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Post- War Airlift: Berlin and Korea 

Dr. Matthews: Our nation's airlift capability today--in support of 

military engagements, humanitarian operations, and 

international disasters--is a result of over 50 years of 

development. When would you start the history of 

modem airlift? 

Mr. Driscoll: In 1948, following World War 11, when the Secretary of 

Defense [James V. Forrestal, 1947-19491 established the 

Military Air Transport Service [MATS]. It was 

composed of the wartime Air Transport Command and 

the Naval Air Transport service,* giving MATS 

approximately 300 to 400 transport aircraft in support of 

the DOD [Department of Defense]. 

Dr. Matthews: So MATS was "joint" initially? 

Mr. Driscoll: Yes. At its inception it was a unified command 

composed of both Air Force and naval units. The 

commander was an Air Force general and the deputy 

commander was an admiral. Larry Kuter [Air Force 

'1n order to consolidate all air transportation within the Army, General Henry A. 
"Hap" Arnold created the Air Transport Command (ATC) in June 1942. ATC 
was inactivated in May 1948 with the creation of MATS as the single manager 
of strategic airlift operations. The Navy had created its Naval Air Transport 
Service (NATS) in December 1941 to provide logistics airlift for its fleets and 
bases. Effective 1 July 1948, NATS transferred personnel and aircraft, from 
three squadrons that flew C-47s and C-S4s, to the newly established MATS. 
(SOURCE: Anything, Anywhere, Anytime: An illustrated History of the 
Military Airlij? Command, 1941-1991, Office of History, Military Airlift 
Command, 1991.) 



Col Owen: 

Lieutenant General Laurence S., Commander, MATS, 

1948-19511 was the first commander. In 1951, Lany was 

replaced by Joe Smith [Air Force Lieutenant General 

Joseph, Commander, MATS, 1951-19581, who had 

organized the Berlin ~ir l i f t*  in 1948. 

You started working for MATS at its inception? 

Mr. Driscoll: Actually, I started at MATS in 1949 as a logistician, but 

later in 1952 I was made head of the MATS Civil 

Aviation Procurement Activity monitoring the Korean 

airlift contracts and the contracts for operations at 

Roberts Field, Liberia, by Pan American World Airways; 

for Wake Island by Transocean Air Lines; and for 

Iceland by American Overseas Airlines. Primarily, 

however, the office monitored the Korean airlift 

contracts. Those contracts had been negotiated and 

entered into by the Air Materiel Command [AMC], 

which was the procurement activity of the Air Force 

located at Wright Field in Dayton, Ohio. 

'On 24 June 1948, the Soviets cut off land access to the city of Berlin. From 26 
June 1948 to 30 September 1949, the United States and its allies airlifted food, 
coal, and other supplies into the city. By the time the blockade lifted, the allies 
had flown 279,114 flights and airlifted in 2,324,257 tons of supplies, making it 
the largest airlift operation until Desert Shield in 1990. Commercial air carriers 
flew more than 600 hmtlantic flights to Ewope ia support of the allies. 
(SOURCE: Anything, Anywhere, Anytime: An Illustrated History of the 
Military AirliB Cornmad, 1941-1991, Office of History, Military Airlift 
Command, 1991; Letter, HQ MACIHO to Editor, Airplane Pilot, "Commercial 
Air Carrier Participation in the Berlin Airliff" 27 February 1979.) 



Col Owen: How many civil aircraft supported the Korean War 

initially?* 

Mr. Driscoll: There was a requirement for 60 aircraft to be maintained 

in the Korean airlift, that number being required by a JCS 

[Joint Chiefs of Staffl decision. There were between ten 

and thirteen air carriers supporting the Korean airlift, a 

UN [United Nations] operation. Initially there were two 

foreign carriers involved. One, Sabena of Belgium, was 

under contract to the Belgian government. The other, 

Canadian Pacific Air Lines, was contracted to the 

Canadian government. Both of those foreign flags pulled 

out early, and it became strictly a US air carrier 

operation. 

Dr. Matthews: How did the contract work? 

Mr. Driscoll: The air carriers were under a cost reimbursable contract, 

which was redetermined under annual review, plus a 

return on investment. The rates of that service varied 

from about $1.30 per mile for the smallest of the carriers, 

to over $2.00 per mile for the major carriers like Pan Am 

[Pan American World Airways] and TWA [Trans World 

Airlines]. Seaboard Western [Airlines], later known as 

Seaboard World, was also involved as were Transocean 

'Civil air caniers flew 2,186 missions, canying over 7,250 tons of cargo and 
more than 29,000 passengers on the United States-to-Japan shuttle. (SOURCE: 
A History of the Civil Reserve Air Fleet, by Theodore Joseph Crackel, Air Force 
History & Museum Program, 1998.) 



Col Owen: 

Air Lines and California [Airlines] Eastern, the latter a 

Part 45 carrier* as opposed to carriers that had a license 

from the Civil Aeronautics Board. They had only a 

license from the FAA [Federal Aviation Administration]. 

All camers performed excellently. The US civil airlines, 

big and small, moved passengers and cargo between 

Travis Air Force Base [(AFB), California] and Japan, and 

then the traffic moved into Korea by military aircraft. 

What about insurance arrangements for civil aircraft 

during the Korean War? 

Mr. Driscoll: During that contract operation, and following the 

activation of those 60 airplanes, the insurance company 

raised the rates on hull insurance to exorbitant levels. 

Therefore, the Air Force, using the f i s t  War Powers Act 

[1941], established an indemnity in which it insured the 

carriers against loss. In event of loss, the carriers were 

required to declare at inception either a "stated value," or 

accept market value. TWA elected a stated value on their 

aircraft of $350,000. 

Col Owen: Were any aircraft lost? 

'~efers to Part 45 of the Civil Air Regulations. Issued by the Civil Aeronautics 
Administration, a predecessor to the FAA, the regulations were effective 
1 November 1937. Part 45 carriers were commercial operators who transported 
cargo or passengers but were not certificated by the Civil Aeronautics Board. 
(SOURCE: Ned Preston, Agency Historian, Federal Aviation Administration.) 



Mr. Driscoll: Two. TWA lost an airplane in Sandspit, British 

Columbia, and at that time market value of that airplane 

was somewhere around $600,000, but they were 

restricted to the stated value of $350,000. One 

interesting point is TWA tried to invoke the Warsaw 

convention' minimum liability rule. However, that was 

denied because at that time Japan was not a high power; 

it was under occupation by the United States. Warsaw 

only applied between two high contracting powers. A 

second airplane was lost by California Eastern, which 

had elected market value. It was ditched in the Pacific 

between Honolulu and Travis. That airplane cost the 

taxpayers $675,000. Over the entire airlift MATS 

maintained records to show that the indemnification by 

the United States was cost effective. The government 

saved between five and seven million dollars vis-3-vis 

what would have had to be paid to commercial insurance 

companies for coverage. 

Dr. Matthews: Did the "60 airplane" decree remain throughout the 

conflict? 

Mr. Driscoll: For contracts during the last nine months of the Korean 

airlift, prior to the termination of hostilities in July 1953, 

the JCS finally followed MATS' advice and removed the 

'The 1929 Warsaw Convention created a standardized civil liability protocol for 
air carriers and shippers involved in the international transport of passengers, 
baggage, and cargo. (SOURCE: Office of Chief Counsel, United States 
Transportation Command.) 



requirement for 60 aircraft and adopted a requirement 

based on passengers and tons of cargo to be moved. 

Being relieved from the requirement to maintain a 

specific number of airplanes, MATS forced AMC to go 

to a competitive bid operation, which ended up at much 

lesser rates than we had been paying and increased the 

capacity of the aircraft. Carriers pulled out all those 

heavy first-class seats and put in high-density capacity 

seats. They even stripped the paint and increased the 

ACL [allowable cabin load] in a DC-4 to almost 20,000 

pounds across the Pacific, which was unheard of at the 

time. 

Dr. Matthews: How would you assess the competitive bid process? 

Mr. Driscoll: In hindsight, forcing the competitive bidding was not, in 

the long run, good for the airlines or the government. It 

actually injured some of the carriers. For example, 

Transocean, which had been one of the real stalwarts in 

the operation, suffered greatly under that competitive bid 

operation. 

Dr. Matthews: In what way? 

Mr. Driscoll: Transocean lost money, eventually leading to bankruptcy 

and the loss of that fine service in the Pacific. 



MATS and the Civil Airlines 

The Civil Reserve Air Fleet 

Col Owen: Did General Smith see the commercial airlines as allies? 

Mr. Driscoll: While Joe Smith sought cooperation between the military 

and civil carriers, he worked hard to establish the military 

as frrst and foremost. Joe did not trust the civils to 

provide good service without detailed specifications. For 

example, Joe asked us in the civil aviation division to 

prepare a detailed contract to cover the type of food, 

quantity of food, and how every operation of the civil 

carriers would be conducted in support of the military. 

MATS took its plan to AMC and told them this is what 

they will do whenever they contract with the civils. 

AMC rejected it saying they, not MATS, would 

determine how the contracts were entered into. At that 

point, we appealed to Headquarters Air Force. After 

lengthy discussions, the Air Force authorized MATS to 

enter into charter arrangements for airlift as opposed to 

contracts. So we implemented a program using a TR 

[Travel Request] and a bill of lading as the contractual 

documents. For years we worked through this charter 

arrangement. AMC protested and went all the way to the 

Secretary of Defense, who ruled that MATS was 

operating legally using a TR and a government bill of 

lading as the contractual documents. That's when we 



came up with the Form 8 as a routing document that went 

with the government fonns as the paying document. The 

MATS Form 8 is still in existence today.* 

Dr. Matthews: So MATS, under Joe Smith, established a defmite 

requirement for the civils? 

Mr. Driscoll: Yes, although he wanted to operate his military airline to 

keep his crews trained. But he recognized he would need 

to use civils in war and emergencies, and to do so, he had 

to help ensure they would be and could be responsive 

when needed. 

Dr. Matthews: What was it like getting that first CR&* [Civil Reserve 

Air Fleet] contract signed? 

'Now the Air Mobility Command Fom 8, "Civil Aircraft Certificate." See 
Appendix 1. 

*. 
After World War 11, the government and commercial airlines realiied they had 

been overly optimistic in their projections of postwar passenger traffic. By the 
end of 1947, domestic routes were operating at a loss. In addition, events during 
World War II made it clear that the military could not maintain enough airlift 
capability for its wartime requirements. In December 1950, the Committee on 
Wartime Airlift Requirements and Capabilities, known as the Douglas 
Committee for its chairman Mr. James H. Douglas, issued its 'Xeprt on 
Utilization of Airlines for Wartime Airlift and Proposals to Aid Expansion of the 
Civil Air Fleet." The committee recommended establishing a three-tiered 
reserve of four-engined transports in the civil airlines to supplement military 
airlift during times of war. The Departments of Defense and Commerce 
approved the basic concept, known as the Civil Reserve Air Fleet, in late 1951. 
President Harry S. Truman signed Executive Order 10219 establishing the 
CRAF that same year. Initially, commercial aircraft were allocated to the 
program by the Defense Air Transportation Administration of the Department of 
Commerce. The Role of Military Air Transport Service in Peace and War, (see 
page 18), published in 1960, tied peacetime and wartime requirements together, 
eliminating the need for a separate CRAF contract as airlines were required to 
commit wartime capability in order to receive peacetime business. (SOURCE: 
Anything, Anywhere, Anytime: An INustrated History of the Military Airlifl 
C o d ,  1941-1991, Office of History, Military Airlift Command, 1991; Mr. 
Edward J. Driscoll.) 



Mr. Driscoll: Secretary of the Air Force ~ o u ~ l a s *  [James H., Jr., 1957- 

19591 received a letter from Gordon Gray pirector of 

the Office of Defense Mobilization, 1957-19581, who 

was the head of emergency planning for the President. In 

the letter, Gray said that in the past we had relied on the 

Defense Production ACT to give us the authority to 

militarize the civil carriers if needed in order to operate 

the CRAF program. Gray said that that was no longer 

doable, that CRAF had to be a contract program because 

under the Defense Production Act, while we could take 

the airplane, we couldn't get the support, the crews, and 

so forth. Douglas called in the CEOs [Chief Executive 

Officers] of the airlines--Pan Am, Northwest, United, 

American--all of them, and told them we needed to get 

them into a contract. He asked the CEOs to set up a 

'James H. Douglas, Jr., was pivotal in guiding the development of civil-military 
relationships between 1940 and 1960. During World War II, Colonel Douglas 
w e d  under General C. R. Smith in the Air Transport Command. After the 
war, Smith retuned to his job as CEO of American Airlines and Douglas 
returned to his law practice representing American Airlines. In 1950 Douglas 
chaired the committee that recommended establishing the Civil Reserve Air 
Fleet. In 1958, as Deputy Under Secretary of Defense, Douglas headed the 
committee appointed by Pnsidmt Dwight D. Eisenhower to sw the use of 
military and civil capability in support of a national transportation system. 
Douglas used the committee's report, Tlu Role of Military Air Transport Service 
in Peace and War, to direct the Air Force to prepare a plan for the 
implementation of the report. See page 18. The policies and procedures set 
forth in the Air Force's implementation plan are as applicable today as they 
were in 1960. (SOURCE: Mr. Edward J. Driscoll.) 

 he Defense Production Act @PA) of 1950 is the key authority for 
government and industry joint planning. The Executive Agent for the DPA is 
the Federal Emergency Management Agency, which has the power to prioritize 
domestic industrial effort and to allocate resources. Enacted in 1950 and 
reauthorized periodically thereafter, the DPA provides important legal 
protections for the Civil Reserve Air Fleet (CRAF) and Voluntary Intermodal 
Sealift Agreement (VISA) programs. (SOURCE: Office of Chief Counsel, 
USTRANS.cOM.) 



Col Owen: 

group of three or four of their lawyers to negotiate that 

contract. Douglas appointed two other lawyers and 

myself to represent the Air Force. We met numerous 

times with our counterparts representing the civils--John 

Slate of Pan American World Airways, Howard 

Childress of American Airlines, and the representative 

from TWA--and we negotiated, negotiated, negotiated, 

and after two years of work, we finally came up with a 

contract. 

Who signed it? 

Mr. Driscoll: We had difficulty getting anyone to sign it. So we talked 

to Secretary Douglas and he said, "You know, Thomas 

[Charles S.] is now head of TWA." Thomas had been 

Secretary of the Navy [1954-19571 and Douglas had, he 

said, always wanted to give Thomas the Air Force Medal. 

So Douglas set up a ceremony and told me to have the 

contract ready and when Thomas arrived to receive the 

medal, he would get him to sign the contract. Which he 

did. Next, the Flying Tigers signed off. Those are the 

only two we ever got signed up before the publication of 

7he Role of Militaly Air Transport Service in Peace and 

war,* which tied peacetime contracting and CRAF 

together. 

 h he Rok of Military Air Trampon Senice in P w e  and War, Department of 
Defense, February 1960. (See page 18.) 



Congressional Hearings 

Col Owen: How would you characterize the MATS-civil airlines 

relationship in the post-Korean War era? 

Mr. Driscoll: Extremely bad, nearly non-existent. MATS' philosophy 

was if there was a requirement, you tried to solve it with 

military aircraft, and if you couldn't solve it with military 

aircraft, then reluctantly you went ahead and procured a 

commercial aircraft. It was during that period, from 1953 

to 1955, that the industry became agitated over the 

military's avoidance of using civil aircraft. And that's 

when Congressman Daniel [J.] Flood, [Democrat- 

Pennsylvania], on behalf of one of the trade associations 

in Washington, became very active in challenging 

MATS' policy of non-use of civil aircraft. He was a 

member of the House Appropriations Committee, which 

was chaired by Congressman George [H.] Mahon 

[Democrat-Texas]. 

Col Owen: What was Flood's modus operandi? 

Mr. Driscoll: He attempted, through the appropriations process, to 

force certain monies to be expended only for civil 

aircraft. It was during hearings in 1954 that I was sent to 

the Hill to support Secretary ~ o u ~ l a s *  during his 

testimony. On the first day, we succeeded, with the 

'under Secretary of the Air Force, March 1953 to April 1957. 



Col Owen: 

Mr. Driscoll: 

support of Mahon, in fending off mood. Flood, however, 

insisted that he didn't want "just" Mr. Ed Driscoll there 

representing MATS. He insisted that General Joe Smith 

appear. Mahon eventually agreed, and so it became 

Secretary Douglas, General Joe Smith, and myself 

fielding the questions. 

Flood, who had been an actor--he had a handlebar 

mustache--was a cunning opponent. His whole purpose 

in getting Joe Smith before the committee was to 

embarrass him. He started out the session by stating he 

had asked MATS for information, and Smith's people 

had sent him a ton of it, figuring he'd never get through 

it. He went on to say that he did get through it and he 

wanted to know why Smith classified as top secret 

modifications to the aircraft galleys. Flood then held up 

documents and photographs of the galleys stamped "Top 

Secret" and demanded that Smith declassify them. 

What did your commander say? 

Smith said something like, "I didn't classify them, and I 

won't declassify them I have no authority to do so." 

They argued on and on. This combative interchange, for 

the first time, exposed MATS as running an airline. 

MATS had established passenger service throughout the 

Atlantic and the Pacific. In the Atlantic, it was called the 

"Blue Plate Special," which operated between Andrews 



AFB [Maryland] and Paris Fiance] with full galley and 

cocktail service. Flood actually displayed the MATS 

cocktail napkins before the committee. It became 

apparent to all in attendance that MATS had made 

running a commercial airline, instead of preparing for 

war, its primary mission. 

Dr. Matthews: Why did MATS try to make itself a commercial airline'! 

Mr. Driscoll: The whole argument, from MATS' standpoint, was 

training crews and keeping them trained for war. War 

readiness, MATS concluded, required crews to fly four 

and one-half hours per day. Since there was not enough 

cargo being generated to fill that training requirement, 

the military needed to move pax [passengers], too. But 

the fallacy of this logic was every time the military was 

faced with an emergency, they turned to the civils for 

help. Take Project Yellow ~acket* as an example. When 

the Chinese attacked Formosa and threatened to take over 

outlying islands, the United States had to deliver 

parachutes to Formosa to use to drop supplies to those 

islands. The United States didn't want to use military 

aircraft to do that. For political reasons they wanted the 

'1n August 1958, Communist China threatened to invade the Chinese 
Nationalist-held islands of Quemoy and Matsu in the Straits of Formosa and 
possibly Taiwan itself. The United States responded by airlifting a Tactical 
Composite Air Strike Force and an Air Defense Command squadron of F-104 
Starfighters to Taiwan to strengthen the position of the Taiwanese government. 
(SOURCE: Toward the Air Mobility Command: A Chronoloav of  Tanker and -. - 
~irl i fr  Events, compiled by ~ o b e r t - d e ~ .  Bnmkow, Office of History, AMC, 
1994.) 



civils to do it. We had lined up the civil carriers by 

phone for the operation even though we had no contracts 

with the civils to do so. And the civil carriers responded. 

Dr. Matthews: Another airlift following the Korean War was the 

Hungarian Airlift of 1956.* What role did civil aviation 

play? 

Mr. Driscoll: President Eisenhower [Dwight D.] appointed Tracy [S.] 

~oorhees** as the coordinator of that airlift, and he 

established a figure of 800 refugees per day to be brought 

from Munich, West Germany into McGuire [Am], New 

Jersey. The refugees then moved to Fort Dix [New 

Jersey], which is collocated with McGuire. The airlift 

was to be part military, part civil. I took my whole office 

up to Westover [AFB], Massachusetts, to coordinate the 

lift. We knew that the Munich airport would likely be 

subject to fog in the early part of January and February 

1957, so we wanted to get the airlift over with by 

December 1956. This was October. So, we increased the 

lift to a thousand refugees per day, and went ahead and 

contracted with the civils to meet that goal. When 

Voorhees found out about the increase, he was upset. He 

accused us of setting up a concentration camp at Fort Dix 

'1n November 1956, Soviet tanks crushed the briefly successful Hungarian 
Revolt in Budapest. Between December 1956 and June 1957, MATS 
transported over 10,000 Hungarian refugees. Commercial caniers under 
government contract transported an additional 4,170 refugees. 

.. 
Tracy S. Voorhees was the chairman of the President's Committee for 

Hungarian Refugee Relief, 1956-1957. 



and directed us to cut it back to 800. To do so, we had to 

cancel the contracts with the civils and rebid the whole 

process, which again caused problems on the Hill and 

with the civil carriers. 

Dr. Matthews: The antagonism between the military and civil airlines 

increased then following the Hungarian refugee lift? 

Mr. Driscoll: Yes, in 1956, 1957, and into 1958 we had increased 

difficulty utilizing the civil carriers. As I mentioned 

earlier, the military had a requirement to train at four and 

one-half hours a day per crew, and if you followed the 

four and one-half hours per day v i s -h i s  the military 

capability, there was very little unsatisfied requirements 

for civil carriers. 

Col Owen: 

Mr. Driscoll: 

Did Congress step in again? 

MATS was under pressure from the House 

Appropriations Committee and the House Armed 

Services Committee, which usually supported the 

military rather than the civils, to use more civils. So, 

General Tunner [Air Force Major General William H., 

Deputy Chief of Staff for Operations, Headquarters Air 

Force, 19571 convinced Secretary of the Air Force 

Douglas that the best thing that could be done was to 

lease military aircraft to the civils and to have them 

perform with military aircraft. Unfortunately, what he 

didn't recognize was that there were civilian aircraft 



Col Owen: 

stockpiled all around the country not being flown. I 

prepared a memorandum for Joe Smith to send to the 

Secretary that pointed out the controversy would get 

worse before it got better. The ink wasn't yet dry on that 

document when we got a notice from Chet [Chester Earl] 

Holifield. Holifield, a congressman [Democrat] from 

California and chairman of the House Committee on 

Government Operations, requested that we suspend all 

activities with regard to leasing until he could hold 

hearings in January [I9581 when Congress went back 

into session. 

As I recall, the leasing issue led Congress to do a much 

broader hearing on MATS itself. 

Mr. Driscoll: They dissected MATS from top to bottom. For nearly six 

months Congress grilled MATS at all levels, and then 

they moved up to the Secretary of the Air Force. The 

Secretary of the Air Force at that time was Dudley [C.] 

Sharp [1959-19611, Douglas having been elevated to 

Deputy Secretary of Defense. Those hearings resulted in 

twenty-two recommendations, all of which restricted the 

military to the military mission and allowed the channel 

traffic and a lot of other airlift requirements to be filled 



by the civils.* Immediately following the Holifield 

recommendations, [L.] Mendel Rivers [Democrat-South 

Carolina], who was at that time Chainnan of the Aviation 

Subcommittee [of the House Armed Services 

Committee], called additional hearings, which resulted in 

nine more recommendations. While this military 

committee was more in tune with MATS than with the 

civils, it did recognize that the civils should be given part 

of the business. As a side note, at that time Mendel 

Rivers' boyhood friend, George Tompkins, operated an 

independent carrier called Overseas National Airlines. 

 h he recommendations set the groundwork for the fmt national airlift policy 
statement. The House Committee on Government Operations directed that 
MATS focus on outsize or unusual missions, leaving the passenger and 
conventional cargo business to the commercial carriers. (SOURCE: Anything, 
Anywhere, Anytime: An Illustrated History of the Military Airliff Command, 
1941-1991, Office of History, Military Airlift Command, 1991.) For a historical 
perspective of the National Airlift Policy, sec Appendix 2. 



The Role of Military Air Transport 
Service in Peace and war* 

Dr. Matthews: Pressure was building on SECDEF [Secretary of 

Defense] to take action? 

Mr. Driscoll: Yes. President Eisenhower signed a memo to Secretary 

McElroy [Neil H., 1957-19591 directing that he conduct 

an analysis and determine what should be done. Deputy 

Secretary of Defense Douglas was the lead on that study. 

The members of the study group included the chairman 

of the Civil Aeronautics Board, the Secretary of 

Commerce, and just about all of the departments that you 

could think of. Their deliberations resulted in a report 

titled The Role of Military Air Transport Service in Peace 

and War. When it was issued, General LeMay [Air 

Force General Curtis E.], the Chief of Staff of the Air 

Force [1961-19651, took issue with it and forbade "blue 

suiters" [Air Force personnel] to have anything to do 

with it. It was then up to the Secretary to implement it. 

Gradually, through the discussion and the 

implementation phase, some in the Air Force began to 

'AS a result of the Holifield hearings, President Eisenhower directed Secretary 
of Defense McElmy to examine MATS' peacetime and wartime responsibilities. 
See Apendix 3. Completed in February 1960, The Role of Military Air 
Transport Service in Peace and War contained nine Presidentially Approved 
Courses of Action, the first national airlift policy statement, which defined the 
roles assigned to military and commercial airlift for the next 27 years. The 
Presidentially Approved Courses of Action were implemented by the Air Force 
in its report dated 1 May 1960 (See Appendix 4). and updated in 1987 by the 
National Security Directive 280. (See Appendix 5.) 



see the advantages to be gained by closer cooperation 

with the civil airlines. Up to that point, the military had 

not been able to acquire any new aircraft. In fact, there 

was a block in Congress for appropriations for aircraft. 

Getting implementation of the The Role of Military Air 

Transport Service in Peace and War program and 

assigning certain parts of the transportation business to 

the civil carriers was, the Air Force began to conclude, a 

method for removing the embargo on funds for military 

aircraft. Consequently, the Air Force prepared for 

implementation of the report. 

Dr. Matthews: Secretary Douglas relied on you for advice on civil 

aviation matters? 

Mr. Driscoll: Following my appearance before the House 

Appropriations Committee with Secretary Douglas in 

1954 through the end of the Eisenhower Administration 

in 1960, the Secretary and I maintained an excellent 

working relationship. From time to time he asked me to 

review testimony dealing with civil aviation that he was 

preparing to present to Congress, and he appointed me as 

one of three attorneys to represent the Air Force in 

negotiating a standby contract for CRAF. He also asked 

me to help draft the report that subsequently became The 

Role of Military Air Transport Service in Peace and War, 

which was approved by President Eisenhower. 



Col Owen: What specifically was your role in implementing The 

Role of Military Air Transport Service in Peace and 

War? 

Mr. Driscoll: I was involved in Course of Action Number Five, the 

"Use of Civil carriers."* It assigned business to full 

plane load, charter-type operations, and also individually 

ticketed transportation to the major international carriers 

flying scheduled routes such as TWA and Pan American. 

Additionally, it was to restrict business to only carriers 

certificated by the Civil Aeronautics Board, thereby 

eliminating the Part 45 carriers, such as California 

Eastern. Thus, the Civil Aeronautics Board could 

demand that minimum rates had to be followed for 

passengers and cargo. Initially, the Air Force opposed 

the minimum rates, but once they were reduced to a 

reasonable level--initially they weren't--then the Air 

Force supported them. Whoever offered the most 

capacity, got the business, but we proportioned it so that 

the smaller carriers could also participate. 

Dr. Matthews: MATS was supportive? 

*. 'That, with respect to services overseas and to foreign countries commercial 
augmentation airlift procurement policies and practices be adopted to meet the 
long-range Depamnent of Defense requirements, and to encourage and assist in 
sound economical growth development and maintenance. of an increased air 
cargo capability by the air transport industry." (SOURCE: Role of Military Air 
Transport Service in Peace and War, Procurement Division, Office of the 
Deputy Chief of Staff for Materiel, Headquarters MATS, 1960.) 



Mr. Driscoll: In trying to implement that program we still had 

problems with MATS, which did not follow the Air 

Force direction and was alleged to have incorrectly 

handled one of the procurements. It ended up with an 

appeal to the General Accounting Office requiring 

adjudication by Secretary Sharp. It was determined that 

MATS had lied. Subsequently, one of the individuals in 

MATS broke and admitted that he was under directions 

to lie. As a result, a colonel who directed the lie and was 

on the promotion list for brigadier general was removed 

from that list at the direction of the Secretary. The Air 

Force Chief of Staff was warned that if the colonel's 

name showed up on the list, the entire list would be 

rejected. 

Dr. Matthews: This was when Joe Kelly [Air Force General Joe W., 

Commander, MATS, 1960-19661 took command of 

MATS? 

Mr. Driscoll: Yes. He had been on a MATS familiarization tour when 

this mini-scandal unfolded. The Secretary of the Air 

Force [Sharp] had an understanding with Joe Kelly that 

either he would implement The Role of Military Air 

Transport Service in Peace and War the way it was 

supposed to be implemented or he would be replaced. 



Col Owen: 

Joe came over to me* and said, "Ed, as I understand it, 

I'm going to support you and I'll get in bed with you, but 

when you get up, I get up, too." 

And the Part 45 carriers.. . 

Mr. Driscoll: The f i s t  elimination of Part 45 carriers was on the 

international side. A year later, it was on the domestic 

side. And a year after that, it was the Alaskan carriers-- 

Alaska always being something that had to be handled 

very judiciously. Once we had the procurements under 

The Role of Military Air Transport Service in Peace and 

War moving forward, we developed a five-year program 

showing the increasing total dollars that would be 

available year by year for the civil carriers. At that time 

also, as a result of the Holifield hearings, we got the go 

ahead to establish LOGAIR and QUICKTRANS** as 

civil operations and eliminate any military operation. 

&. Driscoll served as the Special Assistant to the Assistant Secretary of the Air 
Force for Communications from 1958 to 1960, and as the Deputy Assistant 
Secretary of the Air Force for Transportation and Commu~cations from 1960- 
1963. 

.* 
QUICKTRANS was the Navy's long term airlift service contract. LOGAIR 

was the Air Force Logistics Command's US Contract Logistic Airlift Service. 



New Cooperation Between MATS 
and the Civil Airlines 

The Cuban Missile Crisis 

Dr. Matthews: By the late 1950s and early 1960s, the Air Force and civil 

airlines had established a new basis for cooperation? 

Mr. Driscoll: Yes. In fact we were able to set up a new program 

whereby the civil carriers who ordered modem turbine 

power-driven cargo equipment would get business 

preference. They were given a one-year contract with 

two successive one-year options provided they placed 

orders for the modem turbine power-driven equipment. 

All except one did. In fact, that program was so 

successful that in 1962 we had to call the industry 

together and advise them that they were not to procure 

any more aircraft on behalf of only the military. From 

that point on, their aircraft procurement had to be based 

upon the commercial requirements. Certain carriers had 

become totally dependent upon the military and, as a 

consequence, we put in a requirement that the carrier had 

to have a certain percentage of its business with 

commercial resources. We started at 25 percent and then 

moved to 35 percent, and then Secretary McNamara 

[Robert S., Secretary of Defense, 1961-19681 directed it 

to go to 45 percent. Eventually the percentage increased 

to 60-40, the rule on the books today, which helps assure 



that the carriers, if the military requirements evaporate, 

will have sufficient commercial business to continue, and 

therefore be available to the military for wartime use. 

Dr. Matthews: Since we are at 1962, tell us about the civilian air carriers 

and the Cuban Missile crisis.* 

Mr. Driscoll: In early 1962, a handful of people in the Pentagon--the 

Secretary of the Air Force [Eugene M. Zuckert, 1961- 

19651, Assistant Secretary Joe Imirie [Joseph S., 

Assistant Secretary of the Air Force (Materiel)], and 

myself included--were briefed on CINCLANT 

[Commander in Chief, US Atlantic Command] 312, a 

plan for the invasion of Cuba. The LOGAIR system was 

immediately sent into motion, moving supplies on a 

procurement basis into Florida and Guantanamo [US 

military base in Cuba]. The military C-124s, which 

supposedly had air drop capability, were found to be not 

properly configured. They had not put in the static barb 

that lets the shoots drop, so they had to be stood down to 

be modified for troop drop. As events came to a head in 

October, the CRAF program was put on alert. FAA was 

'The Cuban Missile Crisis brought the United States to the brink of nuclear war 
with the Soviet Union. In early October 1962, the United States had convincing 
evidence that the Soviets were building sites in Cuba for medium-mge and 
intermediate-range missiles capable of reaching targets in the southeast United 
States. On 22 October, President Kennedy went on national television to inform 
the nation of the risk and the steps his administration would take to meet the 
threat, including a selective naval blockade of Cuba to prevent additional 
military assistance from reaching the island. On 28 October, Soviet President 
Nii ta  Khrushchev and President Kennedy reached an agreement: Khrushchev 
would withdraw the missiles if Kennedy would pledge not to invade Cuba, and 
after a brief interval US land-based missiles would be removed from Turkey. 



Col Owen: 

advised to grant waivers, and our request to activate 

CRAF went all the way to the Secretary's desk. But he 

did not order it. 

Why? 

Mr. Driscoll: We first had to verify how many CRAF aircraft we 

would need. For the movement of two divisions to 

Germany in support of NATO [North Atlantic Treaty 

Organization], we determined that about 45 DC-8~1707s 

would be required. And rather than activate CRAF, we 

decided to request Pan American and TWA to volunteer 

their DC-8~1707s. I made the calls, and within two hours 

both carriers had promised us their airplanes. Therefore, 

the possibility of activating CRAF remained off to the 

side, but this crisis set up a requirement for the stages of 

CRAF. The Secretary directed MATS to come up with 

incremental CRAF requirements rather than requiring a 

full CRAF activation. We didn't say three stages, we just 

said stages, and MATS came up with three increments. 

Col Owen: Were there insurance issues? 

Mr. Driscoll: An airline named Saturn, which eventually merged into 

Trans America, was flying ammo into Guantanamo [Bay, 

Cuba]. All of a sudden they called saying that their 

commercial insurance had been cancelled and that they 

needed government war risk insurance. Joe Irnirie, my 

boss, said not to use civil carriers for a military mission. 



"If it's military, let the military handle it," he said. The 

military replaced Saturn. But Saturn was still willing to 

fly if they had been given war risk insurance. 

Vietnam 

Dr. Matthews: Was activation of CRAF a possibility in Vietnam? 

Mr. Driscoll: Yes, CRAF activation was threatened during the war in 

Southeast Asia. The civil aircraft had been assigned to 

the operation and they were operating a sizable number 

of aircraft, but as the war seemed to turn in favor of the 

United States and the South [Vietnam], MAC* [Military 

Airlift Command] told the civil air carriers to go home 

because it didn't need them, and they went home. Then, 
** 

as a result of the Tet Offensive, General Estes [Air 

Force General Howell M. Estes, Jr., first commander of 

MAC, 1964-19691 had to call the carriers and tell them 

he needed their aircraft back. They were reluctant at 

first, but eventually, under threat of activation, they came 

back. 

Dr. Matthews: Did they fly into harm's way? 

'MATS was renamed the Military Airlift Command on 1 January 1966. 

*. 
Tet is a traditional Vietnamese holiday that celebrates the beginning of the 

lunar New Year. During the Vietnam War, it had been customary for both sides 
to observe a cease-fue during the Tet holiday. In a surprise breach of the cease- 
fue, on 30 January 1968, at the beginning of the Tet holiday, the North 
Vietnamese and Viet Cong simultaneously attacked major cities, towns, and 
military bases throughout South Vietnam. 



Mr. Driscoll: Several carriers, including Trans America [Airlines] and 

Flying Tigers, had their aircraft damaged while under 

attack. The civils'did not question going into combat 

areas. They flew right along side their military 

counterparts. In fact, the military was reluctant to expose 

the C-5 because they feared the Galaxys would be sitting 

ducks, and civils did not object to operating in their 

place. However, the FAA inspector intheater at one point 

convinced General McKee [Air Force General William 

F.], who was then the FAA Administrator, to preclude 

night flying in Vietnam. As a result, the civil carriers and 

the Secretary of the Air Force [Harold Brown, 1965- 

19691 met with General McKee. They agreed that the 

FAA would withdraw its stance on night flying because it 

was so much safer and more effective to fly at night than 

in the daytime. The civil carriers wanted night flying 

restored, which demonstrated, I think, beyond a doubt, 

their responsiveness and reliability. 



Zsraeli Airlift and MA C's Cargo 
Enhancement Initiative 

Dr. Matthews: Were the civils equally responsive during [Operation] 

Nickel ~ ra s s?*  

Mr. Driscoll: Initially, no. The civils had operations on both sides. 

Supporting the Israelis would jeopardize their business in 

the Arab world. It was a close call. The Secretary of 
I* 

Transportation called Paul [R.] Ignatius, who headed 

the ATA [American Transport Association], and 

myselfe** to his office at five o'clock in the afternoon and 

said, "We want all the civil carriers. We have aircraft at 

Boeing that can be manned. We want them to operate 

into Israel." About a half-hour earlier, a decision had 

been made that MAC, then commanded by P. K Carlton 

[Air Force General Paul K., Commander, MAC, 1972- 

19771, would get into the fray. Following the operation, 

General Carlton, in briefing the Secretary of Defense 

[James R. Schlesinger, 1973-19751, stated there had 

never been a question concerning the responsiveness of 

'US airlift of much needed war materiel to Israel during the Yom Kippur War, 
which began on 6 October 1973. From 13 October to 14 November, MAC C-5s 
and C-141s airlifted 22,318 tons of material to Israel in 567 missions and 18,414 
hours of flying time. (SOURCE: Anything, Anywhere, Anytime: An Illustrated 
History of the Military Airlifr Command, 1941-1991, Office of History, Military 
Airlift Command, 1991.) 

.* 
Mr. Ignatius was president of the ATA from 1972 to 1984, and its chairman 

from 1985 to June 1986. 

.a. 
Mr. Driscoll served as the president of the National Air Carrier Association 

from 1967 to 2000. 



the civil carriers and their willingness to fly into combat 

Col Owen: 

Mr. Driscoll: 

areas. 

How did the civils take to MAC'S cargo enhancement 

initiative* to modify civil passenger airplanes so that they 

could be used as cargo airplanes during war? 

NACA [National Air Carrier Association] carriers at that 

time--two big ones, Trans America Airlines and World 

Airways--had procured cargo aircraft, 747s and DC-10s. 

Consequently, we, NACA, opposed the initiative. We 

said, "Look, we have invested our own money. Don't 

invest US taxpayers money for modifying other aircraft 

so that they can compete with us." We were successful, 

year after year, in stopping the Senate from appropriating 

the money. Howard Cannon [Senator Howard Walter, 

Democrat-Nevada], who headed the Aviation 

Subcommittee of the Commerce Committee and was a 

member of the Armed Services Committee, supported us 

100 percent. Eventually, however, the Senate did 

appropriate the money and MAC entered into a contract 

with Pan American World Airways for the modification 

by Boeing at a cost of about $33 million per aircraft. I 

'1n January 1973, General Carlton fmt  questioned his staff on the feasibility of 
modifying a passenger aircraft into a cargo carrier. At f ~ s t ,  civilian carriers 
were receptive to the idea, providing the government paid for the modifications. 
Congress, however, was very slow to authorize adequate funding for the 
program. Due to rising modification costs and civil carriers' reluctance to 
commit their aircraft to the program, by 1987 only 21 aircraft had been 
modified. (SOURCE: A History of the Civil Reserve Air Fleet, by Theodore 
Joseph Crackel, Air Force History & Museum hogram, 1998.) For a short 
history of NACA, see Appendix 6. 



believe there were ten of those aircraft up for 

modification. Unfortunately, for MAC and the taxpayer, 

those aircraft were lost when Pan American went 

bankrupt. One or two of them might have been saved, 

but that was all. So, overall I don't think the program 

was a success. If there had been a solid business 

requirement to modify those airplanes, the civils would 

have done it themselves. The military, saying "Let's 

modify them so that we can increase the cargo 

capability" without commercial operational requirements, 

didn't make good sense, and I don't think it really added 

to the nation's capability. 

Conclusion: The Future of CRAF 

Dr. Matthews: What worries you most about the future of CRAF? 

Mr. Driscoll: Decreasing movement requirements as we continue to 

draw down the forces and as we continue to withdraw 

forces from Europe and the Far East. It's that same old 

story. The civils need the military's peacetime business 

to guarantee their wartime commitment. GSA [General 

Services Administration] City pairs* is today an 

important peacetime hook for CRAF wartime 

commitment; the military requirements account for 

'GSA City Pairs program is a price-and-service contractual arrangement with 
CRAF carriers providing inexpensive seats for individual govenunent travelers 
on over 5,000 domestic and international commercial air routes. In this way, 
CRAF carriers are guaranteed peacetime business for their wartime commitment 
to the CRAF program. 



nearly 65 percent of the government GSA traffic. The 

CAT B* requirement (full plane charter) is the real base 

for civil response during emergencies. 

Col Owen: 

Mr. Driscoll: 

What else? 

The other thing that wonies me, as far as the CRAF is 

concerned, is foreign investment in US airlines. Some of 

the EU's [European Union's] initiatives are to eliminate 

the Fly America ~ c t , * *  allow foreign investment, and 

permit cabotage. One of their arguments is that they 

could be as responsive as the US carriers. The question 

is, will their governments permit them to support an 

-. -weration that is primarily US oriented? All we have to 

do is look at what happened in Desert ShieldIDesert 

storm*** to find the answer. To remain a world power, 

the United States must have the capability to go it alone. 

'Category B is the movement of passengers in planeload lots on commercial 
flights by Air Mobility Command (AMC). Procurement is made at AMC- 
negotiated uniform rates and services are billed at the Transportation Working 
Capital Fund tariff rate. AMC contract flights are booked by AMC passenger 
booking activities and operate between military andlor commercial airports. 
Passengers use travel orders. (SOURCE: AMC Command Data Book.) 

'. 
The ''Fly America Act" refers to the provisions enacted by section 5 of the 

International Air Transportation Fair Competitive Practices Act of 1974, which 
prohibits expenditure of appropriated funds for air services performed by non- 
US air carriers unless US air carrier service is not available. (SOURCE: Point 
Paper, MA-, "New Contract Airlift Law," 24 November 1986.) 

'.* 
Foreign flag carriers completed a relatively small number of the total 

commercial missions flown in support of the operation. In fact, an Alitalia- 
chartered African International Airlines DC-8 was the only foreign flag aircraft 
in service to the United States that flew into the area of operations during 
hostilities. (SOURCE: So Many, So Much, So Far, So Fast: United States 
Transponarion Command and Strategic Deployment for Operation Desen 
ShieldDesen Storm, James K.  Matthews and Cora J. Holt, Government Printing 
Office, 1999.) 



Those foreign nations who say "give us your peacetime 

business" cannot offer us the assurance that they will be 

there, based on prior performance, when we need them. 

Dr. Matthews: Do you have a concluding statement for us? 

Mr. Driscoll: In conclusion, I must emphasize that the US has a 

tremendous airlift capability and the nation must preserve 

it for national defense. The United States must restrict 

foreign investment and maintain the Fly America Act. 

The US cannot rely upon foreign air carriers to meet US 

requirements as was shown in the war in the Persian 

Gulf. 

Dr. Matthews: Is there any way you would recommend changing the 

current CRAF program? 

Mr. Driscoll: CRAF is a voluntary program simulated by the award of 

peacetime business. Keep peacetime business available 

and keep it for US flags. 

Dr. Matthews: Thank you Sir. 
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Appendix 2 

BACKGROUND PAPER 

SUBJECT: National Airlift Policy 1950-1998: A Historical Perspective 

DISCUSSION: 

Commercial and military air transport relationships forged during 
World War 11. 

-- Executive Order 8974, "Control of Civil Aviation" (13 
December 1941) directed the Secretary of War "to take 
possession and assume control of any civil aviation system, or 
systems, or any part thereof, to the extent necessary for the 
successful prosecution of war." 

In 1942, commercial carriers performed nearly 88 percent of air 
transport activities managed by the Air Transport Command; by 
war's end, some 19 percent. 

Routes awarded to American airlines after the war were generally the 
ones they had flown for the Air Transport Command during World 
War 11. The proliferation of airlines following the war and a soft 
market caused friction between established and newly formed airlines, 
and raised the question of the need for military airlift. 

Participation of the commercial carriers in the Berlin Airlift and 
Korean War reaffirmed their vital role in supporting the airlift 
requirements of the Department of Defense @OD). DOD 
acknowledged their importance at the same time it consolidated some 
of its air transport operations by establishing the Military Air 
Transport Service (MATS) to provide "point-to-point" or strategic 
airlift. 

In 1952, Civil Reserve Air Fleet program was instituted whereby 
commercial airplanes could augment the military airlift system during 
emergencies (first activated during Desert Shield/Storm). 

In the 1950s, great emphasis was placed on reducing government 
expenditures and the airline industry faced instability. As a result, 
role and function of military airlift debated at the national level. 
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Two reports influenced the debate: 

The presidentially-directed, but not endorsed, Air Coordinating 
Committee's Civil Air Policy report (May 1954) stated that "the 
government should, to the greatest extent practicable, adjust its 
use of air transportation so as to use existing unutilized capacity 
of the United States air carriers." It also stated that 'a 
government agency must often base its decision on factors in 
addition to business economies." 

The Hoover Commission's Report on Transportation (1955) 
recommended that "MATS should become, in fact, the real 
logistics air arm of the Department of Defense by the 
elimination of separate transport-type air activities by other 
commands, with complete responsibility to all of the services 
being integrated into the one organization." Furthermore, "the 
level of MATS' peacetime operations [should] be limited to 
that necessary to maintain the minimum war readiness of the 
command. The peacetime operations of the integrated service 
should be restricted, and realistically limited, to air 
transportation of persons and cargo carefully evaluated as to 
necessity for such transportation, and only after all forms of 
commercial carriers have handled traffic appropriate and 
properly assignable to their service." 

A series of congressional hearings also ensued, defining MATS' airlift 
operations. 

Flood hearings resulted in the House Appropriations Committee 
Report of 1956 requiring the Air Force to keep the civilian 
airlines in sound financial order. 

1957 Senate Appropriations hearings led to a directive that civil 
carriers perform 40 percent of the passenger and 20 percent of 
the cargo requirements of MATS. 

1958 House Military Affairs Subcommittee hearings (Holifield) 
limited MATS to outsize cargo, special cargo traffic, and 
technical missions ("hard-core") while it gave the DOD's 
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passenger and conventional cargo business to the commercial 
carriers. 

--- During the hearings, Air Transport Association proposed 
a national airlift program, whereby DOD would first look 
to the civil carriers to meet its wartime airlift 
requirements and then allocate the remainder to the 
military--MATS. MATS would primarily provide "hard- 
core" airlift that required transports for "outsize" or 
exceptionally heavy cargo, unusual security measures, or 
direct support of tactical combat units. 

--- Air Force maintained commercial airlift was 
complementary, not equivalent, to military airlift. 

-- During the 1959 Holifield follow-up subcommittee hearings, 
Elwood R. Quesada, head of the Federal Aviation 
Administration (FAA), proposed an "air merchant marine," 
built by government-guaranteed loans. The plan called for 
developing a new fleet of 'all-cargo transports which would 
form the commercially-operated National Air Cargo Fleet, 
effectively disestablishing the Civil Reserve Air Fleet and 
limiting military airlift to "hard-core" requirements. 

-- Defense Appropriations Act for Fiscal Year 1959 required 
DOD to use $80 million of MATS' funds for procuring 
commercial airlift, after Congress believed DOD failed to 
adhere to the 40120 provision. 

By 1960, crises in Lebanon and Taiwan as well as the promulgation of 
presidential policy resolved the debate over military airlift. 

-- Crises demonstrated the need to retain a responsive military 
airlift capability. 

-- President Eisenhower's Presidentially Approved Courses of 
Action (February 1960)--the first national airlift policy 
statement--essentially defined the roles assigned to military and 
commercial airlift for the next 27 years. 
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--- Limited MATS to the military's "hard-core" airlift 
requirements, directing MATS to reduce its regularly 
scheduled, fixed routes "consistent with assured 
commercial airlift capability at reasonable cost, and 
consistent with economical and efficient use, including 
realistic training:" 

--- Directed that commercial camers through the Civil 
Reserve Air Fleet program would augment the military's 
airlift requirements. 

--- Stipulated increased use of commercial carriers' long- 
range modem cargo aircraft. 

Required MATS to procure its commercial airlift through 
negotiation versus previous competitive bidding, which 
had proved counterproductive. 

--- Stipulated an aircraft modernization program for MATS. 

--- Requested consideration of equipping Air Force Reserve 
and Air National Guard units with transport aircraft from 
MATS' excesses to augment MATS during emergencies. 

--- Proposed joint civil-military development of a long- 
range, turbine-powered cargo aircraft as mutually 
beneficial. 

As a result, commercial airlift increased over the next several years 
from 41.4 percent of the passenger and 16.5 percent of the cargo in 
Fiscal Year 1961 to 91.9 percent aid 24 percent, respectively, by 
Fiscal Year 1968. 

- In 1963, CRAF program adopted procedures to call up CRAF assets 
in stages based upon national emergencies. 

After Vietnam, commercial carriers enlisted the support of Congress 
in the early 1970s to secure at least 50 percent of DOD's cargo 
business. Commercial contracts during the war had peaked at $690 
million but had fallen to $230 million by Fiscal Year 1976. 
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-- With the military undergoing reductions and the commercials 
already receiving on average 60 percent of DOD's passenger 
and cargo business, 89.6 percent and 25.8 percent respectively, 
the bills died in committee. 

In the 1980s commercial carriers became alarmed over the planned 
acquisitions of the C-5B, KC-10, and C-17, fearing reduced 
government business in the competitive environment of deregulation. 
Acquisitions were to meet the airlift shortfalls documented in the 
Congressionally Mandated Mobility Study (1981). 

-- In 1982, The Boeing Company offered 747s as an alternative to 
procuring new C-5 and KC-I0 aircraft. Proposal ranged from 
69 new 747-200Fs to a combination of 50 used 747s as 
freighters and 36 used 747s as cargoltanker aircraft. Offer 
sparked congressional debate and threatened C-5B funding. 

-- President Reagan successfully enjoined members of Congress 
to "agree that the Department of Defense should not be required 
to substitute commercial aircraft that do not meet our needs. 
There are no savings if what we buy will not do the job that 
needs to be done." 

Promulgation of National Security Decision Directive No. 280, 
"National Airlift Policy" (24 June 1987) redefined roles of military 
and commercial airlift, maintaining that both were "important and 
interdependent" for fulfilling mobility requirements. It provided that: 

-- Policies "be designed to strengthen and improve the organic 
airlift capability of the Department of Defense, and where 
appropriate, enhance the mobilization base of the U.S. 
commercial air carrier industry." 

-- The government "maintain in peacetime organic military airlift 
resources, manned, equipped, trained and operated to ensure the 
capability to meet approved requirements for military airlift in 
wartime, contingencies, and emergencies." Further directed the 
establishment of minimum utilization rates. 
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The DOD shall "determine which airlift requirements must 
move in military airlift.. .and which airlift requirements can be 
appropriately fulfilled by commercial air carriers." 

The commercials "will be relied upon to provide the airlift 
capability required beyond that available in the organic military 
airlift fleet." Further recognized the interdependence of 
military and commercial airlift capabilities in meeting wartime 
requirements and the need to protect the national security 
interests contained in the air carrier industry. 

During peacetime, DOD requirements for airlift augmentation 
"shall be satisfied by the procurement of airlift from' 
commercial air carriers participating in the Civil Reserve Air 
Fleet program" as long as it was suitable and responsive. 

DOD "shall establish appropriate levels for peacetime cargo 
airlift augmentation in order to promote the effectiveness of the 
Civil Reserve Air Fleet and provide training withii the military 
airlift system." 

Short-term airlift for contingency requirements could be met by 
organic as well as by air carriers who regularly provided service 
to the DOD. 

The "aviation industry be apprised by the Department of 
Defense of long-term requirements for airlift in support of 
national defense." 

-- The DOD and DOT "jointly develop policies and programs to 
increase participation of the Civil Reserve Air Fleet and 
promote the incorporation of national defense features in 
commercial aircraft." 

Government policies should support research that promotes the 
development of technologically advanced transport aircraft as 
well as related equipment. 
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U.S. aviation policy "shall be designed to strengthen the 
nation's airlift capability and where appropriate promote the 
global position of the United States aviation industry." 

- Although the airline industry did not persist in this position, it did 
propose during the drafting process that the commercials receive all of 
the DOD's passenger and cargo business in peacetime. 

- During Desert Shield/Stonn, Stage I of CRAF was activated on 16- 17 
August 1990; Stage I1 on 16 January 1991. CRAF aircraft moved 27 
percent of the cargo and 62 percent of the passengers during the 
deployment phase; 40 percent of the cargo and 84 percent of the 
passengers during the redeployment. 

- Secretary of Defense Memorandum, "Strengthening Department of 
Defense Transportation Functions," (14 February 1992) vested the 
co-der-in-chief of the United States Transportation Command 
with the authority to procure commercial transportation services and 
to activate, with Secretary of Defense approval, the CRAF, the Ready 
Reserve Force, and the Sealift Readiness Program. 

- DOD Directive 5158.4, "United States Transportation Command," 8 
January 1993. 

Reaffirmed 14 February 1992 Secretary of Defense 
Memorandum. 

- Defense Secretary of Defense Memorandum, "Policy Memorandum 
on Transportation and Traffic Management," 16 June 1994 (effective 
1 October 1994). 

Established policy that "(1) DOD shall utilize CRAF carriers to 
the maximum extent possible unless there is a documented 
negative, critical mission impact; and (2) in accordance with 
applicable law, all future acquisitions of DOD airlift services 
will require CRAF membership, if the carrier is CRAF eligible, 
as a prerequisite for award." 

Established precedence for passenger and cargo airlift, which 
became known as "Fly AMC First": Air Mobility Command 
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arranged,operated airlift; General Services Administration 
(GSA) arranged/contracted airlift on CRAF carriers; other U.S. 
CRAF carriers; DOD-approved U.S. flag carriers; non DOD- 
approved U.S. flag caniers (for individual travel); DOD- 
approved foreign caniers; and non DOD-approved carriers (for 
individual travel). 

Under Secretary of Defense Memorandum, "Transportation 
Acquisition Policy," 15 January 1998. 

-- Affirmed 'The fundamental transportation policy of the 
Department of Defense (DOD) is that DOD transportation 
requirements shall be met, to the maximum extent possible, 
through the use of commercial transportation resources." 

-- Affirmed participation in the Civil Reserve Air Fleet and 
Voluntary Intermodal Sealift Agreement programs as a 
condition for receiving DOD business. 

RECOMMENDATION 

- Informational. 

OFFICE: HQ AMCIHOMs. Betty R. Kennedy, GS-12lDSN 779-7812119 
Mar 2001 
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THE WHITE HOUSE 
WASHINGTON 

July 23, 1958 

MEMORANDUM FOR 

THE SECRETARY OF DEFENSE 

In connection with our previous discussion of the study you a r e  
to make of the military role performed by MATS in peace and 
war, I am looking forward to having your report of your find- 
ings as soon as practicable. 

While reviewing areas  where MATS may be performing trans- 
portation roles in duplication of commercial enterprises, you 
will also need, I am sure,  to see  that careful consideration is 
given to the requirement of the Military Establishment to retain 
or augment its worldwide combat mobility, with due regard to 
the attendant necessity for realistic training on a continuous 
basis, as well as the economical use in peacetime of airlift 
necessarily generated by a ready D-day force. 

Appendix 1 
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THE A1TL FORCE FRWiUn O? MPLB!EKTATIPN 
?* t h e  Residentially-Approved Courses of Action Contained i n  ?he Dspartmant 
of Defense Report "Role of the  Military A i r  Transport Service in Peace and W a r n  

1 Hsy 1960 

T Q e  measures vhich comprise the Air Poroe ? m g m  of implements- 
t i o n  of the  Assidentially-approved courses of action are stated in tbia 
docunent. Tbese are  described d e r  the course of action to a c h  they 
per ta in  ard rnnnirrized v l t h  respect t o  those vhich ulll be completed at 
of the date  of the  report, those scheduled f o r  completbn by 1 Jdly 1960, 
and the  ~ 3 a s u r e s  scheduled f o r  completion l a t e r .  

2. The objective of the Air Force I s  to acblew aodernlzation of 
the d l i t a ~ ~  s t ra teg ic  cargo f l ee t  and to sti$data both d e r d z a t i o n  
a d  expansion of the c i v i l  cargo fleet. The balance batmen dlitasy an? 
c i d  airlllt l a  b a d  to the re-statemant of uartb? airlift requimmnts  
by the  JCS each year. Both hard-cor6 civil e l lg lb le  prtio of the  
t o t a l  are calculated. A s  civ-ll carr iers  acquire modern t o r b h - p r e d  
cargo d .xxzt t  ard commit t h e m  t o  the uartime task, adjmtmsnt in WaTS 
opera- can ba made on a phased and orderly basis. bplementation 
ulll be reflected in annual bvigat submiesions f o r  modernization and 
operation of the  nrilltaxy f leet .  

3. Xdernlzat ion of the  military etra tagic  a i r l i f t  f l e e t  is recom- 
mended through the  development of an advanced c a r p  a i rcraf t  f o r  c i a  
d ndlltarg m e .  An interim modernization program is p m p s e d  to provide 
an e a r l i e r  c a p b j l i t y  in f a s t r e a c t i o n  airlift a d  to m e t  other mil i tpry  
airlllt requkementa provided rmcessarg fords are mads a m a b l e .  

k. B e  exercise of the  &taw aLrl i f t  f l e e t  ard its s ~ l p p o r t i n g  
a g J t a m  to perform tba vartira nission is  a continoing requir8u8nt. A t  
present, it i s  essent ia l  to-maintkin the UTS airrrait da i ly  n t i l l z a t i o n  
rate at  approdmstely f l ~ e  hours pe r  day. 

' 5. Subject to the mgot ia t ion of prices acceptable to the I s p a r b e n t  
of mfanse, r e a s i o n s  to c o m r c i a l  airlift pmcpremant practices pn, 
rec-rded to encourage the purchase of &ern cargo aFrcrnit  by the  
conunerclal air l3nes thew strengthePing the national alrlFlt capability. 
It should ba appreciated that the ndxr of civU aircx-aft meded bjr the 
'dlitarg in w a r t h e  great ly  exceed the mrhr d:ich can b med by t h e  
U t a r g  in peacethe.  

6. A concept f o r  the emflopant of Air Force E a a e m  and Alr Rational 
OoaOoard units In the s t r s t eg lc  airlirt role  has b e n  i o d a t e d ,  and units 
are be% equipped to perform ~msrgency &lift tasks. 

7. l'tm raasnres desorlbed in th i s  program proride f o r  an orderly 
d v v a l o p r e ~ t  of national airlift resonrcea. me t o t a l  airlift capabl l i tp  
w i l l  be increased ad both ite c i a  and milltW el-nts be 
sin fO t h o  Pationla emsrgwsq a d  nrtLms airlift needs- 
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Section 

Iv. 

C o q e  of Action &. 1 . 
Conrsa of Action &. 2 . 
C m e s  of Action R o r  3 a2d 4 . 
Course of Action No. 5 . 
Coptss of Action No. 6 . 
Coarse of Action k. 7 . 
Come of Action No. 8 . 
Course of Action No. 9 

OGher Actions . 
-ry. 
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I. Oonrse of Action k. 1: 

8 'Lhat MATS bs eqnlppsd and o p z l t e d  in prostias ta ipaw its rap- 
bill* to rvMt rpprored Hilltuy bard-corn m p r d d s  in * ganarii  nr 
.n3 in tiitnations short  of e r s l  uar, ird such o a r  Ut~f rsprbrs- 
mnta as c m m t  b ~ d t  sdequatav b;r colroerdil carriers on m s f l e c t i w  
ard tfmsly basis.' 

A. Statexant of Brd-CoTe EeqpFnmenta - Tka first s t sp  in w- 
D n t i n g  the  TRm report ia to r e - d  tDe lirlift r u w m n u  of tba 
m d  aerdces  urder c o d t i o m  of asasral usr. a d  i l s o  in e m r p s m b s  

hard-core ~qulrensnts. bsxd-core mqoFramsnt is t h a t  psrt of t b n  
A airlift requimmnts nFkh mst bo ~ e d  in mlli- aircraft. 
Zhs reicremination i s  an annnd ta& of tbe Joint  Chiais 0r:SAaif. 

1. JCS Action on Bard-Core Baqakemnts - Zhs carrent h t e -  
wnt of &U1t reqniramants, h l u l l n g  those lmLch are  bard-oom, rare 
prorfded b tb Join t  Chiefs of Staff on 15 Octobar 1959. 'Zbe rart JCS 
detaxbnstlon of tbe s e n i c e s  % m d i h e  alrl.lft n-ts i s  a ~ p s c t d  to 
ba Mde in Septanber o r  October of this par. Ihs lrm has Fuiicatad that 
its hqd-coru rupoirenents f o r  g e n e r a  uar ard W t s d  uar will incream. 
Ybetbsr t h s e  reqnire;asnts dll bo a p p m d  is mt  y e t  b u n .  

B. Eqolpplnp, of Mlltarg Plwt - Acconling t o  tbe currant JCS 
s ta tamnt  of hard-ooru a i r l i f t  ruauhwmnts d c a p s h i l i t h e  , tha p r a ~ ~ n t  
dl l tary  fleet ia adequate. ~oue;er, prssent lsck-of drFl hap- 
b U t y  rmcessitates appllcst ion of military a k l l f t  to da3. el ig ib le  
cargo n q n i r a n n b  aa mll .  ?he c d i b h t i o n  of HATS a d  EiAF capb i l l t g  
does ~t eut3nl.y s a t i s f y  total cargo needs f o r  tb, first 30 days of 
general lar. The o m a l l  shortage can be corrected b expansion of the 
c i d l  f l e e t  and xodernFaation of tb nilitary f l e e t .  T h  l a t t a r  u i3 l  be 
pointad t o d  satisfying the hard-core needs. A s  notad abovs, hmavsr, 
a ? a - a t s t e m t  of hard-core airlilt requiremsnts is anticipated. Tba 
following ma-s dl3 ba ccap lebd  6-2-90 d m  &r rulised w u t 5 m  
a i r l i f t  requir8mnb aru arai lable  fxwm the  JCS. 

1. Frograin fo r  l i r c r a f t  h n t o q  - Us* the rnv JCS r u e  
d s ,  the Air Force rill determine the s ic0 of ths rpf,ims. s t ra teg ic  txam- 
port n e o t  a d  tb size  uf tb military ucd dcil portions tberuof. 
fl-d u* nest ~t ~t brd-com r e q u i = ~ t ~  i n c ~ i n g  tba D-* 
&lrfrans rspairaasnts to s a t i s f y  o e c e s ~ a r g  sixnltsnauns sort iss.  A q  nna in-  
ing c a p b i l l t y  nnst ka in balance d t h  devsloping c i d  opMUt~. 
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a. Changes 5n the &r and t7ps of a i rcraf t  in the 
m5lita-y f l e e t  uill be reflected fmn par to par in normal progmming 
cycles a d  bod&. actions, I p  tlm maan-, the U r  Force desims tp 
hplement a n  interh progrsm fo r  re-equipping HATS (sss II B 2 belm) . 

C. Paacetime Utillzatlon Rata - In conmcticn rdth tbe 
mLng of the RbTS h n t o x y  mierrad +3 abova, vartime an3 peace- nti3i- 
zation rates ulll be develomd. Tho mace* omrat;lne rate of the HATS 
f l e e t  is direct ly related tb the ope&.tbg rate that it-pill be rsqnir8d 
t o  at tain in w a r t . h .  A deterndnation dll be made of tbs wstained varc 
t h e  rata of ut i l izat ion of drcraf t  by tgpe to perfom the vartims mission. 
7 . b  peacetima rata rd31 be s e t  accordingly, a t  a leva1 aeoessary to assure 
the capability ta surge to an3 sustain-the vartime rate. 

1. Present Rate - A t  presant it i s  essantFal to a t &  the 
dally util iaation rata of % aircraft  a t  appro+taly five (5) horn .  
This w i l l  be ravlewed periodically t4 snsrur, that it .t coonsistant w i t h  
the M8TS uartclme task. 
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11. Course of Action No. 2: 

"That the  modernization of HATS hard-core mil i tary  airlift caplbi l i ty  
be ~ d e r t a k e n  i n  a n  orderly manner consistent with other military require- 
m n t s  and i n  keepiqg with the  objectives of Course of Action No. 1." 

A. Develoment of Horlern Transmrt Aircraft. ' he  amount of $50 
million has been provided in the Air Force budget request f o r  FY 1961. 
It is planned t h a t  these funds muld be rued for  W t i a l  develoment and 
engineering costs of a modern turbine-povered csrgo a i rcraf t .  

' 

1. Determination of Aircraft Characterist ics - The specFtic 
Operational Requirement (SOR) f o r  the transport  a i rc ra f t  t o  be developed 
has been writ ten and coordinated with the  Amy. Coordination with t h e  
FAA v i t h  r e s p c t  t o  acceptabil i ty f o r  m e  of c i v i l  a i r  c s r r i e r s  has been 
undermy f o r  months and w i l l  continue as appropriate. Final  action on 
the SOR w i l l  be completed prior t o  1 July. 

B. Interim Hcdernization - The Air Force desires an in te r in  
modernization program provided additional funds and expenditure authority 
are  available. This would provide HATS v i t h  a nmber of tloff-the-shelft' 
a i r c r a f t  p r io r  t o  the  time $he SOX t ransport  becores available. 

1. ?he ~ I i F o r c e  ha? reviewed t h e  characterist ics of currently 
ava i l ib le  turbine-powered a i r c r a f t  uhich would be sui table  fo r  the  HATS 
:mission ahd provide an early replacesent f o r  the  more obsolescent U T S  
a i rc ra f t ,  compatible with the  longer range objectives i o r t h e  equipping 
of HATS. 

2. I f  an interim modernization of HATS i s  authorized the  
A i r  Force reccarnnends the  procurement of 100 off-the-shelf a i r c r a f t  in a 
mixed force of: 

a. For adapbbi l i ty  t o  Army a i r l i f t  requirements (a i r  
drop and short  f i e l d  capabil i t ies);  50 C-130E (&ended-range C-1306) 
a l rcraf t .  

b. For a f a s t  reaction capabil i ty;  50 cargo-version 
turbine-pwered a i rcraf t .  

3. A s s d n g  a 1 Cctober 1960 go-ahead, these a i rcraf t  
would 'k delivered pr ior  t o  the  end of calendar year 1963. 
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";hat lllZS mutine channel trafflo ( r u e -  a&Wsd, fjxed m t a a )  
opsratisna bs reduced on an orderly basi., canaistent dth rssorsd eosnmrdal 
rlrlitt c a w *  at ruasm%ble coat, ard consistent ulth' i c o m d k a l . 0 3  
e m l e n t  use, --&5ng rssligffc training, of the X4TS capaciw r8ad t J .q  
fms tba prcmtxlw of Course .of AcKon 60. 1.. 

.That u cmmrsnial carriers asks d a b l a  &m, econordcil long- 
rrnga urgo -raft an3 as ZPrtbsr orientation of ='IS to tb hard-core 
hrrrtion is effectad, h m o s a d  aso 8hmM be aadm (d tho aenicsa  of spch 
coararcial carrinra.. 

A. Oerrsral Consideratloxu - Tba rednctlon of HAh c U l  
trrllio operation is continge- upon tm things bajng d e t e m d .  Om i a  
tb assurd capability of cacaanFdl W n e r a  a t  acwPt.ble ard pracKctable 
prlcsa and c d t t e d  -to tho us- a i r l i f t  M. % othsr is tbe 
of chsnnl traffic t h a t  v3.U bs accmpllshed by tLa utilization of IfUl'S air- 
craft in trddq esaentFel to s ~ s c u a o n  of itb vartina a i r l i i t  a i d o n .  

1. & haprsd Cowmrcial J3rUlt C a m b i l i t ~  - The a d b  
bil l* of an bsaruad ca9mrcial cam capabFli* in m mmrgenEy i a  a gsmM 
objrctios of thLs program. Fast of-the &am& discusad &rein prt& to 
th.t goal. Lsgh la t im  and contractu8l arrangaenta being consldend are 
dascrlbsd Mow. It is ro t  poaslble to predict tba catcoma of thia p r o m  
in spsciflo term. ~mfm,  quantitative d a t a d n a t i o n  of tba uae rrhioh 
dll be aads of conmvcbl c a n i e n  in p a o e t i m  cbanndl t d i c  op ra t io ra  
is lnfeaaihle a t  this tira. Such detsidnat ion shall be in nccordanca vlth 
the follo~dngr 

a. 'Ibs IFr Porca, acKng in corcart v l th  tbs cia 
cur i s r a ,  a-d reatody carsfully the dxnt of application of c i a  
carrisra to the e t a r y  xartina tank. 'Lhis s h d d  bs dona aa SoYoxa: 

(1) b-eduaes, on a continaFng basis, tbs ma@- 
W e  of t h a  total vartLa a i r l iZ t  rsquirsraent. TXs raqulnaant should be 
mt  dth a l l  available pirliit rssmrcas, ullltrry ard civllFan. l'hb con- 
sideration fixes the 3b.a of tba ccmbinsd effort  of nllitar~ d c i a  
carders .  

(2) Ascartrkr. tb d13hgmss a d  capabill* of 
th drll opsratoxa to guarantee tb a v a i l a b i l i t ~  of rLr lUt  of tba +gpe, 
and on th, Kme. schedule reguired, particularly thst vhich i s  mi t ab le  f o r  
m&rr  scbsddllog. h v i d e d  spitrble guarantees a m  forthcodng, CLlocate 
t o  tbs c i a  o v r i a r a  pa nnch of tbo totrl ad thy cur spm,ly oomistent 
r l t b  tin prrgraph biai 'Zhis considarrtion Z l n a  t b s  upper lswl of 
a1vI.l g r t u o i p r u & .  

(3) S b x  aid .ir carr ier  avaU6blllty is mt is 
certain as  a rFUtqr force in i t a  n a p o m  to m s l r s r g s q ,  tb lir Force 
rill ident3fy tbow rsrtipa ~ps r r t ions  &I& ara of a character damanling 
tho use of n d 3 i t . q  r t l l f t .  ?ids considanKon i i r s a  th. midmum leva1 
of rdlltq pirticipation. Dpsr~tioru in prarsffon am 1 



Appendix 4 

MILITARY MR TRANSPORTATION 181 

(a) Those requir ing such quick reac t ion  aa 
t o  necess i t a t e  a fo rce  i n  continuaus s t a t e  of raadiness, such as  emergency 
pos i t ioning  of support peraonnel ard equipment i n  an t ic ipa t ion  of meximum 
e f f o r t  operations, and deployment of i d t i a l  elements of s t r a t e g i c  and 
t a c t i c a l  units. 

(b) Those requiring extensive mil i tary t r a i n i n g .  

(c )  Those of such a sens i t ive  nature es t o  
r e q u i r e  mi l i t a ry  d i sc ip l ine  and securi ty.  

b. A t  auch time a s  c i v i l  a i r  ca r r i e r s  a r e  committed 
t o  t h e  mi l i t a ry  vartime requirement on a sca le  permitting reduction i n  t h e  
N i l l t a r y  A i r  Transport Service comitment, t h e  Air Force should redefine 
t h e  vartime mission of HATS and reduce the  VATS peacetime f l i g h t  a c t i v l t y  
r a t e .  C i v i l  c a r r i e r s  should then assume a greater  port ion of t he  mi l i t a ry  
peacetime a i r  t r a f f i c  load. Under t h i s  arrangement a greater  proportion 
of FATS f l y i n g  a c t i v i t y  vould be devoted t o  the  objective of quidr  r eac t -  
i on .  Y m ,  hwever ,  m u s t  continue t o  par t ic ipa te  i n  channel t r a f f i c e ,  t o  
t h e  degree required: 

a l i v e .  
(1)  To keep the  vorldvide operating capabil i ty 

( 2 )  To u t i l i z e  gainful ly those f ly ing  hours, 
over and above t h a t  required fo r  exercises and loca l  t ra in ing ,  vhich must 
be f lovn t o  keep i t s  a c t i v i t y  r a t e  up t o  the l eve l  necessary t o  meet t h a t  
p a r t  of t h e  vart ime requirezent beyod c i v i l  capabil i ty and/or commitment. 

2. Peacetime Uti l izat ion of KATS Aircraft  - A s  described 
i n  I above, a program fo r  determination of t he  peacetime u t i l i z a t i o n  of t h e  
s t r a t e g i c  mi l l t a ry  t ranspor t  f l e e t  v i l l  be accompliehed f o l l w i n g  t h e  JCS 
re-statement of hard-core a i r l i f t  requirements. The peacetime a i r c r a f t  
u t i l i z a t i o n  r a t e ,  a s  derived from the vartime mission, v i l l b e  al located t o  
t r a i n i n g  exerc ises ,  spec i a l  missions and t o  the  extent necessary, t o  channel 
t r a f f i c  operations. The l a t t e r  a re  considered t o  be e s sen t i a l  t r a in ing  f o r  
t h e  MATS vartime mission. Consistent v i t h  t he  ava i l ab i l i t y  of funds they msy 
be reduced bu t  not below a n  e s sen t i a l  t r a in ing  leve l .  

3. h r e e  Joint  Fxcrcises - An increased par t ic ipa t ion  of 
YATS i n  l a r g e  s c a l e  Army t ra in ing  exercises is csneidered desirable. This  
i s  aubjec t  t o  t h e  a v a i l a b i l i t y  of funds for  maneuver expenses. 

B. Procedure f o r  Imolementing - While the  fac tors  vhich i n f l u -  
ence t h e  magnitude of YLTS channel t r a f f i c  o p e r a t i ~ m  are  not y e t  determined, 
t h e  A i r  f o r c e  progrhm vlll r e s u l t  i n  t h e  iq lementa t ion  of t h i s  Course of 
Action as  fol lovs:  

1. P r o ~ r a m i n e  Actions - The programing of Y ' T S  a i r c r a f t  
inventory era peacetime u t i l l z a t i o n  r a t e  a s  outlined f o r  Course of Action 
No. 1 v i l l  provide fo r  necessary t ra in ing ,  jo in t  exercises, spec ia l  missions, 
and s imi l a r  ope ra t iom i n  preparation fo r  t he  wartime task,  and v l l l  s e t  
l i d t s  t o  t h e  channel t r a f f i c  operatiom. There is no in tent ion  t o  el imin- 
a t e  HATS g loba l  rou te  operations by t h i s  procedure. 
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2. Budnat Actions - The cos t s  of c i v i l  a u p e n t a t i o n  w i l l  be 
presented i n . t h e  annual budget review. Budget ,suMssions,  based upon 
operat ional  s tud ie s  indica ted  above, nil1 co r re l a t e  econcmical use of MATS 
flying-training n i t h  c-ercial augmentation f o r  channel t r a f f i c  operat ions.  

3. Contractual Arraneements - Consideration is being given 
t o  t h e  con t r ac t ing  pract ices vfiich nould a l loca t e  m i l i t a r y  a ir l i f t  business 
t o  a i r  c a r r i e r s  vhich possess and r ake  avai lab le  modern turbine-mwered careo 

A 

t r a n s p r t  a i r c r a f t .  The implementing measures r e l a t ed  t o  cont rac tua l  
assurances a r e  presented in N below. 

C. Further  Actions - The FY 1961 e s t k t e  submitted t o  Congress 
would provide c o m e r c i a l  a i r l i f t  of 55% of t h e  passengers and 1C$ of t h e  cargo 
generated by t h e  m i l i t a r y  services. Any increase in t h e  amount of channel 
t r a f f i c  given c i v i l  c a r r i e r s  would be coumensurate n i t h  assured a i r l i f t  
c apab i l i t y  produced by modern long-range turbine-powered cargo a i r c r a f t  made 
avai lab le  a t  pr ices  acceptable t o  t h e  Department of Defense and ccmpatible 
Kith t h e  d f e c t i v e  u t i l i u t i o n  of HATS. 

1. Lepislat ive Considerations- An assured c i v i l  cargo 
capabi l i ty  per ta ins  t o  t he  responsiveness of c o m e r c i a l  a ir l i f t  t o  m i l i t a r g  
needs in emergencies as wel l  a s  in time of war. A t  present  t h e  P res iden t l s  
pover of s e i zu re  exists only "in time of war." 

a. Primary Roposa l  - The l e g i s l a t i o n  t o  be recowended 
provides t h a t ;  "In time of war or n a t i o ~ l  energency, t he  R e s i d e n t ,  through 
t h e  Secretary of Defense o r  h i s  designee, may take p s s e s s i o n  and assume 
cont ro l  of a l l  o r  part of any system of t r a n s p r t a t i o n  t o  t ranspor t  t roops,  
war material ,  and equipaent, o r  f o r  o the r  purposes r e l a t e d  t o  t he  war o r  
emergency. So far a s  necessav ,  he nay use the system t o  t h e  exclusion of 
o the r  t raff ic ."  The proposed l e g i s l a t i o n  u i Y  be s u h i t t e d  t o  t h e  Department 
of Defense l e g i s l a t i v e  s t a f f  by- 1 Ju ly  1960. This nil1 provide a u t h o r i t y  
t o  s e i ze  and operate t h e  e q d p e n t  and f a c i l i t i e s  of any air c a r r i e r  uho 
f a u s  t o  perform in time of na t ional  emergency as all as in time of w a r .  

b. Other Lepislat ion:  

a. The A i r  Force is a l s o  concerned about t h e  
au tho r i ty  t o  requi re  performance of a i r l i n e  crews and other  personnel 
necessary t o  insure  p r o p r  operation of a i r c r a f t .  No spec i f i c  proposal i s  
ready f o r  sutmission a t  t h i s  the,  but t he re  may be a need f o r  l e g i s l a t i o n  
t h a t  Kill provide fo r  a spec ia l  reserve s t a t u s  f o r  a i r l i n e  personnel who 
would be subjec t  t o  c a l l  t o  ac t ive  duty i f  t h e  s i t u a t i o n  required. There 
does not seem t o  be a need f o r  spec i a l  l e g i s l a t i o n  f o r  protect ion of  c i v i l  
a i r c r a f t  crews in so fa r  a s  t h e i r  prisoner-of-war s t a t u s  i s  concerned. They 
a r e  covered by t h e  Geneva Convention of 1949 t o  which t h e  USSR, t h e  Eas tern  
Euro~ean S a t e l l i t e s ,  and the  Peoples Republic of China a r e  s igna to r i e s .  

2. Future Contractual Considerations - A t  such t ime as 
s ign i f i can t  increases  a r e  contemplated in the channei t r a f f i c  t o  be performed 
by c i v i l  c a r r i e r s ,  t h e  A i r  Force w i l l  r ev iev  t h e  contractual obl iga t ions  of 
such c a r r i e r s  t o  insure  t h e i r  responsiveness under a l l  conditions. 
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- N. Course of Action No. 5: 

m a t ,  v l t h  reapact t o  services overseas and t o  foreign countries 
c m e r c i a l  a u p e n t a t i o n  a i r l i f t  procurement policies and practices be 
adopted t o  meet the  long-range Department of Defense requiranents, m d  
t o  encourage and a s s i s t  in sound e c o n d c a l  growth, developent and 
main temce  of an increased air cargo capabi l i ty  by the  air transport 
industry." 

A. Henotiation Procedures - Consistent with courses of ac t ion 
3 and l r ,  t h a t  part of the  t o t a l  YATS a i r  transportation requirement which 
i s  t o  be obtained through comnercial augmentation w i l l  be procured by 
negotiation procedures a s  a means of encouraging a i r  carr iers ,  as defined 
in the  ~ e d e r a l  Aviation Act of 19.58, t o  acquire modern turbine powered 
cargo a i r c r a f t ,  and t o  assure t h e i r  a v a i l a b i l i t y t o  the  Department of 
Defense in t b e  of emergency, a s  well  as in non-emergency p r i o d s  at  
prices acceptable t o  the  Department of Defense. The lue  of fom2l.b 
advertised contracts i s  not precluded, however, i f  negotiated contracts 
which a r e  in keeping with t h i s  expressed course of action prove infeasible. 

1. F-rocedure. m e  c m e r c i a l  augmentation a i r l i f t  w i l l  
be procured i n  the  fol lor ing three categories,  .in such proportions a s  
a re  in the  bes t  i n t e r e s t s  of the  Deprtment of Defense. 

a. Ccmercial a u p e n t a t i o n  t r a f f i c  in cer ta in  categories, 
which may include dependents! personnel on tmporary duty assignments, and 
cer ta in  cargo (including ordlmry mi l i t a ry  m a i l )  w i l l  be procured bg 
negotiation between the  A i r  Force and cer t i f ica ted route ca r r i e r s  f o r  
movement on r e p h r l y  scheduled comnercial f l ights .  Passenger service 
w i l l  be provided by j e t  type a i r c r a f t  unlesa .oprat ing conditions preclude 
the  use of j e t  type a i r c r a f t  and with standards pf service t o  be a t  least 
the  equivalent of t h e  c i v i l  economy class .  Passefigers will be t icketed 
and w i l l  load and leave f l i g h t s  a t  ccmmercialairports, except'where such 
f l i g h t s  norcal ly  serve mil i tary  bases. Cargo service must be provide3 
with t h e  most modem cargo a i r c r a f t  available.  Cargo i n  t h i s  category 
w i l l  norually move on way-bills between mil i tary  ports of embarkation 
in the  continental  United States and mi l i t a ry  bases outside the  continental 
United S ta tes  except where the  use of commercial a i rpor ts  is'more convenient 
t o  the  A i r  Force. 

Hhere,more than.one ca r r i e r  provides service betveen 
the  same points, t r a f f i c  w i l l  be appropriately allocated between such 
c a r r i e r s  with consideration being given, among other factors,  t o  the  
type of e q u i p e n t  being operated. A i r  ca r r i e r s  part icipating i n  - t h i s  
category of procurement must agree t o  provide appropriate crpanSl0n 
capacity in any emergency declared b y  the  Secretary of Defense. 

mis policy i s  based on the  negotiation of ra tes  
acceptable t o  t h e  Department of Defense and the  p d s e  that  t h e  air 
ca r r i e r s  will equip themselves with modern turbine p e r e d  cargo a i rc ra f t .  

b. Certain ccuunercial augmentation t r a f f i c  moving in 
p h n e  load l o t s  vill be procured by competitive negotiation in accordance 
With principles,  among others, s e t  fo r th  in t h e  folloving paragraphs. 
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A i r  orriers m k d t t i n g  pmposLb onler tEb. cstepr~ 
YIl1 bs n-d to irunlsh speclUo -8 of rircnfta deaig&ated as idnL- 
amm eamutial by tha Mr P o r n  d u i l l  bs rsqrbred, in tips of spsrgeaq u 
detaniped bj. tbr Sscrstarg ai bfenne, to m p r t  t r a t i i c  orsr tbsss 
routas o r  aaoh other motas abtbe q r ~ q c b .  Carrrisiv mnst 
assma ILs O o w m  thrt tk~ hava a d e w t e  control of the .irtrsit to bs 
mad to guarantee p a r i o ~ e  in tinvr of gnrergenq. In tbe narding CU 
contac ts  corraideration dll be givsn on a ~ f e r s n t i C l  bssis to thcim 
carrlsra offsling expansion capbill.+ in such s o s w y .  For the trans- 
portstion of pessengera prsferenee dll be glven to those carrlera offerlng 
J e t  aimraft, and for $ka t rampor ta tbn  of cargo p r s f e ~ n e s  v d l l  be girsn 
t h o %  cdrrlerS offe* B i 2 E d t  dth m a y  ~ p a b i u t y .  'Ihs ~ o n t ~ ~ d a  
x8y be l e t  for  as long as t2me-peas pariods but rag be for  om-par  psrlods 
d t h  optiom to the ~e~ to reneu for t m  succeeding om-par  periods. 
In the e s r d s e  of .mch optiow, &are 161l be Wen into account, -ng 
o t b r  factors, vhether ths cmtractor haa taksn p a i t i v s  stsps to equip 
hinseli rd th  &em -3m porered rlrcdt. 

TM Air Force nray deellne. to p l a x  mr. tb.n arm 
contract in & categoxy d t h  any OM sir carr ier  unless .11 air c u r l e m  
offering to perfom wbject to tbs apc i f i ed  ccdl t ions  a d  a t  frLt  a d  
r ea~cmhle  rates hsoe rqceived contracts. Bm dFr Force q rclthdrau .rpr 
proposed cmt rac t  frr.. this category if no a.ix c u r l a r  mtrdta a proposal 
meeting a l l  speci2iad c&tbna a d  offerlng ratsa comldarsd fair d 
reasonable by tb Nr Force. Beceipt of a contract in tbFs category dll 
ast ant i t le  the contractor to any preferential cornideration ui th r e s p c t  
to contracts f o r  rmbaepnt  psrlods. 

In mgotlating contracts v i th  this catsgoxy of 
c a d r e ,  cal?lars ulll be re-stad to st1pdLate the expusion c a p s b u t y  
arailable c m r  tb mPtas they ul.U fly If the Comrnmsnt m d s  additioPdL 
capacity. Zhs Oorernrant yill ham tb right to n t i l l s e  such additlonnl 
capacity o r  p r t i o n  tbsreof in p a c e t h a  o r  rrrrrgencg c d t i o n a .  H o m r ,  
in peacetha the carr lar  yill hava ttr, rlgtrt to re- to hvnLsh such ad- 
ditional capacity ii it & been o b n i i s e  c-tted. 

This policy i s  based on the p d s e  that the c a d e m  
vlll equlp ttsmsalvea d t h  modern tufbine mr6d 8Lfralt. 

c. Other cnmnrrcial anpmtai ion  rsqnlrementa i n  a 
qusnU+ mfficient  to a s m  adequate participation by amall bos ines~ u3.U 
bs e s q i s b s d  a s  a s e t  aaide f o r  aLr oarrlera qualilying as a d l l  bosfness. 
Carrlars vnbdtting p m p ~ a l s  mder category ulll be zsqdmd to fur- 
nish ~ p e c i f b  types of Pkcr8ft deeignated aa mhhsa a ~ n t i a l  b j  fba 
lir Force for  the t ranspr ta t lon  of pasaengen ani/or cargo. Carriers in 
this cabgory m a t  d m  agree to diwrt to o t b r  rooter in thn of a s m r g s ~ c ~  
an t b a - s 1 t r r a t l m ' ~  requ5.m. In awarding contracts to thia claas of 
clrrlsrs consideration ulll be gimn to the expansion capshillties inch 
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c u r l s r s ~ g b . r - b l * t a r r t e m i b l e t o * O o T e m i n t L r o f ~ l s r -  
ge-. ?h  adi it Lon those orhn affollng axpanalon up.MIlty In p a o r -  
tias ldll . I s o  ta o d o r e d  for e4&tlonrl brrsipsss .s i t  pmrata~ ador 
t l m  6- h~ Bet forth 3n p n g n *  b =bola. 

B. Author ib  - Contracts in tJn h t  utepr~ (a. an) 
tm ~ g u t k t e d  t to 10 U.9.C. 230b(a)(17). Contncb in tbs aewrd 
and thk.d c a t e ~ r i s r  (b & c &we) 161l be osgotiated ta 10 U.S.C. 
23&(*) (16). 
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V. Course of Action No, 6:  

"That s i n c e  t h e  development of long-range, economical turbine-pcwered 
cargo a i r c r a f t  i s  e s s e n t i a l  t o  YATS modernization end t o  long-range 
evolu t ion  -of a  ,modern civil cargo f l e e t ,  s u i t a b l e  arrangements should be 
nade f o r  defense and i ndus t ry  p a r t i c i p a t i o n  i n  t he  cos t s  of such  develop- 
ment ." 

A .  J o i n t  Funding - The m i l i t a r y / c i v i l  shar ing  of t h e  development 
cos t s  of an  advanced cargo a i r c r a f t  implies  j o i n t  funding; f i s c a l  and 
engineering cooperat ion between c i v i l  and mi l i t a ry  agencies.  A t  t h e  
p r e sez t  ti= coordinat ion of t h e  opera t iona l  spec i f i c a t i ons  1s be ing  
accomplished. 

B. J o i n t  Procurement - The A i r  Force would expect c o s t  sha r i ng  t o  be 
achieved through lover  u n i t  co s t s  due t o  t h e  procurement of t h e  same a i r - -  
c r a f t  by c i v i l  a i r  c a r r i e r s  and t h e  m i l i t a r y .  

1. Current A c t i ~ n  - Action has  been i n i t i a t e d  vhich should 
insure  cognizance of known acd fo r eca s t  c i v i l  industry requirements.  
This  a c t i o n  involves  c l o s e  acd continuing coordinat ion v i t h  FAA agencies.  
Through t h i s  channel t h e  flow cf information i s  an t i c i pa t ed  t o  be contin- 
uous u n t i l  pub l i c a t i on  of a  f i rm  development plan. I n  t h i s  way we can 
expect a  c a p a b i l i t y  t o  incorpora te  t h e  cargo a i r c r a f t  design cha rac t e r -  
i s t i c s  whenever t h e  m i l i t a r y  c a p a b i l i t i e s  of  t h e  a i r c r a f t  v i l l  no t  be 
compromised. The na ture  of t h e  problem of j o i n t  m i l i t a rg / c iv i l  p a r t i c l -  
pe t ion  d i c t a t e s  a g a i n s t  e s t ab l i sh ing  a  ccmpletion t a r g e t  da t e .  Rather ,  a  
program of continuing coordinat ion a rd  cooperat ion v i t h  FAA w i l l  b e  
f  olloved . 

2. Future A c t i m z  - A s  t he  dsvelopnent program i s  e s t ab l i shed  
and coordinat ion wi th  FAA completed, cons idara t ion  may be  given t o  shar -  
ing t h e  c o s t  of developeent.  I n  t h i s  comect ion ,  c i v i l  c a r r i e r s  may 
support f l i g h t  t e s t  and acceptance c o s t s .  Corniderat ion may b e  given t o  
shar ing  t h e  i n i t i a l  d e l i v e r i e s  a s  v e l l  a s  l a t e r  d e l i v e r i e s  t o  make unit 
cos t s  equ i t ab l e  between z i l i t e? ,  ard c i v l l  p romemen t .  As i nd i ca t ed  
above, continuing e f f o r t s  i n  thls d i r e c t i o n  a r e  ;.?cessary. 

V I .  Course of Action 110. 7z 

"That purchase l o a n  guarantee l e g i s l a t i o n ,  i f  proposed, con t a in  pr0vj.s- 
i oa s  t o  i n s u r e  t he  immediate a v a i l a b i l i t y  of cargo a i r c r a f t  covered thereby 
t o  c e e t  m l l i t a r y  a d  mobi l iza t ion  requirexents ."  

A.  Coneressional  Coq&i.&a - Guarantee l o a n  l e g i s l a t i o n  va s  i n t ro -  
duced i n  Congress t h i s  yea r .  Due t o  oppos i t ion  which developed, t h e  l eg i s -  
l a t i o n  ve s  vithdrawn. It is understood t h a t  no f u r t h e r  cons idera t ion  i s  
being g iven  t o  guarantee l o a n  l e g i s l a t i o n .  No implelcenting measures a r e  
proposed by t h e  A i r  Force a t  t h e  p r e sen t  t i c e .  
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VII. .C- of Action Elo. 8: 

Vast conaideration be & e n  to eqnl* c e r b l n  Air Porce Basam 
a ~ 3  l3.r Rational Qu8.rd Mits vi th  t f ~ ~ 1 3 ~ 0 r t  aircrrtt that  gigbt be a d -  
able  TOR ='IS excesses as aqzentation forees fo r  XUS in t h  of 
-rge=T.. 

I. Conaept fo r  Beserw Forces - A  coneapt for  fit- 
u ~ t i o n  of the AIx Easeme Forces was a p p m d  by the Secxptarp apd 
Chief of Staff on 2 Pebmam 1960. !5ia corceDt i n i i c a b s  that tba - -  - 
fu t rus  101s of the lir Base-rw Porcss ulll co&irme to inalude pmrLding 
ths IFr Porce vlth various fypes of combat ard c&t t r t  fl&q 
d t s  tha t  are ~ s e d e d  in addition to those in the a c t i w  force to -t 
overell UT Force maeetime 8 . ~ 3  v a r t b  conmdianmts. The concept 
specifically state; tha t  mStrateglc HrWt is a feasible  role^?& tbe 
A i r  h s e m  Fortes. If tba requirarent ezists, and pzwldad pmper 
equ ipan t  is available, the Jir Easeme Porcea can pxr?5.de long-mugo 
t m p o r t  onits to meet the needs of the Air Foros.1 

B. ISwippLnff fir Beserw Forces - In support of thls concept, 
the folloving spec5fic actions haw been -en, or  are being co~slderedr 

S k  (6) tact- fighter and fighter intarceptor 
anits haw been c a m r t e d  into air tiamport s@mns. !hey are eqdpped 
vith C 9 7  &raft ani an, assigned t~ HATS fo r  mbilization. 

a. Ho specificslly approved actions regatdbg further 
esuipping of dir Bsserw Forces an i t s  vith t r a n s p r t  aircraft are plaa~sd 
f o r  coxpletion in this tima psrlod. Eovevar, consideration i s  being g lwn  
t o  a fur ther  corneraion of lLRi fighter d t a  to aFr trampsrt in -nt 
force s t m t r r r e  plmmbg. Tbae plans also are considering the convenim 
of JLPB troop car r ie r  (medium) uults t o  heavy tmop carrier units as G12b 
aircraft becoma a v d a b l e  f r o m  tOs a c t i w  Air P o ~ e  iPPantorp. 
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W. Omma ef Action 3% 91 

.%t t b  Iols of CBU be re- d t h  t ha  objectirs of bsruhg 
opt3.m~~ dfec tAvams ard respormiremss of c-mi.l .irUft sen ices  b 
the 9e- of Deielw order all co&ltiona.. 

A lIsormres +cable - l'he bplenenting naaaprss tha fu 
o u W n d  in tbis lir Pores pmgran bar  directly rrpon th role of W. 
'Ihs Q1V ~mgrss  las esiabIlsfasd to iamow capob3littes and resmnsiwmse 
of c i a  -kr-uurisrs to the wrgsnuy-needs o? the amed force& I 
p W p . 3 .  makne.sa in the uurnnt  OBLP concspt is tbat  thsm &Y m 
pmrhion f o r  r partiil mobillration of the CBIP. Its uae in &a-s 
less  than g a t a d  uar is themfore d i f f i d t .  

1. N.t8red b e f l  of CBLP - 11 d d  c v r i e r r  arm glwa 
c-1 txaffio o o n h t s  in psocetiaJ over routes which tbsJ. adLd uontbm 
to flytoaedttbs.nqDiraarents ofrrartise or-rgenuy, udLithya+pma 
to provide reanonable eqansion in mch mrgsndes, ths present obsd fo r  
prrtidl mob-ation of C U P  vodld have been satiaflad. Bm future 
c o ~ e p t  of conmamidl v n t n t i o n  ,'rodld than pmrlde thrse utegoxbrr cf 
c-rcm r k u l t r  

a. lka active f leet ,  or that xbhh mold be engaged 
in contnct hading for  ths DaD for  p e w  of cum year or  longer in 
percetim an3 nmld ccntintls in MI.. 

b. Tta emrgenq wgmntation neat  coqr lwd  of the 
nody ~ssema rrhlch each cmpauy wnld be prepared t o  cont*te, rs 
rsqu.imd"in obxitbgepcies short of ganaral nu to a e c d a t a  increamd 
traffic on th8lr regular routas or to prwld.e additional Ult into w 

2. Beqmnsi~amsa of CBlP - Sea pi-eams d i e a s i o n  of 
mces~arg  i egb la t ion  a d  contracts d e r  Came of Ao.ction Nos. 3  ax^ b. 

8. M e r  8bTJaY - l'he role a d  concept o r  the CBbl ulll be 
con- n h T % e  Implamentation perLod and changed rs 
mcessarp. A reprt r a  to tbs posaibla S u h  concept wlU. b. sdbdttsd 
by 1 October 1960. 
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NATIONAL AIRLIFT POLICY 

The United States' national airlift capability is 
provided from military and comercial air carrier resources. 
The national defense airlift objective is to ensure that 
military and civil airlift resources will be able to meet defense 
mobilization and deployment requirements in support of US defense 
and foreign policies. Military and commercial resources are 
equally important and interdependent in the fulfillment of this 
national objective. 

Our basic national security strategy recognizes the 
importance of strategic lift, and the need to reduce current 
shortfalls. The broad purpose of this directive is to provide a 
framework for implementing actions in both the private and public 
sectors that will enable the US efficiently and effectively to 
meet established requirements for airlift in both peacetime and 
in the event of crisis or war. Toward this end, the following 
policy guidelines are established: 

1. United States policies shall be designed to strengthen 
and improve the organic airlift capability of  the Department 
of Defense and, where appropriate, enhance the mobilization 
base of the U.S. commercial air carrier industry. h U.S. 
commercial air carrier is an air carrier holding a 
certificate issued pursuant to section 401 of the Federal 
Aviation Act of 1958, as amended. 

2. The goal of the United States Government is to maintain 
in peacetime organic military airlift resources, manned, 
equipped, trained and operated to ensure the capability to 
meet approved requirements for military airlift in wartime, 
contingencies, and emergencies. Uinimum utilization rates 
shall be established within the Department of.tefense which 
will provide for levels of operation and training sufficient 
to realize this goal. 

The Department of Defense shall determine which airlift 
requirements must move in military airlift manned and 
operated by military crews becau~, of special military 
considerations, security, or because of limiting physical 
characteristics such as size, density, or dangerous 
properties; and which airlift requirements can be 
appropriately fulfilled by commercial air carriers. 

Full Texc of 
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4 .   he commercial air carrier industry will ba relied upon 
to provide the airlift capability required beyond that 
available in the organic military airlift fleet. It is 
therefore the policy of the United States to recognize 
the interdependence of military and civilian airlift 
capabilities in meeting wartime airlift requirements, and 
to protect those national security interests cohtained 
vithin the commercial air carrier industry. 

5.  During peacetime, Department of Defensa requirements 
for passenger and/or cargo airlift augmentation shall be 
satisfied by the procurement of airlift from commercial 
air carriers participating in the Civil Reserve Air Fleet 
program, to the extent that the Department of Defense 
determines that such airlift is suitable and responsiva to 
the military requirement. Consistent with the requirement 
to maintain the proficiency and operational readiness of 
organic military airlift, the Department of Defense shall 
establish appropriate levels for peacetime cargo airlift 
augmentation in order to promota the effectiveness of the 
Civil Reserve Air Fleet and provide training within the 
military airlift system. 

6 .  Short-term airlift capability required to meet contingency 
requirements vhich might be considered minor surges shall be 
provided by increased utilization of aircraft in the organic 
sector, as well as by the increased utilization of tha 
commercial air carriers regularly providing service to tha 
Department of Defense. 

7 .  United States Government policies should provide a framework 
for dialogue and cooperation with our national aviation 
industry. It is of particular importanca that the aviation 
industry be apprised by the Department of Defense of 
long-term requirements for airlift in support of national 
drfenre. The Department of Defense and the Department of 
Transportation shall jointly develop policies and programs 
to increase participation in the Civil Reserve Air Fleet and 
promote the incorporation of national defense features in 
commercial aircraft. Government policies should also 
support research programs which promote tha development of 
trchnologically advancrd transport aircraft and related 
aquipment . 
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8 .   he Department of Sta l' l and other appropriate agencies 

shall ensure that international agreement8 and federal 
policies and regulations governing foreign air carriers 
foster fair competition, safeguard important US economic 
rights, and protect US national security interests in 
comercia1 cargo capabilities. Such agencies should also 
promote among US friends ,and allies an appreciation of 
the importance of intercontinental airlift and other 
transportation capabilities, and work to obtain further 
commitment8 from such countries and foreign air carriers 
in support of our mutual security interests. 

9 .  United States aviation policy, b o t ~  international and 
domestic, shall be designed to strengthen the nation's 
airlift capability and where appropriate promot. the 
global position of the United States aviation industry. 

The Department of State, the Department of Defense, the 
Department of COImerCe, the Department of Transportation, the 
Federal Emergency Management Agency,'and the National Aeronautics 
and Space Administration shall provide leadership within the 
executive branch in implementing these objectives. 

This directive replaces the Presidentially approved Courses 
of Action contained in the February 1960 Department of Defense 
study, The Role of Military Air Transport Service in Peace and 
War. - 
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A Brief History of the National Air Carrier Association 

by Edward J. Driscoll 

Incorporated in January 1962 in the state of Delaware, the National Air 
Carrier Association (NACA) was established to assist its members,to serve 
the military and the public, and to obtain certification from the Civil 
Aeronautics Board and the Congress. The Association had the following 
founding members: American Flyers Airline Corporation; Capitol Airways, 
Inc.; Modem Air Transport, Inc.; Overseas National Airways; Purdue 
Aeronautics Corporation; Saturn Airways, Inc.; Southern Air Transport, 
Inc.; Trans International Airlines, Inc.; and World Airways, Inc. 

'The formation of the Association followed the enactment of the Federal 
Aviation Act of 1958 and The Role of MATS in Peace and War issued in 
February 1960. Subsequently, in May the Air Force completed an 
implementation plan of that document which the Department of Defense 
(DOD) approved the following month. 

The bylaws of the association stressed the importance of carriers being 
approved for military operations, conducting operations with the highest 
degree of safety of flight, and maintaining financial fitness. Failure to 
maintain these standards was grounds for expulsion. 

Originally, the Association had two divisions: the Trade Division and the 
Traffic Division. The Traffic Division worked with the military for 
domestic service while the Trade Division worked with Congress and 
government agencies to foster the interests of member carriers and to expand 
civil operations. The Trade Division also represented policy issues with the 
DOD and the Air Force. Contractual matters with the Military Air Transport 
Service (MATS), and later the Military Airlift Command (MAC), were 
handled by individual carriers. 

The Federal Aviation Act authorized the Civil Aeronautics Board (CAB) to 
issue operating certificates to carriers it found qualified as supplemental 
airlines. In 1962, as a result of the Public Law 87-528, the CAB issued 
Supplemental Airline Certificates to fifteen operators: AAXTCO Airlines, 
Inc.; American Flyers Airline Corporation; Capitol Airways, Inc.; Johnson 
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Flying Service, Inc.; Modem Air Transport, Inc.; Overseas National 
Airways, Inc.; Purdue Aeronautics Corporation; Satum Airways, Inc.; 
Southern Air Transport, Inc.; Standard Airways, Inc.; Trans International 
Airlines, Inc.; United States Overseas Airlines, Inc.; Vance International 
Airways, Inc.; World Airways, Inc.; and Zantop Air Transport, Inc. 

NACA members were also part of the Civil Reserve Air Fleet (CRAF), even 
before NACA was formed. Many of the changes to CRAF throughout the 
1960s and 1970s were debated and agreed upon between NACA, its 
members, and DOD. 

Since its inception, NACA has promoted the interests of its membership to 
Congress and DOD. Its efforts included: 

1961 - NACA and its carriers were successful in convincing Air Force 
to let three-year contracts. 

1962 - LOGAIR was modernized with the addition of DC-6 aircraft 
and later with L-100 aircraft. 

1967 and 1968 - NACA pushed for inclusive tour charters in the 
Courts and Congress. 

1970 - NACA pressed for additional authority with the Administration 
and the Congress for advanced booking charters. 

1972 - NACA was appointed to the National Defense Transportation 
Association (NDTA) Military Airlift Committee, and was made a member of 
the U.S. negotiating team for negotiating bilateral aviation agreements with 
foreign countries. 

1974 (and again in 1988) - NACA again pressed the military for three- 
year contracts and MAC responded favorably. 

In 1977 - NACA pressed for deregulation of cargo. 
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1978 - NACA was the lead-off witness in the Senate Judiciary 
Committee and later the Commerce Committee in support of total domestic 
deregulation. 

- the CAB terminated ratemaking for military operations. 
Although NACA was unsuccessful in its protest to the CAB, it did succeed 
in protesting to the Secretary of the Air Force the CAB'S decision to 
discontinue the practice of setting minimum rates. The policy of setting 
minimum rates continues to the present. Also in 1978, NACA obtained 
authority for carriers to market all tours and to conduct scheduled service. 

- NACA formed an international division headquartered in 
Paris, France. The international division was converted into the 
International Air Carrier Association, headquartered in Geneva, Switzerland. 

Throughout its history, NACA has been a strong proponent of the U.S. 
military. It has supported forward deployment of the nation's troops as a 
deterrent and required service to the Armed Services as a basis of 
membership. Furthermore, NACA carriers have distinguished themselves in 
many military operations over the years such as the Berlin Airlift, the 
Korean Airlift, the Hungarian Airlift, Project Yellow Jacket, inter-island 
service in the Pacific, LOGAIR, QUICKTRANS, and the Central 
Intelligence Agency (CIA) in the Bay of Pigs (Cuba, 1962). NACA 
members constituted the backbone of commercial air carrier support to 
national defense policy in Vietnam. One of NACA's members, World 
Airways was the last commercial air carrier to fly from Saigon during the 
fall of that city to the North Vietnamese in 1975. 

Discussions between NACA, its member carriers, the NDTA, and DOD 
culminated in the publication of the Department of Defense Transportation 
Policy signed by Secretary of Defense Dick Cheney on May 22, 1990. The 
policy recognized the "DOD's unique relationship with the transportation 
industry, depending on the civil sector for transport of more than 85 percent 
of its needs in wartime and well over 90 percent in peacetime." 

NACA's member carriers were equally instrumental in the early and 
sustained success of Operation Desert Shield. In fact, NACA's members 
were the first to volunteer to assist DOD in response to the Iraqi invasion of 
Kuwait, and more than a week before CRAF was activated. On August 8, 
1990, World Airways, a NACA founding member, landed at Dhahran, Saudi 
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Arabia, carrying U.S. troops, the first commercial aircraft to arrive in the 
area of operations. American Trans Air, Evergreen, Southern Air Transport, 
and Tower offered similar early and frequent volunteer airlift. For instance, 
American Trans Air volunteered its long-range fleet if DOD would promise 
to keep them gainfully occupied. NACA member carriers continued their 
strong support throughout the following year with members American Trans 
Air, Evergreen, Southern Air Transport, Tower Air, and World Airways 
flying more than 1,500 of the approximately 5,000 commercial mission to 
and from the Arabian peninsula. 

While NACA has championed the role of commercial aviation in national 
defense, its role has always been much broader. Since its formation, NACA 
has been a strong team member and positive influence in bilateral aviation 
negotiations. While most of these negotiations revolve around scheduled 
passenger services between nations, NACA has championed the role of 
charter passenger and all cargo operations in opening economic 
opportunities between nations. As a direct result, most U.S. aviation 
agreements have very liberal passenger and cargo charter provisions. 
NACA has also provided strong representation for its members in the 
promulgation of public laws and regulations that govern the airline industry. 

Today, NACA is a trade association serving ten U.S. air carriers that provide 
scheduled and nonscheduled passenger and cargo operations domestically 
and internationally. NACA and its member air carriers are well known in 
national and international aviation circles. As of December 2000, NACA 
members are: Air Transport International, American Trans Air, Champion 
Air, Evergreen International Airlines, Gemini Air Cargo, Miami Air 
International, North American Airlines, Ornni Air International, Ryan Air 
International, and World Airways 
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