financial and operating capabilities 
of the airlines. To get this -- and to assure a continuing flow of 



- 3 

information and advice from various segments of industry -- we have 
established the Supersonic Transport Advisory Group. It is headed by 
retired .Air Force General Orval Cook, who more recently was President 
of the Aerospace Industries Association. The group includes private 
citizens with backgrounds in finance, aeronautical research, airline 
management, airport operations and both airline and supersonic test 
flying. 

At the working level, FAA has the Supersonic Transport Program 
Management Office. This office works with a group of representatives from 
NASA, Defense and the Air Force to execute national policy for the program. 
And here again, we are seeking industry advice. Frank Kolk of American 
Airlines and Russell Rourke of Trans World Airlines -- both SAE members -­
are serving as technical advisors. 

Coupled with this individual counsel, we will be holding 
periodic general meetings with industry to explain the progress we are 
making and to seek any new knowledge which might have been overlooked. 
Research efforts such as these always progress most effectively when 
there is the widest possible dissemination and discussion of knowledge 
as the program moves along. 

Now let's look at the technical problems all this organizational 
machinery has been established to solve. There is a strong view in the 
United States that favors a Mach 3 plus, or 2,000 miles per hour, speed 
range. This looks like an attractive objective, but it is by no means 
fixed at this point. We want a flexible airplane that will grow in step 
with requirements and capabilities. We do know that the U. S. supersonic 
transport mlJISt be capable of operating economically in both domestic and 
international opera.tions. 

Perhaps the best way to put it is that the government and 
industry concensus favors steel or titanium alloys as the basic structural 
material. This seems the best bet to meet high temperature and long life 
requirements with built-in potential for later speed growth. We are open 
to a number of approaches, and we are looking for efficient operation all 
the way from subsonic flight to Mach 3 and beyond. 

Aerodynamics is one key area of investigation. There are a 
number of possibilities, including the delta wing and the variable sweep 
wing which NASA finds so encouraging. 

At this early stage, the only metal-cutting we will finance is 
· concerned with steel and titanium test samples. But this reflects our 
very basic interest in metals problems. We are taking a number of approaches 
research will be done on. skin stringer combinations, honeycomb sandwich and 
multiwall construction concepts. One thing we must do is determine whether 
it is technically feasible to develop a structure at half the cost of the 
Mach 3 RS-7O structure. 
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We will spend more than half our $11 million budget this year 
on research in the propulsion area, which is critical. The trick will 
be to sort out from the various possibilities the most promising concepts 
for a supersonic cruise engine that will be efficient and reliable at 
t!ach .85, Mach 2 and Mach 3. We will investigate these concepts further 
in Fiscal 1963. 

And now, for the first time, noise is a design factor. We are 
determined to find an engine that will operate at sound levels acceptable 
to an airport's neighbors. Noise is an increasingly potent problem in 
airline operations, and we have dealt with it in a number of partially 
successful ways. But this time we are going to the source, and a reasonably 
quiet engine is one of our research goals. In fact, we feel we must require 
a non-afterburning engine to meet the community tolerability - and this 
is one of the reasons military engine models will not do. 

As many approaches as seem pro~ising will be investigated in 
each basic area. But we are conducting the whole research program with 
th,! total system in mind so all this work will contribute to an integrated 
concept when we are through. If Congress grants our $25 million request, 
the money will be spent to continue the most promising projects growing 
ou t of our initial effort. 

After careful evaluation and negotiation, we are about ready 
to announce the first contracts under our $11 million budget for Fiscal 1962. 
All the money is expected to be under contract by the end of May. More 
t.han 1,000 requests for proposals were furnished to about 350 companies, 
and industry response has been highly encouraging. 

The technical questions remaining unanswered are serious, but 
they are joined by an equally serious operating problem -- the sonic 
boom. It's not going to do us any good to quiet the engine down if we 
can't also take care of the boom. 

On a typical flight, the airplane will fly supersonically about two 
thirds of the time. It probably will have to climb above 40,000 feet 
before it can accelerate through Mach 1 in order to reduce sonic boom 
effects on people and buildings along the flight path. Such operational 
factors as acceleration, deceleration and flight maneuvers join speed 
and altitude in determining overall boom effects. And engine and airframe 
configuration also will be important. 

We are in the midst of an active and intensive joint FAA-NASA­
Air Force research program to find out more about the boom and how it will 
affect the supersonic transport. In August 1960, we began a series of 
low altitude fighter flights and high altitude bomber flights to obtain 
ground level pressure measurements. In this initial phase, the flights 
were planned and instrumented only to produce data which could check out 
existing theories. 
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Last September, an expanded joint research program was launched 
at Edwards Air Force Base. We have used the B-58, F-104, F~l06 and 
F4H military supersonic aircraft. Investigations were conducted on sonic 
boom generation and propagation design considerations and operational 
procedures for minimizing boom intensity, and on sonic boom effects from 
the connnunity reaction standpoint. 

The first part of this project has been completed. In it, we 
devoted particular attention to the problem of predicting ground pressure 
signatuPes for high altitude operation of large aircraft and for flight 
maneuvers. 

The second phase was concerned with obtaining data on which we 
could base a realistic evaluation of these pressure signatures in terms 
of possible adverse con:nnunity reaction and nuisance damage to buildings. 
Data is being processed and some results are expected to be available 
this summer. 

Work is progressing in several other operational areas, such 
as flight procedures, simulation and systems worthiness standards. A 
preliminary report on standards for airworthiness was published a year 
ago, and a public symposium was held on it last December. We are now 
primarily concerned with identifying the flight worthiness problem 
areas. 

This :will be followed by preparation of proposed standards 
and statements of objectives which will lead ultimately to systems 
worthiness standards. We call it "systems worthiness" rather than 
"airworthiness" since our problem extends beyond the requirements of 
safety and reliability. The airplane and its equipment must also be 
compatible with all related elements of the air . transportation system. 
It must operate from our major airports and it must fly in the airspace 
utilization system we are now in the process of modernizing. 

In the expected operational environment, we are looking into such 
phenomena as radiation, ozone, weather and airfield noise. 

Although our testing and research is spread over a broad number 
of individual facets, I can assure you it is all aimed at the integrated 
package of information and analysis we will need when the day of decision 
arrives. 

On that day, we will have to decide whether a supersonic 
transport is both economically and technically feasible and be prepared 
to advise the President whether the nation should move ahead with the 
investment it will take to supplement industry resources to do the job. 
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The cost estimates for development and flight test vary, 
depending on the condition you impose. Should there be parallel engine 
development programs, or just one? Should we have competing airframe 
designs or just select one and stick with it? How fast do we want to 
go? These are questions that remain to be answered. But it appears now 
that it would cost at least $400 million to fly a few prototypes, and it 
might cost twice that amount if we decide to reach immediately for the 
Mach 3 speed regime. 

Then the size of the market will have substantial bearing on our 
decision. It has been estimated at $3 billion to $4 billion -- well worth 
going after. But our research efforts may furnish some breakthroughs that 
will significantly reduce operating costs and thus broaden the market as 
we see it now. 

We're not the only ones, of course, who have perceived the 
coomercial advantages and the international prestige attached to a 
successful supersonic transport. Our English and French friends are 
conducting a courtship that could produce a Mach 2 transport using today's 
aluminum structure concepts. It would be a short-to-medium range airliner 
in the French version and the British version might be stretched to 
transatlantic capability with extra fuel capacity. 

The Soviet Union is quite active in this area, too, although 
as usual we have no precise information to go on. Some time ago, I 
talked with a Russian who probably holds a position in his government 
roughly equivalent to mine. He said Soviet designers were trying to rig 
a supersonic military aircraft to look like a transport -- probably to 
harvest some international propaganda of the type produced by their 
Tu-104. But he al~o said they are developing a supersonic transport 
specifically tailored for Aeroflot use. 

But whether a tricked-up Bounder or their first safe and 
profitable transport, we know they see the point in being first - if 
not best. 

In view of all this, we may well not be the first nation to 
fly a civil supersonic transport. But if we decide to enter the race 
and I trust we will -- then you can be sure we will be the first to field 
the best supersonic transport. While we plan to move with all deliberate 
speed, we are going to take enough time to make sure our airplane is the 
safely operable and maintainable as well as ec011om.ically efficient 
machine the world's airlines will want -- not just a showpiece. 
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If the President and Congress tell us to proceed, we will be 
launching a national ·program of the highest importance. It will demand 
the highest talents and the best effort we all -- together -- have to 
offer. Then we will fly a supersonic airplane that will turn a profit 
for manufacturer and airlines alike, and give a credit balance to the 
Nation. It will extend the hand of freedom, quicken the exchange of 
minds and men and prove once again the triumph of a free society. 



z 
OFFICE OF PUBLIC AFFAIRS 

WASHINGTON 25, D.C. 

FOR RELEASE ON DELIVERY 
(Noon) 

SPEE'CH BY N. E. _I-y\LABY, ADMI NIS'rRATOR, 
FEDERAL AVIATION AGENCY, ,BEFORE THE ' 
WOMEN'S PASSENGER TRAFFIC ASSOCIATION, 
NEW YORK, MAY 8, 1962 

Any man in a technical field -- especially any man in a 

technical field -- should take every opportunity to talk to the ladies. 

Women have, through the ages, been able to reduce enormously complicated, 

technical, typically-male matters to, What It All Means - - if anything . 

It's always a good idea to stop and put things in perspective, 

to see if you are on the right track to see if it is really worth it, 

or to see if there might not be some better way to do it. There 

couldn't be a better time to do that than just before speaking to a 

group like yours. I say this because almost by definition, you will 

want to know what American aviation is up to for a reason nearly as 

fundamental as being female. Your business is helping people move from 

one place to another, and I suppose in the long view, that is exactly 

what I am up to -- helping people move from one place to another as 

sa fely, swiftly and predictably as possible, by air. / 

I know better than to talk to you about our Horizon, Beacon •- • 
and Tightrope Task Forces and their report s , about the management 
modernization and decentralization withi n t he Agency, or even about my 
determina tion to begin developing a true national aviation system --
except how it will affect people. So let me extract from all the tr ibal 
hieroglyphics I deal in everyday what it will all mean t o your_ travellers 
in the nex t few years. 
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I should start out by painting what should be a very happy 
picture for those in the travel business. Our studies have shown that 
while air travel has increased over the years, there are still an 
amazing number of Americans who have never been in an airplane. Not 
even ten percent of the total U.S. population flies in any one year. 
An even tinier fraction of the 3 billion or more world population flies 
annually. Being responsible for fostering civil aviation under the 
law -- and having a great personal fondness for airplanes myself -- FAA 
is going to do w-hat it can to make air travel the accepted routing for a 
far greater percentage of our people on the move. 

To get more people to fly, there seems to be little question 
that w-e must make flying safer -- and also make flying appear to be 
safer. This will require us to climb to new levels of design, engineering, 
operations and maintenance. It will require new systems of safety. Most 
of all it will require great care and self discipline. 

Next, the relative cost must be reduced to something at least 
close to what automobile travel is, and then it has got to be made a lot 
more convenient or people are going to continue to use their cars even 
if it is uneconomic or if they are charged with conspicuous contrumption 
while they do it. 

I don't mean to imply when I say this that wonaerful strides 
have not been made in air travel in really a very few years. r remember 
traveling across the country in a Curtiss Condor, not really so many 
gray hairs ago - 1932 - -when we went up and down for fuel like the 
bargain-basement elevator at Macys. It was an exhausting trip -- nearly 
a Homeric adventure ·-- yet is costs no more to jet across the nation in 
five hours today, looking at the latest movies or playing the gour:met. 

And certainly there are a remarkable number of communities in 
the country being served by air now- compared to the favored few just a 
few years ago. So I do not discount the progress that has been made. 
Its been remarkable. 

But it is just as clear we are going to have to pick up the 
pace in improving safety, cost and convenience of air travel. This will 
have some effect on the flying machines we see now, but the big jets 
we've grown accustomed to in such a big hurry should provide valuable, 
competitive travel service for many years. Areas which are going to 
require far more· improvement than the aircraft themselves include our 
own FAA air traffic control -- particularly if all your customers insist 
on leaving at 9:00 a.m. and arriving at wherever it is at 6:00 p.m. r • 

We must do better at the airport, too, the business of tickets, baggage 
and just getting on and of£ the airplanes. We've got a lot t o do to 
getting people between the airport and the place where they live or work. 
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I won 1 t burden you with a detailed description of what we are 
working toward in air traffic control, except to say that we plan to put 
more and more commercial flights under full-time positive c·ontrol, not 
only for safety reasons, but to handle them more· systematically around 
the terminal areas and reduce waiting time in the air air as well as on 
the ramp. We expect that the pilot will know his flight program almost 
to the minute when he sits down in the cockpit. This will be pretty ne·arly 
necessary when supersonic transports begin to operate, but we expect to 
have the system going long before that. 

The supersonic transport is, of course, the most dramatic piece 
of equipment on the horizon of air travel. To your travelers it will 
mean flying from New York to Paris in three hours, to Los Angeles in less 
than two, at speeds around 2,000 miles an hour. You will arr·ive an hour 
before you left. Just think -- a late, late breakfast! And the aircraft 
will fly so high -- 75,000 feet -- that the weather will be a factor only 
at the beginning and end of the flight. But except for the speed, the 
smoothnes·s of the flight because of the great altitude, and perhaps more 
quiet, the ride itself won't be much different than it is in a modern jet. 

We -- the FAA -- are looking into the technical problems of the 
supersonic transport now, and before too long, we expect to make a 
recommendation to President 'Kennedy. Be will decide whether the 
government should initiate a national government-industry program to buy 
a nest of these great birds. We hop,e our American research will eventually 
produce an airplane· that will dominate world service when the airlines 
take this great step forward in air transportation. 

We also are looking into t he possibilities at the other end 
of the spectrum. -- where people want t o fly straight up, move fast for 
short distances, then come straight down. These vertical and short 
takeoff and landing types hold the promise of licking the vexing ground 
congestion that·· more and more vitiates the gains made in the air. 

Especially here in the east between Richmond and Boston, land 
is being developed so· fast that it won't be too long before there is a 
carpet of people and buildings over the entire area. This growth is 
fine for the economy, but it's tough on transportation. 

What we ne·ed here is some kind of Metroplane that can take 
off vertically from a downtown site in, say, Washington, and fly to 
a downtown landing in Philadelphia. Only this portal-to-portal type 
·of movement will provide truly useful air transportation on the short­
haul routes. 

Fast intercity s·ervice is valuable to businessmen, of Course. 
But: I think it also will open up new possibilities for pleasure travelers. 

.., . 
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The Richmond citizens who wouldn I t think of fighting the ground and 
air complications now involved in a weekend trip to New York might change 
his attitude when he can catch a convenient Metroplane flight that will 
carry him very close to his New York hotel -- perhaps to its air terrace 
on the roof! 

V/STOL aircraft also offer some hope for the woeful segment 
of air transportation that lies between the airport and the travelers 
home or office. We must move people faster over this link to preserve 
the vital time advantage offered by airplanes. 

The FAA is probing a number of these areas under a rather gay, 
springy program called Hun:nningbird, and we are working with the military 
services on some of their more promising V/STOL projects. We feel the 
civil operators can help the military forces by trying the new machines 
out under commercial operating conditions. And, of course, we will 
cooperate in making sure that any really promising aircraft can be 
easily certificated for civil use when they are fully developed. 

We aren't absorbed exclusively in helping to develop air 
vehicles. A trip to our new international airport at Chantilly, 
Virginia will convince you of this. There is a mechanical marvel out 
there that will work a real revolution in the way airports handle their 
passengers. Some of us call it the arch preserver, others say it 1 s the 
mobile lounge. 

This machine, which is the world's· largest rubber-tired motor 
vehicle, is designed as an integral part of the terminal. Washington 
travelers will check it, then walk a few yards directly from the 
ticketing area into the mobile lounge. At flight time, the lounge doors , 
will close and up to 90 travelers will be transported across the ramp area 
to step directly into their airplane seats. 

You can see what this means to the beleaguered passengers. No 
more sprinting down long finger passages with handbags, packages, coats 
and children flapping along in his wake. If he misses a flight, he does 
it comfortably right there in the main terminal. And if he makes the 
flight, he doesn't spend the first hour aloft recuperating. And then, 
of course, he is protected from the inevitable noise and blast, and 
occasional bad weather, found on any airplane ramp. 

The terminal building is another striking feature of the new 
airport. It was designed by the late Eero Saarinen, and many architects 
feel it is the greatest of his great works. Whatever their judgment, it 
is a beautiful sight with its sweeping design, rising from the Virginia 
countryside to greet visitors to the nation's capital -- to announce 
America. 

\ -
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We are very pleased to have this new gateway fo~ the world 
leaders- who visit here in a constant stream. Now they have to come to 
Washington through New York, Miami or some other gateway. This fall, 
they will be able to fly directly to the capital. The new airport also 
is a fitting entry, of course, for other foreign visitors and for our 
own citizens. 

All of thse elements -- airmen, aircraft, airports, the airspace 
utilization syBtem -- fit into the- National Aviation System we are trying 
to develop . Once they went their separate ways, joining forces only where 
necessity dictated. But the demands of an increasingly complex business 
now make this impractical. We cannot continue this random activity if 
we are to keep aviation safe and help it reach its- tremendous potential. 

We intend to develop an integrated national system that considers 
all phases of the journey from doorstep to doorstep. We must blend all 
these elements' to make sure a· traveler moves smoothly and quickly through 
his entire journey, not just wh.en he is. en route aloft. The FAA is 
determined to enlist the aid of everyone -including you ladies -- to help 
aviation meet and conquer t he challenges and opportunities that lie upward 
and onward. 
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speak , on to che grand concour::H::: 11 the mct i n conco·x .,::se area,, ard 

out the south concourse " and dotm abo-..::t the en t.r,t:!Ce to t ~~e 

restaurant 0 and on to the feede:-::- gt1 t es _. t::1~ t is 1 the c:cea uhe:.:e 

we call the jet ga~eso These :_j_ ttl~ 

built here on thiG ::;ide o :l: th2 iield ,i yo u. c~an r;ee t.he f uelin9 

plumbing thereJ and t.hen these }.it t Y_e s t :r.~ctur~s wi2. l contain 

handlers " ano so on., 

So we aria roughly iihe :•:e 1•01.1 migh'.: be before boardingo 

we will take you ove:;: to the try=be:coze~-you-buy .Jrec1., There 

we built a mockup of all of the eni.:ryways i nt.o all o f t he 

currently operating ai:ccxaft. 0 in orde 1: to try this concept:, 

and this particular design ,. again3i: a mockedup ent.~:y int o a 

oc ... a,, Viscountc even a B:citania ., I thi.r,k yo:J. have there: all 

of the ones likely to use this Airport 0 and that will give you 

an example of how the walkway there extends and f :~ts i Lto 

each of the entryways on all the airc~afto 

Then" I believee- Ward 0 you have bua transportation 
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back into town from ther~~ 

I think at. this point we ou,;J'ht to just make very 

hriaf m .. muning up r,emarka here., and th~n have queetion and 

answer periodu because this is intended to be one of our 

regular periodic press conferences o 

You will note that a great deal of work remains to 

be done on the Terminal~ You will also note that the runways ~ 

except for the lighting and some oth~r iinisbing touches 0 are 

pretty well finishedo You also seeQ as you see whenever you 

build a house 0 or an apartment building 0 or any othor structure y 

the groups of contractors and subcontractors and individual 

workmen all working tc finish a structure that has been 

planned for twelve years and under way for four years ~ come 

Septembero 

The whole picture is attempted to be laid out in 

this packet that you were given by Bill Swatek and Fred 

Pelzman<; and I am sure you will have some questions about 

these statisticsu and we will be glad to field . them for you .. 

Before going on 9 I would like to reintroduce to 

some of you11 and introduce for the first time to others 11 

Mre Ward Hobs 0 who is the Directo~ and General Manager of both 

the Washington Hational Airport and this Airport 0 and then 

the Manager of this Airport when it becomes operational v 

Bill Cullinan,, who is at the end of the room here.. Bill is a 

career airport engineer in the CM=FAA 0 having previously had 



eh'J)erience with the eazly days of Idlewild and other 1qew Yoi:k 

airports,, 

In addition0 we have with us today some of those 

with whom we have been working on this job0 in particular for 

the Prime Contractor c· the Engineer .1\nunann and Whitn-?Yo 

Mro Rich&rd Huber£' who is right here in the center .. 

vie aJ.so have from Eezo Saari.nen Associa tesq the ma n 

on t11e job here o nr" I~ent Coop~ru ~md we huve from one of t.he 

principal construction contrac'i:ors ,. Bud Humphrey ,, of Humphrey 

and Harding~ 

The eng:i.neer fo~ the FAA t:ho htln had the cont i nuing 

responsibility £01.· che last ~- what, Dick? 

HR... DATE : Year and four l:.Oll ths ., 

Now they huve aoscciates her,2 who will help t:hern 

answer questions 0 who ha:va been workin;1 with them on t he 

development of this very complicated and (I I think., unprecedented 

Airporto 

You were brought. out \.Ulder c·he tour guidance of 

Hans Omenitsch of the Bureau of National Capital Airports
0 

who 

has the task of articulating and e)tplaining this whole 

enterprise to those \Jllo hava a right to see it b~fore its first 

birthday,, 

Well 0 with that background 0 I wot,ld like to throw 

it open to questionso 
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QUESTION: Are you going to make that October date? 

That is tl1e obvious question"' 

MR.,, HAL}\BY: We 11 --

QUESTION: Maybe Mr. Humphrey would like to answe~ 

that .. 

?~~
0 

Hi-\LABY: Well~ letes put it this wayo This 

Airport has had a long history,, and it is a complicated 

enterprise, and you noticed ~ in setting up those magnificen~ 

windows .; which are called curtain walhl u you have an int:ric,!!te 

and unique construction problem. 

I have been saying since I c.:irne into o :cfice t hat 

the Airport opening W:lS underestimated and the cost was 

underestimated " 

Last year~ I got three experts in from ~1ew York 1, 

Chicago ; Los Angeles, and they said it could be opened this 

Fallo but that it would cost. another $ 25 millions to ope n it,. 

even without hangars ,. nnd so we went to Congress u got t hat. 

money r and ! thin1t I have fairly consistently said t hat it 

would be operational this Fall o and t ~ is is what we and t he 

airlines intend.., 

In order to do this ,, we· have set ourselves a date 

of October 1
0 

1962 :, and we have a contract with the Corbetta 

Construction Company., who are preparing that tower and have 

all that scaffolding around the tower, to meet that date J. a nd 

we have a contract with Mr~ Humphrey and his firm of 
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Humphrey and Harding which originally called for completion 

August lst 0 and we haveu by formal action 0 extended his 

completion date to October 1st$ 

There is a clause in the contract ~,;hich , requires the 

payment of $5000 par day beyond that date,. There are ' factors, 

as you can see 0 in going there and looking 0 that may make the 

full completion of the const:cuction portion of the Terminal 

open to question" but I thin}:. Mr .. Humphr~y is quite prepared to 

state his position on tl1iz, and we are i:rot:king intensively · 

with him., The Architt:}ct-Enginear" the architects ~ in t:cying 

to break whatever bottlenecks a~isea> 

Bud., would you like to commc.?nt. on this'? 

HR .. I·HJMFHREY: \-Jell{1 aa you all know0 this is a 

beautiful building 0 and it is intended t.o be here for a good 

many decadeso For matte~s of e~-p~di~ncy~ I think we are ~11 

agreed that we should notrocri.fice quality in workmanship ., or 

substitute um,10rthy mat.,3rials for purpose of e:::pediency" 

Mr~ Halaby has talked about the building being operational on 

the 1st of October. To this end!/ we are all cooperating with 

each other1: and we believe that date can he met on an operational 

I would ouspect that ne:-ct Fal.1 0 if you inspect the 

building 0 you will see a lot of voids that would lead you to 

believe that we are not coropleten and perhaps in every instance<") 

we wont be completeo but these voidsg perhaps; will be tenant 
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spaces that have not been leaaed 0 ·tenant spaces in which t he 

tenant does not have the same urgency that Mro Halaby has 0 

and those spaces will not be complete~ 

There may be architectural specialties that are 
_ .... , 

purposely held upo Fixtures and adjustments to be made -that 

are best made after substantial completiono I anticipate 

that we will be on this job far beyond October l a Just the 

balancing of the air conditioning does not happen until next 

air conditioning season 0 after tenant occupancy and tenant 

changes o There are numerous items in that category~ but we 

are striving for the October 1 operational da tea 

MRo HALABY: Do you want to pursue t ha~ a ny further? 

QUESTIOlsl : Yes ,j do you expect to have t he f i x ed-base 

operations going when the Terminal officially opens? 

MR
0 

HALABY: The question is /7 do we expect t o have 

the fixed-base operations going when ~he t e rmi nal become s 

operational this Fall? The answer is no 0 t ha t we a re o ffering 

for bid on a competitive basis very shortly - - wha t date 0 

Mr ., Hobs? 

.MR.. HOBS: This very week.,, 

MRo HALABY: This week0 to f ixed-base operat ors 

who wish to come in and obtain the concession~ We are 

offering that this we0k. We do not believe they will be in 

here and operating the day the Airport is dedicated to 

operations ... 



8 

Qli'ESTION: Can you say approximately when they will 

be? 

r-tRo HOBS: I do not think we cane at this time" 

There are so many ramifications involved in i~~ I do not 

think that we can say n definite datev 

QUESTIOH: Mro Halaby 11 I note in the fact sheet 

here that it will be a sole based opexator 

t•1Ro I-L'.l\LABY: Be what? 

Qt.IBS~'IOrl: That there wou1-d be .n. sole fixed-base 

operator,., I was wondering if thio was in cont.1.-adiction wi t h 

your stand in regard i:o Log..in,, or w~'tether the rub there 1;Ja o 

that the contract war; negotiated, ~&lt.her than it :i.s o n 

Pc:::.ge 12 11 I think,, o:c is -~ or ,._,,hei::ber the rub in the case of 

Logan t-.ras th3.t the contract t'<-as negotiated rath;;~ than let 

open for bid? 

Hl1o HALABY: I nm looking :!:oz w11ere ii: s~ys that ,, 

beciluse if it says what yotl say it dot:::se1 it is wl:ong,, It says 

one buse operator uill be selected by the Fll"4°'1.-

QUESTIOi!l: One base operatoi.· will be selected by 

the Fl.A as an agenta 

i,m., ID\LJ\EY: Wellu that is riot correct0 It will be 

compet:i.tive 0 multiple operators. 

QUESTION: It will be multiple operators? 

MR .. HALABY: Yes6 

QUESTIOM: That i~ t·,hat I 1,•,as wondering., 
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HR., HALABY: I think in the urgency of getting 

something for you gents to look at(, t.}10 re aze one or two 

problems I have uith this statement,. and tha t is ~ I think 1, 

probably the most zeY."ious rnios-ta'i:ement in it ❖ But 90 pe:ccent 

: ) 

of it is correct~ That is incorrect ., and in factl, as ~,ou 

know,, I havt.? been strictly con3t-.ruing ,3.nd enforcing the 

Anti-Monopoly p:1:-o'l1 inionz in the Federal ;.\i:rpo:!::t Act . and the 

Surplus Property Disposal Act ., which rcernire that there be no 

discrimi.nntion in the use of airpo:cts tl1c1 i:: Fedezal funds have 

announced that there had b2en subot:uni:iul agreer:1ent :r:Gached 

and t.he gentleman gt:1ve him a list. of all the carrie:i:-s t.h::;. t 

For. example! BOAC is autho:cized to operate in here ) 

... 
and th-ay had :1ot,. as r uno~rstand i\: , Hr .. Hobs ,1- been in these 
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negotiationsu but they have indic.:.ted ~n intexestt: z.nd We 

auth.orize6 interniiil tional car.:::i.er, \·Jill be coming around and 

either sigrd.ng t.hi!3 letter of c19reement v1hicl1 v1e believe \-Jill 

be sign~d Dhortly by the domerJtic ca:c~iers ., or if they prefer 

wcv.1d. 1:ecp it uncie :;~ cont. :r.,:>l., to yot~:.:- c;at.iofacticn? 

The que~,u .. on J.,J 0. de '1:10 have c::.n agreement 

wit11 the count:'/? 

Loudoun a11cl i':.1:i.:r.fa:i-t th:i.G b2ing 10 , 000 acg~s, it is in 

zestrici::iono :; in ac1ditior1 to the ver:y lc.1rg2 umount of pi·opr~rty 

we ot:1n" on t.h(~ upp~<.md1~z(I and on UM G)~ it3 i:xom the Z\.m.t~ys. 

Could you desc~:ib2 the. natu1:e of that untler.Jtanding 

at this point ~ Ward? 

We hc1ve been nwc~i:iug with Loudoun County 

and !.<'airf~x psople almost on a rri0nthly basiG:1 and we feel that 

they concur with u~ th ;;?.t there is u nacez~ity to seriously 

control and zon-2 th2,J~ areas :, and as of t11is momont 0 we feel 
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we have their :fu1.1 cooperation in this .. 

QUES'l1ION: nave you got anytbing on paper? 

£-it;~,. HOBS: What "-rc.s the question? 

QUESTIOH: Have you got anything on paper? 

1 do not kl'low that they could lawfully 

make a contract to zon:e .. I think that is a public action of 

the zoning authorities in tho::;e counti:..~o., X think what we clo 

have is a 1,ind of understanding!' •,;1hich of course they, being 

elected ofiicials" 1,1cty follotJ or not 1 deper..ding •:ln the public 

sentim2nt,. This is a f.'ecle:.::al Ait·pol.·t in the Sta t e cf Virginia . 

on two counties .. 

QUEf.~•rroN: I thin1-: t.11.e ::t:oot of tbis quE:ution is d oes 

Flu'\ have any racommendai:ions to of:c0T,, spccif.:i_ca].ly ,, in this 

zorling , and if. so 0 what? 

it is practicable~ is to buy enou9l1 land for ~tour airport& 

in a location th<A-t will g-ive yon controllec landing and takeoff\, 

so that the~·e do not need to oo ,:my a:::-t:i.iicial arrangements to 

reduce noist~ and other irritable aspecte of normal airline 

operations"' . And that is what -v,,as done here ➔ 

The location is considered by some remote., I suppose 

if we look bc:1c.k from 1975s- this will }:,e in the centex 0£ the 

rnetL"opolitan area, but it ~Jas considered ren10t0 0 and that is 

one of the reasons why we have had to have the high-speed 
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acceso hight:my., 

to this subject 0 and in about cen <1cayn c we wi.11 l'>e announc ing 

some add itioni:ll p:r.act:Lc~ wH:h r2~p0ci.: t o ai:cpo ~tz al l a r ound 

the country that w_-::: thir.k '-'!OUJ.d b "" -

Pan Ame:r.ic.:ln? 

individual c~:r:1:ie r n.?got i u\.".o:ca ., 

I referxed to them n s glaclia t cx"'.. 1. r ;O\l t h ink of t h em £, S 

four days of the sesz:i.on3 ,, n man fa:om OOr.C sat in on t h e 

negotiations .. 

Did a Pan Amaricam man sit t h:rough the entire 

negotiations'? 

negoti.&ting committee, o n t-1hich Pan American and BOAC 
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wel:e representede but the actual nail hammering down was done 

with a subcommittee or thre~,:, one representing each sized 

carrier~ on~ the major ca:rrier" on;;.: the intermediate.: and one 

the small carrier .... 

HR, Hf.\LABY: Yeo a the lette:,: of int<.~nt!' which is t h~ 

legal document (! har; gone to Pa::1 lHn and DOAC as of May 8th ,, and 

we believe they will be signi.ng ~3 wi.D. th~ others on the 

terms agreed by Mr, Hohs tlich the 11egotinti11g committee ., 

QU~STIOH: Is th·?:a:e any reason l.:o believe that th0y 

would act differently tha1, the dorncsU.c ca:r.:ciei: 9? 

MR., HAL~.DY: I:10il9 t.ha t I 1:..not-J of ., and I do not 

think we vJould let them be given cny prc f ,~:cn 1d por;:ii:ion ., 

Air France,, and Luft.}mn:Ju? 

f<iR,, F..ALi:\}3Y: As fa:-:- as I 1:no:::!. th0y c1::-e not. d~}ttLO: : f.zec 

to operate in thh, area,. Just BOAC .. 

QUESTION: r,1r., Halaby ., \·ih.:lt i:3 the :i:ui:u;.:-e of 

Washin9ton 1!-iational? 

l-1:Ro 1-li\LAEY: ,--1el.l~ the puhli:: will decide t.hai:. , 

and in this ,:Jay: we nnticipate no change in the jet 

restriction~ at this tirne " and thereforei jet operations wil ~­

naturally corn0 to this i\irport¥ for uhich it was designed ~ 

authorized by Congress : and funded by the Nation's taxpayerso 

Secondly
0 

with thooe jets~ many of wl'1ich jet f l ights 

will come over from Friendshipt you ,,,D.1 naturally have feeder 
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flights to f20d the long-:cc1r.ge operations,. so \:l'<!! would gu~ss 

would come over here., 

operate in and out of '1:ho~:e wi:~1 continue tc do so., 

It is the t:o-called b:d.efcarz.2 t:i:afiic. the man w:10 

comes clo":111 to Hnshingi:on for i.:'h0 day, ; ,;(l think wi.ll co11tinua 

to flot-1 tn:co.19:h ;iashin(JtOi\ i ::-at.:i.ona 1 AiY.po:-:t., 

How we cannot i:ell yot1 hO\cl m::.ny ope~atio11s there will 

airlines will anticipzit0 •.-1,m.t the pnbJ.j.c t1ani: r, and 'i.:hey t·JilJ. 

adjust thei.i: scl1cdules accor,.:LLnuJ.y., 

600 we~e scheduled a:i.:clin•~ opa:;.:ntions; sclx::duJ.ed airl.il1e 

H0 do not. lmm:1 hm:J rrany wiJ.1 mow: out here, but ':la • 

think the public derr.und might cauze about '7,2 of the El!!ctra u 

Vir;count., DC-3~ 'i:'-27 O~?e:r:ations out here 3 and then a fairly 

large percentage of the jet sc1'1edules into this region wouJ.o 

come in hereQ but again,. the public ., through tne airlines 11 

will decide how many~ 

So ~;7e have to wake an educated g\iess 11 which we have 
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done in setting the level oi op0rntionG h0roo 

operatiot1s he:ce a:ce going to be subje;::t. i.:o public dern~nd ~nd 

with 35 cents at. :t:cile-wi.ld 0 15 c c::ntn 

QtJ"ESTION: i:Jc-uld you T.epeat the £igures'? 

MRv HALABY: Ther~ is also a pr~mium being paid 

will tvant to ger1erat.o a loi:. of t:rc1:f:fic throu0h i\e:ce II and the 

public 0 I think.i once the dynamism of this whole complex gei::s 

going J \·Jill 'lJant co fly in and out of here {J ancl of coux·c;e ; if 

i11term.1tion,;;\l tran.:ic greatly increa:;es -·- and of course., 
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ons additional flight would be a ioo percent increase there 

-- thio would have a major contribution,. 

QUESTIOU: How much uould it be for a fully loaded 

jet to land hereQ at. 42 cents per thousand pounds _ _,, appro:"ima.tely? 

MRo HALABY: About $70 .. 

QUES'l'IOli!: For each landing? 

MR .. HALABY: This would be maybe,. oh (/ $18 mo:ce 

than ~t Idlewildo 

QUSSTIOH: Will this t!2 cent figure make Dulles the 

moot expennive landing field in th:'1 States? 

tha safeot and the most. convenient, and th-a mos -i; beautiful 

airport, and I gues::; you do not get so!·;-:athing li~:e that f or 

QUESTION: How do you figure most convenient'? 

QUESTION: How do you figure most convenient? 

MR .. HALABY: WelJ. 11 have you 'With a handbag rushed 

from youz- taxi at X ini:o you~, airplane ~t Y r, J.at<?J.y? 

QUESTIO~!: Y0s .., 

MR. HALABY: !fit could be made more inconvenient 0 

I do not know how., 

QUESTION: r mean convenient for --

MR,. H.<)LJ\BY: Here you will walk about 175 feet ~ and 

I cannot iwagine any greater convenienceo This is the greatest 
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is ci. me:i.jor mutter of conv011ier1ce .. 

about 42 r.:inu.i::es thi:J morning" 

I thought it. ~.-1as going t.o be r;'.02.-e like an 

neglected individuals in Ar,--;c:,cica..., 

burc::iness Nbo is not ~captical ~;11ouJ.d , yc:-u knowv seek other 

employr!1ent., i\nd I have oorne GC(~ptic.ism about soma of the 

problmr::3 that are going to N.r:1.ne .~ but tne p:r:inciple in just as 

sound as ca.n bev and before ~~?0 bought 20 of th<?se at a vaxy 

substai1tial costc we have accumulated three yea.rs ox testing 

time, and in a moment_. ,_,m w:U.l take you OVel'.' to the -- what do 

you call ~~at tbing? 
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MRo HOBS: The mockupo 

MR .. HAL,¾BY: The mockup. It hz:..s had u little more 

or mockup :1 over here., When you see t'hat a you will know we 

have emplaned aYid deplaned in a simulated niarmer many hundreds 

of times., And we hnven ' 'i: £01.md any m::1 jor fl~ws in' it,. 

.M:e~ Hugh land., 

!<!ow th0 p:roble:~1s i:.:ha t will ':1ave to h.a worked out 

are tho:;e nuch as the er~z:nt. ci:1ild Wi'l.o :ceft.1s:2s -c.o get oZf t.he 

a i r.plan-? and onto thin t h ing 11 o::c the 1ovr::::ly elderly }.2dy Hh:> 

rr.ay have to have ar;;sis t.ance to go fron the airpJ.am~ int o t.he 

lounge , and that irnputient,, irrital:o le cor..ur:ut.er t.yp.;! '.J1'10 ~fcts 

up to th.a first place in line t:o get off. t!,9 airpJ.,-;.ne as soon 

as the tJhe:els touch do\·m is going to f um-2 2. little bit.q but 

:i: t'hink it would b~ better fa.E hi:r. t o fume a lii:l:lc th~i:e --

and e ven he will thin!-: so -~· t!'l~n to ':Iaik th~ mile and a half 

f.rorn the airplane in to hi~ ta::d.o 

QUESTI01'1: Has thin be011 officially named yet , and 

QU£STIO:rl: •:Nie Airport? 

MR., Hi\L~BY: The Airport cs name? 

QtJES'l'ION: Yes .. 

im., I-IAL.~BY: WeJ.1 0 let me give you the background on 

that.. We have been through this before" but I always enjoy it .. 
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Put it this way: ??resident E:isenhowera immediately 

afte:1· the late Secretary of State Dulles' passing Ci issued u 

very short proclamation., a Pre!!:identiaJ. Proclamation, tl'1at 

this should be the John Foster Dulles lnternational Airport .. 

The Congress has called it the Additional Washingto~ Airport 

at. Chantilly(/ Virginia.., 

How the latest uo:rd I have heard 011 this is from 

the home town Congrf?ssman here,, ,Joel B:::o:ihilL1 uh::> last 'l'ueodny 

stated here that he thought this oug'ht to bi-:: mi.mes:! H;ishington 
( -

the legislationc it is the Additional \la::.hingt.on Airport. at 

Chn.ntill'.'li"i. Virginia; in the h1bit.e Hou::m files(' it ir; .John 

Foster Dulles International I\irpo:r.t .. 

they did not agree with m2 ·i:.h~t the propf:r name for thiz is 

Washington International .Air:port,, which it is 11 and wo·uld.1 :i t 

it bs appropriate to dedicate the terminal to the late 

Secxetary~ s memory. 'l'her.c ,.-J~s polite interest and consider­

ation of this
0 

and I c.m told u subsequentlyt, that they opposed 

the change of the name<; 

It would be discourtGous and quite tr.oughtlazs of me 

to recommend to the President th.at he change the name over the 

objection of the Dulles family 0 and I am not going to press 

him to name it Washing"i:on International Airport 11 although I 

personally,, without any doubi: 0 feel that that is what. it is (, 
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ar..d that is what it is going to b~ · n;1m8d .. 

Uo one cc1lls it new YoYk International 

QUESTIOD: it? 

h5.mself to name ii: the Joha I-'or;.;ter Dulle:;; Inte-1:n:::d.cuti l 

ZLdditional mobile lour1ges? 

t~st article ,, and 'i"fhid1 as you can s~G ir,; c;:uitc cp2 i:ob1e .. 

There hao be8n il suggestion that Ya:r.·boro ugh <2rive it ove:i: to 

t.o include other t-iha,~led vehicles$ and H: is operating_. 

We plan to have 20 additional ·iJ.nii::s on a schedule 

that 1co1rn like this: five on October 1st. f:i:ve on 

Novamber 22nd, five on Jc.inc,;,.ry Jxd., ~ 63 .. and five on t taxch 8 ., 

QUESTION: W'.aat num.bar of flights do you 
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believe will h~ve to leave Friendship to come do\"m here? 

1 think it uill be a fait'ly large perceutage of the 

jet flights!/ bec«use t:hey ~x-e long-range,, north and sou-ch 0 

particularly to Floridaa and •:?~st and west. to Califorr.iau n.ml 

we think that they will find it mor~ convenient to operate 

through here.., but if the public does not want to buy a tic!mt 

into this tlirport on a jet~ the airlines will find out. about 

it very rapidly 0 and tl1ey \·Jill adjust 0 .:rn they do!/ m;ually, 

to that public d,?r.tand., 

QUESTION: Another subject 1, !-1~., Halaby., is there 

any progress on th:t: n2ar miss and c:o,n!-.n.micationst, tentatively!/ 

since we last m2t? 

MR .. mu.J\BY: The question is(/ ic t11erc any progress 

on the n.?a:c miss and communicntions di:i:fi.culty nince t~e laut 

met? 

! think w2 have rnade progre9a"' 1 have been out 

have had several interesting converaations 0 and all oi them 

have wound up on a friendly and hopeful note 0 and helms 

force fully assured me.r as he did this morning ,. th:\ t :1e is going 

to do t'lVeryi:hing he ean to m.~~t his cion,;racic Octob~r 1st .. 

One of the things we have bean looking out here is 

to be sure that the holding areas and the landing and approach 

patterns here are completely secure and safew and I can assure 
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you that the jet holding c:.~.:ceas will be ~.Jell to the uest,, the 

Marshall holding are.;1 ~ and tl~e 1-iurtinsbu:cg holding cn~·ea uill 

.~ndret·m traffic v and rm we hc.1ve taken th~ t. vcyy muc11 into 

account.,, 

t!e have not. h:.,d :c1n ir:,cident m1ch us the Springfield 

reports of incidentr; and ne;2r accident::; ... but one o:f the thin;·s 

that has b0,~n ver.y 1mlp:ful he;~·e has be(;n that s.11 oi t.he 

controllers nnd the pilotn ax-e coop~~ui:ing- ·-,;ez-y clos.aly in 

reporting thei~: eltitude 2ach time they :cep.-:n:i:: ~·.neir position'" 

and this l.3 a nelf.a.co:c:cecti111 tt.:i.ng,, 

I have been visiting Center~ -- ! cpent three hour~ 

Springfield incident in now s01~ving tenpora:rily in th:, 

headquarters of the Air Ti~affic Scrviccf/ in om intensive ::i tudy 

of stopgap interim mzesures before we get. t~e n~w ~ystem that 

case is befo:ce th.1 New York Regional Hf:udquarters~ and he ic 

answering the charges ths.t have been made against him with 

respect to holding these tvo aircraft at th~ same fix in the 

same altitude for sor,,e time., 

When the case is appealed., i:E he appeals it to me!' 

I will rule on ito Until then1 I can only tell you what I 
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think is the kind of philosophy this a.9.-:?ncy ought to have., 

It seems to me that th2re are three kinds of c~ses~ 

own ,; the controller is involvt:d in a zitu~tion unanticipated w 

eithes.· equipment or t~ai:f:i.c_, ct.at he cc:in:not deal ,:-1it1l., In 

that $it.uation .. he ia :cauJ.tl0sc u it is a ny:,, t{-?ffi problem_. und 

-r.1e can only fj_}-~ the syst~r,: up until tie get u modexn ., 

full-sc~le zyute m. 

simply not going to i:olin:t1te ~ny s110:::'.:cornins_is that e:nd.:i.nge:: 

negligence, carelessnesse irresponsibility 1 do not ceem to 

the cont:rollex is capable of doing the job unde r those 

difficult circumstunces~ In other worcls 0 his judgme nt a nc! 

efficiency 0 und the high level oi physical and menta l 

there is the case where we ju!Jt have to look at the r.-can c.1nd 

his recordc; and the merito o:c that individual casa ,, and maybe 

he needs to be put in a less demanding asr,;ignment 11 rr.aybe he 

need8 to be retrained 0 and this is the t-1ay we are going to 

deal with theze casesc <:1nd I hope that we can do ju:;ticP- ,, 

first to the public, and second to the individuals involved~ 



QUESTION: How long will.this individual be at 

the Air Txaffic --? 
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MR ... HAI..ABY: I would say he has been there about 

two or three weeksG' and we think he can be useful in this 

study fol:' 60 to 90 dc1ys~ !-'ir. Hughlnnd.., 

Ono other announcement is that I have decided that 

the first job for Gordon Bain who is the new .i\3sistant 

Adminiatrator for Appraisal ~ iEi that o:e loo; .. ing,: in an 

objectiv(;-:<I clinical manner e- at this whole air traffic iiett10:ck 

t-re now havc 4 to be absolutely sure t1.1at the very dedicated 

men in tbat :Jervicc , the air traffic controll,~r:1: J.ed by 

David Thonms., to be m.11·e they r1ave not overJ.ooked anyi:hi!1g ., 

and so he in (:uking a complet(;ly fre3h vj_0w ,, w:i.t.h a smn l :L 

FAA team of picked people :, to ba :111.re that t•J~ 1mven • t mi csed 

uny b~t:; on a ::;afee self-correct.inq ne '..:wcr1t with our p:cesent. 

obsolescent equipmonte 

QUESTION: Would you COtlllTIG?nt on wh~the?r or not the 

proposed high rise ap~rtrr.ents on the . l\".ier:rywood Estate pose 

any air snfety haza:i:d? 

~lRQ HAtABY: I never duck a questiony 

Let me be very candid with you.. Anything that 

:risos above the highest t:ree along the Potomac on the fs-Jay 

into Wci3hingt.on National Airport is undesirable ., from an 

aviator "s point of viewn whether he is a helicopter pilot or 

a large transpoz·t piJ.ot.. Anything that. riseo above the 
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current obstructionsc he is 11 2.gin" ,, and on that basis 0 I 

find it u11desirable t.o see a h:i.gh d.sc eipa:ctment along there., 

Secondly 0 as a cicizan(/ and no..: as an PAA Aclministz-atoz- e,, 

I think one of our priceless assets is t:1at r.x~aut:iful v~lley,1 

anc1 you came along it._, It iz tl10 r;cenic :route to the _airport~ 

It is one of the thingo thc:1t we cb~:d.nh and Jove in this areav 

11'.icw the l~gal pocition is thnt ,.:e will l ook at any 

plans for a high rioe buildj_ng i;hG:C,:?{ and if it is t:!ithin our 

cr:i.teriajf w::2 will nor. take J.ega l action. 

QUESTION: WCl'L!ld the 150 :i:e2i:: total of 350 over thE> 

riverbed be within the Cl!.'itc1·~~n.? 

MR .. H.~LABY: Well(/ t11at is a h\rpothetical qu~ct.ion.., 

I don} t quite understand how a 17-stoi:-y apartm-:Jnt can rise 

only 150 feet above the present level :1 but it may be built 

for midgets 0 on the top th~0~ floo~9 o 

So we would have to iJait uri.U.J. we got the fa.ctst 

and look at thosee 

QUESTION: Would you revi,.?W again briefly the 

intJCicacies of this curtain wall t.hat yotl men{:ioned on the 

way oul:? 

has been sweating that probl~m.; and w.c-.ybe he t-;ould 1.11ant 

Mr .. Cooper or Mr., Huber to supplement what he sayso This you 

can see,. it is a big _., big window .: and Mr .. Humphrey_.. would you 
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like to explain how difficult it is ·to get it in there
0 

and 

so on? 

i-'lR.:i HUMPHREY: Well(/ to approximate the size of 

the glass that must go into these win.dow openings
11 

I think it 

is just. short of tt,.ro acres of space thnt we roust enclose in 

those walls.. The frames you see going \.\p nms1 ar0 structural 

steel 5 to ~-,hich will be attached poxcelainizecl aluminum
0 

mullions and muttons~ in turn to receive gasl;ets into 'l::•Jhich 

tr:e glass will be plilcedo Some of theue panes a.re as much as 

18 feet longa ctnd on th~ nc:cth sideu that is equivalent to 

approximately a fiv~ story bt,ilding, and on a windy d~y, 

handl.:i.ng a piece of glass that big is going to be quite a 

problem all in itself~ 

QUESTION: Mru Humphrey 0 are you anticipating 

problems ~ or have you already had them? 

I.ffl ... HW-U?HREY: WelJ. 11 I have beE;n 

HR, HALABY: The gnestion isi/ are you anticipating 

problems~ or have you already had them? 

rm .. I-IUiclPEPJ:!Y: Woll!/ I have bean in this business all 

my life, and I guess you would not have ge11ers.l contractors 

if it ~-ere so easy that it just jumped up by itself~ 

QUESTION: Let me put the question diff<a:cently,. 

Are you now on schedule or off? 

MR. HUMPHREY: That is a difficult question to 

answer. What we are attempting to do at the present time~ in 
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coope:cation with I-1:-c .. Hcilabyc the architects and enginccrs 0 io 

to ucc.ale:-:.-ai.:.:..-? u 9:cos::i:-m~1 t:h-::. t h ,:.t:J fn11,ai1 bc11ind ·~h:rough no i:auJ.t 

of any oi ouz:s" 

Th~:re hc1vc been chang,?a ., 1Phe che.nges 1mve baen 

occuoioned i,y requests £:.::on, outoiders.,, 

I think bat:.te:c to eJ.nrn-1\a?r yom.- quezt:ir>n ~- h~ve yot, 'had aJ'lY 

t:cotiblen? Yes,, we have➔ new on<?O and dif.f(?rc•nL on-E;D "i:Very di;Il? 

and r..omc U.me:; every hc,u ;ie "' 

into it? 

I-ln .. HUBER: He handed it to me.,. 

$7,., 934~ 500., It uas let in Cfnnr.? u J. 961.., Ii: called for 

otho:i:- matters that we x-ecognizl?<l u we h.:we;: added two months to 

that , Octob~r La Ur., Hu.mphY-".::!Y feels that some more extenaion 

should b~ permitted~ l"Je have noi: poJ~r.i:~tbcd i.t at this t ime,, 

and the legal position is right whexe I saidv 

~low he and I have hc:?d several conversations,; not as 

public as this~ in the last rew dayao We have met twice in the 
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last two weeks 11 and we are going to m~et once a week with 

.?c1r., Huber.,. Hr .. Cooper, and all of those involved ,, and tog~thers 

1,,,1e axe going to drive t:his i\irport into completion., 

I think if you have no mo:r:e qu'.?Dtions that it would 

be fitting ,:,. «s we look hexe at this rnc1gnificent structure! 

to think of t:h~ man ,1ho cl~s:i.gned it 11 tecauGe it t:akes a great 

spirit and a greni: deal of coui:.J.ge i.:o concc:i.ve o:E ~'l building 

fabulous brec:kthY.oughc in the }?Ol:i.t.:i.c.:21 .:u:chi.t2cture of the 

United m:ates I h~ve c;1e:::- C<'~~mJ un~l w110n tl'1~t ric-.1.:i:i:olding 

mode:cn and fun(:tiona J.ly p2:cfect t.o:.;,:,.,. r 1.1e h~ve ever: hadJ 

Bero sa~rimm in this a.nd ot.h~~r buiJ.di.ngt:,., and tlu:ough his 

associates,~ have b~en able to prove j and this i9 l;he :dnd 

of thing that doea somE1i:hi_n!J :fa):<: 6\rnGri.ca and tl1e · :r.·~st of the 

world~, 

W2 are not just int~rcsted in .. i.ir conditioners and 

seconal tablet::; and girth of girls and .:all of th~ things thi$:.t 

we are depicted as being ir.fatuated with,. lh~ are not only 

capable of doing something beautifuJ. 0 but the test is going to 

be~ can we keep it bea1.1.tiful 0 and that is wher.e I i.:.hin1t we are 

going to need a lot of help from youo 
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We do not want a bunch of giDcrack~ gegaw11 junky 

America~ the greateat in ,1-c\merica, cind I just think t:ha.t we can .. 

and then you can take off for Washington .,, 

(Whereupon., at 11: 45 a., m,.,, th~ pre cs conference 

wae concluded.,) 


	Halaby_1962.pdf
	scan_10202025_091247587.pdf



