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REPORT TO THE CONGRESS 

Adoption Of Commercial Standards 
For Seat Spacing And In-flight 
Food Service Would Reduce 
Contract Airlift Costs And 
Conserve Fuel 
Department of Defense 

Adopting cornmerck coach seat spacrng on 
military charter flighs would increase aircraft 
capacity thus reducing the number of flights 
reouired. In fiscal year 1975, the Department 
of Defense expended about 510.2 mullion for 
charter flights which could have been elimi- 
nated if commercial seating standards had 
been used. Adopting commercial standards 
for in.flight food service would further reduce 
charter airlift costs. 
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To the President of the Senate and the 
Speaker of the House of Representatives 

The Military Airlift Command*s contract specifications 
call for more space between seat rows and more costly in- 
flight food service on military charter flights than is pro- 
vided on commercial jet-coach service. Wz evaluated these 
specifications from the standpoints of reasonableness and 
effect on contract cost. 

The adoQtion of commercial standards for rhe military 
charters could reduce the number’of flights required which 
would reduce the carriers’ costs and conserve jet fuel with- 
out unreasonably reducing passenger comfort. This report 
points out the potential for savings to the Department of 
Defense through the adoption of commercial standards. 

We made our examination pursuant to the Budget and 
Accounting Act, 1921 (31 U.S.C. 53), and the Accounting and 
Budsetinq Act of 1950 (31 U.S.C. 67). 

We are sending copies of this report to the Directcr, 
Office of Management and Budget , and the Secretary of De- 
fense. 

Comptroller Genera3 
of the ‘Jnited States 
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COMPTROLLER GENERAL'S 
REPORT ';-o THE CONGRESS 

ADOPTION OF COMMERCIAL STANDARDS 
FOR SEAT SPACING AND IN-FLIGHT 
FOOD SERVICE WOULD REDUCE CONTRACT 
AIRLIFT COSTS AND CONSERVE FUEL 
Department of Defense 

DIGEST I w----e 
If the Military Airlift Command had used 
commercial coach seat spacing on its charter 
flights in 1975, the seating capacity of the 
aircraft would have been increased and the 
number of flights reduced. GAO estimates 
that this could have resulted in eliminating 
as many as 178 charter flights for which the 
Department of Defense paid about $10.2 mil- 
lion. Eliminating those flights also would 
have saved about 8.4 million gallons of jet 
fuel. 

Further savings could be realized if commer- 
cial standards for food service were adopted. 
GAO recommends that commercial standards for 
seat spacing and food service be adopted. 

Such a change would be consistent with the 
provisions of the Federal Travel Regulations 
which in effect require Federal employees to 
use coach class service when traveling by com- 
mercial air carrier on official business. 
(See p. 3.) 

The Military Airlift Command standard for seat 
spacing of 38 inches between rows wt.s estab- 
lished as a compromise between commercial first- 
class seat spacirg (42 inches) and coach-class 
seat spacing (34 inches). Comfort of the mili- 
tary passengers is the primary justification 
for Military Airlift Command's standard. ( See 
P* 4.1 

However, the 38-inch standard was established 
in 1959 when slower piston-engined aircraft 
were used for passenger flights and flying 
timez; were much longer, Although Military 
Airlift Command has on occasion waived the 
standard to allow temporary use of aircraft 
with commercial coach seating, the 38-inch 
standard has been retained, (See p. 4.) 

rw. Upon removal, the rapoft 
iover date should be noted hwe~n. 
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Since 1969 Military Airlift Command’s con- 
tract specifications for in-flight food service 
on charter flights have progressed from frozen 
TV-dinner-type mealsr to meals of generally 
higher guality than those served on commercial 
flights. GAO’s discussions with five Military 
Airlift Command contractors indicated that the 
Military Airlift Command charter meals, with 
few exceptions, are more costly than meals 
served to commercial coach or commercial char- 
ter passengers. This increased cost is passed 
on to Department of Defense through higher 
charter rates. (See pp. 5 and 6,) 

In commenting on GAO’s report, Department 
of Defense agreed that commercial in-flight 
meals should be adopted for Military Air- 
lift Command contract flights and is taking 
action to effect this change. Department of 
Defense also agreed that adoption of commer- 
cial seat spacing could increase the capacity 
of contract flights with a proportionate re- 
duction in the number of flights required 
to meet Department of Defense’s needs. Row- 
ever, Department of Defense expressed doubt 
that such a reduction would result in savings 
to the Government. (See pp. 12 and 13.) 

The Department of Defense stated that because 
payment for charter flights is based on a rate 
per seat-mile prescribed by the Civil Aeronau- 
tics Board its cost would initially remain the 
same. It stated further that the extent to 
which rates woul? eventually be reduced is not 
clear as about half of the costs upon which the 
rates are based are fixed and would not be re- 
duced by a reduction in the number of flights. 
(See pp. 12 and 13.) 

Although contract rates are expressed on a 
rate per seat-mile basis, the rate is directly 
related to the number of seats called for by 
contract specifications. Therefore, the more 
seats on the aircraft the lower the rate per 
seat-mile. GAO believes that unless the Civil 
Aeronautics Board changes its formula for com- 
puting contract rates, the changed specifica- 
tions for seating and food service would auto- 
matically result in reduced rates. The timing 
of the rate reduction would have to be worked 
out between the Departmont of Defense, the 
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Civil Aeronautics Board, and the participating 
contract air carriers. GAO sees no reason why 
this reduction could not be timed to coincide 
with the change in contract specifications. 
(See p. 8.1 

With regard to the costs on which charter rates 
are based, slightly more than 1 half ace cate- 
gorized by the Civil Aeronautics Board as di- 
rect variable costs. A reduction in these 
costs alone would have an important impact on 
contract rates. Furthermore GAO believes that 
the carrier’s indirect costs, attributable to 
Defense business, would be reduced immediately 
and that even direct fixed costs would ulti- 
mately be reduced. Reduction of these costs 
would bc? aided by the fact that the carrier’s 
aircraft would be configured to meet both De- 
fense and commercial requirements, thus allow- 
ing greater flexibility in aircraft utilizakion. 
(See p. 8.) 

iii ’ 



CHAPTER 1 --I_-- 
INTRODUCTIOlj 

The Military Airliit Command (MAC), a major corrmard of 
the United States Air Force, is the single manage; f-r :':)t- 
lift services within the Department of Defense (DOD;. YAC is 
responsible for , among other things, providing oversti;3 sii 
transportation for military personnel and their dep%nr,dnts. 

MAC headquarters, at Scott Air Force Base (APB), 
Illinois. directs the activities of the strategic airlift 
force. Operational control within MAC is vested in the 21st 
and 22d Air r'orces located at McGuire APB, New Jersey, and 
Trasis APB, California, respectively. Components of these 
kir Forces located in the United States and overseas carry 
out the day-to-day functions necessary to operate a global 
airlift service. 

In addition to operating its own aircraft, MAC contracts - 
with commercial airlines for additional airlift. MAC expended 
about $196 million for commercial airlift services in fiscal 
year 1975 , of which about $165 million was for transportation 
of passengers. 

XAC procures a definite number of flights on specific ' 
channels (routes) prior to the beginning of a fiscal year. 
This initial procurement is referred to as the fixed buy. 
Additional flights are procured throughou< the year as ncces- 
sary under expansion provisions in the contracts. The con- 
tract prices are based on rates per seat-mile established by 
the Civil Aeronautics Board (CAB) in accordance with Part 
228 of the CAB Economic Regulations, These rates reflect 
the average cost of all carriers' operations under MAC con- 
tracts and allow for return on investment. The rates are 
derived by totaling each carrier's operating costs per 
aiscraft-mile flown together with return on investment and 
income tax factors and dividing the result by the number of 
seats in the aircraft, The resulting ficuree are averaged 
to form the basis for a contract rate which applies to all 
contract carriers. 

MAC contracts for passenger airlift contain detailed 
specifications on the various aspects rzf service including 
seat spacing and in-flight food service. These specif ica- 
tions provide, for more space between rows of seats than is 
provided on commercial coach service thus reducins the num- 
ber of seats on each flight. They also provide for more 
costly food service than is provided on coach service. 



-_ 

’ SCOPE OF &VIEW 

Our review included an examination of selected records 
relating to seating and in-fliqht food ser’+ice on MAC charter 
fljghts, a study of MAC seat spacing versus commercial spac- 
ing, an analysis of the contract cost for MAC charters, and 
interviews with responsible military and contract carrier of- 
ficials. 

We made our review at MAC headquarters and at selected 
contract carrier headquarters. 

-.*, . 
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CHAPTER 2 

ADOPTION OF COMK9CIAL STANDARDS 

WOULD REDUCE THE COST OF CONTRACT AIRLIFT 

Adopt ion of commercial coach seat spacing for MAC 
charter flights would increase seating capacity and decrease 
the number of flights required. We estimate that this could 
result in annual savings of as much as $10,2 mill ion in 
charter airlift costs and about a.4 million gallons of jet 
fuel. 

Further reduction in charter costs could be realized 
by adopting commercial standards for in-f light food service. 

Although DOD officials are aware of this potential for 
savings, they have rskined a lower density seating in the 
interest of passenger. comfort and convenience. However, we 
be1 ieve adopt ion of the commetc ial seat spacing would be 
consistent with the Federal Travel Regulations, which in 
effect require federally sponsored passengers to utilize 
coach cl%ss service when traveling !zd commercial ai: carrier. 

SAVINGS POSSIBLE TBROUGB ADOPTION 
OF COMMERCIAL SEAT SPACING 

The Federal Travel Regulations issued by the General 
Services Administration state: 

“It is the policy of the Government that persons 
who use commercial air carriers for transporta- 
t ion on official business shall use less-than- 
first-class accommodations instead of those de- 
signated first-class with due regard to eff i- 
cient conduct of Government business and the 
travelers convenience, safety and comfort.” 

I 
This regulatEon has resulted in most Government employees 
util izir.g coach class accommodations when traveling by 
regular commercial air service. 

Although MAC’s contracts for international charter 
passenger service contain general provisions that thz air- 
craft and the passenger service provided in international 
charter operations be commensurate with those provided in 
regularly scheduled commercial internat ional operat ions, 
detailed contract specifications set higher standards for 
the charter service. This includes a rnquiremenf for more 
space between lows of seats. 
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International Air Transport Association Resolution 60 
limits coach-class seat spacing to a maximum of 34 inches on 
commercial flights. However, MAC contracts specify that 
** * * seat spacing shall not be less than 38 inches * * *." 

This 38-inch standard was established in 1959, when 
slower piston-engined aircraft were still in use in MAC charter 
service, as a compromise between first-class seat spacing of 
42 inches and the coach-class spacing of 34 incnes. The 
standard has been retained, although flying times have been 
substantially reduced with the advent of jet aircraft and 
DOD has on occasion waived the 38-inch reouirement to allow 
aircra:t with commercial seat spacing to be used on a limited 
basis during periods of critical airlift shortage. 

This requirement for lower density seating has reduced 
the SI ating capacity of the charter aircraft by 10 to 16 per- 
cent. The following table compares the passenger capacity of 
various aircraft utilizing MAC and commercia!. seating config- 
urations. 

Passenger Capacity --e-e 

MAC Commercial 
Aircraft standard standard Difference --a- -I_-- ---- 

B-727 105 125 20 
B-707 165 183 18 
DC-8-61/63 219 252 33 

If commercial seat spacinq were adopted for MAC charLer 
flights, fewa: flights would be required and the costs of 
providing DOD passenger airlift would be reduced accordingly. 
During fiscai year 1975, MAC expended more than $98 million 
on 1,662 round-trip passenger charter flights. 

If commercial seat spacing had been employed, we estimate 
that as many as 178 of these flights, Eor which DClD paid the 
carriers about $10.2 million , could have been eliminated. 
(See app. I.) Although the cost per charter flight wouid have 
been increased somewhat due to the additional meals, fuel, 
and flight attendants reauired, these costs would have been 
relatively ainor compared to the cost of operating the flights 
which could have been eliminated. 8ince airlift contract 
rates are revised periodically to reflect up-dated costs 
of Providing the service, the cost reduction should be passe3 
on to DOD through lower rates Per seat-mile. 

With respect to energy conservation, we estimate that 
the elimination of 178 charter fliqhts during fiscal year. 
1975 would have saved nearlv 8.4 million gallons of jet fuel. 
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Fuel savings were estimated by apalying the average fuel 
consumption rate for B-707 and DC-.!?-61163 aircraft to the 
scheduled flying time for the missions involved. As men- 
tioned above, the fuel savings would be offset to some 
degree by additional fuel consumption resulting from higher 
density seating --and thus more weight--on the remaining 
charter flights. (See app. II.) 

POTENTIAL FOR SAVINGS SUPPORTED 
eY AIR FORCE STUDY 

In April 1914, in response to a suggestion by several 
air carriers that commercial seat spacing be adopted on 
MAC charter flights, the Air Force did a study to determine 
the benefits that could be realized through such a change, 
The Air Force study concluded that adoption of 34-inch seat 
spacing would reduce DOD airlift costs by about $6.4 million 
annually and would save about 6 million gallons of jet fuel. 
However, after consultation with the other using military 
services, Air Force officials concluded that the reduction 
in passenger comfort and convenience would ove:ride the 
advantage of cost and fuel savings. 

SAVINGS POSSIBLE THROUGH ADOPTION OF AIRLINE 
STANDARDS FOR IN-FLIGHT FOOD SERVICE --- 

Adoptioi. of commercial airline standards gor in-flight 
food service would also reduce airlift costs to DOD. Since 
1969 MAC's contract specifications for in-flight food service 
have progressed from frozen TV-dinner-type meals, to meals 
of generally higher guality than those served on commercial 
flights. As a Lesult, the meals served on MAC charters are 
generally more costly than those served on commercial flights. 
These higher costs are passed on to DOD in the form of higher 
charter rates. 

In 1969 MAC revised its airlift contracts to reauire the 
carriers to furnish hot in-flight meals and snacks. These 
meals were to be egual to those served in coach class on 
regularly scheduled commercial passenger flights. The MAC- 
approved dinner menu was 4 ounces of any one of five cuts of 
beef steak, four other beef ertrees, or four poultry entrees 

l i plus 3 ounces each of a vegetable and a starch. 

The fiscal year 1975 airlift contracts specified nine 
dinner entrees of which three were a type of steak. The 
specifications required that a steak entree be served on at 
least 30 percent of the charter flights and that at least 
one-half of this be beef tenderloin. In fiscal year 1976 
MAC became even more restrictive and sPecified that only 
steak or roast beef be served for a dinner entree. For the 
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first 6-month period, MAC required that the dinner entree 
be split equally between steak and roast beef. 

Our discussions with five of MAC’s contract carriers 
indicated that, due to contract specifications, the MAC 
charter meals are generally more costly than meals served 
to coach ciass passengers or to commercial charter passen- 
tiers. For example, a carrier official said that a sirloin 
ti,=, in wine sauce entree purchased to MAC specifications 
costs $1.61 whiie the same entree purchased from a different 
vendor for use on commercial flights costs only $0.88. This 
official also informed us that, because HAC specifications 
limit the entrees which can be served, less variety in 
menus is available on MAC flights than on commercial flights. 

Another carrier informed us that filet mignon steak 
served to MAC passenger? costs $3.43 each, although a steak 
dinner served to a commercial coach passenger costs only 
$2.69. Again, the difference in cost is attributed to MAC 
specifications. 

Moreover, the percentage of steak-type meals served OH 
MAC charters is apparently higher than is served to commer- 
cial coach passengers. Four of the carriers said that the 
percentage of steak meals served to commercial coach passen- 
qers was 12 percent or less. One of the four said that 
steak is served cn commercial charters only when the customer 
pays for upgraded service. The fifth carrier did not esti- 
mate the percentage of steak-type meals served. 

Althougk contract carriers have suggested changes in 
the charter menus in the interest of variety and economy, 
MAC has been reluctant to accept these suggestions. 

-- 
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CRAPTER 3 

CONCLUSIONS, AGENCY COMMENTS, OUR EVALUATIONS, 

AND RECOMHENDATIONS 

CONCLUSIONS 

Sillce commercial coach class service is utilized by the 
vast majority of individuals traveling at their own expense 
and has, in effect, been designated as the class of service 
to be utilized by federally sponsored travelers utilizing 
commercial air service , we believe that it rr-presents a 
reasonable standard for MAC charter service. We believe 
adoption of coach seat spacing on MAC charter flights would 
reduce the number of flights required to meet DOD transpor- 
tation needs. In fiscal year 1975 flights ccsting DOD about 
$10.2 million could have been eliminated. Elimination of 
these flights could result in fuel savings of as much as 
8.4 million gallons annually. Adoption of commercial stand- 
ards for in-flight food service should result in further cost 
savings. The bulk of the savings in aircraft opercting costs 
should be passed on to WD in lower rates. 

AGENCY COMMENTS AND OUR EVALUATIONS 

We furnished a preliminary draft of this report to DOD 
for review. Their comments are included as appendix III. 

DOD agreed that commercial in-flight meal5 should be 
adopted for SIYRC contract flights and should result in cost 
savings. DOD said that, rather than setting more stringent 
standards for food service, in the future MAC will review 
and approve the carritrs' proposed menus to insure that the 
qualfty of the meals provided on contract flights is egual 
to that of lneals provided in economy class commercial serv- 
ice. 

DOD agreed that adoption of commercial seat spacing 
blould increase the capacity of the contract flights and 
proportionately reduce the number of flights required to 
meet its needs, but expressed doubt that such a reduction 
would result in savings to the Government. 

DOD stated that because payment for charter flights 
is based on a rate per seat-mile prescribed by the Civil 
Aeronautics Board the cost to DOD would initially remain 
the same. DOD stated further that the extent to which CAB 
eventually would reduc? the rates is not clear as about 
half of the costs upon which the rates are based are fixed 
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and would not be reduced by a reduction in the number of 
flights. . 

Although contract rates are expressed on a seat-mile 
basis, the rate per seat-mile is directly related to the 
number of seats called for by MAC contract specifications. 
Therefore, the more seats on the aircraft the lower the rate 
per seat-mile. The reduction in rates should not be as 
remote and problematical as DOD infers, because in recent 
years the rates have been revised regularly ap;d frequently. 
We believe that, unless CAB changes its formula (see p. 1) 
for computing the contract rates, the changed opecifica- 
tions for seating and food service would automatically 
result in reduced contract rates. The timing of the rate 
reduction is an administrative matter which would have to be 
worked out between DOD, CAB, and the participating contract 
air carriers. We see no reason why the reduction in rates 
could not be timed to coincide with the reduction in car- 
riers' costs. 

With regard to the costs on which charter rates are 
based, slightly more than half (53 percent) are categorized 
by CAB as direct variable costs. These costs relate to the 
cost of crews, fuel, and equipment maintenance. A reduction 
in direcr variable costs alone Jould have an important impact 
on contract rates. 

Furthermore, we believe that not all other categories 
of costs (direct fixed costs and indirect costsj and return 
on investme?+ ;ould remain the same if flights were elimi- 
nated. In our opinion, indirect costs--passenger, aircraft, 
and traffic servicing, and general burden--attributable to 
MAC charter business would be reduced immediately and even 
direct fixed costs-- insurance and depreciation--ar.d return 
on investment chargeable to MAC would ultimately be reduced. 
Reduction of these costs would be aided by the fact that 
carriers' airzreft would all be configured to meet both MAC 
and commercial requirements, thus allowing greater f;e:;ibil- 
ity and better aircraft utilization. 

DOD also expressed concern that the reduction in 
frequency of flights woulii result in a greater number of 
DOD personnel traveling commercially on an individually 
ticketed basis (category 2) at a fare 80 percent higher than 
on charter flights. 

Although reducing the number of flights would reduce 
the frequency of charter service by about 10 percent, we 
doubt that this would materially increase the number of 
individually ticketed passengers. Frequency of service on 
the more heavily traveled channels, such as Charleston APB 
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to Frankfurt and McGuire AFB to Frankfurt, would still be 
almost daily and it seems doubtful that the charter flights 
on low frequency channels are being used to any extent by 
passengers on a restrictive travel schedule even now. 

i 
I I I I , I 
I 

Furthermore, it should be noted that category Z fares 
are based on charter rates. It is possible that if charter 
rates are reduced, the category 2 fares may be reduced, which 
would more than offset any increased usage of this mode of 
travel. 

Their objections notwithstanding, DOD state that it 
was continuing to study the seating matter to at=css trade- 
offs more accurately. 

RECOMMENDATIONS 

We recommend that the Secretary 
Commander, Military Airlift Command, 

of Defense require the 
to adopt commercial 

coach seat spacing as the standard on MAC charter flights and 
revise specifications for food service to be commensurate with 
the standards for food service on commercial flights. The 
revised standards and specifications should be coordinated 
wfih the timing for rate revisions by CAB to assure that the 
changed service coincides with reduced costs to DOD. 
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APPENDIX III APPENDIX III 

DEPARTMENT OF -l-HZ AIR FORCE 
WASNINGTON 20330 

a Dear Mr. Shafer: 

The Secretary of Defense has asked me to reply to your 
report of January 21, 1976, "Adoption of CoGnnercial Standards 
for Seat Spacing and In-Flight Food Service Would Reduce 
Contract Airlift Cost and Conserve Fuel", LCD 76-211 (OSD 
Case 94275). 

We have carefully reviewed your report and agree that 
commercial in-flight meals should be adopted for the MAC 
contract flights. The use of commercial meals on the MK 
contract flights should result in the savings noted in your 
report. To this end MC has asked the carriers to submit 
their proposed menus for approval, Menu approval by MC 
should insure that the quality of the meals does not fall 
below that expected for economy class passengers on regue 
larly scheduled commercial flights and, at Pshe same time, 
offer our passengers a diverse selection. We plan to 
obtain passenger reaction to this new type meal service. 

We recognize that increased searing capacity on the 
contract flights could be achieved through reduced seat 
spacing and that flights need not be operated in proportion 
to the increased seating capacity. However, we have serious 
reservations that such flight reductions would result in 
savings to the Department of Defense, or the U.S. Government 
as a whole. As you may be aware, flights procured by MAC 
under contract provide for payment at rates prescribed by 
tke Civil Aeronautics Board. These rates are specified on 
the unit basis of a seat/mile. Therefore, while flights 
can be cancelled and the passengers moved on higher density 
flights, the cost to the DQD would initially remain the 
same, with the carriers benefitting from increased reveries 
and operating costs reduced by the number cf flights can- 
cslled. The extent to which the CAB would revise rates 
downward is not clear; but about half of the rate is based 
on fixed costs and fixed return on investment which would 
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not be reduced by reductions in number of flights. To this 
elxtmt at least we assum that the CAB would be reluctant 
to reduce the rctes per passenger/seat mile. 

Additionally, we are concerned that reduction in 
nrmrber of 3IC flights till fncrease the number of DOD 
travellers for whom timely MAC charter flights are not 
available and who will then travel on an individualLy 
tic'keted'(Category 2) basis at a price 80% higher than 
the charter rate. The problem, thus, is whether, or to 
what extent, the likely reductions in charter rate8 will 
be offset by increased costs through greater use of Category 2. 
Under thz present payment arrangements; therefore, the DOD 
might not accrue any savings but would subject its passengers 
to discomfiture associated with the high load factdrs achieved 
on H!K contract flights. We are, however, continuing to study 
the matter to assess trade-offs more accurately. 

The Department of-Defense is in favor of reducing fuel 
consumption and is cooperating, tn the extent permitted by 
the CAB, with scheduled carriers having contracts with MAC 
by permitting our passengers to fly on their regularly sched- 
uled flights. This substitute servicv, known as Category Y, 
permits the carrier to utilPze space on low load factor 
flights without having to operate the contract flight. An 
acceptable degree of comfort is provided our passengers 
since they can utilize the seat space resulting from the 
low load factors. 

We appreciate the opportunity to review and comment 
on your report. 

Sincerely, 

Mr. Fred J. Shafer 
Director, Logistics and 

Co=unications Diviston 
U-S. General Accounting Office 
4Gl. G Street, N-W, 
Washington, D. C. 20548 
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APPENDIX IV 

PRINCIPAL OFFICIALS RESPONSIBLE 

FOR ACTIVITIES DISCUSSED IN THIS REPORT 

Tenure of office 
From To 

DEPARTMENT OF DEFENSE 

SECRETARY OF DEFENSE: 
Donald H. Rumsfeld 
James R. Schlesinger 
William P. Clements, Jr. 

(acting) 
Elliot L. Richardson 
Melvin R. Laird 

' Nov. 1975 Present 
July 1973 Nov. i975 

Apr. 1973 July 1973 
Jan. 1973 Apr. 197% 
Jan. 1969 Jan. 197% 

ASSISTANT SECRETAT;Y OF DEFENSE 
(I;~~;;L~IONS AND LOGISTICS): 

. Shrontz Feb. 1976 
Dr. John 3. Bennett (acting) Apr. 1975 
Arthur I. Mendolia June 1973 
Hugh-,yMcCullough (acting)' Jan. 1973 
Barry J. Shillito Feb. 1969 

Fcesent 
Jan. 1976 
Mar. 1975 
June 1973 ' -' 
Jan. 1973 

DEPARTMENT OF THE AIR FORCE -- 

'=SCRETARY OF THE AIR FORCE: - 
Thomas C. Reed Jan. 1976 
James W. Plummer (acting) Nov. 19?5 
Dr. John L. McLucas July ;973 
Dr. John L, McLucas (acting'). June 197% 
Dr. Robert C. Seamens, Jr. Jan. 1969 

Present 
Jan. 1976 
NOV. 1975 
July 1973 
May 1973 

ASSISTANT SECRETARY OF THE AIR 
FORCE (INSTALLATIONS AND 
LOGISTICS): *_ 

J. Gordon Knapp '> 
Frank A. Shrontz 
Richard J. Keeqan (acting) 
Lewis E. Turner (acting) 
Philip N. Whittaker 

Mar. 1976 Present 
Oct. 197% Feb. 1976 
Auq. 197% Oct. 197: 
Jan, 1973 Auq. 1973 
May 1969 Jan., 1973 

h 




