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Air Board

he Naval Aviation Air Board met

at Cherry Point, N. C,, in Octo-
ber to discuss numerous topical issues
vital to Naval Aviation. Vice Admiral
Frederick €. Turner chaired the gath-
ering which was artended by top level
officers from the Marines as well as
Navy.

A presentation was made by Rear
Admiral C. ]. Seiberlich, Deputy Chief
of Naval Personnel. regarding the criti-
cal problems faced in the retention of
naval pilots. He pointed out the criti-
cality of our pilot shortages and his
bottom line was, “We've studied this
issuc long enough, Now is the time to
take action to curb the mass exodus of
pilots from the military service.” We
have no excess ].‘Jilnt:i in our inventory
las was the case in edrlier eras of
airline hiring) and because a reduced
}‘li]nt training rate isa run“t}' in FY 79.
it is forceast that we won't be able to
provide the fleer with the required
first tour pilots in that vear. Addi-
tional management problems concern-
ing squadron department hicads (too
few) requirements and squadron com-
mand screen opportunity (too high)
were forecast for suhsc(lncnt yeArs.
This forecast of decreasing ability to
man junior, mid-grade and, eventually,
senior officer billets, both ashore and
afloat, will have an extreme impact on
Naval Aviation,
mediate and positive action.

one requiring im-

Reasons given for declining pilat
retention rates included: airline hiring,
job dissatisfaction. unresponsive de-
tailer relationships, extended deploy-
ments and family separation, perceived
or real crosion of benefits. and less
flight time than anticipated and/or
desired.

Suggestions for solving the eritical
problem included re-institution of a
flying program. use of
flying

proficiency
reserve aircraft to maintain
skills, a six-year obligation service for
all designated pilots, and institution of
i prui'cssimml development program
for Naval Aviators (similar to that in
the submarine community ).

The Marine Corps voiced concern
about the CNATra policy of using

sclected SerGrads in advanced training

command  squadrons because  this
could have an adverse impact on the
marale of ﬂuct~cxpcrium‘.cd instructors
who are forced to return to primary
and basic training squadrons, A recom-
Hlt‘m].llitm wWis m.'n'iv th.‘lt rm]_\' a min-
imum number of ScrGrads be selected;
that they be primary
squadrons

assigned 10
first, basic  squadrons
second. and to advanced sgquadrons
only if absolutely required. CNATra
will review this policy.

It was also suggested that every
¢ffort must be made to climinate any
perception that a tour in the TraCom
is detrimental to enc’s career.

Discussions also centered on satety
and, in pardeular, on the arca ol
ACM-rclated mishaps. It was acreed
that ACM on the
ACMR exists) is perhaps the most

range  (where an
sound alternative to reducing ACM-re-
lated accidents. Full
existing ACMRs has been directed and

utilization of

continued support for the proposed

Charleston  and  Fallon  ranges  was
advocated.

The issue of not providing
TraCom ACM training for certain

aviation communities for L‘x:nnp]&
VS, VP, foreign students
dressed. It was decided to continue
this type of training within the stand-
ard syllabus for all students. It was
supgested (and will be staffed) that
more solo ACM flights be conducted

was ad-

in a dual pilot mode and that, possi-
bly, NFQOs be
ordered to TraCom to fill a back scat
function on certain ACM flights.

The point was made that with
work-ups

flect-¢ xpcricnccd

and  stand-downs,
readiness fluctuate somewhat
and that aircraft utilization rates vary.
Requirements for parts support will
likewise wary at times, Senior

cruise
levels

these
cumm:mdcrs llCL‘-d to lﬁc aware U'l‘ I!u.‘sc
problems and take all possible meas-
ures to anticipate and meet the de-
mands.

The Marine Corps, it was observed,
has been able to reduce cannibaliza-
tion to a minimum through careful
monitoring of aircraft utilization and
funding, resulting in the best possible
material condition for its aircraft in-
yventory.

A prvscntution 1‘cgarding manage-
ment functions of the extremely large,

yet vital intermediate level aircraft
maintenance organization was made
by Captain Bill Oslun, Op-514. It was
proposed that an intermediate mainte-
nance management staff be formed to
enhance the management and produc-
tivity of AIMDs, Consequently, a sta ft
of between 5 and 10 officer/enlisted
pt'rsunncl will be located at NAS
Patuxent River in concert with NALC,
but it will aperate under the adminis-
trative control of Op-51.

It wus the consensus of Air

Board that there is a general misper-

tht‘

ception about overcrowded conditions
on our CVs. It is agreed that our CVs
are fully loaded with the air wings as
they exist today. but this does not
necessarily mean they are “overcrowd-
ed.”

cultural

Shipboard living represents @
that
retention, prndn(tivity and safery. The

shock affects maorale,
only way to lessen this shock is to
provide dollars for improving habit-
ability. With improvements in habit
ability, the perceived overcrowding
problems, hopefully, would be re-
duced. 1t was also recommended that
we provide off-ship living accommoda-
tions during comprehensive overhaul
pv:'imls.

Rear Admiral Frederick F. Palmer,
CNavRes, presented his objectives to-
ward full integration of the aviation
Naval Aviation.
They include stabilizing the number

reserve  force into
of reserve personnel, ensuring the role
of the reserves in meaningful support
of the fleer, addressing all reserve
issucs in the budget process, and pro--
viding more TAR personnel for fleet
assignments, thus enhancing a healthy
exchange of information.

RAdm. Pa
Naval Aviation Logistics Office, which
offers support in all logistic aircraft

mer dlSE) ITlL‘Hl’illtlL'ti tIIL‘

scheduling. He asked for the coopera-
tion and assistance of all echelons to
fully implement the functions of this
assest.

In an effort to give the reserves an
allaweather/night  attack  capability,
and to preclude the transition back o
A-7As for certain reserve squadrons
when the life of A-7Bs has expired.
RAdm. Palmer proposed that the re
SCIVES transition twao squ:ldruns tc

Continued on page 4(
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First Flights

did you know ?

The prototype of the Marines’ newest light attack aircraft, the AV-8B, flew for
the first time November 9 at McDonnell Douglas Corporation, St. Louis, Mo.
With test pilot C. A. Plummer at the controls, the new V/STOL lifted off and
hovered at altitudes of up to 130 feet for seven minutes,

Following its evaluation in St. Louis, the prototype and a sister ship flew to
NATC Patuxent River, Md., for the remainder of the flight test program.

The advanced Harrier will more than double the payload or radius of the 8A.
Its armament includes Sidewinders and 30mm cannon. Full-scale development
begins this year with production scheduled for 1983,

The F/A-18A Hornet, the new strike fighter for the Navy and Marine Corps,
flew for the first time on November 18. At the controls for the one-hour flight
from St. Louis to Springfield, 111., was McDonnell Douglas test pilot Jack Krings.
Maximum altitude was 24,000 feet; top speed, 300 knots. The first Hornet will
also go to Patuxent River for further testing.

Capable of flying at nearly twice the speed of sound, the F/A-18A has a
combat radius of more than 550 nautical miles, Sidewinders, Sparrows and
20mm cannon are its primary armament.

The Hornet is scheduled to replace the F-4 Phantom I/ and A-7 Corsair 1/.



Ground Start Enclosures

Marine Corps Aviation Awards

Flying Status

Hornet Gunsight

The Naval Air Systems Command has provided funtls to the ground support
equipment department of NAEC Lakehurst to develop and coordinate the
in-house manufacture of 12 improved ground start enclosures (MD-3As). The
enclosures, mounted behind MD-3 tractors, are used aboard aircraft carriers to
provide air-start capability to jet engines.

Among the recommended improvements are the removal of the DC power
system, since it is readily available aboard carriers, addition of a forklift at the
base of the enclosure and an extra three-inch length to the L-frame (for
clearance when removing the enclosure from the tractor). These improvements
and others will make the enclosures more reliable and easier to maintain. When
the functional tests and technical evaluation have been completed, six of the
enclosures will go to ComNavAirLant and six to ComMNavAirPac.

Colonel Walter R. Ledbetter, a helicopter pilot stationed at Quantico, Va., has
been named winner of the Alfred A. Cunningham Award as the Marine Corps
Aviator of the Year. The award, named for the Marine Corps’ first aviator, was
established by the First Marine Aviation Foree Veterans Association to
commemorate the founding of Marine Corps Aviation and to perpetuate the
names of its pioneers. A trophy, a world globe supporting a replica of a Jenny
training plane, is permanently housed in the museum at Quantico, Va. Each
winner receives a certificate.

The Robert M. Hanson Award has been awarded to VMFA-531, El Toro,
Calif., as the outstanding Marine Fighter Squadron of the Year. Capt. Hanson,
who was shot down in 1944 while flying an escort mission over Rabaul, New
Britain, was awarded the Medal of Honor and the Navy Cross posthumously. The
award is sponsored by the Vought Corporation, Dallas.

Recently a Naval Aviator was killed in an aircraft accident soon after returning to
duty involving flying.He had not adjusted his insurance program when going from
a non-flying status. The company was not obligated to pay benefits to the widow.
Armed Forces Relief and Benefit Association made this a special case, provided
$77.000 to the widow and modified its underwriters contract to provide a 30-day
grace period for aviators returning to flying status.

Don't overlook personal details. Pass the word, please.

McDonnell Douglas Corporation is building a new gunsight for the F/A-18. The
Director gunsight uses an independent, target estimation radar to determine
target speed, position and acceleration. It not only predicts target movement
after the Hornet’s cannon has been fired but also compensates for the effects
of aerodynamic drag and gravity on the shell.

The gunsight moves the cross hairs on the pilot’s display to the proper spot
for a target hit. The pilot then places the cross hairs on the target and pulls the
trigger. The gunsight continuously computes the estimated miss distance for a
shell fired at any given moment, flashing a “shoot’ cue whenever it estimates a
hit will oceur.

The gunsight relies primarily on signals from the aircraft’s APG-65 tracking
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radar for its target estimates. In the event that the signals are interrupted, the
F/A-18 also has a conventional gunsight as backup, which is the equivalent of
primary gunsights aboard current fighters,

New Home for McClusky Trophy

The Naval Aviation Museum is now the permanent home of the C
McClusky Trophy. The award honors the B

Wade
attle of Midway hero who led an

attack on a Japanese carrier force which helped turn the tide of the war.

The LTV-sponsored award is presented annually

to the outstanding Navy

attack squadron. The names of the winning squadrons will be engraved on the
original trophy and each winner will retain a replica.

Space Medal of Honor

Six astronauts received the Congressional Space Medal of
Honor from President Jimmy Carter on October 1 at the
Kennedy Space Center. The award was authorized by
Congress in 1969 to be presented “to any astronaut who in
the performance of his duties has distinguished himself by
exceptionally meritorious efforts and contributions to the
welfare of the nation and of mankind.”

The date marked the 20th anniversary of
National Aeronautics and Space Administration.

The citations were given to: Neil A, Armstrong for the
Gemnini 8 mission in 1966 and the Apollo 11 mission in
1969, when he became the first person to walk on the

also the

moon; Frank Borman, who commanded the 1965 Gemini 7
mission and the 1968 Apollo 8 mission: Charles Conrad, Jr.,
who participated in four space fliaghts from 1965 to 1973,
culminating in the first manned Skylab mission: John H.
Glenn, Jr., the first American to orbit the Earth in the
Mercury flight in 1962; Virgil . Grissom {posthumously),
the second American in space. who took part in Mercury
and Gemini space flights from 1961 to 1967, and lost his
life preparing for the first Apollo flight; and Alan B.
Shepard, Jr., who was the first American in space aboard
Mercury in 1961 and the commander of Apollo 714, the
third lunar landing mission in 1971.
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Slow Roll Blues

A West Coast test facility’s T-28B
was scheduled for a 1300 local area
familiarization flight to provide a visit-
ing USAF helicopter project pilot with
an airborne, firsthand look at the
operating range and test drop arcas.
Following a thorough brief, the VFR
flight departed on schedule. Since
there was a range event of interest, the
pilot requested clearance into the
operating area. Clearance was granted
upon departure of all other partici-
pating aircraft.

The previous range event had in-
volved several parachute drops into a
large shallow salt lake on the southern
end of the range, requiring three boats
to recover the test equipment,

After entering the range, the pilot
flew over the area, pointing out vari-
ous items of interest to his passenger
in the rear cockpit.

The pilot made a series of low
passes over the recovery boats at alti-
tudes of 50 to 100 feet above lake
level at about 180 knots with power
set at 2,200 rpm, 30 and
mixture rich. After passing the recov-

inches,

Pre- malwie
B/RTH .

ery boats, the pilot pulled up approxi
mately 20-25 degrees and commenced
a climbing steep turn to the right.
After reaching 100 degrees of star-
board roll, he decided to execute a full
360-degree to the right. The
maneuver was {lown to a wingslevel
position 130 knots of airspeed  (alti-
tude unknown) with the aircraft in a
slight nose-down attitude.

At this point the pilot saw two
large birds directly in front of him and
pulled up sharply to avoid collision,
causing the aircraflt to stall. He relaxed

1'(')”

stick pressure and attempred a recov-

grampaw pettibone

ery. Insufficient altitude remained,
however, and the aircraft conrtacted
the water, tail first, and sank into the
12-foot-deep lake. Pilot guest

exited the aircraft and swam to the tail

and

section. Recovery boats were immedi-
ately on the scene and rescued the
wet, but uninjured, men,

= Grampaw Pettibone says:
K
Great sufferin® catfish! This is

one of the saddest songs I've heard in all my
days! Here is an extremely experienced pilot
with over 4,000 flight hours to his credit
who, with his “tough-act-to-follow™ routine.
dang near put himself and his not-so-
impressed  passenger  asleep-in-the-deep!
Fortunately, they escaped with only a shait
sail-on-the-tail, giving rudder orders to their
once trusty but now rusty flying machinc.
The only admirable act observed in
this whole fandango was that of the prompt
and professional rescue by the recovery boat
Crew,

As Old Gramps has always said, “When
you assume that your thousands of hours in
the air or tiger attitude makes you immune
to accidents, then you are a candidate for
the deep six, shallow twelve in this case, or
some mighty fast tap dancin® to your swan
song at the end of the long green table. A
little travelin® music, please. And that's the
name of that tune!

- T

ILLUSTRATED BY (Bt



Sucker Hole

One Sunday afternoon, six T-28s,
in two flights of three planes each,
were scheduled to depart a south-
castern Air Force base for a day VFR
navigation mission on the return to
home base. Each group was made up

of one instructor and two student
pilots.
Bad local weather all afternoon

made them decide by 1600 not to
leave that day. As the pilots walked to
their planes to ger their gear, blue
patches of sky appeared and the field
went VER. Since the earlier forecast
for their destination was VFR, a quick
GO decision was made, and the Hight
members scurried to get off.

Airborne at 1629, they completed
their rendezvous and  proceeded on
course at 2,500 feet. Twenty minutes
later, encountering cumulus
clouds up to 3.000 feet, the flyers
climbed to 4,500 feet. When they were
about an hour out and it started to get
dark, power settings were increased to
33 inches manifold pressure (mp) and
2,200 rpm (about 185 knots). As it
became darker, power was again in-
creased to 36 inches mp and 2,400
rpm to pick up speed. The two instruc-
tors discussed the possibility of land-
ing for an RON, but decided to con-
tinue. A short cut was taken to bring
them home faster.

The lead trio arrived in the vicinity
of home base to find the weather had
gone IFR with scud and haze. As the
flight tried to descend below the
clouds and come in VFR, the #2 man
became separated and climbed back on
top (about 2.000 feet). The #1 stu-
dent, though rold by the instructor to
climb alse, saw the runway and pro-
ceeded o land. The instructor climbed
back on top. joined the #2 man and
brought him in on his wing with «
VOR approach. The wingman broke
off when the runway was sighted while
and landed

sanwe

the instructor S-turned
behind him.

The sceond flight, some 10 minutes
behind, had descended to 1,500 feer
and, upon encountering scud. started a
gentle deseent to get clear of the
clouds. Encountering more seud, they
descended  further. The  instructor
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pilat, flying the #3 position, ordered a
right 360-degree turn to pick up the
ariginal heading.

As the flight descended toward the
field, still in parade formation, it
became darker. At 300 fect and in the
clouds, the #2 man found himself in a
20-degree right bank, still descending.
He leveled his wings and started a
climb. At this point. the leader was
visible only by his lights and the
instructor was nowhere to he seen,

Breaking out on top at 2,000 feer,
the #2 man made contact with #1
who had also elimbed on top. Course
was reversed to take them back along
their previous flight path. A fuel check

revealed #1 had only 200 pounds of

ﬁll‘l I'L‘Tll.'li!'liti:_l" .'|Il:i ﬁ?. i‘lad lllll_v 45 to
50 pounds.

Attempts to make radio contact
with their instructar were fruitless, for
his aireraft had struck the ground in a

descending turn within three miles of

home base.

The #1 man flew back along his
previous route and could soon see the
ground. Remembering an airficld he
had seen carlier. he cantinued north
until the lights of the field came into
view where he landed at the municipal
airport.

The #2 man. who was really short
of fuel, climbed to 6,500 feet as he
continued north looking for a place to
land, He reduced power to 19 inches
mp and 1,900 rpm. As he broke out

from over the clouds, he saw a small
town. With only 25 ta 30 pounds of
fuel remaining. a bailour appeared to
be in arder.

He then spotted a very large field in
the dim light, decided to land there,
switched to  guard frequency, and
broadcast a Mayday. Setting himself
up at the high key. he could casily sce
ground references, but as he flew
lower, he could hardly see the field in
the dark,

On final, with the gear up, the
battery mags and gas were turned off,
the canopy was blown open, and the
radio disconnected. He
flew over some trees that suddenly

cnrds were

appeared ahead, then floated on across
the field. On wuchdown, the plane

skidded, started burning and came to a

stop about 150 feet from a farmer’s
house. The relieved student got out
fast and ran to the house. The farmer’s
wife came out and proceeded to put
out the fire with her garden hose,

Grampaw Pettibone says:

Sufferin® succotash! These guys
should’a stayed in bed! There were so many
errors in judgment on this fMight, | didn’t
take time to count ‘em, but they all add up
to the same thing, Trouble. You really can’t
blame these poor students, After following
their leaders almost over the cliff, they did a
good job of salvagin® the situation, (Septem-
ber 1968,



LOOK

LAKEHURST




“?I:;;r goes on at the Naval Air Engincering Center at
Lakehurst, N.J.? One of the Navy's la:-gcst research,

engineering, development, test and evaluation complexes, it

boasts of having more ways of launching and recovering
aircraft than any other installation of its kind. It has a
13,280-foot test runway complete with two steam catapults
and a runway arresting system.

The Center’s operations reflect endless hours spent at
drawing boards with slide rules and computers. Let’s take a
look at some of them.

By Helen F. Collins

S-3A undergoes shipboard barricade arrestment certification
testing on ane of the high-speed tracks. Compatibility

tests are made before prototype aircraft and related
launch-recovery equipment are certified as operational.




Dummy is ejected from an A-4 Skyhawk cockpit during a seat
ejection test at one of the Center’s high-speed test tracks.

10 Naval Aviation News



NAEC engineers test new sling for transporting
downed aircraft. CH-53 is used for the test on a
12,000-foot runway. Below, Center personnel,
using the integrated catapult ‘control system
installed on one of Center's two shipboard-type
steam catapults, conduct rapid-cycle test for air-
craft compatibility during carrier operations.




An F-14 catches the wire during Tomeat
compatibility test on arresting gear.
Right, a MK 14 shipboard arresting gear
is installed below deck at the NAEC
runway arrested landing site for testing.
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Phantom is launched from C13-1 steam
catapult. Carrying multiple ejection racks
loaded for a ground support mission, F-4
was gathering shipboard compatibility test
data. C13-1 can hurl a 5,000-b. car nearly
six miles. Left, T-2 Buckeye is launched
from C13-0 shipboard-ty pe catapult.

13



A-7 Corsair ingestion test on one of the steam-operated catapults
helps determine how much of the catapult-generated steam is
ingested by plane’s intake during launch, and the possible effects.

Lakchurst has housed many activities over the years.
From 1915 to 1917 it was an ammunition proving ground
for the then Imperial Russian Government, and later for the
U.S. Army, when it was known as Camp Kendriek. It was
commissioned the 1921
station and retained this status untl a 1977 reorganization
ended its NAS designation. The same reorganization dis-
established the Naval Air Test Facility which was located
there, and consolidated it with the Naval Air Engineering
Center to form today's NAEC Lakehurst complex.

During its ]l.mg ||i3lm)' as an air station, Lakehurst served

into naval service in as an air

as a lighter-than-air craft base for four decades from 1921
to 1961. It was the country’s first ransAtlantic internation-
al airport as the North American terminal for Graf Zeppelin,
and Hindenburg, which crashed and burned there, At one
time or another, every rigid airship in the Navy was based at
Lakehurst. The station a

so maintained a pigeon loft where

14

it raised and trained homing and carrier pigeons

pigeor
which won awards in many races.

Today it is home not only for the Engineering Cente
but also for many other activities, among them reserv
Helicopter Antisubmarine Squadron 75, Navy and Marin
air reserve detachments, a branch of the Philadelphia Nav;
Aviation Supply Office, a Naval Weather Service Enviror
mental Detachment, and the Aviation Flisht Test Activity
a unit of the Army Electronics Research and [}cvc|0pnm1.l
Command.

A major tenant activity is the Naval Air Technic:
Training Center. Its  Aircrew  Survival Equipmentma
Schools division includes Class A, B and € School
(NANews, May 1975). The Aviation Boatswain’s Mat
Schools give Class A and C training (NANews, Augus
1975). Students come from the Navy, Coast Guard, Marin
Corps ‘and Allied military forces. The Marine Aireraf
Launch and Recovery Equipment School trains Marin
Corps personnel in rapid construction of mobile airficlds.

NAEC lays claim to its own distinguished history
scparate from the story of Lakehurst which became it
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home in 1974. NAEC traces its lineage to the Naval Aircraft
Factory cstablished in Philadelphia in 1917, which pro-
duced more than 2,200 aircraft of all types berween 1918
and 1944, As time passed, the emphasis shifted to research
and development, and the Naval Aircratt Factory became
the center of the Navy's aeronautical development and
experimental world. In 1956 it was renamed the Naval Air
Enpineering Facility, and later redesignated the Naval Air
Engineering Center.

It was rL'sPrmsihh‘ for many firsts: turntable L‘Jt:tpuil.
r;kdi:'; C(}]‘Jtl‘()”td target (iT'{j"l'. rl'm'.l-h'l-anL‘TL‘ll T:It{iut‘t:l‘]
trolled missile, free-flight and guided missiles, amphibious
transport glider, stcam catapult and Navy’s first rigid air-
ship, Shenandoah. Carrier arresting gear was designed and
developed there, as well as the full-pressure flying suit worn
by the astronauts during the Mercury space program.

What goes on at the Naval Air Engincering Center? Just
about every facet of an aircraft’s life from the minute it

lands to the minute it takes off — and then some.
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Harrier conducts vertical takeoff and landing
operations at the helicopter test complex.
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ﬁ': Clement Ader: Oracle of Aviation

16

Ader (1841-1925) one of the lesser-known figures m the history of
aviation. Possessed of a brilliant spent
phenomenon of flight, He incorporated his conclusions into a series of ingenious machmes
which would have ensured his Tame, had they only gotten off the ground, Some maintain

that he did make one, short powered flight on October 9, 1890; but Ader was secretive

Clement wis

mind, he most of his life in research on the

about his work and so witnesses were few, As cantankerons as he was brilliant, Ader
persisted 1 nations about flight which led him down blind alleys, He held, for example, that
the steam engine was the best power plant for an aireraft, and he designed and built one of
remarkable lightness, Ader was also obsessed with the notion that man could fly only if he
faithfully copied nature, He deseribed his planes as bat-ty pe or vulture-type, with wings that
folded when they were *at rest.”” The wings on one of his ghders were covered with
fuatliers!

Ader's greater importance lies in his marvelous power of vision His book on Military
Aviation, published in 1909 but written some years before, was a remarkably accurate
prophecy on air power, Among other topics, Ader speeulated on the future of Naval
Aviition, us evidenced by the text which follows, While his deseription of carrier operations
has its charmingly naive side, in its main lines it rings true, This is all the more remarkabl

sttce i wiis written in 1895

two full decades before the fiest primitive carrier went to war.

{Submitted by Lee Kennett, Professor of History, University ot Gieorgia,)

Oracle of Aviation

Air. of course, is everywhere. While
we know how airplanes should
aperate over land, what abour over the

sea? The steadily increasing power of

navies presents us with the seemingly
insoluble problem of doing battle with
a warship. But if we cannot hope to
knock out a battleship at one fell
still think that it will be
possible to do serious damage to it at

swoop, |

the outset and even to sink it if the
attack is executed with a large enough
number of planes. As | have already
said in connection with the equipment
of bombing planes, 1 foresee a large
bomb of 100 to 200 ki]()gr;lms: we
have only to find the means to use it
against warships. 1f the attack on the
enemy’s fleet could be executed in the
coastal waters of France or her allies,
operations would be simplc a'm_mgh.
since the aircraft could land and load
their bombs at airfields near the coast.
But on the high seas it would be quite
dilferent, so an aircraft-carrier vessel
becomes indispensable.

“These ships will be built along

from those used
today. First, the deck will be cleared
of all obstacles flat, as wide as
possible, and without altering the nau-

tical lines of the hull, it will look like a

lines far different

landing field. The word Janding’ is
perhaps not the term we should use, so
substitl!tr for
‘boarding.’

we  will it the word

“Naval aircraft will be distinguished
by several features. Their front wheels
will be suspended vertically and of
small diameter, They should be very
strong and lock automatically at first
contact with the deck. The third wheel
in the rear will serve to steer. The back
of the aircraft will be open to permit
the pilot to ger out in case it falls into
the water. Possibly each naval aviator
should be required to wear an inflat
able belt all(l _];ICI\'L‘T SO tilut he can
come  to the and
himself there.

“The speed of these vessels should
equal at least that of cruisers, and even

surtace maintain

exceed it in order to escape pursuit by
them. To achieve this, they must usc
the most perfected power plants. The
boilers, composed mainly of tubula
clements, could be made very light.
would not hesitate to apply the samc
principles as for an aircraft steam
engine. The stoking will not be witl
solt coal, but with coke oranthracite
to get rid of the smoke. The stacks, ir
telescoping sections, will be extendec
during ordinary steaming, but wil
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collapse below the deck during air
operations. At such times combustion
gases will be vented through two auxil-
iary funnels opening below the deck
on port and starboard sides and as far
aft as possible to get rid of
disagrecable and noxious odor of these

the

exhaust gases,

“The opening in the deck through
which the stack is raised and lowered
will be closed by a trap door so as to
offer an uninterrupted surface. Should
there be a breakdown of machinery
while the vessel is at sea and far from
friendly ships, jury-rigged masts would
be very useful, These could be erected
and taken down using openings in the
deck which would open and close like
that for the stack.

“The storage of aircraft must neces-
sarily be done below deck. There they
will be solidly attached, cach anchored
to its pl.u'c to avoid d;lmagc when the
vessel pitches and rolls, Access be-
tween decks will be by means of an
clevator, sufficiently long and wide to
accommodate an  airplane  with its
wings folded. A ];n'gr sliding cover will
fit the hole in the deck: its watertight
scams will keep out rain and sea water
in bad

weather. Close by will be

the shop where mechanics will repair

the planes and maintain them ready
tar “i;ﬂ]l, Nearby will alse be holds for
stores and munitions.

“As | have explained above, the

flight deck should be cleared of all

obstacles. | should add that the bul-
warks should be fairly high for two
reasons: to keep waves from breaking
over the deck and to keep planes from
Faﬂing into the sea in case of an
accident. The port and starboard bul-
warks will be fixed; those fore and aft
will be maveable. When a p]anu takes
off, the bow should be completely
unobstructed; when one boards, the
stern should be clear, while the bul-
wark across the bows should be raised.

*“When there are hostilities, and
even before general quarters sounds
throughout the fleet, a plane will be
held ready below deck. During a bat-
tle, with deck unobstructed and clear
forward, the :ship will swing stn.'lrtly
into the wind. The aircrafr will be
positioned on the stern: two launches,
one on cach side of the ship. will be
manned and ready for lowering into
the water. Pilots, officers, and mechan
ics, wearing their pneumatic jackets
will be at their posts, calm and deter-
mined, knowing that lives depend on
the surencss of their mancuvers, They
will wait for the order *Go,’ trans-
mitted 11}' Illt‘_L_'npim!w. siren, ar sign;ﬂ
flag. These majestic departures will
always be moments of supreme emo-
tion, felt by all.

“When air operations are completed
the airplane will return to the ship. As
soon as they sight cach other, they will
exchange signals to tell the pilor the
deck is ready to receive him; then the

““The back of the aircraft will be open. .
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.in 'bat type' planes."

calm and determined."

airplane will begin its mancuvers for
boarding, It will find the ship turned
straight into the wind, the stern clear
for landing, the bows walled off by the
bulwark, lightly padded in case the
airplane should go past its prescribed
stopping point. The deck will be clear
nf' pL'rﬂUll!u'[. wlm are sl‘ellldinf_{ well to
port or starboard. The two luunches
will be in the water. one forward and
one aft, ready to rescue pilots should
they miss the deck. Finally, flying low
and straight into the wind. the plane
will pass over the stern at a height of
one or two meters. At that instant, the
pilat will shut off all pewer, and with
the front locked, the eraft
will skid a
distance before coming to a stop. Then

wheels

touch down and short
the vessel’s captain will receive the
flyers and express to them his admira-
tion.

“To take off from a deck and to
return to it scems today the height of
]m:&
scarcely  been thought of: but with

temerity, its  very  conception
practice and with our good sense to
aid us, surely some day this mancuver

will be an casy one .. ..

17
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Water, water, everywhere,

Nor any drop to drink.

The Ancient Mariner

Photos by PH2 John Coleman
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water pipe break recently threatened to leave 40% of
Naples without water for a mon th because the
Avellino area in which the break occurred is so inaccessible.
Prospects were dim. Then U.S. Navy and Marine units
l‘['l[t'[l.'{+ r_lli‘ !Ti(‘rf”‘l‘.

Charts of pipe lines in the arca were studied by Lt. Col.
John Solan: Col. Warren Cretney, Commander of Marine
forces in Naples; an Ttalian worker: Cdr, Tom Thomas, head
of the Navy Support Activity's pnhii( works department in
Naples; AMAN Engincer Francesco Liberti: and Lt. Ronald
Holst, Naval Support Activity. Italian aqueduct workers
attached the needed sections of pipe to HMM-264's CH-4 6s.
During the airlift over rugged, mountainous terrain to the
damaged water line arca, Marine personnel maintained
ground communication with the helos. American-lItalian
teamwork had the water flowing again in a few days.

Naval Aviation News



le Ghostriders of VF-142, skippered by Commander F.

L. Lewis, have completed a challenging and produc-
tive year.

FY 78 bt'g;m with a (10[1](1)«”10:1[ to the Med aboard
America where the Ghostriders participated in numerous
NATO exercises and in dissimilar ACM training against F-15
f:'ugff."\' of the USAF’s 36th Tactical Fighter Wing.

After the seven-month Med cruise, the squadron re-
turncd to NAS Oceana in April. Home, the Ghostriders’
turnaround cycle included sending crews to Top Gun and
Top Scope at NAS Miramar and participation in an
invitational air war at the East Coast ACMR.

In July, VF-142 began a three-week fleet fighter ACM
readiness course. Then it received its annual AdMat
inspection and additional training,

In August, the squadron was awarded a safety certificate
by Commander G. W. White, Jr., CAW-6, for five years of
accident-free flying, believed a first for a Tomeat squadron.

The same month, the Ghostriders flew to NS Roaosevelt
Roads for 10 days of intensive gunnery practice. While at

Roscy, every crew participuu‘d in competitive gunnery
ified.

Returning to Oceana, the aircrews began preparations

exercises. Two crews earned Es and four qua

for a Caribbean deployment on Eisenhower and an ORE,
Ir was a [}1.1][{_’"?”]:_’ Eind I't'W;it'(fiT'l_u .\«'ﬁ‘;ll-‘ ()nf l]‘i}[ IIS
repeated again and again as the Navy's fighter squadrons

maintain their combat readiness.

January 1979

Cdr. White presents safety award to Cdr. Lewis.
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THEY WANT TO LOSE

The camera of PH2 Jerry Corbett
captures a VAQ-33 A-3 returning
home from Puerto Rico as AT
Paul Norris gives the go-ahead

to another pilot on the line.

N ormally it would be an unhealthy
attitude  for a Navy unit to

;u{vr}cuu' |t)sill;L. But \\-‘]‘:'n il comes to

simulated combat against Navy hhipx
and aircraft, the men of VAQ-33 really
want to ln.\,{'.

Tactical Electranie Warfare Si!ll.ni-
ron 33 is the

Navy's prolessiona

enemy. When these bad cuvs lose,
everyone clse wins. Results show that
the Navy's defenses are up to par. Of
course, tfu"\_ lllﬂ]‘{ ‘1|w;ly5 [EJ.\L‘ .mn] 111;1[
means more work and training for the
_‘_Ll")f')li ouys.

Flying any of five types of aircraft

TA-3B, ERA-3B, EA4F, EF-4B/]
and NC-121
mission is providing electronic warkarc
The 16-plane
.\.‘]Hu:lnm i» .|[_\':| itl\'ul\'\‘L] \Vii|1 'Ii_‘hl_‘-i'l'i_'ll
and development. VAQ-33 is the A-3

fleet readiness squadron responsible

the Firebirds’ primary

training for the fleet.

for providing trained A-3 crew mem
bers and maintenance support person
nel to the fleer.

In general, electronic wartare is the
ability to interfere with and degrade
radar detection systems. This 1s done
by cither electronic jamming, direct
interference of the radar svstem itselt
or with chaff which causes false indi
cations on the opposing radar. The
ability to i:!llt communications systems
is also part of EW.

The u|'1:uh<m has three basic tasks:

e Toprovideclectronicwartare train

ing for ships by counterfeiting m o

attacks on the ships’ forces. It then

becomes the job of the shipboard
radar operators to act as a team and
deteet the presence of an attack and
the direction from which it is coming,
and then initiate defensive actions.

ning. The
Firebirds create an clectronic warfare

e Tao [I:'n\.i.]r H_}_[!lTl'l" trs

environment for fighters to operate in.
This enables the radar intercept officer
to familiarize himself with jamming
techniques and methods of counterace
iny clectronic jamming.

e To develop new and more sophis
ticated missile detecrion systems and
to cvaluate their |JL'1'|"1r'lll.'im:r under
realistic conditions,

VAQ-33 is an unusual squadron
with a mission that varies. The Fire-
hirds, consequently, are constantly on
the r{};;d, T!lvy [I‘;I\"L‘I ;i|<mg the Eu:it
and West Coasts, Hawaii, Puecrto Rico,
Canada, Northern Europe and many
more places to provide the training
nceessary to help maintain the Navy's
operational readiness.
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AMSAN Kalvin King strains to connect test equipment
to an A-4 as VAQ-33 F-4B, EC-121K and EA-AF
return from a training mission.

ADR2 James Tedder checks oil pressure in one
of the 18-cylinder reciprocating engines
of a VAQ-33 Constellation.
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Awarcls

Cdr. W. R. Needham and the Tigers of
\VVA-65 won the MATWing-1 Intruder bomb-
ing derby award. The trophy, symbolic of
bombing excellence in the A-6 community,
was won during competition in several cate-
gories including day and night tactical bomb-
ing, and radar target identification.

Competing against the rest of the light
attack community on the West Coast, the
Lemoore-based VA-146 team composed of
LCdr. Dennis McGinn, Lts. Marcel "Frenchy”
Beaudu and Steve Firks and Ltjg. Al “Fred”
Hogatt took top honors in a bombing derby.
Ltgj. Hogatt won individual honors with the
best bomb hit in both laydown and night
dive and was named the best overall bomber
in the competition. Blue Diamond skipper
Cdr. L. H. Price presented the trophy to
ADCS Joel West of the maintenance de-
partment, saying, “Maintenance personnel,
as usual, played a major part in our winning
this award. It is only right that the trophy
he kept by them for this next year."

Top awards were announced during the
Marine Corps Aviation Association conven-
tion at Anaheim, Calif., in October. Winner of
the Robert Guy Robinson Award, Maj.
Leonard R. Fuchs, is Naval Flight Officer
of the Year. Aviation Ground Officer of the
Year is Maj. F. M. Stitcher and Capt. W. W.
Smith, Air Controller of the Year. The Bud
Baker Trophy went to Maj. W. K. Callahan,

a Harrier pilot with VMA-513, for advance-
ment of V/STOL technology. MSgt. E. D.
Boyd won the James E. Nicholson Award for
enlisted leadership. VMGR-152's WO2 T
Ruhter was named Fixed Wing Aircrewman
of the Year. SSqt. G. T. Chavarria is Heli-
copter Aircrewman of the Year. Plane Cap-
tain of the Year is Sgt. D. B. Shrader and
GySgt. B. B. Mertz is Electronic Techni-

cian of the Year. Squadrons of the 2d Wing

swept three of four unit awards, with HMH-
362 winning Helicopter Squadron of the
Year; VMA-542, V/STOL Squadron of the
Year; and VMF-251, the Commandant’s
Aviation Efficiency Trophy.

Naval Air Reservist AT1 Steve Bene-
field was awarded a third set of wings in less
than a year and a half by Cdr, Bill Hend-
ricks, skipper of VR-52 Det, Washington,
D.C. His latest qualification was as a C-1 18
flight engineer. He previously qualified as
flight attendant and flight communicator
on the C-118. Benefield was also desig-
nated a flight attendant evaluator in Oc-
tober 1977. He is unusual, not only be-
cause he has qualified in all possible air-
crew positions in the C-118, but because
he also remains qualified. The flight time
and technical expertise to achieve this
goal are very difficult. Benefield received
his first aircrew wings as a radioman in
the P-2 Neptune. Since then, he has flown
over 2,000 hours.

Anniversary

On October 1, 1978, Coral Sea marked the
31st anniversary of her commissioning. Pres-
ently undergoing overhaul at the Puget Sound
Naval Shipyard, Bremerton, Wash., the carrier
was named after one of the more significant
sea-air battles of WW 1. Coral Sea has re-
corded over 272,000 carrier arrested land-
ings.

The Devil’s Disciples of VF-301, Miramar,
recently celebrated their eighth birthday and
28,762 hours of accident-free aircraft opera-
tions, encompassing eight years of flight in
hoth the F-8 and F-4. The squadron has re-
corded 998 day and 136 night carrier landings
during this time, as well as winning three con-
secutive Battle Es and four CNO Aviation
Safety Awards.
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Rescues

Crews from HSL-33 rescued two Navy men
from the waters off southern California in two
separate incidents recently. LAMPS detach-
ments from the squadron, home-ported at North
Island, were operating from Brooke (FFG-1)
and Bradley (FF-1041) during antisubmarine
exercises. One night Brooke’s helo crew received
a rescue call from Roark (FF-1053). LCdr. Rob
Crenshaw, Lt. Bill Fetzer, AW2 Rik Miller and
AW3 Gary Clark raced to the scene. Frustrated
by high wind and heavy seas, the helo com-
mander sent Clark into the water to help a
Roarfk crew member who had gone overboard,
He was hoisted into the helo and delivered safely
back aboard in 12 minutes. A week later, Lts.
Dave Moulton and Jim Loiselle, along with
AW3 Clay Rathbun, were flying a surveillance
mission from Brad/ey when they were alerted
that a Bradley crewman was in the water. The
helo crew hovered over him, lowered the res-
cue sling and pulled him back on board within
10 minutes.

One evening VP-8's combat aircrew launched
on a medevac from Bermuda to Philadelphia
International Airport to transport a 33-ounce
premature infant for medical treatment, because
no commercial air transportation was available.
The Orion’s power supply was not compatible
with the emergency portable incubator and,
during the flight, the interior temperature of
the P-3 was maintained at 95 degrees F. to sim-
ulate incubator conditions. Commending the
crew, a doctor at Children’s Hospital in Phil-
adelphia told the baby’s parents that if there
had been more than a two-hour delay, their
daughter would not have survived. The Tigers
of VP-8 are commanded by Cdr. E. R. Riffle
and are home-ported at Brunswick.

January 1979

Et cetera

Prior to their performance in Air Expo ‘78
at Patuxent River, the Blue Angels were
photographed with cadets and officers of

Dahlgren Division, Naval Sea Cadet Corps.

The Washington, D.C.-based Sea Cadets worked
at the air show, directing traffic in parking

lots.

Enterprise, surrounded by small craft, is
welcomed to Hobart, Tasmania, Australia.
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AB1 John Price (right in photo) cuts the his naval career in 1951. “I didn"t want to be
ribbon officially opening the forward enlisted a steward,” he recalls, “but that was the policy
dining facility aboard Saratoga. Capt. Edward for blacks in those days. | was pretty persistent
H. Martin, Sara’s C.0., was present for the in striving to change my rate and after making
ceremony which marked the establishment of a 4.0 score on the airman exam, | was able to

try for the aviation electronics rate, later
changing to aviation structural mechanic.”
This led to service on board 9 different carriers
aircrewman flight time of over 1,500 hours,
and more than 10 combat missions over Viet-
nam. During this period, Cdr. Ferguson at-
tained an A.A. in social science, a B.A. in inter-
national relations and government and an M.A.
in psychology — all by way of night school.
He is now working toward a doctorate in hu-
man relations and education. In this photo,
Cdr. Ferguson seems to be saying to AIMD
machine shop supervisor, CPO Konrad J, Doll,
“Will this be as strong as the original part?”

the first “fast food’" operation of its type in
the history of the Navy. The new facility can
turn out 4,500 hamburgers, 300 pounds of AC2 Debra Baker recently became the
french fries and 220 gallons of milkshakes in a first woman to obtain full gualification in the
single day — for those whao prefer the fast-paced
atmosphere of a local hamburger palace, that
is.

A former Navy steward was recently pro
moted to commander and became the AIMD
officer at Lemoore. Robert L. Ferguson started

radar branch of the air traffic control facility
at Whidbey Island. The average time required
to obtain this rating is 18 months — Baker wat
certified for all operating positions in 16
months.
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Records

Miramar's VF-213 set some impressive re-
cords during its 10 days of training at NPTR
El Centro. On the gunnery range, the Black
Lions scored over 100 banner hits, earning
their second Century Banner, a first for an
F-14 squadron. VF-213 sharpshooters were:
Skipper Cdr. Terry Applegate, LCdr. Punches,
Lts. Faharty and Lahren and Ltjgs. Loveless,
Feist, Eyre and Clark. Off the range, perform-
ance by maintenance and ordnance crews kept
the Lions flying with a better than 90 percent
completion rate for scheduled sorties. The
ordnance crews of “Gunner’’ Edenfield con-
sistently loaded four to five aircraft in 15
minutes or less, and set a record for failure-
free operation of the M-61 Gatling gun. Of
the 25,932 rounds fired, not a single jam or
misfire was recorded.

The Sea Griffins of HS-9 claim a record for
an eight-plane HS squadron by flying 927 hours
during one month. Flying the SH-3H they spent
all but four days of the month at sea aboard
Nimitz, participating in two NATO exercises.
For the second time in 18 months, the Sea Grif-
fins were awarded the bi-annual ComHSWing-1
Maintenance Trophy, the latest award cover-
ing the period January to June 1978.

The VA-115 Eagles recorded several /n-
truder aircrew milestones. LCdr. Mike
“Rolly" Reilly surpassed 3,000 hours. Lt.
Pasquale “'Brigs’” Brignola achieved 1,000
hours in his first fleet tour with the squad-
ron. LCdr. Fred “Junkman” Jung became a
Midway double centurion while Lt, John
“"Worm"' Henson achieved first time centurion
status aboard the carrier. Ltjg. Hal “Rooten”
Tuten bagged his 100th Midway night trap,
in addition to another record of 1,000 first-
tour A-6 hours.

It was a memorable moment for OS1 Ken
Jaimes of Ol Division aboard Midway when
he logged his 1,000th air intercept as an air
tercept controller.
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Change of Command

CinCLant Fit: Adm. Harry D. Train || re-
lieved Adm. Isaac C. Kidd, Jr.

CLAW-1: Capt. H. Patrick Kober, Jr., re-
lieved Capt. Bert Chase.

ComResPatWingLant: Capt. Richard J.
Lanning relieved Capt. Donald R. Yeager.

ComResPatWingPac: Capt. Robert W. Case
relieved Capt. James O. Coleman,

CVW-3: Cdr. Keith S. "“Casey’" Jones re-
lieved Cdr. H. Patrick Kober, Jr.

FASOTraGruPac: Capt. Robert E. Fraser
relieved Capt. Richard A. Bruning.

HC-6: Cdr. Larry W. Beguin relieved Cdr.
Robert L. Cooper.

HM-12: Cdr. F. M, Dreessen relieved Cdr.
E. E. Rogers Il.

HS-75: Cdr. Edward A. Pencek relieved
Cdr, Donald J, Coolican,

NAS Atlanta: Capt. Robert Cowan relieved
Capt. Melville D, Cunningham.

TraWing-4: Capt. R. E. Williams relieved
Capt. Marion H. “"Red’” |saacks.

VA-94: Cdr. Paul Otto relieved Cdr. Jack
Moriarty.

VA-146: Cdr, James A, Lair relieved Cdr,
Lawrence H. Price.

VA-147: Cdr. Philip S. Gubbins relieved
Cdr. Gary L. Harter.

VA-174: Cdr. John D. Rasmussen relieved
Cdr. John F. Calhoun.

VAW-78: Cdr. William M. Mathews, Jr.,
relieved Cdr, John D. Summers.

VF-102: Cdr. William J. Denning relieved
Cdr. Drex Bradshaw.

VF-171: Cdr. Richard J. McGuire relieved
Cdr. Jerry B. Houston.

VP-5: Cdr. Charles H. Conley relieved
Cdr. William R. Spearman.

VS§-31: Cdr. Carl V. Lind, Jr., relieved
Cdr. Henry L. Phillips, Jr.

25



he same day that NAF Detroit
became a reality, NAS Grosse lle

was decommissioned after 40 years of
training the reserve aviation com-
munity. And so, November 8. 1969,
marked an ending as well as a begin-
ning in the records of Naval Aviation.
Grosse He, an island in the Detroit
River, had been a busy flight training
center for many American and British
pilots into the carly Sixties. However,
changing times and more sophisticated
aircraft demanded a new base for the
modern  planes.

naval air reserve’s

After delays spanning several years,

FF-2s from Grosse lle fly in formation

in mid-1930s, above. The Molehill, former
SAC ready facility, now houses weather,
ops, BOQ and messing spaces, right.

On opposite page, USAF reserve C-130s
share ramp with a VP-93 Orion.

NIRIEE
PO 2

By JO2 Tim Padgett

NAF Detroit was commissioned in
1969. It became a temant at Sl'.'“.i'idk_"l'
Air National Base, Mount

Clemens, Mich., which had cthe jet-

Guard

handling capabilitics Grosse e lacked.

In moving to its new home, the
Navy was in fact returning ta Self
ridge. Back in the 1920s, when Self
ridge Ficld was an Army air base, the
naval air reserve had maintained a
Consolidated N¥Y-1 trainer there from
March 1927 to September 1929, The
ficld was named in honor of 1st Lt.
Thomas Selfridge, USA, the first mili
tary casualty of powered flight (be-

lieved to be the first man killed in an
airpiunc '.I(.‘Ci({l.'lll,'. He was a p;sSbL'H;L_L‘t
in a plane piloted by a youthful
Ohioan named Orville Wright. The
plane crashed at Fort Myer, Va, in
1908.

The Navy left Selfridge in 1929 for
Grosse 1le when the naval air reserve
base was commissioned. One officer
and four enlisted men began training
25 reservists who reported aboard for
weekend duty. They came from Michi-
gan, Indiana, Ohio, Pennsylvania and
York. The station grew
doubled in size during WW 11 but, as

New and

Naval Aviation News
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the years passed, Grosse Ile’s old build
ings became more and more expensive
to maintain and its runwiys were too
short for jet operations. They could
not be cextended and so the Nawy
returned to St'[[-l'idgt' to get the facil-
ities it needed.

NAF Detroit has several tenants of

its own, including naval air reserve
force ri\!ll:ulr-:m:-. VP93 and VR-52 Det
Detroit, selected air reserve k;qlt.n|:u|1
VR-1 Det. a naval weather service
environmental det, a naval regional
medical center branch dispensary and
MARTU Detroir. Based at the air
facility arec VP-93's nine P-3 Orions,
three VR-52 C-118 Liftmasters, and
one S-2 Tracker used for flight/naviga-
tion training.

Today, 200 active duty personnel
train some 1.000 reservists monthly,
They came from Michigan, Ohio, Min
nesata and other ru‘];zM\.m'im__-' states.

AcDuTra deployments  to  overscas

mobilization sites in 1977 included
those to Sif_\_mu'!];a. Italy, Mildenhall,
England, and Keflavik, Tecland. Train-
ill‘u '.lll\l roscrve ‘<il1il.£i] h]lpi‘f‘['r \-\"l“\L"
aircraft commitments sent three VR-1
dets to Rota, Spain, one to Mildenhall
.'\Il:ld a one pluur det on a {-ivu—m:mtii
deployment with Unitas XVIIL

The Navy shares the St‘“'rhlgr facil-
ity with many neighbors. In addition
to the |\«1i.t'11i|\_f,.;1i Air National Guard
which is headquartered there, the
Army, Air Force, Coast Guard and
Marine Corps all have active, as well as
reserve, forces aboard. Captain Alfred
N. Schaal commands the air facility
and oversees the training of its twenty-

plus reserve units.

The future holds many challenges
but NAF Detroit will continue the
tradition begun by a small group of
sailors-of-the-air  in  Michigan more
than 50 years ago.
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Amelia Earhart . . .
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Paul Mantz, Amelia Earhart, Capt. Harry Manning and Fred Noonan

Spy in the Sky?

By J. Gordon Vaeth

as Amelia Earhart on a spy mission
W when she and her navigator, Fred
Noonan. took off from Lac, New
Guinca, for Howland Island on July 2,
19377 Did their flight plan sccretly
(,";l” I.t”' ilL"l Lo (IL‘.\'i.itC [l’UTT] |'|i_'T an
nounced course in order to overfly and
observe Japanese fortifications on Sai-
pan or Truk? Had she been asked i‘;y
the Navy, or cven by President Roose
velt. to reconnoiter the Marianas and
{..-'x![i']lllilf_'."\?

These questions — and many like
them have been asked ever since
Lockheed Electra NR16020, strippt:d
of every pound of excess weight and
carrying cvery drop of fuel possible,
lifted off from the runway at Lac.
Earhart and Noonan were on the final
stages of a world flight that had taken

them from Califernia to South Ameri-
ca. across the Atlantic to Africa, then
on to India, Southeast Asia, Australia
and. finally, New Guinea. Howlind,
their next stop, lay 2,550 miles to the
north and cast. After that would come
Honolulu and then California again.

As the world knows. the Electra
10E never reached Howland. To help
the flyer find it the oval-shaped
island is only two miles long, onc-half
mile wide and 20 feet high — the Coast
Guard cutter Itasca was standing by to
serve as a communications center. The
hours spent by those aboard that ship
during the long night of July 1-2 (Lae
was on the other side of the interna-
tional date line) were never to be
forgotten. Neither would the confu
sion that reigned, the failure of Ear
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hart to acknowledge messages or
transmit when expected to, and the
frustration of being unable to get a
directional bearing on her too-few and
too-brief voice transmissions.

Her silence, plus the fact that until
late in the flight she wanted to take
bearings on the Itasca vather than the
Itasca taking bearings on her, was
puzzling to some. Although the reason
may simply have been inadequacics of
the radio equipment — she had left her
CW key and trailing antenna behind o
save weight — it contributed to the
post-flight speculation that early on in
the flight she might have been where
she wasn’t supposed to be. Also that
she might have been approaching How-
land from an unexpected direction.

Such  speculation persisted  and
reached its peak in 1943 when Holly-
wood released Flight for Freedom.
Rosalind Russell played Tonic Carter,
an American woman flyer who agrees
to get “lost™ on an island in the Pacific
to give the U.S. Navy an excuse to
search for her in Japanese waters. Her
companion on the flight, Randy Brit-
ton, was portrayed by Fred MacMur-
ray. Although Tonie Carter and Randy
Britton were  depicted as fictional
characters, the film left no doubt that
they were supposed to be Amelia
Earhart and Fred Noonan.

This movie, appearing when it did
at the height of the war, shown to
servicemen everywhere, and promoted
as a “now it can be told,” was prob-
ably more responsible than anything
clse for the stories and rumors that
circulated during and after the bartles
in the Pacific about Earhart, Noonan,
their “mission” and their fate. That
Earhart might be found on Saipan was
the subject of nervous precombat
banter by the men in the landing craft
approaching its beaches, Whether Ear-
hart and Noonan had flown aerial
reconnaissance over Truk was report
i_‘t'”\" o Sllbjrct of wardroom canvor-
sation by carrier-based pilots en route
to attack it in 1944,

New light on an old mystery
In the carly 1960s, new informa-

tion was uncovered, ]t"zlding to a new
line of speculation,
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From Saipan in the Marianas came
stories of a white woman and white
man, said to have been flyers and
spies, held captive by the Japanese
before the war. One eyewitness even
pinpointed the year of their arrival as
1937. The woman was thin, had short
hair and was wearing men's clothing,
Supposedly she had died of dysentery
in Garapan, Saipan’s chief town. The
man was presumed executed,

From the wreckage of an aircraft
lying on the bottom in Saipan waters 4
Bendix-type gencrator had been sal-
vaged that perhaps had been aboard
the Electra.

And from a gravesite, also on Sai-
pan, remains, possibly Earhart’s and
Noonan’s, had been flown to the
United States for identification,

This new information was heady
stuff for anyone interested in myster-
ics or aviation. It was particularly so
for me, perhaps in part because I once
had some slight personal contact with
Amclia Earhart. 1 had corresponded
with that gracious lady when she was
at the peak of her acronautical career
and T was a teenager fascinated by
everyone and everything that flew.

Most of this post-war information
had come to light through the extra-
ordinary efforts, energy and persist-
ence of Frederick A. Goerner, then of
radio station KCBS in San Francisco.
Intrigued by what he had found out, |
arranged an evening meeting in Wash-
ington with him. I left it infected with
his enthusiasm and believing that Ear-
hart and Noonan might very well have
been flying « spy mission, might have
fallen into the hands of the Japanese
and might have died on Saipan.

Searching for Answers

I decided to make my own investi-
gation. working from a vantage point
within the weather service rather than
from outside as Goerner had been
doing. My motivation was simple: 1
believed that il Earhart and Noonan
had given their lives for their country,
the nation owed it to them to rec
aunize and honor their martyrdom,
Because 1 was unable to find anyone in
government vigorously pursuing the
subject, 1 undertook the search for the
answers myself,

Against a background of Japan’s
fortifying and closing her mandated
islands, the U.S. Navy's hunger for
intelligence information about those
arcas, the international competition
for commercial air routes across the
Pacific, and the tales of the Electra
possibly having been equipped with
cameras and unannounced higher per-
formance engines (even swapped for
another plane), it was a formidable
task to sort fact from speculation.

The search for information led me
to 4 variety of possible sources: several
members of the wartime Office of
Strategic Services: presidential candi-
date Thomas E. Dewey: three Marine
Corps cammandants, two of whom |
talked with personally about Saipan:
Vice President of the United States
Wallace: Secretary of Stare Byrnes;
four members of Franklin Roosevelt's
Cabinet: Fleet Admiral Nimitz: Muriel
Morrisscy,  Amelia  Earhart's  sister:
Noonan's supervisor while with Pan
American Airways: curators of librar-
ies or document collections specializ-
ing in Far Eastern subjects and dozens
of persons in government offices.

At no time did it appear that
anyone was trying to be evasive or
attempting to hide behind the sereen
of national security or classified infor-
mation. In fact, 1 don't remember
discussing any classificd matter at all.
Except for no more than perhaps a
half-dozen, all of those contacted
replied to my written or telephoned
requests for information, | concluded
that there was no cover-up of any of
the facts concerning Earhart  and
Noonan being attempted.

Secret Assignment

Ialso concluded that they were not
on any kind of spy mission for the
government.  President  Roosevelt
would almost certainly have known of
such an assignment, If he did, none
of his friends or colleagues whom 1
was able to locate had any recollection
of his ever having said anything to that
cffect. It is a recorded fact that he
assisted in getting the Navy to agree to
refuel Earhart in flight over the Pacific
(when she was interested in doing
that) and later in arranging for the air
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strips to be built to receive her at
Howland (after she had changed her
mind). The President’s role in her
flight does not seem to have gone
much beyond that, however.
According to Elizabeth J. Drewry,
director of the Franklin D. Roosevelt
Library in 1964, “... There is no
evidence in the papers in this library to
substantiate the stories that President
Roosevelt planned any part of the
around-the-world flight of Amelia Ear-
hart, sent her on any sort ol *mission,’
the attempts to find
ler. . .. There is evidence of President
Roosevelt’s interest in the search for
Amelia Earhart but there is no record

or planned

of any action taken by him.”

Henry Morgenthau, Jr., Secretary
of the Treasury, reportedly shared
Roosevelt's increasing concern  over
the Japanese military buildup in the
Pacific. The Coast Guard was a part of
his department and it was a Coast
Guard cutter that had been sent to
Howland to home the Electra in. If
there was a secret aspeet to the flight
Moargenthau could well have known.
He advised me that he had no informa-
tion about any such mission.

From a veteran airman and friend, 1
gained the following perspective: ™. .
I attempted to dissuade her from the
flight from its very inception. But she
was adamant. Her argument to me was
that as a result of the flight she could
achieve financial independence. At no
time did any other consideration enter
the discussion of the flight. My objec-
tion to the flight was purely on the
basis that the equipment and ground
support were inadequate to guarantee
success. The mid-Pacific target made
the calculated risk a sheer gamble, in
my judgment.”

The real clinchers that there was no
sceret mission came from two names
apparently averlooked by other inves-
tigators into the Earhart-Noonan puz-
2le: Harry Manning and Charles Edi-
s0MN.

Poorly remembered is the fact that
Amelia Earhart made not one, but two
attempts to fly around the earth at the
cquator. Both  took place in 1937.

an

Both invelved her Lockheed Electra.

Her first attempt was in a west-
bound dircetion originating at Oakland
and crossing the Pacific via stops at
Honolulu and Howland. She was to
take along two expert navigators:
Frederick |, Noonan and Capt. Harry
Manning. Noonan would leave the
flight at Howland and return on the
Coast Guard cutter that would be
there. Manning, on leave from the
United States Lines, would navigate
the Howland to New Guinea leg, the
leg on which any secret reconnaissance
of Japanese fortifications would have
taken place.

But the westbound crossing of the
Pacific was not to be. The run from
Oakland to Honolulu went beautifully.
On takeoff from Honolulu, however,
on March 20, 1937, the silvery twin-
engined plane looped, severely damag-
ing its undercarriage and a wing.

Immediately, Earhart and her hus-
band, George Palmer Putnam, arranged
for shipment of the Electra to Lock-
heed for repair. In May she was ready
to go again, this time west-to-cast with
only one navigator, Noonan. Manning
had returned to his ship.

Only two months had clapsed be-
tween Earhart’s unsuccessful takeoff
for Howland from Honolulu and the
start of her second world flight. 1f she
was intending to scout the Japanese
mandates on her castbound trip, it is
logical to assume she had also been
planning to do so on the carlicr west-
bound. What better person to ask
about her intentions in that respect
than the man who was to have navi-
gated her over that particular part of
the route?

I located Harry Manning, retired
and living at the New York Athletic
Club. In a bricf handwritten note, he
said: “l am positive there was no
government influence or mission of
any sort . . . she, or rather we, had no
official or unofficial spying mission in

mind."”
Charles Edison was another man

who should have known, particularly
if she had been on a mission inspired
or arranged by the Navy. The son of

the famous inventor, he was Assistant
Sccretary of the Navy at the time of
the flight and later became Secretary.

According to Edison: “One thing |
can say is that 1 am satisfied Amelia
Earhart was not flying on any Navy
mission. The matter was thoroughly
discussed at the time and no onc with
whom [ talked in the Navy mentioned
any mission that she might have been
on. The island of Truk was being
fortificd by the Japanese in violation
of treatics and the Navy was very
much interested, of course, in finding
out more about Japanese operations in
the surrounding islands, but we were
always carcful not to cause any inci-
dent. | feel certain that Amelia Ear-
hart’s flicht was for some purpose of
her own.”

To my mind, Harry Manning and
Charles Edison, both now deceased,
provided enough information to de-
cide once and for all the question of
sccret flight. Furthermore, if it had
been the former, why did George
Palmer Putnam, who managed his
wife's business affairs and flight ar-
rangements, not come out sometime
before his death (about 1950) and say
so? He, too, would certainly have
known. But, as far as 1 could learn,
this publicity-conscious and  pro-
motionally-minded man never did so.
He is said to have spent considerable
time and money trying to learn his
wife’s fate. This included visiting Sai-
pan.

Clues on Saipan

Saipan, again and again the trail
seemed to lead to that hilly island, 14
miles long and two to five miles wide,
Were Earhart and Noonan ever on it?
Did they die as prisoners there?

I was never able to get satisfactory
answers to those questions, cven
though Gocerner helpfully kept me
informed of developments concerning
them. He made at least four trips to
the Central and Western Pacific to try
to scarch them out.

Lead after lead, clue after clue,
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scemed  to fall apart. The aireralt
generator was found to have metric-
sized threads and bearings made in
Japan. The remains thar had been
exhiumed and flown to the States were
identified as those of Saipan natives. A
picture or pictures of Earhart in the
company of Japanese officers had al-
legedly been found on the island but
no copy ever survived. What I thought
might prove the most tangible clue of
all — a book in which the mysterious
white woman prisoner on Saipan was
supposed to have written something
for a young girl — turned out to be a
blind alley.

So it went, until, in my opinion,
the only remaining viable clues were
rh{'. Cyc‘willlcss f{.'p()rts (){ Pl!rSO“S seen
resembling the missing pair. The first
of these accounts was apparently
volunteered and not “suggested™ as a
result of anyone asking questions.

In 1964, the U.S. Naval Institute
Proceedings published for me a request
for information from U.S. Navy or
Imperial Japanese Navy personnel con-
cerning events during that period of
July 1-2, 1937. 1 received only one
reply, but it was startling,

It put me in dircct touch with a
former Army technical sergeant who
had been on Saipan following its
capture. While there, a native woman
had pointed out to him an unmarked
grave where, so she gave him to under-
stand, were buried a white man and
woman who had come from out of the
sky. His information had apparently
been the basis on which the remains
had been recovered that were sent to
America.

I was fascinated by what he told
me. Even more so when he said he had
scen the famous Electra in a hangar at
the former Japanese airficld, Aslito, on
Saipan. “You mecan you actually saw
the Earhart plane?” | asked him. He
replied by telling me he could remem-
ber the first letters or digits of the
registration number painted under the
wing. He recalled, too, sceing the
words Hamilton-Standard on the pro-
peller blades. An incredible story,
made all the more incredible when he
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added that he had later watched that
same aircraft being daused with gasa-
line and burned.

To this day, | cannot reconcile his
story with the other Saipan informa-
tion | possess.

Theories

In 1966, Doubleday and Company
published  Goerner's The Search for
Amelia Earhart. In it he concluded
that she had scouted Truk, missed
Howland and backtracked o try to
pick up the British-owned Gilberes. He
believed she did find land but that it
tirned out tragically to have been the
Marshalls instead. After crash-landing
there, she and Noonan were picked up
by the Japanese and later removed to
Saipan where they were held until
they died. Goerner did not mention it
in summarizing his findings but con-
ceivably their planc could alsa have
been transported to Saipan, thereby
accounting for the Army sergeant’s
claim to have seen it there.

My own conclusion is that there is
no hard evidence of any kind to
support a finding other than that the
Electra simply ran out of gas and its
pilot and navigator were lost at sea.

A weather analysis, prepared by a
Navy meteorologist in Hawaii, showed
severe weather and strong headwinds
between Lae and Howland at the time
of the flight. One of Earhart's few
radio messages mentioned “overcast,”
meaning that Noonan may have been
unable ta take celestial fixes.

In the absence of positive evidence
to the contrary, | now believe that the
flight ended when the tanks of the
Electra went dry and its Wasp engines
were stilled.

Yet there is the nagging question of
those eyewitness reports, certainly nor
strong evidence, but strong enough to
keep the door apen to the possibility
Earhart and Noonan were captured by
the Japanese.

It was her friend Eugene Vidal, 1
believe, who told me, as Goerner's
book suggcstcd, that her p]an was to

retrace her flight path and try to find a
landing place in the Gilberts if she
couldn™t locate Howland. If she did
this and il she was north of her
projected track, she would have ended
up in the Marshalls. And that’s why
one particular report of her being seen
there is of special significance.

This information came to |ig}lt
through a former U.S. Navy officer
who was a member of the military
government  established in the Mar-
shalls after American forces landed
there in 1944, This officer. now a
Washington, D.C., attorney, was told
by a native, considered highly depend-
able, that before the war a plane had
landed in the Marshalls and that
woman  flyer, a white woman, had
been picked up and taken away by the
This native said
about the woman having had anyone

Japancse, nothing
with her. He was repeating only what he
had been told by a Japancse who was
presumed dead by 1944, This was
thirdhand information bur potentially
signilicant enough to keep alive the
thought that NR16020 might have
come down in the Marshalls, and that
its wreckage might still be there.

Time is running out. The trail of
Amclia Earhart and Fred Noonan is
growing caold. Additional information
will become increasingly difficult to
come by. Yet the quest will go on.

Amelia  Earhart was more than
America’s most famous woman flyer,
She was, in her day, the most famous
woman in the world. The possibility of
being the one to solve the mystery of
her disappearance is tremendously ap-
pealing. Publication of these observa-
tions will, it is hoped, minimize future
speculation and direct the efforts of
tomorrow’s investigators inta the most
promising areas.

Gordon Vacth, Direetor of System En-
gmeerig ot the Nanonal Environmental
Satellite Service, investigated in depth
the circumstances surrounding the last
Might of Amclia Earhare, This article is
adapted from the National Oceanic and
Atmospherie Administration Magazine,
Tuly 1977, the 40th anniversary  of
Amclia Earhart’s disappearanee,
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The many sides of
UTCH SCHILDHAUER

utch Schildhauer can look back on a pair of full-time
D professional carcers devoted to aviation. As a Naval
Aviator he was a guiding force behind the Naval Air
Transport Service, not to mention a cornucopia af other
achievements. As a civilian with Pan American Airways, he
was hailed by a Baltimore Sun reporter as “one of the
world’s leading authorities on large flying boats and their
transoceanic operations.” A spry and natty octogenarian,
the C;Ipt;;in is retired now, :]nirc- content with l]i:\ |1t1pdr.4|-
leled record of accomplishments and a memory book
abundant enough to fill the mammoth Do.X flying boat he
}!i!uh'ti between labors for the Navy and Pan American. He
has traveled to the Tar corners of the earth and, in one
sense, has been a master of the globe.

Dutch Schildhaver remembers Veracruz, It was 1914
and as a teenage hospital corpsman assipned to USS
Arkansas, he was part of President Woodrow Wilson's naval
lorce i“.&l‘lclh hed to Mexican waters to protect American
interests during a conflict there.

“We dyed our whites in tubs filled with a chemical
solution,” he says. “which gave our uniforms a cotfee color

for camouflage purposes.™

After two years as an enlisted man., Clarenee Henry
Scehildhiaver. born on December 29, 1895, in New Holstein.
Wisc..
Annapolis, He :_’I'.ILILI.'iI.L‘l{ with the cluss of 1919, pot his

|'|.'1h5-{'ll the necessary  cxams and Illll\'m{ on  to
commission and joined the surface Navy.

Alter several “bluck shoe™ assignments which took him
to France, Russia and the Baltic, Dutch opted for Naval
Air. Just befare Christmas 1922, he was designated a Naval
Aviator

He flew with Scouting Squadron One and then served at
the Naval Aireraft Factory in Philadelphia where he carved
b1 nr\th m .1\'L|[iu[| hisrm\. He II\‘.‘I(ICL] a four-man crew
which flew a PN-9 on an epic. nonstop flight for scaplanes.
The durable flvers set an endurance record of 28 hours and
35 minutes in the air. They landed only after all fuel had
been exhausted and the engines were sputtering to i stop.
On paye 37 of this issuc, a graphic account of that event is
reprinted from The Philadelphia Inguirer, complete with
reference to the cold coffee that an evildoer supplicd the
UNSUSPecting crew befare they rook off. That was in May
1925, life of a Naval
Aviator, he was flying in a landplane cut of NAS Lakcehurst

that same month when the engine quit at 300 teet. He was

Befitting the oscillatory ploncer

foreed hit the silk and carned membership in the
Caterpillar Club,

Transferred west. he was ;155i§'_fl<'l1 as the sccond alternate
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pilot for a proposed, nonstop flight from San Francisco te
Honolulu in the same PN-9 which set the endurance record
Commander ) ohn Rndgcrs. Naval Aviator Nao. 2, C;II.‘I.'IiT'IL‘d
[}w .-1'nc'm|-1 on its ('rnssing. He and his crew were forced
down short of Hawaii, were lost for nine days, and foreed
to sail backwards to Hawaii. Not a resounding success, the
flight nevertheless served notice that man and his flying
“]ii(‘-h”][.“l \.\'f‘:ll]d C(H‘ll’il‘lllt‘ i“ tht:ii' ql!L‘ST Loy CU”‘-}“L’[ tl]l‘

ocean expanses,

Schildhauer later did considerable experimental work
before taking command of VX-1 (the first experimental
squadron) in the summer of 1927, In this assignment he

was instrumental in the L|L‘\'L.‘]U]1nlt'nt of the radio COTTIPass

and the first ;1L1.\i]i:u'§' powcr }!I.’III[ for n}_n.w:.ltin_:'_ cmergency
radios in flying boats. The need for these was spawned by
Rodger's Hawaiian flight cxperience when the PN-9%
transmitter became inoperable due to lack of fuel to rn
the plane’s gencrator.

lamy

Schildhauer's device, which cost $20. was an auxi
power plant and was mounted on the wing above the
struts in the fly ing boats, He |-.\(|wr111u.-1m.'d with the Bellin
Toss dircction finder, which hie had first seen on an lralia
ship berthed in Norfolk, and tricd toapply it to aircralt. |
had a single mast and antenna and, after some modification
it worked, He also advocared development of a lefr-han

sextunt which allowed navieators to more comlbortabl

their right hands while I.;!\'iu; their 1'&'.ldi|15{s

write with
Schildhauer also helped dcw.‘]c}p one of the carliest fue
flow meters made from an airspeed meter and contribures

to improvements in bubble sextants. He served again at th
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Naval Aircraft Factory in Philadelphia and skippered Utility

Sx]li;nirun Three where he

the coastline of Cuba and lighthouses along the Gulf of
Mexico in support of the U.S, Hydrographic Office,

Next, he flew with Torpedo Squadron Nine and Patrol
Squadron Eighr until carly 1930 when he resisned from the
Navy and affiliated with the Naval Reserve as a lHeutenant.
He went to work for General Motors Corporation butr was
Fven leave to fly the

Dornier Do.X flying boat. It was

considered the largest successful .iirp ance in existence at the
Schildhauer rtest-flew the after it was
equipped with a dozen American-built, 600-hp engines. His
flights took place on the [Lake
body of water which borders on Germany
Austria.

He was copilot on the giant bird's transAtlantic flight
from Lake

time. machine

Constance), a
, Switzerland and

H:J{It'llsi'&'

Constance to the Canary Islands and on a
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made important aerial surveys of

Schildhauer, a flyer in furs, poses in 1924, left. Below, jaunty sailors
in dyed uniforms man a Fiat captured at Veracruz and used for
delivering messages. Most of these and succeeding photos come
from the Captain's scrapbook. Bottom, U.S. sailors are

relieved by Army soldiers on a Veracruz thumughfare.

journey from Rio de Janiero to New York. He then joined

Pan American Airways and alrer two years as assistant
manager of Caribbean operations, took over as operations
manager ol the Pacific Division, based at Alameda, Calif, He
made many trips to the field closcly monitoring the first
100 flying

Importantly. he spearheaded a training program for flight

transPacific flights by Pan American boats.
crews, focused on weather patterns, navigation techniques
and planning for flichts covering long overwarer legs.

He insisted that captains file reports on every flight,
(ll\'L'I-i”"J_ crew ]‘l'lj:!fll];\ﬂ(f. \".'t‘.!l!ll:'l' .“lll nl\'l".}:” L:-I|u!l.u'l :Ii.
the hops. A backloe of data was built up which, in the long
run, led to safe and expeditious Pacific crossings by aircraft.

In 1933 he made a survey of the mid-Atlantic arcas for
I—-i”'f\i‘l_' \-in [[TL‘
Bordeaux,

ﬂ\-‘iu;_; bout operations from New York
mid-Atlantic, Azorcs,
France, and, in 1938, was operations manager of Pan Am’s

Bermuda, Lisbon and
Atlantic Division for the entire initial operations.

After Dutch left Pan American in 1939, he worked for
the Glenn Martin Company ert the Martin
Mars from a bomber to a scaplane transport for the Navy.
1941,

I)vp.n'mu‘m which fostered formation of the

he also made recommendations to the Navy
Naval Air
He had maintained his reserve status

In June

Transport Service.

during this civilian interlude, drilling at various locations
and, six days before the Japancese struck at Pearl Harbor, he
was recalled to active Wisely, the

Navy made him officer in charge of the Naval Air Transport

duty as a commander.

Service which was sanctioned [1_\ the Sceretary of the Navy
shortly after the outbreak of hostilities,

In the fall of that year, he
Attache at the American
studies of transAtlantic air
British Isles. He visited Northern reland in 1943 and was

was ;N\'ig_r_nn{ to the Naval

Embassy in London and made

T:';tTH}H‘H'T ﬂ}‘t‘r.ilitmn in T!H
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ll\ Na\.il
Europe. again working on air transportation matters, His
h1‘]3||{Li],
Bathurst. Dakar: and Fisherman’s Lake. Sierra Leone tor
Naval Air Transport operations. In 1944 he toured Saipan,
Auistralia New Zealand, inspecting all Naval Air

Transport Service units in the field.

next assiened to the Commander Farces,

logistics planning made use of Port Lyautey,

<|I'I.\|

Back in the U.S., he bacame Assistant Director, Plans
and Logistics, for the Naval Air Transport Service in the
Office of Deputy Chiefl of Naval Operations (Air). In March
1945, he was transferred to Patuxent River as coordinator of
project JRM ‘which involved accepting the Martin Mars
scaplane transports and organizing their operations from
the West Coast in support of war cfforts in the Pacific
theater.

Dutch retired from the Naval Reserve in August 1947,
went back ro work for the Martin Company and the
aviation burcan of the Baltimore Association of Commerce.
But in the summer of 1951, he moved onece again. He
became vice president and assistant general manager of
Civil Air Trans-

port, and was |1.-‘.‘nl~1l'.1.n’h-rn:d in Formaosa. The airline

General Chennault’s Flying Tiger Airline,

operated throughout an area extending from Korea to
Thailand.

He returned to the U.S. in May 1953, joined Calitornia
Eastern Aviation. Washington, D.C., and later served with
Bendix Field Engineering until 1968. He now lives in Owing
Mills, Md.

=
=
=

(1T

=

Schildhauer, center, and record-breaking PN-9 crew wait while
seaplane is secured at Philadelphia after flight, above. A spiffy-
looking Lt. Dutch Schildhauer in the early days is below. After

leaving the Navy the first time, Schildhauer flew the Dornier Do.X,
shown high and dry for some repair work at Lisbon Portugal bottom.
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Pan Am

n analysis of the entire navigational data of the flights (two separate San
Francisco to Honolulu Pan American flights) indicates that it is impossible

to determine consistently accurate positions during extended overwater flight,
but that a degree of aceuracy which will insure safe navigation and reasonably
direct tracks may be obrained by careful consideration of existing conditions
when utilizing dead reckoning, radio dircction finding, or celestial navigation.

red Noonan was the Pan American navigation instruc-
I tor when he wrote those words on April 29, 1935,

two years before his ill-fFated flight with Amelia Earhart. His
remarks fairly reflected state-of-the-art navigation tech-
niques which existed for transPacific flying at the time.
Dutch Schildhauer had worked closely with Noonan,
especially during his Caribbean days.

“Fred was a rated master mariner,” recalls Dutch, “and
when he was the airport manager at Port-au-Prince, Haiti, 1
sought his assistance in setting up a training program for
navigators and pilots. We had no books, so we generated our
own texts with examinations to match.

“We enlisted the help of the International Correspond-
ence School in Scranton, Pa.,”” he “which
published the texts based on a syllabus we provided. We
told an apprentice pilot what to study and what stages he
had to complete before being promoted up the line, We
looked ar each flyer’s educational background, plotted a
mean learning curve and developed a method so that we
could track the individual throughout his career all the way
to the top position of Master of Ocean Flying Boats.”

Says Dutch, “Fred did an excellent job on the navigation
portion of the syl!abus. He was a very sincere man with
better than average intelligence.”

He believes that Amelia Earhart and Fred Noonan got

continues,

lost on their record-setting trip in 1937 (see article, page
28). “There is no other logical conclusion on that matter,”
he states. “I met Amelia once, by the way. We had a
business breakfast one morning at the Mark Hupkins Hotel
in San Francisco. In attendance was the steel company
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F. ]. Noonan

Above, Dutch evaluates bombsight, one
of his projects at the Naval Aircraft
Factory. Basic devices for the naviga-
tor in the 1920s included sextant,
howgozit chart, time pieces, compass
and parallel rule, left. At far left
interested parties examine direction-
finding equipment on a VS-1 PN-9.

executive involved in building the Golden Gate Bridge. 1
found Miss Earhart to be a delightful person. She gave the
impression of being a most respectable young lady. In
retrospect, I'm not sure she knew an awful lot about
navigation and, of course, that's why she chose Fred to
accompany her on the round-the-world journey.”

Juan Trippe, long time head of Pan American, directed
Dutch to make a comprehensive survey of the Pacific air
route structure, such as it was in the carly 1930s.
Schildhaver visited Hawaii and Midway, among other
places, gathering knowledge and defining the probilems that
transPacific flyers faced. As carly as 1925, during the PN-9
days, Dutch alrcady was interested in ﬂying the Pacific:
Hawaii, Midway, Wake, Guam, and finally Manila.

Key concerns were weather and navigational equipment.
Radios were of some aid and celestial navigation conducted
with a trusty sextant was most |1L~]]1Fu| — if the skies were
reasonably clear, Otherwise, dead reckoning was the prin-
cipal method of finding a way to the next checkpoint, not a
simple task when traveling aver great distances of open sea.

Weather information was rudimentary at best and
primarily supplied by surface ships, augmented by limited
ground station reports. Ship routes varied and ships
themselves were often scattered about. Sometimes several
vessels were bunched together resulting in very limited
mctcomlogical information along the full breadth of acrial
routes. Reports gave a far from accurate weather picture.
Meteorological equipment wasn't always properly cali-
brated and consistently accurate information was more a
dream than rca]ily‘
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Drift meters and floating smoke flares, for obtaining
drift readings day or night, helped the flyers. Direction-
finding stations along the way in California, Hawaii,
Midway, Wake, Guam and Manila were cventually estab-
lished.

In any event, Schildhauer had an ideal background for
the task given him by Trippe. He remembers what he
learned from the Hawaiian flight experience:

“l was a lieutenant in 1925 attached to the Naval
Aircraft Factory but assigned as chief test pilot for the
Hawaiian flight which began in San Francisco. | had also
been in charge of assembly and preparation of all the PN-9s
which made it logical for me to assist Cdr. Rodgers. There
were strategic overtones to conquering the Pacific as well.

“Hawaii is 2,100 miles from San Francisca, [then] 25
hours by air. This translated to a combination day and
night flight to cover the distance and constituted our major
challenge. Key stepping stones across the Pacific after that
were Midway, Wake, Guam and, finally, Manila. These
interim legs involved a 1,500-mile flight to Midway, 1,035
to Wake, 1,335 to Guam and 1,500 ro Manila.

“Midway is only 2 1/2 miles long and pear-shaped but
has two inlets ideal for sheltering scaplanes. Wake has a
coral-bottom lagoon which forms a scaplane anchorage.
Guam towers 1,300 feet above sea level, making a perfect
landmark and has excellent anchorage. In fact, in 1925 the
Marine Corps had a small aviation detachment there. Manila
also had rcasonably good facilitics. Importandy, along
much of the route after Hawaii, there were prevailing
L':ib[l.'il}" winds to |)uh[1 aireraft .iimly_.

“By making our outlying possessions potential aviation
bases, the security of our far castern posscssions was
increased. Thus, the flight across the Pacific, an air route of
about 7,000 miles. could be made in 100 flying hours circa
the mid-1920s. With the exception of the first leg to
Hiwaii, the others could be flown from dawn to dusk.”

Pan American coneerns were more business related than
strategic. It was delivering mail and people and meeting
departure and arrival times.

“If we couldn’t get a hop out within a five-day span.”
Dutch says, “we cancelled that run and instituted another.”

Dutch felt thar airport managers, cspecially those at
Midw;i) and Wake, had to know the princ{p](‘; of dead
reckoning and radio direction finding almost as well as the
flight crews. As he did in the Caribbean, he organized a well
standardized training syllabus for Pan American’s Pacific
crews.

Some of the first Pacific flights cxposed the short
comings of ship weather reports. One of his assistants
reported ., .weather reports from ships at sea are not
reliable, neither as to observed conditions
accuracy of instrument readings. Several ships in the same

nor as to
vicinity will report data of such diverse nature that no other
conclusion can be drawn....The uncertainty of actual
front locations makes it difficult also to forccast wind
directions and velocities. Even with an accurate analysis of
pressure center movements, wind directions and velocities
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Schildhauer, Sutter, Woolson and Kyle after milestone PN-9 flight.

can only be surmised. Two or more upper air observation:
taken from ships at sea on the route would be of grea
value, not only for the exact wind direction and velocity
data that would be utilized by the pilot, but also sucl
information would assist in determining the position o
vertical thickness of air masses.”

It was apparent that the U.S. Weather Bureau, which hac
already participated to a limited degree by providing
information, had to step up its activity.

As the aircraft became more complex, Dutch advocatec
cven more intense training for the erews and improvemen
of the flying boats’ air and scaworthiness. He believed i
critical to very carefully evaluate the abilities of fligh
personnel, not only to measure their dexterity in handling
the machines but their mereorological and navigationa
knowledge as well. Because there were no field runway:
in the Pacific to accommodate landplancs, Dutch became :
strong advocate of improving what facilities were available

“The safety factor with flying boats was greatly in
creased over landplanes,” he says, “for the simple reason wi
had plenty of adequate surface for setting down. That is, o
course, if the sea state didn't get out of hand.

“The majority of the transPacific flights were mad:
above existing cloud layers which, generally, were at ar
average altitude of about 8,000 fect. As the hours dronec
on, crews were occupicd by the meticulous monitoring o
fuel consumption and tracking their path over the sca
Unlike air route structures of today, the policy then was, is
summary, 'gt't to where you want to go as c.\pt:{litinush' 4 H
you can but avoid bad weather when possible.” Serpentine
tracks through the sky were not uncommon.

“We had to L‘vcp in mind that nigln crews weren™
superhuman. We tried to simplify their dudes: climinate
some of the paperwork involved with celestial navigation
for instance. We proposed simplification in the planet
themselves which were beginning to get complicated. Thi:
meant more work for the crews.

“It was a learning process,” he adds, “something we hac
to go through to conquer the Pacific. We had our problem:
but we prevailed.”

Those who travel by air along the ocean routes of the
planct Earth owe a tip of their hats to Dutch Schildhaues
and the people like him. They were the pioncers who buili
the foundation of knowledge and experience which make:
such travel almost routine today.

Naval Aviation New



Che Philadelphia Inguirver

Aells and Runtur  Fw
o

p—y - matte
® 4 FR edeihie wher A1 oof Marh

Bl

PHILADELPHIA, BUNDAY MORNING, MAY 3. 1935 ——fomiti 2" Y., ..

TEN CENTE

PN-9 Smashes World No-Stop Flight Record

“The flight of the PN-9 muor
than demonstrates the Ger thar,
with trade winds, the seaplane can
make the flight from San Fran-
cisco o Honolulu this summer !

This was the enthusiastic state
ment made by Henry Cockling,

b

project engincer of the flight of

the PN-9. as the glant seaplane
drifted down as gently as a bird,
from the air, yesterday afternoon,
at 2:58 o'clock, after having been
in the air 28 hours, 35 minutes

and 27 seconds, almost doubling
the previous record, and the flight
ended only because the gasoline
supply was exhausted.

As the machine, alternately
controlled by Licutenant €. H.
Schildhauer and Licutenant |, R,
Kyle, roared its triumphant way
thraugh the night, the enthusiasm
of the officials of the aireraft
factory and the entire Navy Yard
personnel becime more and more
vociferous.

The fifteenth hour was passed,
the infrequent messages dropped
from the duralumin plane by the
crew having given no indication of
anxicty, and the official world's
record for continuous flight by a
scaplane had been topped.

End of record flight

minutes  betore 3
o'clock yesterday afternoon the
w.'lli_'l'll."s II.'{li Ci'.]Sl'(i tis g.]'/l' 50
expeetantly at the sky. The vigi
men had mken com
varions points

A tew

lant camera
fortable scats at
along the coment retaming wall in
front of the hangar and the naval
officers woere gathered about in
sall proups, discussmyg bascball
'.‘“d [hl'ir "Nll\c’id LI‘Il o fT:ﬂr';_ Sl'\.‘k'l'-
al thousand feer above the low-
lymng  Jersey the  wings
and the fuselage of the plane were
cteched As
turncd i its shiorwened Might back
and  forth the the
propellers were seen to cease thew
revolutions, and the blunt gray
nose dipped sharply toward the

marshues
silvery  gray.
river

JLT RS

tippling waters of the niver,
“She's eoning down!™ an ex
cited photographer eried, as he

January 1979

made a dive for his camera, In an
instant the slip was o scene of
frantic acovity. A motor launch
nosed its wiy out from the shore,
while a crew of workmen hastily
donned their canvas wading boots
and laid hold of the heavy landing
hawsers lving on the causeway.,

Doawn, down, down, the ship
plunged at asharp angle, the wind
singing a hoarse melody through
s metal wings and rigging. When
but a few foer above the water,
the pilot brought the nose up
gently and straightening out into
a beantiful ghde, the boar hull
took the water, driving before i
m a cresting wave a long breaker
of spume. The steam whistle on
donkey engine nearby ser up a
shrill shrickimg — the only articu-
late back to
seeurity the hardy men who had
achieved another wictory in the
conguest of the ar,

voice to welcome

Crew temporarily deaf

As the scaplane, like a huge,
prehistoric bird,
gently rising and falling in the
trough of the river, one outrigger
resting on the water, four bundled
figures rose from the cockpits. A
roar of applause
rose from the crowd assembled on
the picr,

As they stripped of their gog-
gles, and  unfaswened the chin
straps: of  cheir leather  flying
helmets, it was nor difficult wo see
lines of deadly weariness in their
faces, although Licutenant Schild
grinned his perpetual, ir-
repressible grim, as he swung down
gangplink o the pler. A
fellow officer stepped 1o the very
cdge of the inclined causeway,
and ook him by the hand, wur
muring o few words of congratula-

came o rest,

conglomerare

hauet

thic

ton,
“Can’t hear a thmg!™ shouted

Schildliauer, thumping the side of

his head with cne gloved hand,
Licotenant Kyvle, following him,
was also rubbing one car cner-
getically, The ce
SO0-horse-power
the

Jess roar of the

powir ful,

motors had rendered entire

crew wemporarily deafl,
Previous figures almost doubled

Caprain L. M. Woolson, acro
natical and  Chief
Machinist's Mute C. ], Sutter were
the two other occupants of the
‘;lll!‘ that almost doubled the proe-
viously existing world record for
fhght, The

14 haurs,
33 minures and 42 seconds, estab
lished on July 11 and 12 at
Washington, D.C,, b} Licutemints
F. W. Weed and _I. D Price, ha
1919 & seaplane at
Ruoads estublished an
recovd  of 20

CIgIneer,

continuous  seaplane

former record was foy

Hampton
unofficial
and
minutes, but the flght was not
allowed,
The  fow
wind-reddened

haours some

men, all of them

with and grimy
faces; bloodshor eyes and Sagging
shoulders, were literally mobbed
by the crowd of brawded

brassbuttoned officers, overalled

'.Illd

workmen and a number of steno-
graphers from the aireraft offices.

Who supplied cold coffee?

But what was it that the nien
themselves l|1n|1g,|11 of, abowe all
5 tl}\'y climbed the conerete
caunseway and entered the frame
fhight office, in front oMwhich the
seaplune had come to rest? An
unforgettable deed? Heroie? The
glory  of the service? Possibly
those, but Licutenant Kyle struck
the keynote of their innermost
thoughts when he flung his fur-
lined coat over the back of the
chair, tossed s helmer and gloves
to the table, and then, swinging
around on the group who stood
admiringly by, exclinmed:

“Whe is the man who put that
thermaos bor

caold coffee i our
tles??”

Schildlauer, Witk
naging i locker,
straightencd up to add his voree
of indignation:

“That was the rottenest colfee
| ever drank!™

Then  Surter,
beatific smile on
!|||I‘1151|;: the fumes from a glgantic
cuplul of steaming Java, returned
fronm his blissful state long enough

wlin Pt

nearby

with a
Face, was

whu,
lis

to give added emphasis to ol
“kick.”  which  his planemare
wure r\';_”_\“'[llk!:.

wd tull o, ..
bur he didn't finish his declara
tion, to twell what the coffee wa
full of, for the wemptation of th

ol us e

fragrant aroma of the brew was
buried s nose
and drank deep and Jong, Woal.
who  disappeared
after the scaplane raxied to the
|.|l|l|iJl;: ship, had dih.tppi'.lln.‘t!,W.!H

oo much, and

0, shortly

net  present tooogive vent o his
cmations on the seore,
Napolean’s oft-repeated axiom
the  army and  its
apparently applies as
well tothe sea and the air,

CONCCrinmg
stomach,

Too interested to sleep

Kyle was oired after s allday
and allmight 2.2300mile jaunt,
and, apparently, had seen enough
of pline and yard to satisty him
until he lad  completed  some
hours of much-desired sleep, so hie
shortly left. Schildhauer also left
the  fMight tarning
ower the records of the oip, Sut-
wr, howewver, l|1s1l|j_'|h red of By
and face, lingered happily over his
coffee, which had returned him o
A wakeful st

“Sleep?™ he querted inanswer
Ly A \|1|L'~.lim|. “‘No, | dido't. You
see, | had to watch the gauges and
the engines for  leaks, and the
tanks for the fuel supply, and
then 1 was interested, so0 0 Just
didn't. The pilots dozed in their
scats once oo owhile, and Wool
son W(ll]ld sOTE ul dl)[t’ Once m oa
while during the fhght, but none
of us got cnough sleep w mean
anything,”

He looked at his hewvy leather
Hying wvest, the canvas trousers,
the heavy woal vest, the gauntlets
buttoning over the wrists, the
furdined coat and the elose-fitting
helmet, all of which were thrown

olfice, afrer

ower @ chair,
Just like an ice box

wis this

“It terr ihiy cold
mori he muttered  remins
cently, “Along about 3 o'clock, it

Continued on page 40

37



NATS

uteh Schildhauer and the men and women of the Naval

Air Transport Service during WW 11 seldom stood in

the limelight, “The word ‘transport,”” Dutch says.
not conjure up exciting
other with machine guns or dropping bombs an the enemy.

“douvs
pictures of pilots shooting at cach

It sounds as dull as a middle-aged commuter’s daily haul to
and from the city.”

Nevertheless, what Cdr. Schildhauer and his charges
accomplished was instrumental to the outcome of the
canflict.

“We were flying 30,000 miles a day,' he says. "pcri‘nr'm—
ing a variety of missions evacuating wounded, moving
personnel to and from the combat zones, delivering critical
supplics and parts for the war machines, even importing
material and commodities from far-flung countries to meet
1.S. who were building
Balsa

and mosquito boats. wis brought

the needs of manufacturers in the
the planes and tanks and other equipment required.
wood, needed for gliders
in from Central America. for instance. Great quantities of
rubber seeds for planting in the Western Hemisphere were
imported from Liberia. At one time a cargo of beetles was
flown from the Fiji Islands to Honduras to check a weevil
that was destroying hemp an an expe rimental plantation.
Comments Schildhauer, *1 believe that an exchange
ww 1 g's'mgrcssi(m;ﬂ committee
an operation like ours

berween @ and a naval
officer summarized the value of
before it even existed.

“How many torpcdncs will we need to l'igll[ this war?’
the officer was asked by a committec member.

“His reply: ‘Just hall as many if we have a good
transport system ™

Surface vessels carried the cargoes then but it was
inevitable that aircraft would one day become just as
essential as ships. Obviously. aircraft could respond quicker
to requirements and had tremendous flexibility.

In 1943 Dutch “When Hitler's hordes began
swarming over Europe in 1939 a new kind of warfare, in
which control of the air was paramount, took shape. This
covering long distances: quick thrusts by legions
and fighter planes cffected the capitulation
of armies and navies far distant — that
taken months to attack successful-

wrote,

was a war
of biy bombers
in a very short time
would previously have
ly

Once Secretary of the Navy Frank Knox authorized
establishment of NATS in 1941, Schildhauer and his staff
had to establish a force which augmented the surface ship
transport system. Schedules had to be worked out and,
perhaps most essential, personnel had to be found with the
expertise to make air transport functional,

“In the 1930s when we studied the transPacific routes, |
had the good fortune of collecting a cadre of very skilled
people to support our endeavors. The same was true for
NATS cxcept our numbers were much greater.

“We flew just about everywhere,” recalls Schildhauer,
“but the southwest Pacific presented the
schedule because of the extreme distances involved. That's

most hazar dous
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where the Martin Mariners and Consolidated Coronados,
stripped down for cargo hauling, came in so handy. My
familiarity with that part of the world didn't hurt either.”

It was fitting that the military and commercial airlines
their efforts and that Dutch Schildhauer was
“, . splended cooperation. The Navy

combined
there to oversee this
contracted the civilian units to assist on certain routes. Pan
American. for example, flew the Martin M-130s and Bocing
314s carrying cargo and personncl between San Francisco
and Pear] Harbor™

Dutch Schildhauer rightly proclaims that it “would be
impossible to laud too highly those Navy
directly fought the enemy. At the same time, it was the
people of the transport service,
who kept them in the fight.”

Nowadays, Captain Schildhauer still maintains an in-

ocean flying, He points out that “*navigation can

heroes who

unsung 4 n l'] anan }"'IH OLS,

terest in
<till be a headache even in this age of satellites and Loran
and what have you. The incident of a South Korean jet
liner's incursion into Soviet airspace a while back illustrates
that all the pmhiums haven't been licked yet.”

Having been all over the globe in his lifetime. has Dutch
Schil dhauer, the octagenarian with a remarkably thick
portfolio of adventures, had his fill of travel?

| don't know about that,” he smiles, “but 1 would like
to get on a train and fide in the observation car on a trip to

California.™

Naval Aviation Nev
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Opposite page, top, PN-9 cockpit with drift
indicator forward of small windscreen

and, bottom, PB-1 which Dutch ence flew.
At left is the octogenarian himself, as

lively in spirit today as he obviously has
been all of his remarkably eventful life.
Above is an unusual view of an unidenti-
fied naval officer and a civilian walking
astreet in Alaska, just one of the multitude
of faraway places Capt, Schildhauer

has visited. Top, an R6D taxies at Kodiak.
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Record (Cont.)

wis just like an e box. Thure
was sonie fog, but the wind just
ettt throngh those flying 1ogs Hke
paper.”

The principal part ol che flight
was made between Forr Delaware
and the Navy Yard, a distance
covered just about cvery hour,
Early wyesterday  morning  the
speed beeame somewhar slower,
according 1o Navy Yard officuls,
due to an atempt tn the part of
the 1‘.1|1115 to conserve fuel, Several
heuts later, instead of aguin dis-
appearing into the distanee down
the river. the plane swung inoa
short course  across the river to
the Jersey side and continned thiat
conrse  until the  flight  ended,
This, Sutter explamed.  was
deemed advisable because of
slight leak in the purt engine,
whicl might possibly have devel
aped intoa major leak.

“The gas was exhauvsted to the
last wpoonful )’ he said, “so that
the performance of the engines
was practically perfeet during the
entire flight,”

Test's object achieved

Engineer  Cocklin, wha, ac
cording to one of the waval of
fieers, “knows more abour the
construction and the design of the
PN-9 than any other man living ™
declared the test flight w have
been entitely satistactary.

sWe  owill not ke any
changes of design or construction
in the ship befare she leaves for
the Paeific flight,* he declared, at
the conclusion of the flight yes:
terday, “Some time nest week
she will be sent up again for an
vight or nine-hour wst, for endur
ance  and speed, loaded  with

2000 kilos of shot, Shot, as inert
weight, s better than sand, be
cange it does notabsorb moisture,

“rhe flight which ended  this
afternoon was intended o dem-
ongttate whether the unir of che
whale plane would function tor a
period of time, cven approximate
Iy aliirty hours, and that i my
opinion has been demonstrated
conclusively, Although the  dis
ey from  San Francisco (o
Honolulu  §s more  than 2,400
miles, and although the PN-9
covered only aboutr 2,200 miles,
the Pacific wade winds will add
dbout fifteen percent additional
mileage, which will casily permit
the plane to make the irip.”

The seaplane’s remarkable suc
cess camie  after  two | previous
flights had failed, In the first
attempt  the PN9O was forced
down by cengine  trouble near
Claymaont, Dely, after having been
in the air mine hours and twenty.-
one minutes, The sccond arrempt
was ended within three hours by a
driving ramstorm.

After she had made her twen
ty-seventh round trip berween the
Navy Yard and Fort Delaware the
PN-9 had exhavsted her gasoline
supply of 1,300 gallons, bur m
stead of guitting her gallant crew
began drawmg on the seventy-six
gallons reserved in the emergency
tank. and not until the motors
gave their final cough did the
pilors turn the huge craft's nose
inte the wind and dive rapidly to
the surface of the Delaware,

By that time the PNO hud
been e the air longer than had
the army plane Mown by Lieuten-
ants John A, McCready and Ouak-
ley Kelley i their transcontinent
al hop from Mineola w San

Francisco  which  they
plished in twenty-six hours, fifty
mingtes and thirey vight seconds,
The PN-9 had used cnough gaso-
line to carry an ordinaey tourimg,
car, with four occupants in it
once around the cquator, with a
trip’ from New York to Chicago
thrown in.

dCcom-

Alternate control possible

Alternate gcontrol of the sea
plane was made possible by the
construetion of the cockpit, so
that  Licutenant Schildhauer or
Licutenant  Kyle could assume
churge of the ship without chang
ing position.

The PNY s the fiest plane of
s Ty pe.

The ship s fully fifty feet
long, with o wing spread of seven-
ty-two feer, 1t s equipped with
two peared  475-horsepower
motors, the gearing  permitting
greater prapeller thrust with a
sacrifice af some speed., The ship’s
high lift planes are an bmprove
ment over those of other cruser
type seaplanes.

Completely equipped with gas-
oline and militury supplics and a
crew of five men the PN-9 weighs
nine tons, of which only four and
a half represent the actual weight
of the plane. Gasoline is the other
principal factor in weight. With all
her extra gasoline tanks ripped
out and with only 400 gallons of
gas on hand, naval experts est-
mate the plane could carry sixty
five persans, almost as many as in
4 Pullmian car, about 365 miles in
four hours,

Reprinted with the permission of
The Philadelphia Inquirer.

Uninspired V-,
Moments

as regular officers is considered ac-
ceptable and is being examined.

Support for the Tailhook Associ-
ation was again voiced and a brief
resume of the Tailhook Convention
was provided.

The next meeting will be held in
approximately five months at a yet to
be determined location.

Air Board (Cont.)

A-6Es. This issue is open to further
staffing.

The question of sclecting TAR of-
ficers for command of operational
squadrons was discussed. Screening of
TAR officers for such commands in
the same manner and at the same time

Published monthiy by the Chief of Maval Cperations and MNaval Air Systems Command in
accordance with NavExos P-35. Offices are |ocated in Bldg. 146, Washinagton MNavy Yard,
Washinaton, D. C. 20374. Phone 202-433-4407; Autavon 288-4407. Annual subscription:
£18.00, check or money order ($4.50 additional for foreign mailing) direct to Superinten-
dent of Documents,Government Printing Office,Washington,D.C.20402.5ingle copy $1.50.

Historical officer at work on the story of a
squadron that didn't send in the dope.
{Reminder: Unit histories are due March 1.)
Reprinted from NANews, December 1944
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Patrol Squadron 5, home-ported at NAS Jacksonville, Fla., is
tasked with providing antisubmarine warfare power to the
fleet under the control of Commander, Patrol Wing 11. Led
by Cdr. Charles H. Conley, the squadron flies P-3C Orions. Its
insignia depicts the sly vigilance of a Mad Fox prepared
to confront the unsuspecting enemy at a moment’s notice.
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