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INTRODUCING THE INDUSTRY'S VIEWPOINT 
By Eugene E. Wilson 
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The aircraft manufacturers appreciate this opportunity to 
appear before your Committee. You and your colleagues in 
the Houses of Congress. are performing a service vital to the 
nation. You are planning for the demobilization of a nation 
which has proved its capacity to organize for war, and is now 
preparing itself to face the challenges of peace; 

While all of us continue to concentrate our efforts on waging 
a victorious war, and the aircraft industry demonstrates its 
part in that process by its production achievements, we are 
conf ronted by the fact-recently pointed up by Bernard M. 
Baruch-that the nation still is q1onths away from being pre­
pared to meet the great adjustments that will come on that 
unknown "X Day" when one of our enemies is defeated . 

We emphasize that while we are preparing for peace, we are 
intensifying military production. We are desigaing, develop­
ing, testing, and producing new military. models. We will con­
tinue to devote our best efforts to these ends as we reach 
war's climax. 

Plans for converting the aircraft industry to peacetime opera­
tions must give due weight to the fact that we were unpre­
pared for W odd War I and for the peace which followed. 
We were better prepared, but still not adequately prepared, -
for World W ar II , and we are just beginning to prepare for the 
peace which will follow this war. While devoting its produc­
tion efforts to war materials, the industry thanks you for this 
invitation to assist the Committee in its planning for the 
transition. 

The aircraft manufacturers have evolved some principles of · 
AIR POWER. We believe these principles are pertinent t0 
the work of this Committee, since they form a framework 
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within which the nation's largest wartime industry may con- I 
tribute after the transition both to the economic welfare of 
our nation and to the maintenance of peace. Events on world-
wide battlefronts are proving AIR POWER as a dominant 
force in modern warfare. 

We can keep peace by having adequate air forces of such 
strength and in such state of readiness as to preclude, to­
gether with other branches of the armed services, a success­
ful assault on our country or its possessions. We must not 
only have large air forces but superior aircraft. 

We can keep it by facilitating the orderly and economic 
expansion of domestic and international air transport and 
of private, or personal flying. 

We can keep it by training the youth of the country to un­
derstand the air as a vast new world for transportation, and 
to fly the airplanes which use that world. 

The keeping of the peace as outlined above will necessitate 
a strong aircraft manufacturing industry. Possession of AIR 
POWER, not its use, is the greatest safeguard for peace. 

Our testimony will be presented in the light of our suggested 
AIR POWER policy. This policy is pertinent to the present 
hearings of your Committee because it sets the framework 
for solving one major industry's demobilization problems. It 
deals with those problems in terms of both broad national 
interests and the individual interests of the workers in that 
industry. There are about 2,100,000 aircraft workers. Of 
those, 1,112,650 work for basic aircraft manufacturers, about 
a rriillion work for 162,366 subcontractors and vendors. 

The aircraft industry, today producing three-quarters as much 
as all the nited States industries combined in 1940, is a major 
part o e national e~y. This economy must prepare 
itself to stand the shock of transitional employment for the 
greater part of 18,000,000 people engaged directly and in­
directly in war production, 11,000,000 members of the armed 

· forces, and nearly 2,000,000 in war-related government ser­
vices. This involves the adjustment of an estimated 
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$21,300,000,000 annual aircraft production in 1944. The 
avoidance of a violent economic adjustment for a majority 
of 2,100,000 aircraft workers will be of great benefit to 
the nation. 

During and after this adjustment, we must not only maintain 
adequate air forces if we are to achieve AIR POWER, but we 
must advance the design of all aircraft and produce new 
designs. We must train combat crews and ground personnel. 
We mpst extend our meteorological and navigational knowl­
edge and facilities. We must improve our engines and our 
instruments. We must increase our landing facilities and we 
must extend our airways. We must provide for res~arch. We 
must improve our materials and simplify our manufacturing 
procedures. We must maintain our jigs and tools. We must 
keep adequate facilities in readiness. We must continue to 
employ asmany as possible of our thousands upon thousands 
of skilled workers so that our nation will not lose their con­
tribution to AIR POWER. 

In addition, we have our own honest interest in staying in 
business on a sound basis, to make a reasonable profit while 
efficiently serving the postwar aircraft needs of the nation. 

STATEMENT OF AIR POWER POLICY 

By Eugene E. Wilson 
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FOR 

AIR' POWER? 
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CONSERVE OUR 
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... 
The objective of an AIR POWER policy is "to .provide for 
the common defense, promote the general welfare and secure 
the blessings of liberty to ourselves and our posterity." We 
believe that historic, economic and all other considerations 
make such a policy imperative. 

The details of the American AIR PO~ER policy are of 
importance to the present hearings becaus~e your Committee 
is not just acting as an executor liquidating a great war. Such 
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a procedure would require disposal of all assets as well as 
all liabilities. The work of the Committee covers the broader 
range of a trustee who retains assets and manages them for 
the beneficiaries. 

The conservation of AIR POWER's assets will pay dividends 
to the nation for generations to come. 

What are these assets? 

They are the planes which have bombed, strafed, torpedoed, 
and shot out of the skies the enemy aircraft in combat. More 
than that, they are the "know-how" which made these planes 
possible. The vital character of military air · force is now 
established beyond the shadow of a doubt, and we should 
not heedlessly destroy the ability to produce such a potent 
weapon. 

The success of the invasion of Europe hinged as much as 
upon any other factor on the ability of the air forces-work­
ing and fighting in conjunction with other services-to assure 
freedom of communications on land, sea and in the air for 
us, and to deny that freedom to the enemy. We cannot afford 
to throw such advantages away by lagging behind in world 
aeronautical development either in time of war or of peace. 

Naval AIR POWER has demonstrated in the Pacific that it 
controls the sea lanes. Planes have proved themselves not 
alone as new weapons, but also as a means for bringing old 
anc;l new weapons together more effectively. 

It is inconceivable that we shouJd now or in the future aban­
don such control and through indifference allow another 
nation or nations to outstrip us and eventually dominate us. 
In the light of what has been accomplished in aircraft manu­
facture, it is not unreasonable to predict that huge bombers 
will be able to attack an objective half way around the globe 
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and return non-stop. We will not be allowed, in the future, 
the few hours of grace which follow a declaration of war. 
AIR POWER will strike like lightning. Announcement of 
hostilities will come later. We must have AIR POWER to 
discourage and forestall such sneak attacks. 

While combat AIR POWER has proved itself, we must re­
member that American transport, too, has developed tre­
mendously its utility as a war weapon. Private domestic air­
lines have expanded to operate vast overseas services under 
contracts witii the Air Transport Command. The Army and 
Navy Air Transport Commands serve distant fronts in this 
global war. 

Rapid transportation of troops and key men have made pos­
sible complex operations- needed materials have been 
rushed to all fro~ts-war necessities have been flown back to 
our factories-wounded have been brought back to this coun­
try for proper 'treatment. The personal type airplane has 
made its contribution, serving as · eyes for the ground forces , 
as the transportation vehide for combat officers, and as an 
aerial ambulance. 

AIR POWER has served so well in war that there is danger 
of its wartime accomplishments obscuring its peacetime sig­
nificance. It is worth reminding ourselves that AIR POWER 
works for peace as well as for war, that air ,,transportation­
commercial and personal-is the heart of AIR POWER. Its 
backbone is the aircraft industry. Its sinews are the Army and 
Navy air forces. 

With the coming of peace, some may protest that we cannot 
afford to maintain such AIR POWER after the war. This 
objection, however, loses sight of the fact that AIR POWER, 
properly administered, need not be a bur_den upon the peo­
ple, tending to depress their standard of _living but can, on 
the other hand, become a profitable investment. 
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For proof, let us turn back a few pages of history. The .first 
important stage in the growth of American AIR POWER 
was during World War I. The development of our aviation 
at that t:iine was thrust upon u~ by great external forces. 
Before that war, we did not regard the airplane as something 
to fight with; we thought of it as a tool for peacetime pur­
suits. At that time, surface transportation, and principally 
international sea transportation, was all-important, as it had 
been for centuries. 

When we entered the war in April , 1917, we were without 
military airplanes or even designs for them. Although we 
borrowed liberally from the designs of our Allies, although 
we worked hard to produce designs of our own, and al­
though we moved energetically to produce military aircraft 
by American volume production methods, few American air­
planes were in combat. 

Similarly, we were not prepared for the armistice which came 
in November, 1918. We had no adequate plans for -terminat­
ing war contracts. We had no definite program or facilities 
for disposition of surplus goods and plants. The result came 
close to a debacle when many aircraft companies failed and 
those which escaped collapse were producing only a few 
small orders. 

In 1925, the vigorous criticisms of Brig. Gen. William E. 
Mitchell and a mounting public demand resulted in the crea­
tion of the "Morrow Board" by. President Coolidge. This ·was 
composed of representatives of the armed forces, the aero­
nautical engineering profession, Congressional bodies and 
the public. 

The recommendations of this board, embodied by Congress 
in the Air Corps Act of 1926, resulted in the appointment of 
an Assistant Secretary for Air in the Departments of War, 
Navy and Commerce. The Board concluded that our national 
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security required a strong air force and that at its base there 
_must be a sound private aviation industry whose technolog­
ical and manufacturing progress was to be made possible by 
an extended program of procurement. 

The Morrow Board and its recommendations might well 
have started the United States on the road to real AIR 
POWER. Not all its recommendations were followed. Some 
were. Sometimes they were followed consistently and some­
tim~s intermittently. But even this prepared the basis for 
America's aircraft industry to be technologically prepared for 
World War II. We had the designs, if not the plants and 

. the production. 

Fortunately, orders from nations which were later our Allies 
enabled us to take our designs, build up our plants, and 

. develop our production so that at the time America entered 
World War II we were in a position where we could supply 
aircraft to our Allies, instead of .borrowing from them, and 
at the same time build up our own nation's air forces. 

The moral of this is future AIR POWER preparedness. 

Control of communication by sea is a counterpart to AIR 
POWER. Captain Mahan's work, "The Influ€nce of Sea 
Power Upon History," showed the effect of sea power in 
successfully waging war and in l?romoting prosperity during 
peace. The cooperation of Amerrcan and British sea power 
brought the constructive benefits of a peaceful interchange 
of products and ideas throughout the world. 

Three times during the past 25 years this beneficent control 
of the seas has been challenged by the enemies of democracy 
-twice by the Germans with submarines and recently by the 
Japanese with naval AIR POWER. But Allied AIR POWER, 
in conjunction with greatly expanded naval forces, has met 
these menaces. Today American aviation-in operation, en­
gineering, design and production-stands preeminent. Con-
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tinued supremacy in ·the air will bring progress, prosperity, 
and security' in peace after it has helped win victory in war. 

It will be the cheapest possible insurance against recur­
ring wars, with their horrible loss of life, tremendous 
costs and ultimate lowering of living standards. 

Pursuing further the comparison of sea and AIR POWER, 
the former consists of five basic elements: the Nqvy, the 
Merchant Marine, the shipbuilding industry, strategic bases 
and a national seafaring tradition. AIR POWER is composed 
of comparable elements, including: Army and Navy air 
forces, commercial air transport, and private air transporta­
tion, the aircraft manufacturing industry, strategic air bases, 
and an air-minded public. 

While sea power has a long established history of building 
and protecting nations, the corresponding effects of AIR 
POWER are only now being brought to light. If AIR 
POWER continues to be used properly in our behalf, there 
can be no doubt of the ultimate results. Proficiency attained 
in any given field, whether by nations, communities or com­
mercial organizations, is held by an unbroken continuity in 
its utilization. A break in the chain can lose the heritage. The 
aircraft industry offers invaluable assets in its management, 
technological and manufacturing personnel and facilities. 
But unless positive measures are taken to ~e~in a strong 
nucleus of these national assets, the American aircraft manu­
facturing industry could be rendered ineffective in its f_uture 
ability to serve the American people. 

There is one fundamental difference between aircraft and 
many lines of industry that have temp.orarily entered some 
phase of war production. Whereas many plants designed for 
making civilian goods have converted to aircraft components 
-and can reconvert, when the war ends, to their normal ac­
tivities-aircraft manufacturers are not in this fortunate posi-
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tion. The automobile industry, as an example, will go back 
to the production of motor cars with a huge pent-up demand 
waiting. On the other hand, if the need for continuing A IR 
POWER is igaored, aircr~ft manufacturing companies will 
face a diminishing demand. 

Our views on the disposition of postwar surplus of airplanes 
are given later; also our suggestions on the handling of cut­
backs, employment deceleration, and the development of 
markets for new types of civilian airplanes. But beyond these 
problems in the immediate future--and national defense fo r 
all time--the American people and the aircraft industry have 
a long-range partnership in planning the future of domestic 
and international air transport. There is a historic and, to the 
public, a profitable precedent for such a partnership to be 
found in the development of railroad and automobile trans­
portation, with their great benefits to the_ nation and to 
individuals. 

An investment in AIR POWER will pay rich dividends in 
future security', economic progress, employment, and in the 
broad advance of our civilization. These benefits will come 
not only through relative military security but also through 
the elimination of frontiers and the promotion of inter­
national friendship and understanding. Future peacetime 

. aviation will make the world smaller and people separated by 
thousands of miles, and differences in languages and cus­
toms, close neighbors. 

Maintenance of AIR POWER is the master need as we move 
the aircraft industry from war to peace. Technological de­
velopment through competitive industry is the key to air 
power. In light of the proven decisive character of AIR 
POWER, we recommend new legislation restating as na­
tional policy the principle of advancing technological devel­
opment of aviation through competitive private indu.~try. 

I 
/ 
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The George-Murray Bill (S-1730) provides- a national pro­
gram for demobilization and postwar adjustment. Of th-e 
four titles of the bill, the ones on 

( 1) I ndtlstt·ial Demobilization and Reconver sian 
and 

{2) Manpower Demobilization and Reemployment 

bear on the aircra~t industry. 

The Committee requested the aircraft industry to present 
before the War Contracts Subcornrnittee its viewpoints on 
the . following eight questions concerned with the industrial 
and human aspects of demobilization. ~ 

1. To what extent is it necessary to achieve better coordi-
17ation between the mtback program of the Navy De­
partment and that of the War D epartment? How can 
this best be achieved? 

2. Once it is decided to cut back a given program by a 
given amormt, what yardsticks sho11ld be used in decid­
ing which companies are cut a11d how much each com­
pany is wt? 

3. JIVhat should be the policy governing advance notice of 
wtbacks for (a) the company?_ (b) the subcontractors? 
(c) the employes? and (d) other govemment agencies? 

4. JJVhat pmvision sho11ld be made for employes who m·e 
released fro m wat·time aircraft production? thro11gh 1111-
employment compensation? thro11gh t·e-training? throttgh 
h am portation to other localities? 

5. How can prod11ction cutbacks in aircraft best be inte­
grated and synchronized with the development of othet· 
types of war ptodllction or of citJi/ian aircraft prodt~c­
tion? 

Pag e 13 
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6. What are the important steps that the 'government and 
ind11stry cafl take now to promote the rapid development 
of civilian aircraft production? 

7. What principles should be followed in handling Gov­
ernment-owned aircraft factories, aircraft and airfields? 

B. JVhat plans ~hould be made for a postwar national 
defeme program for the aircraft industry? thro11gh re­
search and development? thtwtgh standby capacity? 
through othet· methods? 

In our answers to the Committee's questions, we are being 
as specific as possible. Some of the problems reflected in the 
Committee's questions still are in relatively early stages of 
study, both by government and industry. In many cases, in­
dustry cannot make plans with any 9egree of finality until it 
knows what are to be the national policies and how the 
agencies of government shall administer those policies. As 
the work of your Committee proceeds, and as some of the 
uncertainties are resolved, you may wish to ask the aircraft 
manufacturers to appear again with their facts, conclusions 
and recommendations. 

A close interrelationship exists in many of the Committee's 
questions, and we have, for clarity, arranged our answers in 
four groups: · · .. 
Group I. Manpower Demobilization 

(Question 4. In addition, this- topic cuts across the 
subject of all other questions.) 

Group II. Termination Methods and Problems 
(Questions 1, 2, 3 and part of 5.) 

Group Ill. S11rplus Disposal and Reconversion 
(Part of question 5 an~ questions 6 and 7.) 

Group IV. Postwar National Defense_Program and the Aircrah 
Industry 

(Question 8.) 
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The problem of employment will be foremost in the minds 

of all Americans when this war ends. We can store excess 

machinery, but we can not store surplus human peings. Rec- . 

ognizing the importance of a successful readjustment of mil­

lions of men and women to the postwar economy, we first 

shall give our answers to the Committee's questions concern­

ing demobilization of manpower and treat the other groups 

later. 

MANPOWER DEMOBILIZATION 
By Hany VVoodhead 
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What provisio11 should be made jot' employes who are released from 
wartime aircraft prod11ction 

1. tht'ough 11nemployment compensation? 

. 2. through re-training? 

3. through transportation to other localities? 

In addition, this question mts across all other topics. 

The aircraft industry wants full employment for everybody, 
but it realizes there will be a difficult transition period before 
this aim can be achieved. Demobilization will be a national 
problem. 

The irrdustry is in thorough agreement ~ith the principle of 
adequate unemployment insurance as an essential to orderly 
manpower demobilization and reemployment. The industry 
realizes that expansion of unemployment benefits will ulti­
mately mean an additional burden to all industry. As part of 

. the national economy, the aircraft industry will be glad to 
share this burden with all other industries. Payments should 
be far enough below the average wage scale to provide a 
safeguard against voluntary unemployment at government 
expeQse. 

Pag<> 15 
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ment. 

·Many of the workers presently employed by the aircraft in­
dustry have had no previous industrial experience. They have 
been trained for their specific jobs by the aircraft industry. 
Re-training will be necessary for many of those who go into 
other industries. We believe that the new employer or suit­
able educational agencies should assume the responsibility of 
training these workers for the new jobs. This would prevent 
the disappointments and waste of money resulting from 
training people for jobs which do not exist. 

In many aircraft plants it has been necessary to bring workers 
from great dist~nces. We endorse that part of the George­
Murray bill providing transportation of these workers to 
other jobs or back to their bona fide residences at govern-
ment expense. 

(a) War contractors should supply prompt aod de~ailed in­
formation on reductions in employment to government em­
ployment offices and other interested agencies. 

(b) Such agencies should provide full information concern­
ing new employment opportunities and conditions to released 
employes. 

(c) War contractors and government employment offices 
should collaborate to assist employes in fi-nding new em­
ployment opportunities quickly. 
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The aircraft industry expanded its production of war weap­
ons at the governms nt's request. For a large amount of this 
production there will be no use and no demand after the 
war is over. The industry thus represents a large share of the 
general problem of the reallocation of labor that will be 
necessary before maximum employment can be achieved for 

· the country as a whole. This demobilization problem is not 
that of the aircraft industry alone but of the natioqal econ­
omy as a whole. The industry can contribute to the solution 
of the problem by wholehearted cooperation in the activities 
previously described. 

The financial position of the aircraft industry aggravates its 
problems in converting from wartime to peacetime opera­
tions. Only a few years ago, the industry ranked a lowly 44th 
in importance to our national economy. It was a youthful 
industry, striving to advance. It was mushroomed out of all 
proportion to its former status. Aircraft building was small 
business; our outlook is for a return to-the status of relatively 
small business. 

This tremendous expansion has taken place under the de­
mands of war. During normal peace~ime growth, aircraft 
makers gradually would have acquired financial resources 
necessary -to sustain increased volume. Working capital has 
increased but under wartime controls has not by any means 
kept pace with responsibilities and ·obligations imposed by a 
greatly expanded production. 

The rate of net profits on sales volumes in aircraft is the low­
est of any industry engaged in war production. In 1943, the 
percentage of net income to sales for 24 major aircraft and 
part~ manufacturers was 1.8, according to the National City 
Bank of New York. 
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Following is a comparison of war industry profits compiled 
by the National City Bank of New York: 

NET PROFITS ON SALES, 1943 

Non-Ferrous Metals . . . . . . . . . . . . . . . . . 9.0% 
Petroleum Products .. .. . ... .... .... . . 6.8% 
Automobile (including aircraft sales) .. 3.2% 
Railway Equipment . . .. . .. .... .. ... . . 3.1% 
Iron & Steel Industry : . . . .. . . .. . .. .. . 2.8% 
AIRCRAFT AND PARTS .. . . ... .. .. 1.8% 

The profits reported by the aircraft manufacturers during the­
war period are to a large extent bookkeeping figures. The 
ultimate profits, if any, of the industry during the war can 
only be determined when all final settlements have been 
made. A very substantial part of the bookkeeping profits are 
still in the business, largely in the form of inventories and 
other properties which will be subject to drastic shrinkage 
in values. Only a small part has been paid mat in dividends. 
But in spite of this conservative practice, working capital is 
meager in relation to the obligations of the business. It is 
safe to say that the entire net current assets of the industry 
would not equal one month's operating costs at present pro­
duction rates. 

The industry, while eager to do its. full share during the con­
version period, may have difficulty in meeting its present 
obligations, to say nothing of ~ssurniHg additional burdens. 

TERMINATION METHODS AND PROBLEMS 
By Harry Woodhead 

Answers to Committee Questions: 
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1. To what extent is it necessary to achieve better coordination be­
tween the cutback program of the Navy Department and that of 
the War Department? How can this best be achieved? 

2. Once it is decidad to cut back a given program by a given amount, 
what yardsticks should be used in decrding which companies are 
cut and how much each company is ct1l? 
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3. What should be ·the policy governing advance notice of cutbacks 
for (a) the company?(b) the subcontractors? (c) the employes? 
and (d) other government agencies? 

5 . How can production cutbacks in aircraft best be integrated and 
synchronized with the developmmt of other types of war produc­
tion? (Answered sub 4.) 

The principles set ~orth in the Murray Contract Termination 

Act are sound and workable, if properly administered. The 

industry believes that, once the need for given types of air­

craft and equipment ends, contracts should be terminated 

promptly. This is sound policy from the taxpayer's standpoint 

and it is sound policy from the industry's point of view. We 

don't want to produce planes to fill warehouses. 

Termination must be orderly and planned to assure the un­

interrupted continuation of remaining government orders. 

An orderly and planned termination program will accom­

plish: 

(a) Continuation of planes of new design, either in 

production or projected, if in the opinion of the 

Army or Navy they are needed for the mainte­

nance of AIR POWER. 

(b) Continuation of development of experimental 

types which will contribute to advances in the 

sciences. 

(c.) Complete termination of types of which there 

are excess quantities and of types which are no 

longer of tactical value. 
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A planned and orderly termination plan must 

(a) Prevent precipitous and continued wholesale 
unemployment. 

(b) Provide employment in non-war industries in 
proportion to decreased employment in war 
industries. 

These are. the industry's replies to question 1 of the George­
. Murray Committee: 

It is necessary to continue and extend coordination between 
Army and Navy cutback programs to the fullest extent. If a 
program is to be decreased by one branch of the service, it 
might prove that the other would have business to fill up the 
manufacturing facilities so released without serious interrup­
tion of production. The Army and Navy not only should be 
in accord on their programs but should continue close con­
tact with other government- agencies and the aircraft manu­
facturers. Thus, when cutbacks appear probable, these agen­
cies and the manufactu.ters will have the maximum possible 
time to adjust their schedules. 

Extension of the policy of collaboration between the services 
and the industry would have many advantages. It would cut 
the cost to the government of excess inventories of parts 
work in process and raw materials, by permitting the manu­
facturer to schedule his -~ork and his purchases more closely 
with the revised program. Both the employer and the em­
ploye would benefit by more realistic planning, closer sched­
uling of labor supply and material requirements, and advan­
tages in subcontracting. What the industry needs now is the 
same unity of planning and administration applied to de­
mobilization as the Aircraft Production Board brought to 
production scheduling. 

Many interrelated, and in some cases, con.flictin.g facts need 
to be considered before a just decision can be made on cut-
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backs. The weight of the different criteria influencing such a 
decision will vary greatly with individual cases. It is there­
fore impossiblcr to make a conclusive· statement. The over­
riding consickration should be the safeguarding of the cre­
ative design staffs of the pioneer aircraft companies. We can 
further state several major factors which should be taken into 
consideration. 

1. The aircraft indwtry has a relatively smallpostwar mar­
ket awaiting it. Aircraft cutbacks shortld, therefore, be 
effective first for those temporary aircraft manufacttlr­
ers such as the automobile indttstry, which have pt9st­
war markets awaiting f(Jr them. 

2. Problems of the creator of the origitzal design shottld 
be givm considet·ation in the decision as to which 
manufacturer is going to be mt back first-the licensee 
or the basic manufactllrer. 

3. Present production status of manufacturers concerned. 

4. Local manpower situation. 

5. Overall costs of the products to the government. 

6. Manpower utilization. 

7. Meeting of production schedules. 

8. Contfibtttions to progress of aviation. 

9. Needs of the aircraft indt{stry to prepare for postwar 
development and production. 

10. Ol'ders for aim·aft that m·e becoming obsolete should 
be cut back before orders for ~ircraft of more advanced 
design and of greater tactical ttseftdness. 

The primary consideration for all cutbacks during the war 
has been and should be the earliest possible determination as 
to how many airplanes of each model will be required by the 
Army and Navy. 
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The aircraft manufacturing cycle, from raw material 
to finished work, is from 60 to 120 days. Unless the 
government gives cutback notice to the manufac­
turers at least that far in advance, it will receive only 
semi-finished parts of indeterminate value and with 
attendant contract settlement problems. Such 60 to 
120 day advance notice will give the government 
complete aircraft instead of partially processed mate­
rials and miscellaneous parts which may or may not 
be usable. In the long run this should prove sounder 
economy for the government. 

Adequate notice will help both government and in­
dustry in the solution of two other difficult problems. 
The first is the loss of workers · hard to replace. The 
second is the evaluation of work in process. These 
are serious handicaps to speedy termination of con­
tracts. 

When prime contractors are given formal notice of 
cutbacks, prime contractors are now required to ad­
vise subcontractors promptly, with the instruction to 
them that this notice be passed on through the vari­
ous tiers of subcontracting. As a matter of principle 
as well as good business, all suppliers affected by a 
cutback program should be advised as far ahead of 
time as possible. ,.. 

It is the policy of the aircraft .industry to give ad­
vance notice to employes of anY cutback which may 
cause a reduction in manpower. Employes should be 
advised by the manufacturer as soon as revised per­
sonnel requirements can be computed. The speed 
with which the government notifies the employer of 
cutbacks is of vital importance. If adv.ance notice is 
inadequate, many workers return immediately to 
their civilian pursuits and are permanently lost to 

---------~~----~~--------=~------~~--· ----~---~--
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essential industry. This loss goes up to 80 per cent of 
all women work_ers. If adequate notice is given, half 
of these workers can be saved for essential industry. 
It is important that no statement whatever be re­
leased before it is definite and can be stated clearly. 
Uncertainties are sure to destroy morale and cause 
disruption of the production process . ... 

All interested agencies, such as the War Production 
Board and the War Manpower Commission, should 
be informed promptly of projected cutback pro­
grams. It is important, however, that no agencies take 
a·ny action or release any information affecting the 
company or the community in which it operates until 
the agency is fully informed as to the long-range 
plans of the company concerned. 

Cutbacks should not. interfere with future production of 
types of aircraft still in demand by the military. An example 
will illustrate the complexity of the problem. There are at 
present three manufacturers producing a certain type of 
bomber. One of these three manufacturers has a new model 
coming in to replace the one presently produced. If this 
manufacturer's production were to be cut, labor would leave 
the area of production and would not be available for the 
new model except at great expense of money, time and effi­
ciency. In this specific case, the local manpower situation 
should have a decisive weight. The involved nature of the 
problem makes it essential to have the industry's viewpoint 
fully represented at the earliest time at which cutbacks are 
being considered. 

The average aircraft plant is not readily convertible for non­
aircraft types of war production. It is also highly unlikely 
that any emergency will arise during which the facilities and 
skills of the basic aircraft industry would be more useful in 
producing anything but airplanes. Should this need arise, 
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however, the aircraft industry stands ready to make its re­
sources available for war production of any type. 
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5. How can production Ctltbacks in aircraft best be integrated and 
synchronized with the development of other types of.civilian air­
craft production? 

6. IJY hat are .the importallt steps that the government and industry Cel li 

tc~ke . now to promote the rapid development of civilian aircraft 
productio1l? 

7. IIY hat principles sho11ld be followed in handling Government­
owned aircraft factot·ies, aircraft and airfields? 

Civilian aircraft manufacttlre should be started' at the earliest 
possible moment which will not interfere with military needs. 
Before discussing the Committee questions referring to surplus 
disposal and reconversion, we wish to point to the major handi­
cap tmder which the industt·y is laboring in all its planning activ­
ities,· !lamely, the lack of any information on the size of the 
postwar air force of the United States, and the nation's techno­
logical program fot" aviation developi1zent. While determinati01z 
of the former may rzecessitate awaiting wot"ld developmeuts, the 
latter certainly can be determined now. JJI'ithout such informa­
tion'- all planning-both fqr militat"y and fot· civil aviati01t­
lacks a sound basis. Preparation and release of such information 
is an essential prerequisite to industry planning. 

Each company operating a government factory should be 
given an opportunity to buy or lease the factory at reason­
able terms for use. If, after a reasonable period of time, the 
manufacturer has not made .arrangements for using the 
government factory, the government should then be free to 
dispose of it to others. If aircraft factories cannot be used 
by either the original occupant or others, the factories, if 
·suitable, should be kept under private ·management as stand­
by plants for defense purposes. Aircraft factories should be 



U.S.-OWNED 

PLANES All 

OVER THE 

WORLD 

SURPLUS 

AIRCRAFT A 

MAJOR ASSET -

CONVERSION 

CREATES 

UTILE 

EMPLOYMENT 

CENTRALIZE 

DISPOSAL 

POLICIES 

available for use by their present occupants as warehouses 
for surplus materials acquired by the government as a result 
of contract terminations. Under no circumstances should the 
plants be operated by the government. 

After the war, the government will own many different types 
of aircraft for which it will have no use. These aircraft will 
be in all parts of the world. They will be in different con­
ditions varying from new to badly worn. The policies of 
disposal for these aircraft are of major importance to the 
future of the industry. 

The industry commends the Harvard Business School on its 
excellent report entitled "Disposal of Surplus Aircraft and 
Major Components Thereof." It heartily endorses many of the 
principles which the report sets forth. It is the theme of 
the report that surplus aircraft constitute a major asset that 
can be used to promote production and employment in the 

. postwar aircraft industry by broadefiing the demand and en­
larging the replacement market and creating overhaul and 
sales wmk. 

The industry appreciates the opportunity for employment 
created by the need for conversio1_1 of military aircraft as 
well as overhauling and repair of these aircraft to make 
them of commercial value. However, the employment fur­
nished by this conversion process will maintain only a com­
paratively small number of people in the factories of the 
design originators. This business will certainly not maintain 
sufficient numbers of engineers, supervisory and management 
personnel and workers to assure the survival of the industry, 

. or the continuation of adequat~ development and research. 

Policies regarding disposal should be determined by one 
central government disposal agency to be created by legis­
lative action. This would avoid duplication of effort, con­
fusion and possible inter-agency competition. Several .agen-
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cies and sub-agencies may prove necessary and desirable 
under this one policy-making central authority, to carry out 
the mechanical functions involved in the disposition of sur-
plus property. · 

Such aircraft fall under tWo categories: 

(a) Combat aircraft which because of military action 
or the vagaries of use and maintenance by for­
eign nations are unsuitable for further us~ and 
should be scrapped. 

(b) Combat aircraft suitable for further use which 
can be sold, leased or bartered to friendly 
foreign nations. 

In the disposal of planes useful only for military purposes, 
the Air Forces and the State Department should have a veto 
power over any action deemed adverse to military security. 
Disposal of this type of plane shquld be subject to the ap­
proval of a board including representatives of the War, Navy 
and State Departments. 

Overhaul and maintenance prior to delivery should be under 
direct supervision of a qualified aircraft manufacturer. This 

' is most important in order to insure buyers of the -high 
standard of operation and efficiency of aircraft of American 
manufacture-and to maintain the outstanding reputation 
of American airplanes. 

No price favors s~ould be shown in the disposal of surplus 
'transport planes. The sale of planes should not be made the 
instrument of a subsidy. Wherever practicable sales should 
be made through the manufacturers who originated the de­
sign. Overhaul and reconversion should be made only by 
quaiified manufacturers. 

.I 
J 
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Disposal practice should be governed by the basic principle 
that the national interest requires that the United States 
maintain the strongest possible manufacturing and transport 
industries. This policy requires the judicious release of sur­
plus aircraft and parts. Great care must be exercised to assure 
continuance of design, development and market. Manufac­
turers are dearly dependent on a sound transport industry. 

Although it may not be practical to establish, at this time, 
and without consideration of many factors, whether disposal 
should be by sale or lease, care must be taken to assure that 
control is provided to eliminate the possibility of pressure 
developing in later years to continue operation of wartime 
planes. With this consideration, leasing seems to provide the 
best control in most cases if limited to 2 or 3 years. Consider­
ation should be given to the effect that the planes, leased or 
sold, will have on the sound progressive development of two 
vital industries-air transport and manufacturing. 

The industry approves of the disposal of surplus military air­
Gaft which are closely akin to standard civil types. These 
indude the L2, 3, 4, and 5, which are small liaison planes. 
Ca~e should be taken that there is no wholesale disposal to 
brokers or speculators who may hold these planes over the 
market for several years. 

With reference to the disposal of primary, basic and ad­
vanced trainers in civil markets, we urge consideration of 
these problems: 

1. Such aircraft have been built to military specifica­
tions for military training purposes. 

2. They are designed for military use only and they 
are not suited for use by civilian purchasers for 
~ivilian flight training. 
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The industry therefore does not agree with the Harvard 
Business School report that such trainers should be sold at a 
nominal price. Surptus military aircraft should be given to 
schools and colleges for military training only. A survey ·of 
leading universities and colleges reveals that a great number 
wish to continue courses in ground school instruction and 

· flight training. 

We cannot expect to have adequate Air Forces, with trained 
pilots, navigators, and mechanics, unless we offer opportunity 
to every able-bodied college student to get such training. The 
Civilian Pilot Training Program, later the War Training 
Service, _made a remarkable contribution to the Air Forces in 
the emergency. We strongly recommend the continuation of 
such a program in colleges and universities. Reasonable fed­
eral subsidies will be needed. We musfemphasize, however, 

. that such a program should be in the nature of an ROTC 
program, the course of study and training meeting military 
requirements. We differentiate in the requirements for this 
type of training from that of the millions of potential appli­
cants for a personal flying license. Such licensing should not 
be influenced by the restrictions and high requirements of the 
suggested ROTC prograrr).S. 

To encourage such ROTC programs, as well as training aero­
nautical 'engineers, mechanics, and other technicians, surplus 
military aircraft, aircraft engines, and components, should be 
given to them. 

The Harvard Report makes the following statements: "En­
gines, propellers, and instruments which are not handled · 
carefully are liable to be dangerous on aircraft . . . The 
larger, more complex, and expensive instruments, such as 
gyro flux-gate compasses, should be inspected, overhauled, 
and sold through the original-design manufacturer at prices 
specified by the Government. The manufacturer is best suited 
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to insure that proper safety standards are maintained." In 
making recommendations witP respect to surplus combat air­
craft located abroad, the following statement is made: 
"United States combat types which have been subjected to 
the vagaries of use and maintenance by foreign nations 
should be unhesitantly scrapped for their salvage value in 
components." 

To maintain the reputation of our aircraft, engines and com­
ponents, we recommend that when surplus military aircraft 
located abroad are scrapped, the engines and components 
should likewise be scrapped. It would ·be an economic waste 
to try to salvage most of these complicated aeronautical com­
ponents by returning them to this colintry for overhaul. 

Such components as gyro flux-gate compasses and automatic 
pilots represent many different units which are installed as 
systems throughout the plane. To disassemble them after 
rough military usage they have had under untrained hands 
in foreign fields, would be no more practicable than return­
ing the completed !Jirplane for overhaul. 

All government-owned air fields not required for military 
purposes should be made available promptly for commercial 
or personal flying use at nominal cost to the states, counties 
or cities, the upkeep and operating costs of which are to be 
assumed by the state, county or city, with assistance from 
the Federal government where necessary. 

The aircraft industry, to meet the demands of an air-minded 
public, should be planning on the type of products which it 
hopes to manufacture at the end of the war, and should be 
taking all steps possible for the development, tooling, produc­
tion and marketing of these products. Experience gained in• 
aerodynamically clean airplanes for commercial use has made 
and can continue to make great contributions to the design 
of efficient military aircraft. In order that the nation may 
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have a strong and virile postwar aircraft industry, the gov­
·errunent should now permit and encourage companies to use 
a part of their engineering, tooling, and manufa~turing facil­
ities for the development of civilian aircraft. The government 
should make available to each cost-plus-fixed-fee, as well as 
f.ixed-price manufacturer at a nominal cost the design and 

.1' engineering data, tooling and other facilities developed for 
his own military aircraft which might be adaptable, at least 
in part, t~ his civilian aircraft. 

As long as there is no interference with the war effort, it is 
Undoubtedly to the benefit of the country as a whole to have 
all opportunities for postwar employment prepared for in 
advance, so that production and employment may start 
promptly when the war ends. Domestic and foreign sales mar­
kets should then be opened to free, private competition, sub­
ject, of c~urse, to national security requirements. 

Other steps which the government should take in 'the very 
immediate future are the establishment of policies covering 
the following items and the informing of the aircraft indus­
try of its policies in regard to transport airlines on the fol-

j owing subjects: · / 

1. Development of a planned and integrated feeder­
line system. 

2. Every effort should be made to increase the use 
of airmail as soon as equipment is available and 
whenever such transportation shall speed deliv­
ery. 

3. Immediate release of more airplanes to the air­
lines. 

4 . Further development of Main Lines-both for­
eign and domestic. 
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If the public is to reap the benefits which personal flying 
makes possible, a new viewpoint must be taken by the law 
and the administrative agencies ·of our government. 

In the past, private flying has suffer~d from the handicap 
that the purpose for which private flights were made was not 
important-not by comparison with flights carrying mail, 
flights for national defense, flights carrying passengers · for 
hire, and flights tending to promote the art of. aeronautics. 
Yet, it may well be that the airplane will fill an important 
role as a private conveyance of the ordinary citizen, similar 
in social and economic importance to the automobile, serving 
to raise the people's standard of living, to make their lives 
fuller and their pursuit of happiness more effective. The 
automobile did just that. It created millions of jobs. It made 
possible thousands of business enterprises which bring wealth 
and prosperity to communities all over the nation. It drew 
our people closer together and made all parts of our great 
country easier of access to every citizen. The personal airplane 
can do even more than this. 

:While it has been predicted that there will be -an immediate 
market for at least 100,000 personal aircraft, this is a "blue 
sky" figure, depending on many unknown factors. Should 
production of 100,000 planes per year be achieved they 
would represent a total volume of about $250,000,000 per 
year, or about one per cent of present aircraft volume. 

It is just and reasonable to expect that- the aviation industry 
will produce the best quality personal airplanes at the most 
reasonable prices possible. However, it is apparent that at 
present we cannot hope to achieve volume production, which 
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should result in reasonably priced products, because there are 
insufficient facilities from which to take off and land. This 
problem of establishing a suitable number of landing facili­
ties is one of many which the industry is trying to solve 
through its OV{n action. It is not asking for any· federal funds 
in support of its personal aircraft program. 

Statistics reveal that during the several years prior to our 
entry into the war 80 per cent of all those 'o/hO purchased 
airplanes sold them within a year. One of the main reasons 
for this was the lack of suitable landing places. It is esti­
mated that there are no more than 2,500 landing fields now 

- existing in this country. We need many thousands. 

At the request of the Personal Aircraft Council of the Aero­
nautical Chamber of Commerce, the Civil Aeronautics Au­
thority has given semi-official approval to the terms "AIR­
PARKS", "FLIGHTSTOPS" and "AIR HARBORS." These 
are not to be confused with airports costing many hundreds 
of thousands and even millions of dollars which are used 
primarily for military and commercial transport today. 

An "AIRPARK" may be defined as a community enterprise 
and a community responsibility to be built specifically as a 
landing facility for non-scheduled or personal aircraft. It 
should therefore be built with local funds. It will have run­
ways 2,000 by 300 feet to accommodate those citizens who 
wish to own and operate their own planes. "AIRP ARKS" 
should be built within the confines of the community, adja: 
cent to the business district. There will be no provision for 
future expansion as, when one becomes crowded, it is sug­
gested that another be placed in operation. 

The "FLIGHTSTOPS" will be runways 1,800 by 300 feet) 
either built into the prevailing wind or, L-shaped, providing 
four-way landings. Discussions with state and county p~an-
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ning groups indica~e that they might ~est be built and main­
tained by state and county highway departments. 

"AIR HARBORS" should be built wherever there are quiet 
waters, such as bays, rivers, lak~s or sounds, adjacent to a 
community. 

The plan to urge the construction of such landing facilities 
is called to the attention of the committee because of the 
genuine need for them if aviation is to take its rightful place 
in personal transportation. Manufacturers cannot hope to 
find a market for anything they create unless there is a defi­
nite use for it. As an example, the automotive industry is 

. cited. The country today is in much the same position, air­
wise, as it was from an automotive standpoint in 1913 and 
1914, when the automobile was a "new thing". Hundreds of 
thousands of potential customers held off until the country 
built good roads. 

It is the belief of the aircraft industry that personal flying is 
entering a new era, as was automobile transportation in 
1913-1914---but that unless landing facilities are planned 
promptly, an important part of the foundation for great 
aviation advancement will not be ready at the end of the war; 
and there will be fewer jobs for the thousands who might 
have been employed in building the facilities, the thousands 
who might be employed in building personal aircraft, and 
the thousands who might be employed to service and main­
tain those aircraft. 

1. Sj:andardization of international airworthiness require­

ments. 

2. Establishment of a policy and program for expanding 
private flying. 
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3. D evelopment of a sound policy on n avig a tion a ids, in 

both commercial and civilian flight, and in development 
of ai.r:ports. 

4. Development of a sound, long-range policy integrated 
between the Army, Navy and. the CA.B. for the encour­
agement of research in aircraft, engine, and accessory 
development. 

5. Increase in opportunities for aviation education and flight 
training. 

6. Liberalization of regulation of personal aircraft and 
pilots. 

Civil Air Regulations are a deterrent to volume production 
of personal aircraft. Since 1926, when the Bureau of Air 
Commerce began functioning, there has been a constant in­
crease in restrictive regulations as tp pilot qualifications and 
the flying and maintenance of aircraft. Many prewar personal 
pilots laid their discouragement to such restrictions when dis­
posing of their own aircraft or abandoning flying entirely. 
The industry feels that regulation of personal aircraft and 
the personal pilot has grown through the years to the point 
where present regulations impose onerous burdens which 
hamper the public right to fly and impose additional and 
unnecessary costs on the flying public. 

With such conditions existing, it is clear that potential avi­
ation students and airplane purchasers are discouraged 
rather than encouraged, thus narrowing the postwar market 
and helping to preclude the possibility of 'volume produc­
tion, busy factories, and lower costs to the aviation-minded 
public. 

It is suggested that insofar as the personal aircraft and pilot­
ing thereof is concerned, the nature of these operations be 
considered and an Air Commerce Act be written to cover 
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them alone. Such an act would ( 1) make the air spaces 
available to all persons wishing to travel, (2) place these 
spaces under federal jurisdiction, ( 3) place ownership and 
operation of airplanes on the same basis as that of owner­
ship and operation of automobiles, ( 4) permit the piloting 
of aircraft following proof of reasonable skill, and ( 5) per­
mit flight in a straight line from any point without. clear­
ance, flight plan, permission or report except along commer­
cial airways under instrument conditions. 

A code of "best practice" is suggested in the place of the 
"should" a~d "must" type of regulations now in force. 
Under this code, regulations covering maintenance would be 
redrafted so that the airplane owners would bear no greater 
Durden than the automobile owner; a pilot would receive a 
pilot's license with no greater relative difficulty than in secur­
ing an automobile driver's license; "learner's permit" would 
be granted to students without undue formality; no medical 
or physical qualifications above those of major importance 
would be required; any individual holding a pilot's license 
could give instruction providing he does not do it for hire 
or reward, and a student passing a simple and realistic flight 

. . 
test would be certified. 

Traffic rules need simpli.fic~tion, with contact flight rules be­
ing relaxed in unregulated air space, control zones being re­
defined, and regulations generally stiffened for flight in regu­
lated air space, which would include civil airways and con­
trol zones . 

Whatever the suggestions, it is obvious that a sane and sen­
sible relaxation of regulations and restrictions must be ac­
complished if we are to welcome anything which approxi­
mates the "air age" as far as personal flying is concerned. 

The personal flyer has been lost in the shuflle ·during the 
past few years, and he must be given the right to fly which, 

Page 35 



in many respects, has been taken from him. Only when these 
regulations are changed will personal flying assume its nat­
ural place in transportation. 

POSTWAR NATIONAL DEFENSE AND 
THE AIRCRAFT INDUSTRY 
By J. Carlton Ward, Jr. 

Answer to Committee Question: 

TECHNICAL 

DEVELOPMENT 

KEY TO 
AIR POWER 

INVENTIONS 

ARE 

INTERNATIONAL 
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8. 117 hat plans should be made for a postwar national defense pro­
gram for the aircraft industr1? 

A. _Thro11gh researcf? and development? 

B. Thro11gh standby capacity? 

C. Throttgh other methods? 

Technical development is the ·key to American AIR POWER, 
present and future. In our national interest, what are the broad 
facts in this particttlar, and what should be our country's policy? 

History shows us that many great inventions in the past have 
been developed and perfected by various nations, to the detri- . 
ment at times of the nation that originally produced the 
fundamental development or conception. Thus, · America 
produced the first flying airplane in 1903, but in World War 
I it was compelled to fight in airplanes produced by its allies, 
and for years the original American invention of the first 
flying airplane has rested in a British ~useum. 

Similarly, the principles of radar were first announced to 
the world in the United States as early as 1922 by two Naval 
scientists in the laboratory at Anacostia, D. C. Yet radar was 
developed primarily by Sir Watson Watts in Britain and 
handed back to us after we became her fighting ally and after 
we had been given time to prepare ourselves for the present 
struggle with the time purchased by her effort. The Navy, in 
the spring of 1918, launched a successful flying bomb at Bell-



port, L. 1., in cooperation with the Sperry Corporation, carry­
ing one thousand pounds of T.N.T. with a 400 mile range. 
At the same time, Charles Kettering and his associates began 
the development of radio controlled flying missiles which 
they believed could prevent wars. It was left to the Germans, 
a quarter of a century later, to put it into their concept of 
tot~l war. Such instances can be multiplied. 

FRENCH At the expiration of World War I, France emerged as the 
AIR POWER leading AIR POWER in the world, with more airplanes, 
DECLINED AFTER more facilities and more technicians than could be found in 
WORLD WAR I any other country. From that aate on she declined steadily, 

LESSONS TO 

BE LEARNED 

FROM FRANCE 

. not only in relation to other powers, but also in an absolute 
degree. From the outside it has appeared that France rested 

· on her laurels. Being a thrifty nation, she seemed to feel 
that the possession of a quanti_!:y of airplanes met the needs 
of the situation. Subsequently her industry became a political 
football and attempts were made to nationalize it under a 
socialist government. And so, as World War II approached, 
France found herself with politically dominated facilities 
which she herself, in the throes of war, admitted were in­
efficient and wasteful. As head of a mission to the French 
·Government in 1940, I was referred to the nationalized Lor­
raine-Dietrich aircraft engine factory as their worst produc­
tion headache. Not only was France's production for the 
most part inefficient, but her designs had not been brought . 

. to a top measure of excellence except in a few particular 
instances. 

The lessons to be learned from French experience are clear. 
They are: 

(1) Possession of ·the most airplanes at a given mo­
ment does not permit the relaxation of contin­
uing development nor the successive production 
of improved models. 
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AIRCRAFT 

INDUSTRY IN 

GERMANY 

(2) Private industry, with its competitiV'e aspect, sur­
pas-ses to a marked degree the performance of 
government owned facilities. 

(3) Merely to be confronted with a national emer­
gency does not solve the problem and, in the 
instance of World War II, France was not given 
time enough to work herself out of her inferior 
position. 

Before turning to America's pos1t10n, it might ,be well to 
examine that of Germany. Germany is popularly regarded as 
a nation of vast technical resources and possessed of ample 
skilled labor and engineering talent. Even under Hitler, its 
factories operated under private management, but with gov­
ernmental direction as to basic policy and, in many instances, 
government participation in the ownership. Being a totali­
tarian state, the basic policies were laid down for the various 
manufacturers by the government. Germany pad started her 
preparations, in an active sense, in 1933 for World War II. 
Ample facilities and money had been provided by the gov­
ernment for production ?-nd for research and development. 
While a smaller country than our own, its appropriations for 
aircraft production were tremendous as compared with ours; 

·.under their rearmament program their funds for research and 
development were many times those available here in our 
own country. 

THE MISTAKES As a result, there was produced the greatest quantity of then 
THAT GERMANY modern aircraft that the world had ever seen when World 
MADE War II began. However, there were near fatal mistakes made 

MODELS 

WERE 

FROZEN 
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in the German preparations for war'in the air, that stemmed 
from the overall powerful governmental direction. These 
mistakes were: 

( 1) Her assumption that airplane models should be 
frozen in order to produce in quantities, as soon 
as a satisfactory design had been evolved (this 
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produced static designs of airplanes modern at 
the start which, in the early stages of the war, 
were numerically superior to those of her ene­
mies; but which, as time went on, were inferior 
technically to the rapidly modified British de­
signs). 

(2) Her airplanes . were designed .essentially for 

ground cooperation, and were considered by the 

Germans themselves as primarily offensive 

weapons; hence, they were weak on the defense 

against enemy aircraft. 

Thus, totalitarian direction produced basic errors in policy 
which resulted in products which proved inferior in overall 
competitipn to the planes made under the relatively free en­
terprise ·system between competitive makers in Britain and, 
later, in America. Superiority is _not a static thing-it is a 
dynamic thing. 

In Britain, active steps toward rearmament in the air began 
in 1938 and the government laid down a very sound ap­
proach to overall British production, with dispersal of manu­
facturing units and competitive engineering designs. In this 
atmosphere the now indispensable Mosquito was developed 
by a private aircraft firm, independent of the direction of the 
Ministry of Aircraft Production. 

Even more important, when Britain had to meet the threat of 
German bombing, she was ready with radar locators devel­
oped in secret, which permitted the seven hundred British 
fighters to stave off attacks by as many as twenty-four hun­
dred enemy aircraft in the air instead of being wiped out on 
the ground as had already been the fate of France, Poland 
and Germany's other enemies. The radar locators, plus the 
efficient Briti~h fighter designs and their superior armament, 
took such a heavy toll of the Luftwaffe that it became a,n 
uneconomical form of war and was abandoned. This hap-

Page 39 



VET U.S. A. 
WAS ON A 

STARVATION 

DIET 

GOVERNMENT 

POLICIES 

UNREALISTIC 

5500-PLANE 

PROGRAM 

CUT TO 375 

U.S. HAD 

BECOME A 

SECOND-RATE 

POWER IN AIR 

Page 40 

pened in spite of the high prediction Germany had made of 
subduing England from the air, thus avoiding the risks of a 
sea-borne invasion for which she had not equipped her 
Navy.-Thus, by h~ving in use at that critical time the fruits 
of engineering development, Britain saved herself and per-
haps the world from Nazi domination. · 

And what of America? With all of these lessons before us, 
we had allowed ourselves to live on a starvation diet, even 
relative to the appropriations for development of such a sec­
ond rate power as Italy. At that time we had an under­
nourished government facility in N.A.C.A., insufficient Army 
and Navy evaluation laboratories, and a lack of money for 
industry development contracts. 

Therb has been ample testimony before the Congress on the 
unrealistic procurement policies of the government with re­
spect to aircraft development, extending through the late 
1930's. Faced with a certain Europe~ war, it still took first 
French and then, nearly a year later, British money to under­
write sufficient production for American aircraft factories so 
that the industry was able to accumulate personnel and facili­
ties for the start on its subsequent expansion program. 

On February 20, 1939, General Arnold addressed the Na­
tional Aviation Forum, stating that the Air Corps' goal was 
to obtain 5500 planes before July, 1941. In April, 1939, 
he appeared before Congress to explain his proposed pro­
gram. The House cut this program for 5'500 units, to fifty-nine 
units and the Senate provided funds for 375 planes. It was 
not until April, 1940, after the fall of Norway, with the 
world aflame, that funds were made availabl~ for this origi­
nal program formulated a year previously. This program 
then represented a mere fraction of Germany's air strength. 

The truth of the matter is that America had become a second 
rate power in the air, except for the unsurpassed job being 
done by American transports in civil aviation. It was in this 
condition that we faced the certain world holocaust of war. 
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There is no need for recounting the industrial and technical 
miracles that have been wrought with the intelligent coopera­
tion of the .. armed services, in the ensuing period, which ~ave 
brought us where we are today. However, the lesson of 
France should show us clearly that we cannot stay where we 
now are without a realistic evaluation of the factors that 
have brought us here and that must be evaluated and made 
effective if we are to remain a first rate air power.-

For instance, it is not known generally that the Flying Fort­
ress, one of the world's greatest fi_ghting machines, fir-st began 
its development in 1934. It required an expenditure of over 
four million engineering manhours between 1934 and 1942 
to bring it to the high state of efficiency as a fighting machine 
that was necessary to start the unprecedented operation of 
daylight precision bombing against heavily defended Europe. 
The Liberator, an equally success_ful heavy bomber, started in 
January, 1939, and having available the service experience of 
the Fortress, became a potent fighting machine shortly there­
after. The medium bombers grew out of an Army sponsored 
competition about 1938 and were largely developed by French 
and British purchases before our entry into the war. Even 
under most ideal conditions, an airplane does not become a· 
good, service-tested machine in under two to three years. As 
everyone familiar with the war effort knows, airplanes are 
const~tly being modified on the production lines and the 
P-40, an early type of American World War II fighter, has 
run through its model series of major modifications cle~r up 
to the letter "Q", indicating the necessity for. its continued 
development. 

There have been no new aviation engines brought out in ser­
vice in this war that were not started before the European 
war. For example, the present power plant for the new Super­
Fortress and the Navy's great flying boat, the Mars-the 
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Wright 3350 engine-was begun in 1936. and is only now be­
coming an accepted, service-tested engine, all at a cost of some­
thing more than $13,000,000. In the liquid cooled aviation 
engine field, the Allison was started in 1930 and is still under­
going de';:elopment into higher powers. 

In the important field of accessories, the Sperry automatic 
pilot was first recognized internationally in 1913. From then 
up to 1932, the development had cost an estimated 
$1,000,000. Not until 1932 was the first commercial order 
for fatty-two received by Sperry. In 1935 it was not yet con­
sidered of value as a military development. Thus it can be 
shown that literally all of the American air fighting equip­
ment now in action had its origin in the prewar period. 
Therefore, it is obvious that a nation cannot have time to 
arm in the air when confronted with a major international 
crisis. 

It so happens that Army and Navy appropriations for the 
most part merge developme.nt and production funds. 
Promptly at the expiration of the active fighting period in 
this war, there will undoubtedly be brougl:lt to bear tremen­
dous political pressure for economy-and it is only right 
that production requirements will be sharply curtailed. Un­
less provisions are specifically worked out at this time, where­
by development fu!lds will . not fall a victim to the sudden 
postwa~ demand for economy, they wi.U ineyitably suffer the 
same fate as the funds for wartime production. 

A .five-year engine or airplane development, cut off after tWo 
or three years of developmental work, will probably neVier 
bear fruit. For one reason, because the technicians who are 
the creators of such complex m~chanisms will look for more 
secure positions in the postwar economy. Should there later 
be an effort to complete the development, it will be found 
impossible to do so. This will be true even ass~ing that 
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there are no new technical developments in the interim to 
modify the original conception in such a way that it would 
be better economy to start the development anew. Thus for 
armament, radar, instruments and all the technical equip­
ment of a modern airplane. 

Unless the pririciples of AIR POWER as outlined here today 
are accepted and then implemented by a wise policy for con­
tinued development, our country cannot be expected to hold 
its position in world affairs. Commercial designs will, under 
the American system, be best developed as in the past, by 
wise regulations of the Civil Aeronautics Authority, wise 
policies of the Civil Aeronautics Board and the enterprise of 
the commercial airlines and the private owner demand. This 
system produced the best airplanes for world commerce and 
for personal flying in the prewar period and, in a free econ­
omy, will continue to do so in the postwar period. 

Surrui1arily, it should be brought out that there is a legiti­
mate field for government activity and for private industry in 
which each is by nature best adapted for its task. 

(1) Thus, fundamental research not applicable to 
specific projects can best be fostered and accom­
plished in government laboratories such as those 
at the N.A.C.A. 

(2) 

(3) 

The special application of research to particular 
designs or projects is the legitimate function of 
private industry with all of its competitive stim­
ulus. This will avoid the mistake made by Ger­
many, by providing a diversification of solutions 
not readily possible under a totalitarian or gov­
ernment dominated system. 

The evaluation of the result of private industry 
developments can best be accomplished impar­
tially by the Army -and the Navy in their res pee-
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tive facilities, such as Wright Field, Eglin Field, 
the Naval Aircraft Factory and the Navy evalu­
ation centers. 

VITAL These three vital functions in overall development should 
FUNCTIONS never be in conflict, one with the other, if wisely molded into 
NEED NEVER the overall policy. This will provide America's answer to the 
CONFLICT competition of other great powers, if it includes the neces­

sary procurement of service-tested quantities of the new mod­
els, developed in sufficient quantity for production and tac­
tical use. 

PLANNING FOR Here are the answers to the Committee's questions with 
POSTWAR respect to planning for a postwar national defense program 

for the aircraft industry: 
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(1) Present development contracts should not be ter­
minated. 

( 2) Military research, design and development 
should be continued on a constructive basis , 
through competitive private industry. 

(3) 

(4) 
I 

A production program for the aircraft industry 
should be maintained to retain its ability to es­
tablish production processes and to permit ~e 
air forces to become familiar with the handling 
of such planes. Based on an obsoles~ence factor 
of five years for the life of a -first-class fighting 
'airplane, we assume that 20 per cent of the 
number of airplanes in the postwar air forces will 
be replaced annually. 

New and advanced models of all types of mili­
tary aircrafL required for a balanced air force 
should be designed and developed. Quality of 
the product should be the primary factor in 
placing orders. 
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The United States would have been a third-rate AIR 
POWER if the present war had been deferred a few years. 
Totalitarian governments subsidized their aircraft industries 
heavily. The aircraft manufacturers want no such subsidy, 
but do suggest a National AIR POWER Policy whiCh will 
allow the aircraft industry to maintain leadership in design 
and preparedness to resume large-scale military production 
at any time if it should be necessary. In additio~, such a policy 
contemplates an air force maintained at such a level as to 
assure the nation of adequate air defense. The above sugges­
tions outline a program for minimum preparedness compat­
ible with full security and one which would permit rapid 
expansion in time of emergency. 

AIR POWER presupposes several elements, among them air­
planes, trained personnel, technical stiffs, management and 
productive capacity. All of these are essential. A strong indus­
try must be maintained with operating productive capacity 
at least equal to the postwar needs of the armed services. 
Additional capacity, preferably through standby plants, 
should be available and ready as the necessity arises. It is sug­
gested, therefore, that some proportion of existing aircraft 
plants whid1 are not needed for aircraft or other production 
be kept available for war production in the event of national 
emergency. This standby capacity could be administered by 
the aircraft manufacturers on a contract basis. The possibility 
of using this standby capacity for temporary storage of sur­
plus should be investigated. 

All possible methods should be used to train the youth of the 
country in aircraft and in technical matters. The technical 
and mechanical skill of the nation is one of its greatest assets, 
and this should be maintained at any cost. 

All design and engineering data, tooling and production 
facilities developed as a result of government orders should 
be made available to manufacturers for civilian production. 
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SUMMARY 

:rhe established aircraft manufacturers should be utilized by 
the armed forces in handling the modification and repair of 
military aircraft in various locations throughout the world. 

By J. Carlton Ward, Jr. 

HOW TO HAVE In order to keep the peace after winni,ng the war and to pro-
AIR POWER mote the general welfare, the United States must have AIR 

POWER. This can be accomplished by: 

INDUSTRY'S 

POSITION ON 

DEMOBILIZING 

WORKERS 
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1. Having an adequate, ready air force composed of 
superior aircraft and competent personnel. 

2 . Training our youth to fly and service airplanes. 

3. Mainta.iping air bases essential to security and 
commerce. 

4. Expanding our domestic and foreign atr trans­
portation, and personal flying. 

5. Maintaining a strong aircraft manufacturing in­
dustry, with continuing world leadership m re­
search and development. 

With respect to the workers involved in the .demobilization 
of the aircraft industry when victory is won, the industry 

1. Agrees with the principle of adequate unemploy­
ment insurance, as an essential to orderly man­
power demobilization and reemployment. 

2 . Believes that the new employer or educational 
organizations should re-train workers, thereby 
avoiding re-training for non-existent jobs. 



FINANCIAl 
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TERMINATION 

3. Agrees that transportation of workers to bona 
fide residences or to new jobs at government ex­
pense is desirable. 

The rate of net profits on sales volume in aircraft is the 
lo~est of any industry engaged in war production, amount­
ing to but 1.8 per cent in 1943. The entire wodcing capital 
of the aircraft industry would not equal one month's operat­
ing costs at present production rates. It, therefore, is obvious 
that the industry, while eager to do its full share during the 
conversion period, can be of very little help in assuming 
financial responsibilities of the manpower demobilization 
and ·reemployment process. 

Sudden changes in war requirements are necessitating termi­
nation of some war contracts. The industry believes that 
when such occasions arise contracts should be terminated 
promptly. There must be full coordination between Army 
and Navy cutback programs and between government agen­
cies and aircraft manufacturers. Thus , capacity released by 
one agency could be used by another and labor resources 
conserved. 

FACTORS TO Many factors must be considered in making cutbacks. 
BE CONSIDERED 
IN MAKING a. ' First cutbacks should be in industrie~ producing 
CUTBACKS aircr#t only during the war emergency. 

b. Problems of tl1e creator of the . original design 
should have first consideration when cutbacks are 
contemplated. 

c. Other factors which should be weighed are 
present production status of manufacturers con­
cerned; local manpower situation; overall costs 
of _the products; manpower utilization; meeting 
of production schedules; contributions to aviation 
progress; needs of the aircraft industry to pre-
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pare for postwar development and production; 
obsolete aircraft should be cut back sooner than 

_ those of more advanced design. 

Notice of cutbacks should be given to manufacturers suffi­
ciently in advance to permit the~ to complete the produc­
tion flow from raw material to finished work ( 60 to 120 
days) .-

Subcontractors and vendors should be notified promptly by 
the prime contractor. 

_Employes must be notified as soon as revised personnel re­
quirements can be computed. 

Cutbacks in the aircraft manufacturing industry should be 
synchronized with increases in other war -production and 
with the re-expansion of other civilian industries whenever 
possible. 

When the war ends the!re will be surpluses of aircraft plants, 
military aircraft and military air fields. Surplus aircraft fac­
tories should, if possible, be sold or leased to the present 
users. If not feasible, the government should' dispose of them 
to others. If not needed for aircraft or other production, 
these factories should be kept, under private management, 
as stand-by plants. 

Disposal of surplus aircraft should be controlled by .one 
central government agency. 

Combat aircraft rendered unsuitable for further use should 
be scrapped. 

Combat aircraft suitable for further use can be sold, leased 
or bartered to friendly foreign nations und:r the control of 
proper government agencies. 
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Overhaul and maintenance of such aircraft should be under 
the direct supervision of a comp.etent aircraft manufacturer. 
Planes useful for scheduled transport operations should be 
disposed of through limited leases or sale without price dis­
crimination. This must be done judiciously to eliminate the 
possibility of pressure developing in later years to continue 
operation of wartime planes. 

Small planes with possible non-military uses are divided ·into 
two groups. The small observation and liaison planes can be 
released to any market. Civilian sale of military training 
planes must be considered in the light of perform~nce char­
acteristics of these aircraft. Such equipment can be released 
?n a wide scale for military training in schools and colleges. 

Major components-engines, propellers and instruments­
should be scrapped when surplus military aircraft located 
abroad are scrapped. · 

Government-owned airfields not required for military pur­
poses should be made available promptly for commercial and 
personal flying. 

To further the development of civilian aircraft production, 
the aviation industry should now be allowed to plan types 
of postwar products and use part of their facilities for this 
purpose if military needs are met. 

Transport airlines should be aided in the development of 
main and feeder lines, thrpugh the release of -airplanes and 
increased use of air mail. 

Personal aircraft manufacture need~ more landing facilities 
and liberalization of Civil Air Regulations to achieve volume 
production. 

With respect to planning for a postwar national defense 
program for the aircraft industry, the industry believes: 
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• 

1. Present development contracts should not be· ter­
minated. 

2. Military research, design and development should 
be continued on a constructive basis through com­
petitive private industry. 

3. A production program for the aircraft industry 
should be maintained to retain its ability to es­
tablish production processes and to permit the air 
forces to become familiar with the handling of 
such planes. Based on obsolescence, we assume 
that 20 per cent of the number of airplanes in the 
postwar air forces will be replaced annually. 

4. New and advanced models of all types of mili­
tary aircraft required for a balanced air force 
should be designed and developed. Quality of the 
product should be the prime_ factor in placing 

orders. 

The aircraft manufacturers want no subsidy, but do suggest 
a National Air Policy which will allow the industry to main­
tain leadership and design and preparedness to resume large 
scale military production at any time if it should be neces­
sary. 

It is suggested, that some proportion of e~tstmg aircraft 
plants which are not needed for aircraft or other production 

' be kept available for war production in the event of national 
emergency. 

All possible methods should be used to train the youth of 
the country in aircraft and in technical matters. 

The established aircraft manufacturers should be utilized by 
the armed forces in handling the modifica~on and repair 
of military aircraft in various locations -throughout the world . 




