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The following are the texts of the introduc ... 
tory remarks and address delivered by Messrs 
John Dwight Sullivan and John C. Cooper i; 
the Coolidge Auditorium in the Library of Con­
gress on the evening of January 7, 1948. 

John C. Cooper: Internationally known 
lawyer, author, and scholar in the field of avia­
tion law and aviation literature; graduate of 
Princeton University; Commander, United 
States Navy during the First World War; Presi­
dent, Florida State Bar Association in 1931; 
Chairman of the Committee on Aeronautical 
Law of the American Bar Association, 1932-
1935; former Vice-President of Pan American 
Airways; Advisor to the United States Delega­
tion at the International Civil Aviation Confer­
ence in Chicago in 1944 and later Chairman of 
the Organizing Committee of the International 
Air Tr-ansport Association in 1945; Advisor to 
the United States Delegation at the Interna­
tional Civil Aviation Organization Commission 
on multilateral agreement at Geneva, Switzer­
land, in 1947; Consultant on international air 
law to the President's Air Policy Commission, 
1948; at present, Member of the Institute for. 
Advanced Study at Princeton, New Jersey, and 
Consultant in Air Transportation in the Leg­
islative Reference Service of the Library of 
Congress. 



Introductory Remarks by John Dwjght Sullivan 
Executive Vice President, The National 

Air Council 

LADIES AND GENTLEMEN: 

Shortly before the close of the late war, a group of far-sighted 
and patriotic American citizens became convinced that the 
future security of this country would depend primarily and in 
large part upon the maintenance of American air power. They 
were further convinced that the maintenance of American air 
power rests upon a sound and informed public opinion. Upon 
these beliefs they established the then Air Power League, since 
become The National Air Council by reason of the affiliation 
of other organizations with the original group. · · 

Their purposes in part and as set forth in the constitution of 
The National Air Council are these: 

To develop public comprehension of the important 
role of United States Air Power in establishing and pre­
serving world peace, and 

To foster a broad understanding of the importance to 
national security of adequate United States Air Power. 

It is in keeping with these purposes and policies that the 
Council, in cooperation with the Library of Congress, has spon­
sored this series of lectures, the second of which is to be given 
tonight. Having known our distinguished speaker for many 
years, it is a matter of personal pleasure to me to be given the 
honor of presenting to you Mr. John C. Cooper, who will 
discuss "The Fundamentals of Air Power." 
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Address by John C. Cooper 

LADIES AND GENTLEMEN: 

Twenty-three years ago Brigadier General William Mitchell 
stated the first fundamental of air power: "Air power may be 
defined as the ability to do something in the air." Mitchell 
added: "It consists of transporting all sorts of things by aircraft 
from one place to another, and as air covers the whole world 
there is no place that is immune from influence by aircraft." 

Today the world is in the midst of one of the great revolu­
tionary periods of history. Mitchell heard the early rumblings 
of that revolution better than most men of his time. He died 
before it had reached today's crescendo. Institutions, stand­
ards, values-the basic foundations of national and interna­
tional life a generation ago-are changing before our eyes. 
New forces have emerged gravely affecting our whole political, 
economic, and social structure. Of these forces, none is more 
potent than air power, for, as Mitchell said, "there is no place 
that is immune from influence by aircraft." 

Our historic political territorial system has been based on 
the existence of surf ace boundaries, some natural, some arti­
ficial. Man has lived in communities connected or separated 
one from another by surface conditions. Until air power 
emerged as a world force, man moved about only on the 
surface of the earth. Nations traded by land and by sea, built 
surf ace armies and navies for their protection, fortified them­
selves behind rivers and oceans and mountains in fancied isola­
tion and security. But those fine days have passed. Today 
nations are flying over those same rivers and oceans and moun­
tains. The airspace has become a boundless highway for war 
or for peace, for destruction or for commerce. Which shall it 
be? That is our problem today. 

Very recently one of our leading military authorities on the 
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use of air power, Major General Fairchild c . 
f th Air U · · • • ' 0 mmand1ng General o e mvers1ty, wnting in the Air U . . 

Quarterly Review on the rise and fall of historic peo 1nzver~ity 
P es, said: 

The United States faces a state of insecurit • 
future unparalleled in our history .••• uJ m the 

· · I I d · · ess we mamtam c ear ya equate air power m being no . , matter 
at what sacrifice of goods and treasure, all else m II 
bftil ~~ e u e. 

Admittedly these are the words and the opinion of only 
d . di b one 

man. Bu~ they. o m . cate a so er and desperately serious 
point of view, with which I must say that I am personally in 
full accord. 

What do we mean by "air power"? What are the factors 
and conditions which govern its existence, its growth, or its 
decline in this or any other nation? To what extent are these 
elements of air power within our control? Within the limited 
time available this evening I shall try to state very briefly some 
of my views on these questio~. Whether you agree with these 
views is not important, but it is vitally important that air power 
be understood if we are to guard the Nation's future and have 
any real opportunity to restore lasting peace to this very trou­
bled world. 

Air power is the total ability of a nation to fly, to act through 
the airspace, to use controlled flight, such for instance as the 
flight of aircraft. Mitchell called it "the ability to do some­
thing in the air." Twenty years after Mitchell, General H._ H. 
Arnold, in his last report as Commanding General of th~ U roted 
States Army Air Forces, pointed out that "air power mcludes 
a nation's ability to deliver cargo, destructive missiles,_ and war 
making potential through the air to a desired destination to ac­
complish a desired purpose"-that "air power is not comp~se~ 
al · " th t "1t IS one of the war making components of aviation - a . 
the total aviation activity, civilian and military, commercial 
and private, potential as well as existing." 

Air bill f a power is, as I have said before, the total a ty 0 . . . ~~ 

nation to fly. It provides the air transport of a nation lil P. 
or in war, whether the cargo be passengers, mail, and freight, 
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or airborne troops and destructive missiles. This is the first 
fundamental of air power. 

From it springs a second fundan1ental-that air power is 
indivisible. Military air force and civil aviation are supported 
by the same elements of national power. The san1e airfields 
can be used by civil and military aircraft; the same type of 
airmen can man either; the same brains can design and the 
same factories can build bombers and transports; the same 
materials and resources and fuel are required for their con­
struction and operation. So long as a nation continues to pos­
sess these basic elements ( to be discussed in detail a little later), 
its potential air power is not impaired, though some uses of its 
air power may be temporarily limited. For example, the vain 
effort made in the Treaty of Versailles to abolish German mili­
tary air force while leaving practically unimpaired its so-called 
civil aviation, aircraft manufacturing industry, and German 
control of its own airspace proved tragically futile. One use 
of German air power was temporarily impaired but its poten­
tial air power remained. 

That this was inevitable is obvious if we accept the truth of 
what I consider the third fundamental of air power. It is 
this. The air power of a nation will continue to exist so long 
as that nation has: first, the political right to fly and to control 
its own airspace, and second, the physical capacity to fly. 

The three fundamentals of air power may be thus restated: 
first, air power is the total ability of a nation to fly; second, air 
power is indivisible-military air force and civil aviation are 
supported by the same basic elements of national power; and 
third, the potential air power of a nation will continue so long 
as that nation has the political right to fly and to control its own 
airspace together with the physical capacity to fly. 

The extent of a nation's political right to fly is not a matter 
of abstract theory, but a very real international question. Let 
me explain very briefly what I mean by the political "right to 
fly." Prior to the Peace Conference of 1919, no agree1nent 
existed as to whether the airspace should be free to air naviga­
tion of all nations as the high seas are free to surf ace vessels, 
or whether the airspace over any nation is part of its sovereign 
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territory. As a result of World War I, the Paris Conventio 
of 1919, one of the treaties growing out of the Peace Confe~ 
ence, ended the discussion. Since 1919 the nations of the world 
have recognized that each nation has complete and exclusive 
sovereignty of the airspace over its lands and territorial waters. 
Also, long be£ ore 1919 it was recognized that no nation has or 
could have sovereignty over the high seas, and that the naviga­
tion of the high seas was free to all. This is the doctrine of 
"freedom of the seas." The doctrine of airspace sovereignty 
carries with it the right and the power of every nation to control 
the airspace over those parts of the earth's surface under its 
sovereignty, and to admit or exclude any foreign aircraft from 
that airspace. The same doctrine in connection with the rule 
of "freedom of the seas" says in substance that, as there can be 
no national sovereignty of the high seas, every nation has the 
equal right to fly in the airspace over t~e high s~a~ of the worl?. 
That this principle of airspace control is of basic importance in 
any consideration of world-wide air power is _well illustr~t~d ?Y 
the fact that the Soviet Union, for example, includes within its 
sovereign territory about one-sixth of the land sur~ace of the 

ld It therefore has the complete and exclusive control 
wor . , ' • bl · In f an enormous amount of the world's naviga e airs~ace. 
~at airspace it has the sole political right to fly, ~hile a~ t~e 

time it en joys with every other nation equal right _to y ~ 
same. th ns that lie between the Soviet tern-
the airspace over e o~ea 
tory and such other. nations. f th political elements of air 

Historically the rmportance o 11 ese of the air clauses of the 
power is best illustrat~d by th~;;;p I to which I have earlier 
Versailles Treaty ending W or a:d d in most positive terms 

h tr aty it was prov1 e d 
ref erred. By t at e ' f Germany must not inclu e. any 
that "The Armed_ Forces ~ This rohibition-was to continue 
military or naval arr for?es. hep intent to disarm Germany 
so long as the treaty existed. ~ d employed was destined for 
in the air was plain, but the 7~t o "th Germany, after Janua:Y 
certain failure. The treaty e_ t Wl e Civil aviation and air-
1 1923, control of Germa~ airspac e.ded. The German Go:­
c;aft manufacturing wer~ ~1ttle i:-: on this right to control its 
emment used as a bargammg w p 
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airspace and to admit or exclude foreign aircraft. In the end it 
admitted the aircraft of its former victorious enemies only under 
an arrangement which resulted in the complete collapse of the · 
controls which were intended to enforce the permanent disap­
pearance of German military air force. The Luftwaffe was 
built, Hitler summoned Chamberlain to Munich, and World 
War II was fought, although to this day the unabrogated 
clauses of the Versailles Treaty of 1919 still provide that "The 
Armed Forces of Germany must not include any military or 

al . f " na v air orces. 
The fundamentals of air power must not be misunderstood 

again. If we have reached a fixed determination that Ger­
many and Japan must be prevented from rebuilding the air 
forces which came so close to providing an Axis victory in 
World War II, then the potential air power of Germany and 
Japan must be destroyed. To do this, we must provide com­
plete international control of German and Japanese airspace 
and the right to fly in that airspace. We must also control so 
far as possible German and Japanese capacity to fly. 

The political right of a nation to fly and its capacity to fly are 
very different things. Both must exist in any nation which lays 
real claim to air power. Even though a nation may be sover­
eign in fact as well as in name, complex conditions, over some 
of which it has no control, may seriously affect its capacity to 
fly and therefore its air power. On the other hand, a people 
not recognized as sovereign may have great capacity to fly 
but be without air power due to lack of the necessary political 
right to fly. Such was the status of India, which certainly had 
the capacity to fly before its colonial status ended and its present 
political status was attained. 

The elements of a nation's capacity to fly are of two kinds: 
first, assuming that it has a right to fly, those which determine 
its present usable national air power, and second, those addi­
tional elements which measure the potential air power of a na­
tion over a long period. In the first class I would include 
aeronautical industry, aeronautical facilities, the civil air estab­
lishment, and the military air establishment. Aeronautical in­
dustry ( including the aircraft manufacturing industry, engi-
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neering, and research) furnishes the air fleet and its necessary 
replacements. Aeronautical facilities ( including airports, 
maintenance, and air navigation aids) provide the physical 
operating requirements without which the civil and military air 
establishments would be useless. These elements of a nation's 
capacity to fly and therefore of its air power have several things 
in common. They are visible and acquired national assets. 
Together they will provide the national air transport in its 
widest sense, whether in peace or in war. If any one of them 
is deficient, national air power suffers. 

The civil air establishment must be sufficient to provide the 
needs of a nation's air commerce in time of peace and a reserve 
of aircraft and airmen in time of emergency. The military air 
establishment must be adequate to maintain the peace and 
def end the nation from any possible aggression. Both aero­
nautical industry and aeronautical facilities must be adequate 
to serve the needs of peace and capable of such immediate and 
practical expansion as any foreseeable emergency may require. 

I would not be frank if I failed on this occasion to direr:t your 
attention to our apparent lack of appreciation of the importance 
of air power as appears from the present status of certain of 
these elements of national air power applied to our own coun­
try. Of the military air establishment in the United States I 
can say nothing. I do not consider myself either by training 
or otherwise capable of analyzing its present position or its 
requirements. I do, however, refer you to the published state­
ments of many able and responsible experts expressing their 
concern and alarm. 

As to the civil air establishment and as to the necessity of its 
maintenance in a sound and healthy condition, I would ref er 
you to a recent statement of the Air Transport Association, co~­
prised of the great airlines flying the United States flag. ~hIS 
statement indicates that the domestic airlines of the United 
States suffered a loss of approximately seven million dollars in 
1946 and that the loss for 1947 will probably be in excess of 
that amount. In appraising the present air power position of 
the United States I do not think that these figures can be 
ignored. 
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I would also ref er you to a recent statement of the Aircraft 
Industries Association to the effect that "interim financial re­
ports issued b~ major aircraft and engine companies indicate 
tha~ the ~perating loss of the fifteen major concerns for the 194 7 
penod will approach $100,000,000, compared with an operat­
mg_ loss of $81,591~000,,reported by the same companies for 
their 1946 fisc~ pe:iods, and that the "net loss after tax carry­
backs and application of postwar reserves and other credits for 
these fifteen companies in 194 7 will more than double the $11,-
684 ,000 net loss after all carrybacks and credits they experi­
enced in 1946." If, as I feel, the n1aintenance of an efficient 
air manufacturing industry is absolutely essential to the contin­
ued capacity of the United States to fly and therefore to its 
air power, I would urge that these figures be given the most 
careful consideration in assessing our present air power position. 

Vital as are these elements of present national air power, 
there are certain conditions which together with these elements 
determine the long-range potential air power of a nation. So 
much has been said and written about the visible elements of air 
power, the military and civil air establishments, aeronautical 
industry, and aeronautical facilities, that we have lost sight of 
those underlying factors which make possible the continued ex­
istence of air power over a long period of time. Included in 
those conditions which affect the potential air power of any 
nation, I would suggest: ( 1 ) geographic conditions, including 
among other things location, size, physical conformation, cli­
mate, and weather of national territory; ( 2 ) resources, both 
economic and material; ( 3 ) population, including size, educa­
tional level, and adaptability for aeronautics; ( 4) industrial 
development; and ( 5) political conditions, including nat_ional 
incentives and governn1ent policies. Time will not permit me 
this evening to discuss more than a few exampl~s of how these 
factors affect the potential air power of the United States and 
some other nations. 

Consider, for example, the status of Fr_ance a~ the date of 
its liberation. It had neither air fleet nor a1rcraft mdustry, and 
its air navigation facilities were largely d~stroyed, but ~ranee 
had regained political control of its own arrspace and still had 
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national characteristics which gave it great potential capacity 
to fly. Its air power still existed. Neither Germany nor Japan 
has today any of the visible elements of air power, but each of 
them has still many of the national assets on which were built 
the air forces of World War II. If the final treaties of peace 
leave to either of them the control of its own airspace, potential 
air power will certainly exist. 

No national asset is 1nore important to air power than the 
size of a nation's territory. This is particularly true if national 
territory is included in a single land mass. Every nation has 
the right under the doctrine of airspace sovereignty to reserve 
for itself air traffic in its own territory. The larger the national 
land mass, the more the internal air traffic of the nation is 
developed, thus building a reserve supply of aircraft usable 
elsewhere in an emergency, as well as the aircraft maintenance 
and manufacturing industries needed to support its internal 
aviation, together with the trained airmen and ground crews, 
navigation facilities, and airports. Air power builds and re­
builds itself. As a nation increases its national flying the greater 
becomes its actual air power as well as its potential air power, 
and the more easily can it expand its air establishments, 
industry, and facilities in time of emergency. 

The location of national territory also directly affects its 
capacity to fly and its air power. Of any two nations, other­
wise equal, that nation will have the greater air power which 
is so located that it can normally reach the larger number of 
its foreign air objectives with less flying and by more direct 
routes, particularly if such routes need not cross intermediate 
foreign territory. The length and location of a nation's ocean 
boundaries are therefore of the greatest importance. Over a 
boundary separating national territory from 'that of another 
nation aircraft n1ay fly only when political permission has been 
obtained. But over boundaries facing the sea a nation has com­
plete freedom of air action and may fly when and where it 
wishes. 

As I have already stated, the territory of the Soviet Union 
occupies approximately one-sixth of the land surface of the 
world. In area it is approximately equal to all of North Amer-



ica. From the Black Sea in its southwest corner to Bering Strait 
separating the Pacific and Arctic Oceans at the northeast corner 
is approximately the same distance as from Seattle on the 
Pacific to Paris beyond the Atlantic. The Soviet Union has 
the longest shorelines in the world. While the thousands of 
miles of its Arctic sho:r:es may be useless as an asset of sea power, 
they are not useless as an asset of air power. Its aircraft may 
fly northward across the Arctic toward Greenland and Canada 
and eastward across the Pacific toward Alaska and continental 
United States as and when they wish. The geographic air 
power potential of the Soviet Union is quite beyond that of any 
other nation. Aircraft with a one-way range of 5,000 miles, 
flying from bases within this single great Soviet land mass, could 
reach any point in Europe, any point in Asia, including Japan 
and the Netherlands East Indies, any point in Alaska, Canada, 
continental United States, most of Mexico, and any point in 
Africa as far south as Johannesburg in the Union of South 
Africa. From Soviet airfields in northeastern Siberia it is only 
1,250 miles to Fairbanks, Alaska, 2,500 miles to Seattle, 3,500 
miles to Los Angeles, and 4,000 miles to Chicago. From an 
airfield on the Soviet central Arctic coast aircraft with a one­
way range of 4,500 miles could reach all of Canada and any 
point in the northerly part of the United States, including 
Seattle, Chicago, and New York. 

The geographic air power position of Germany was and is 
excellent. While its comparatively small size necessarily limited 
its internal flying, its central position at the crossroads of Europe 
gave it tremendous advantages. These were fully realized in 
the development of its international civil aviation prior to 
World War II and in the use against its neighbors of military 
striking force during World War II. 

The geographic air power position of the United States is 
quite unique. · Its continental land mass as well as its industrial 
resources have fostered the development of the greatest existing 
civil aviation. Its boundaries on the Atlantic Ocean, the Gulf 
of Mexico the Pacific Ocean, and the Arctic Ocean and Bering 
Sea (thro~gh Alaska) give it great freedom of action. It.~~ 
handicapped, however, by the fact that Alaska and Hawau 
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( two_ of its 1?ost important air power geographic factors) are 
physically disconnected from its main land mass. Aircraft are 
quite useless for military or civil purposes unless they can be 
kept adequately supplied with the necessary fuel and replace­
ment parts. Aircraft located in Alaska or in Hawaii or in any 
other outlying bases which the United States may maintain 
suffer from this handicap. 

Although geographic conditions are important, they alone 
do not determine potential air power. Other national factors 
are directly involved. Not the least of these are the economic 
and natural resources available for the construction, operation, 
and maintenance of air fleets, military and civil, together with 
the necessary airports and other ground facilities. I cannot 
ilnpress on you too strongly that any nation which must import 
its completed aircraft or necessary parts and accessories, is 
almost fatally deficient in potential air power. In time of emer­
gency such importations might be prevent~~ and replac~1:1en~ 
would cease, with fatal results to the military and civil air 

establishments. . 
Almost as important is the status of the raw materials needed 

to construct aircraft, aircraft engines,. a~d parts, as well ~ ~h,e 
fuel required for their operation. This lS one o~ Great Bnta~ ~ 
real air power handicaps. Prac~ical~y any kind of maten -
h . t the construction of its aircraft and all the petro 

t at goes ~no d d for fuel and lubrication in its aircraft 
leu~ pro ucts n:e e rted from far overseas. In this r~pect 
engmes must_ be III:P0 'ted States have certain ad­
both the Soviet U mon and ~h~ Um f the Soviet Union has 
vantages. The petroleum in ustry olly inclined to think that 
certainly expanded, and I am persona f ly for aircraft fuel 

· · t 1 sources o supp • f 
it can now rely on its in :rna . The Soviet Union IS, o 

. • 'th ut importation. . on-
and lubncation w1 o 'ffi 1 'nl nd transportation c 
course, handicapped by very di cut 1 s:beria. It rnust be re-
ditions in northern and northe;~er~an rivers which flow fro{:1 
called however' that the gre_at I er f each year and that t e 

' h pen durmg part O • • southern 
south to nort are o h of these rivers Ill . n 
Trans-Siberian Railway cros~es ~ac il and water transportat1oof 
Siberia, thus provid~ng ?omb1ne. r:oast. Also, with the use 

1. t the S1benan Arctic 
for supp ies 0 
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efficient icebreakers the Soviet Union has developed summer 
seaborne traffic as another source of supply for its Ar tic 
territory. 

The metallurgical resources of the Soviet Union are very little 
known. Within the last few years they have certainly b n 
tremendously developed, and the Soviet Union is probably 
approaching self-sufficiency in the matter of materials ne ded 
for the construction as well as the operation of its aircraft. 

The raw material position of the United States has been a 
matter of serious debate. It is quite impossible to review it at 
this time. Suffice it to say that in the construction of modern 
aircraft certain light metals are necessary and also certain scare 
metals for the required alloy steels. Last year I made a study of 
this problem with the result that I found that the plans for 
the construction of one type of modern high-speed transport 
aircraft indicated that the materials to be used would be approx­
imately 58 percent aluminum and 34 percent alloy steel. It is 
my information that the United States is deficient in and mu t 
import certain of the metals needed for these alloys. As to our 
supply of aluminum, without which I do not believe we could 
maintain an adequate air fleet, I call your attention to the lan­
guage of a report as to the wartime use of strategic raw mat rial 
made by a special Senate committee in 1946. Aluminum .is a 
refined product of what is known as bauxite. The Senate com­
mittee said that "the United States never had large resources of 
bauxite, except in the State of Arkansas. These fields wer 
large enough only for a year or two of production at our maxi­
mum rate. We are, therefore, dependent for our supply of 
bauxite on South America in particular, and to some extent on 
the Pacific areas. Unless we can develop new industrial meth­
ods . . . the United States will always be dependent in this 
very basic industry on its ability to import from abroad." 

Petroleum products are needed for aircraft fuel and lubrica­
tion. Raw rubber is needed for aircraft tires. If the air power 
of the United States is to be maintained, adequate supplies of 
these basic materials are absolutely necessary. The United 
States has been in the past the greatest producer of petroleum. 
Whether we have already arrived at the time, or whether we are 



approaching the time when we must depend on importat· f 
. b. f .d ion o 

Petroleum products, is a su Ject o wi e debate. As to rubb 
I h . d I er, 

we certainly must re yon t e rmporte raw product unles 
. f h . s we 

maintain our capacity or synt etic production developed 
during the war. 

Maintenance of air power for the future requires the m t 
. h f OS careful consideration as tot e sources rom which the United 

States will obtain the needed raw materials, metals, fuel rubbe 
d . f ' r, and all of the other pro ucts required or the construction and 

operation of aircraft. To the extent that stockpiling may be 
necessary, it must not be neglected. To the extent that the 
manufacture of synthetic products will be required, we will 
forget it at our peril. 

But the construction, operation, and maintenance of aircraft 
involve more than material. They also require manpower. 
The population characteristics of any nation will affect its pres­
ent and, even more so, its future air power. Aviation calls for 
young men and women. Particularly in the operation of air­
craft, youth is a major factor, and to some extent this is also true 
in the manufacturing and maintenance processes. The educa­
tional level of the population is also a matter of importance in 
considering air power problems. For no other industry requires 
higher overall technical skill than does aviation, whether it be 
manufacturing, operation, or maintenance. On the other 
hand, a nation which has a very large number of youths from 
which to pick may have real advantages, even though the edu­
cational level and technical skill of its inhabitants might be 
below that of another nation off ewer inhabitants. If we would 
compare the future air power potential of the great nations_ of 
the world, I would call your attention to these provocative 
figures. In the last prewar census there were approximatel_Y 
170 million people in the Soviet Union. Of these it was eSti­
mated tha(36 percent or approximately 61 million were t~en 
fifteen years of age or under. At approximately the same ti~e 
there were about 190 million people in the English-speaking 
nations, comprising the United States, Great Britain, Canada, 
and Australia. But of this 190 million a little less than 2S per-

' d der cent or about 46,500,000 were fifteen years of age an un · 



The Soviet Union lost heavily during World War II. Since 
1939 however, additional territory has been added to ~e 
Unio~ and it has been estimated that its present population 
may b~ about 200 million with a normal increase of about 
2,800,000 per year. From these figures it appears that the 
Soviet Union has a very large percentage of young 1nen and 
women, and that either now or in the very near future the num­
ber of Soviet youth may be twice that, age for age, of the youth 
of the United States, Great Britain, Canada and Australia com­
bined. May I suggest that these questions of population cannot 
be overlooked in assessing world air power problems. 

Air power, of course, requires more than materials and men. 
The whole complicated economic structure of a nation and its 
technological ability are also involved. As I have said earlier, 
aeronautical industry in being at any particular time is one of 
the vital factors of usable air power. Even more important 
as an element of potential air power is the national ability to 
maintain that industry and to continue its technical advance, 
and to be able in an emergency to increase many times its output 
capacity. After World War I, Germany, through the high 
technical level attained by its industries and the energy and 
training of its engineers, rebuilt its aeronautical industry. The 
United States in World II saw its aircraft industry expand 
until it became the largest industry in the country. In 1938 
we built less than 7,000 aircraft. Very fortunately on that 
occasion we had the time to expand our industry before we be­
came engaged in active hostilities. In 1944 we built almost 
100,000, including fighters, bombers, trainers, and transports. 
~allowing that peak period, production slumped dangerously 
1n the postwar recession. In 1946 the same industry produced 
or:1y 1,330 _aircraft. The recently published statement of the 
A~rcraft Industries Association indicates that the output in 194 7 
will be approximately 1,800, of about the same total airframe 
we~g~t and dollar value as the 1,330 aircraft produced in 1946. 
T~~ 1s the industry which also reported a possible one hundred 
million dollar operating loss in 194 7. These figures speak for 
themselves. 

Of the long-range factors which may control the growth or 



decline of national air power, none, however, is more import 
than the attitude of_ th~ gov~r~ent which has the responsib~nt 
of directing a nations act1v1ty. Perhaps little can be d ty 

. .al f . th one about the ternton status o a nation or e numbers of its p _ 
al "thin . op ulation or the natur resources w1 its borders. These 

factors are more or less fixed and out of our control. But 
otherwise the attitude of a government may be decisive. A 
nation may have every other element of air power but still lag 
behind if its government has no real urge to insure its future de­
velopment. The attitude and actions of government will fully 
determine the size of our military air establishment, and greatly 
affect the efficiency of our civil air establishment, our aeronauti­
cal industry and facilities-hence our air power in being. The 
same attitude rnay also determine our ability to take advantage 
of those national conditions which aid our long-range potential 
air power as well as to improve those conditions, such as the 
waste of natural resources, which threaten our future. For we 
must face the facts for the future. 

But government alone can not be responsible. We ended 
World War II with the greatest military and civil air establish­
ments then in existence, the finest aeronautical industry, and 
worldwide aeronautical facilities. Our air power in being, 
military and civil, was then unassailable. Our potential capac­
ity to fly is, in my judgment, unequalled even today. To 
maintain this leadership and realize these potentials is the prob­
lem of our people, our industry, and our government. Plat:· 
ning for the future is a most complex matter, and in no field IS 
it more complex than when dealing with air power. 

Air power is today the most dynamic force in the life of na­
tions. Properly used it can be the means to better understand­
ing among the people 'of the world. Improperly used, it can be 
a threat to the general security even in time of peace. If w~r 
c~mes again, air power can transport the armed forces and mIS­
siles fated to destroy our civilization. I submit to you that ~e 
canno~ afford to ignore the lessons of history. We must real~e 
~ha~ ~ir power is the ability of a nation to fly; that air power IS 
1n?~visible, _u~ed at times for civil air transport and at times f~r 
military stnk1ng force; and that air power will continue to exISt 
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as long as a nation has the political right to fly and to control its 
own airspace, and as long as it vigorously and consciously main­
tains its capacity to fly. These are the fundamentals of air 
power. 
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