CURTISS-WRIGHT

This is one of two test cells completed by the Propeller Division of the Curtiss-Wright Corporation at Caldwell, N. J., designed to accommodate props up to 30 feet in diameter, as well
as air- and liquid-cooled engines of over 5,000 h.p. Shov»Ti in
the picture is the largest prop of its type developed to date
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INCE early 1927 when the government began to administer the Air
Commerce Act of 1926 by licensing
pilots and planes, the potential airplane
pilot has been progressively discouraged
by federal regulatory red tape. This is
now about to be slashed by the Civil
Aeronautics Board, to further the commerce and pleasure of flying to its maximum possibilities after the war. But you
won't have to wait until then, because
the new regulations should be effective
six months from now.
The proposed regulations permit anyone from 16 to 100 or over, to possess a
private pilot certificate if he or she can
satisfactorily accomplish simplified requirements.
Before the enactment of the 1926 Air
Commerce Act, anybody could own an
airplane and anybody could fly one if he
thought he knew how. Then the government wisely stepped in and established
rules to govern the airworthiness of the
aircraft and the competency of the pilot.
The act also directed the government to
build airways, conduct technical research
and help establish airlines. The original
agency in the Department of Commerce
and its successor groups met the problem
and did very well.
However, as the number of pilots and
planes increased, so did the government's
safety troubles. They were usually solved,
it was thought, by writing another regulation. Unwittingly the guardians of public safety in the air piled up prohibition
upon prohibition until it became apparent
to a large number of prospective but disqualified pilots that only the acme of
twentieth-century physique and culture
could be eligible to cruise in the sky at the
controls of a plane.
But in spite of the reguliation-weighted
cloak of protection thrown about the successful applicants, accidents continued to
happen. They always will, says Jesse W.
Lankford, director of the Safety Bureau,
although he is quick to add that they will
CLEANS YOUl
always happen on land and sea, too. Jesse
HEATH WHIIE
Lankford, who knows more about the
IT CLEANS
cause of civil aviation accidents than any
YOU* TEETH
man alive, acquired this storehouse of
knowledge in seventeen years of study,
Tune In! CAN YOU TOP THIS? Saturday Night—NBC Network
analysis and investigation of nearly 60,000
mishaps and tragedies in civil flying.
There are three factors that cause the
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Civil Aeronautics Board and Jesse Lankford to believe that a major shakedown of
the regulations and a sifting out of ancient
theories and practices will benefit us all.
First, he says, "We are now dealing
with the younger generation, and it has
the inherent ability to fly. These kids
today can put us to shame with their detailed knowledge of aviation engineering
and aircraft operation."
nPHE second motivating force behind the
•*• simplification of the rule book, Jesse
continues, "is the tremendous technical
progress made in aircraft safety and reliability. We know what an airplane will do
and what it will take. We no longer have
delicate stick and wire models with
wheezy power plants, and no airports or
airways for safe operation. And what is
waiting for us when the war is won; in the
nonspinnable types and the simplified
two-control—^just a control wheel on a
movable column and no rudder pedals; in
fact, no rudder at all, only a fin back there
—will make flying practically boresome."
And third, he says, is "the overwhelming desire of the public to fly as a result of
the miraculous accomplishments of the
airplane in this war. We know we have
the public's support in this plan because
it is reflected in appeals to us by people
who have been turned down for licenses
or are now disqualified to make applications. The rhystery has been taken out of
flying, and there is no justification for
making it appear difficult, or reserved
only for supermen."
Here is what Jesse and his staff in the
Safety Bureau propose:
Reduce the minimum age for a private
pilot certificate from 18 to 16 years. Although a youth of 16 can now receive a
student permit, he must wait until he is 18
before he can get his private pilot license,
no matter how good he is in training.
Eliminate the specific requirement that
a student or private pilot must be able
to read, write, speak and understand the
English language. This would permit,
for example, a mute who is otherwise
qualified and could pass the necessary
examinations, to obtain a private (not
commercial) pilot certificate.
Simplify the physical requirements by
one of two methods: The first is to require
(Continued on page 84)
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means nation-wide convenience for Plymouth owners... the availability, nearby to anywhere, of
ce organization, equipped with the parts, the special tools, the service experience required to keep
u5 best, Today, with Plymouth production devoted solely to war materials, Plymouth dealers are
aiding great pre-war Plymouths to outlast the war. * PLYMOUTH Division of Chrysler. Corporation.
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In paying more money—iot 30 years—
for General's famous Top-Quality, car
owners have been certain that they have
bought the best.
They have r e a l i z e d that General's
longer mileage, extra safety and superb
performance were worth many times the
extra cost.
Thus, it is no surprise to millions of
General users that the great new General
Tire is as far ahead of ordinary tires as
Generals always have been.
That is why today, more than ever,
sound judgment points to the wisdom of
buying General's recognized Top-Quality.
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Everyone knows, of course, that there
is still a tire shortage. T h a t you must
conserve your present tires. For expert
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WALLACE
RIDES AGAIN
BY GEORGE CREEL
The Vice-President has made
one of the most spectacular
comebacks in history. Apparently laid away on the shelf
amid the wreckage of his ambitions, he's now making
things hum in Democratic pohtical circles. The polls say
his renomination is probable

1

ESS than a year ago, Henry Agard
Wallace looked to be headed for political oblivion with a one-way ticket.
Kicked out as chairman of the Board of
Economic Warfare publicly and humiliatingly, nothing seemed plainer than
that White House favor had been withdrawn, and the smiles of the Great White
Father replaced by frowns. Party leaders, with joyous accord, hastened to dismiss him from their consideration and,
overnight, candidates for the Vice-Presidential nomination shot up their lightning rods.
Today, however, Wallace rides again!
His boots and spurs restored, he gallops to China and Russia, and sits in high
conference with Chiang Kai-shek and
Stalin, or anyway Molotov, for the discussion and settlement of world problems. More than that, if Mr. Roosevelt
decides to let himself be drafted for a
fourth term, it is better than an even
money bet that the shockheaded lowan
will be his running mate. Democratic
chieftains admit quite frankly that other
candidacies are withering on the vine.
A dramatic reversal, and due entirely
to Henry Wallace's own unaided efforts.
When the party's swing to the right
scrapped the New Deal, he alone repaired to the junk pile, picked it up,
warmed it back to life, and raised it aloft
as a "living truth." He trudged from
state to state, from town to town, calling
for a return to the faith—a tramp down
the sawdust trail.
Corn-Belt Philosopher

To get the true drama of Wallace's
comeback, backgrounds must be painted
in. When the lowan first burst on Washington in 1933, coming to be Secretary of
Agriculture, he had been editor of a farm
paper for twenty years, and looked it.
Although he had supported Al Smith and
Franklin Roosevelt in 1928 and 1932, he
was still registered as a Republican, and
that was another thing that didn't sit well
< ith the Democratic politicians. The
"boys" also found him shy and inarticulate. When he did speak, they seldom
knew what he was talking about.
Distaste turned into active dislike when
the Secretary proceeded to ignore the organization and surrounded himself with
a "bunch of social planners and campus
nuts," to quote the bitter comment of
practical politicians. Heads shook gloomily as they watched millions poured into
rural resettlement projects and schemes
for the uplift of sharecroppers, with never

a thought of city precincts. When the
rumor spread that Henry consulted astrologers and sought guidance from the
stars, "regulars" threw up their hands
and prayed for the agony to pass. "Screwball" was the least they called him.
Imagine, then, their dismay when
President Roosevelt served notice on the
Democratic Convention in 1940 that he
must have Heiuy Agard Wallace, and
none other, as his running mate. The
crack of the White House whip was
drowned out by a chorus of boos, and the
order was obeyed only when Paul McNutt, Sam Raybum and Senator Bankhead, all "good soldiers" refused to have
their names considered. Even so, the
nomination was followed by rude noises
indicative of acute nausea.
The politicians, however, found some
comfort in the traditional obscurity of
the Vice-Presidential office. At least,
Henry would be out from under their
feet, and in a place where he couldn't
upset any applecarts or throw monkey
wrenches into the party machinery. What
they did not know (or else failed to take
into account) was a new factor that had
come into the life of the diffident "com
hog farmer."
A Convert for the Cause
In 1934, to go into necessary detail, the
Secretary of Agriculture received a letter
from Houston, Texas. Signed by one
Milo R. Perkins, it set forth that the
writer was in the fortunate position of
having amassed a competence while still
in full possession of his youth and abilities. He begged for a chance to throw
"my whole energies into working for the
New Deal."
"If it can't be done any more effectively," said the letter, "I shall simply
continue to lectxu-e before schools and
clubs as I have done for the last six
months. But it occurs to me that you
might have just the job for a man of my
interests, and that it would give me a
wider range of usefulness. My only condition would be that I do not become
lost in some sort of office work." He explained that his talent lay in "being able
to influence people."
"From childhood," Mr. Perkins confided, "I have wanted to live in the world
so that I could lift it, and leave it happier because I had worked in it." Emphasizing his wholehearted desire to "help
America wake up," he concluded with a
declaration of his intent "to work along
these lines if I have to do it as one of
the self-appointed prophets of the New
Order. But I would rather be appointed
by you."
And he was! Called to Washington,
Milo took his place at the Secretary's
right hand, a dynamic influence from the
very first.
There is small doubt that Henry Wallace's own native force would have
brought him growth in self-confidence
and assertion, but it is equally undoubted
that intimate association with a go-getter
accelerated the process. He himself has
made his obligation a matter of public
(Continued on page 81^
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