gl L
_ F

e

N3vaL aviaTion news

dUGLST 1380




Cavers — Wraparound cover shots, caurtesy of Merco Inter-
national Photo, feature scenes at NARF Alameda, including
gases from jet engine test cell tower which are “washed”
befare being discharged into the atmosphere (see feature be-
ginning page 8). Here are two 5-2 Vikings from VS-29, based
aboard USS Ranger.




nava. avianion news

SIXTIV SECOND YEAR OF PUBLICATION:

. vicu_wiur W, L. McDonald
Desuty Chist ot Maval Opatations (A Wadie
Mice Admiral E: R Seymour

2 Q&i;mnum, Ravat Air Syatens Command

STAFF
* Copthln Ted Wilbur  Head, Aviation Periodicals
o i - B andt History
Cdr. Rosatio Rausa  Editor
Helaen F. Collins Manngitg Editors
Charles C. Coshey’  #int Diractor

JOCS Bill Bearden  Assoclate Edinors
Sandy Nye

o L

Cdr Chug’m Contributing Editar
: E

Harold Andraws Techrical Acviser




EQITQr's COrner

Sign of the Times. There's a message
on the wall of a Navy public affairs
oftice that has a fatalistic ring to it but
is posted, we hope, in the interest of
good hamor, It reads: The light at the
end of the tunnel may be the beacon

of an oncoming train.

Stand By to Hoist an Angel. Not
really. Marine Major D. P.
Reichert photographed this CH-53,
.|L'LU'.4U}'

Corps

utiloading

April

which
105mm

Was

howitzer during the

1979 open house at MCAS El Toro,
The Blue Angel Skyhawlk just appears
to be the subject of a pickup. Specks

on the helo’s [.Ll.‘;L'Ligt' are ;lL‘Lu.L“y
bl{ldC‘j ()}. III'L:S}ILY-JHU\«\‘]] :.Lrilﬁ:l Slil’!'t‘.(l Lip

l)y l}u‘ rotor blades.

Naval Air War 1939-1945 is the ttle
of a book recently published by The
Nautical & Aviation Publishing Co. of
which be of

America, Inc.,

interest to readers,

may

Naval Aviator #1091. Dr, Stephen A.
Freeman was born in 1898, He earned
his Golden \Vings and Ensigll's Com-
June 12, 1918, in
Pensacola, He looks impressively fit in

mission  on

this recent photo, wearing his WW L.
vintage uniform. Dr. Freeman served
with the Army afrer Naval Aviation

He was affilisted with Middlebury
College in Vermont, having served that
institution in various capacities for
45 years, longer than any other indi
vidual in its 180-year history.

New Editor

Captain  Richard C. Knott has
relieved Commander Rosario “Zip"
Rausa as editor of Maval Aviation
News, Cdr. Rawsa has been trans-
ferred to the Naval Reserve Center,
Whitestone. N.Y., as its commanding
officer. Capt. Knott, who was pre-
viously assigned to the Maritime/UN
Negotiations Division of the Joint
Chiefs of Staff brings excellent
credentials to the job. He has written
many articles on aviation and is the
author of the recently published
book The American Flying Boat

JLII) J{I!ll ?..\ d Widk‘l}"-.ll‘t Iélil‘ﬂL‘(I }liililt}l'f

in teaching foreign languages. as well
as a member of the Golden Eagles

NZI\-’.il

Aviators Association,

Pioneer
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Old Glory. Although this appears to be a direct attack on the
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Look Out,
American flag, it's really a quirk of the camera angle. A missile was being test
fired by officials at the Pacific Missile Test Center, Point Mugu,

nava. aviamnan news



} QI0 4QU KNQw ?

Astronaut Candidates In May, the National Aeronautics and Space Administration announced the
names of 19 new astronaut candidates for the space shuttle program, who were
to begin a one-year training and evaluation program in July 1980 at the Johnson
Space Center in Houston, Texas. NASA had received 2,880 applications for
mission specialist positions and 585 for pilot positions.

Of the 19 selected, 8 are pilot and 11 mission specialist candidates. The new
group includes William F. Fisher, husband of Anna Fisher who was selected for
the astronaut candidate program in 1978.

Seven of the 19 come from the Navy and Marine Corps. Pilots: LCdrs.
Richard N. Richards and Michael J. Smith, both USN, and Maj. Charles F.
Bolden, Jr., and Bryan D. O'Connor, USMC. Mission specialists: Lt. David C.
Leestma, USN, and Maj. Robert C. Springer and Capt. David C. Hilmer, USMC.

Pilots will operate the space shuttle orbiter, maneuvering it in Earth orbit and
flying it to Earth for a runway landing. Mission specialist astronauts will have the
overall responsibility for the coordination, with the commander and pilot, of
space shuttle operations in the areas of crew activity planning, consumables
usage, and other space shuttle activities affecting experiment operations.

After one year of training and evaluation at the Johnson Space Center,
successful candidates will become astronauts and enter the shuttle training pro-
gram leading to selection for shuttle flight crews.

ANA Award Aviation Structural Mechanic First Class George B. Edwards is the recipient of
the Association of Naval Aviation award for the most outstanding contribution
to Naval Aviation by an enlisted person in the Naval Air Training Command. The
award was based on his outstanding meritorious service and specific contribu-
tions to the operational readiness of Training Air Wing One on three occasions.

Two instances involved the management of major safety inspections. Edwards
carried out the X-ray inspection of aileron and elevator attaching points on 32
TA-4J aircraft and returned them to operational status in minimum time, thus
preventing major setbacks of scheduled training flights. He also expedited the
inspection of elevator hinge pins on all 36 assigned T-2Cs, so that the squadron
was able to maintain its normal flight schedules while the inspection require-
ments were going on,

Edwards also directed the on-site repair of a damaged TA-4J which was
returned to operational status in 11 days, although the time needed for repairs
was orginally estimated to be six months.

Petty Officer Edwards and his wife received an all-expense paid trip to Wash-
ington, D.C., where he was presented a plaque and a cash award.

New Phoenix In its first airborne launch, Navy’s improved AIM-54C Pheenix air-to-air missile
successfully intercepted a drone aircraft target, at a greater range than has ever
been achieved by the AIM-54A against a target whose radar image was not
augmented electronically.

In the recent long-range, high-altitude test firing from an F-14 against a QF-4
fighter drone, the Hughes Aircraft Company radar-guided missile passed well
within what would have been a lethal distance of the target if the Phoenix had
been equipped with a warhead. The test was conducted at the Pacific Missile
Range off the coast from the Pacific Missile Test Center. The target drone and
the launching aircraft were approaching each other nearly head-on, the F-14
traveling at subsonic speed, with the target moving supersonically. The missile
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New ASW Torpedo
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operated continuously in the semi-active radar mode in which it guides itself to
the target with the aid of radar returns reflected off the target by the Tomcat’s
AWG-9 weapon control system. The Phoenix has the capability of guiding itself
with its own active radar system when close to the target.

This was the first of 12 test launches planned in the joint U.S. Navy/Hughes
engineering development test program.
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Air drop tests with a mock-up of the advanced lightweight torpedo (ALWT)
were completed earlier this year at the Navy's San Clemente Island test facility
off the California coast. Engineers and technicians from McDonnell Douglas
Astronautics Company conducted the tests with the support of the Naval Ocean
Systems Center in San Diego and Navy air crews.

The January and February tests demonstrated the aerodynamic stability,
parachute retardation and water entry dynamics of the new torpedo. Low alti-
tude drops were made from the bomb bay of a P-3A long-range patrol aircraft.
The torpedo’s trajectory was controlled by a cruciform parachute. The ALWT is
designed for launch by surface ships, helicopters or fixed wing aircraft and is
intended to replace the Mk 46.
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FLIGHT INFORMATION

he Naval Flight Information Group (NavFIG) is a
member of the Navy team to promote Naval Avia-

tion safety. Its function is to provide vital flight informa-
tion to the Chief of Naval Operations, Flight Information
Branch (Op-513). The group reviews, evaluates, validates
and disseminates flight information for all Navy and Marine
Corps air facilities worldwide, as well as certain host govern-
ment procedures for which the Navy Department has a
need. The eight aeronautical information specialists and
air traffic contral specialists who perform these functions
bring a broad cross section of experience to the task as
military pilots, navigators and air traffic controllers.

Many fleet aviation personnel will recognize the func-
tions of the group from the days when it was attached to
the Navy Hydrographic Office. However, through a
succession of administrative changes, the group was re-
assigned to the Naval Oceanographic Office, then to
Defense Mapping Agency Hydrographic Center, and back
to the Naval Oceanographic Office. In August 1978, the
Naval Flight Information Group was established under the
direct cognizance of the air traffic branch of the Deputy
Chief of Naval Operations (Air Warfare), with offices at
NAF Washington, D.C., on Andrews AFB.

Directed by Ray Kirsch, the group fulfills its mission
through two branches. The instrument procedures branch
reviews and approves all instrument approach and departure
procedures involving Navy/Marine Corps air stations. The
air information and warnings branch is responsible for the
accuracy and dissemination of published flight information.

Initially, standard instrument approach procedures
(SIAPs) and standard instrument departure procedures
(SIDs) are formulated by Navy and Marine Corps air station
personnel in accordance with the terminal instrument
procedures (TERPS) handbook, OpNavinst 3722.16, and
the air traffic control facilities manual, OpNavInst 3721.1.
Each procedure, designed to meet local mission require-
ments, takes into account airspace constraints, ground
obstacles to safe air navigation, and airport facilities. After
coordination with the affected air traffic control agencies,
the package is submitted to NavFIG.

The air traffic control specialists review the procedures
to ensure that they conform to TERPS and various OpNav
instruction standards. They pay particular attention to the
obstucle clearance requirements and to the minimums
(descent altitude, decision height and visibility) which are
established by the approach procedure; and to obstacle
clearing and climb gradients on departure routes. Where
peculiar problems exist, they give guidance to station
personnel to assure that necessary flight safety standards
are maintained. Official approval is then issued certifying
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that the procedures are acceptable for operational use.
This branch also establishes the minimums, in accordance
with U.S. standards, for host government procedures used
by DOD throughout the world.

The aeronautical information specialists then translate
these procedures into graphic form for publication in the
appropriate flight information publications (FLIPs). These
specialists also collect, evaluzte, edit and transmit for pub-
lication other types of flight information pertaining to
Navy/Marine Corps air facilities, such as data on airfield and
en route facilities, special-use airspace, radio aids to naviga-
tion, and operational procedures.

NavFIG also reviews and evaluates air traffic control
radar video map requests. After validating the data, the
branch forwards the requests to the Defense Mapping
Agency Aerospace Center for video map plate fabrication.
The warnings section receives offshore warning area
schedules from various scheduling agencies, collates them
and distributes the information to flight and surface opera-
tional units via the central NOTAM (notices to airmen)
facility and naval message.

The Naval Flight Information Group provides a unigue
service to the Naval Aviation community. It is a one-of-a-
kind organization within the Navy Department, whaose
goal is to provide whatever assistance may be required to
the fleet aviation operational and training community
regarding instrument approach/departure procedures or
flight information. 1t should be noted, however, that the
degree of completeness of flight information is highly
dependent upoen the completeness and accuracy of input
data received from the using and developing agencies.

Ray Kirsch and his staff can be reached between 7
a.m. and 4:15 p.m. local time, Monday through Friday, at
autovon 858-5745/5440/4839 or commercial (301) 981-
5745/5440/4839. A call can be directed to the appropriate
specialists by indicating whether the caller has a procedural,
a flight information or an airspace question, and from
where he is calling. The correct mailing address is Naval
Flight Information Group, NAF Washington, D.C. 20390.
Messages should be addressed to OPNAVSUPPACT FIG
NAF WASHINGTON DC.

Mr. Kirsch notes that the group’s many transfers have
made it necessary to revise various OpNav instructions,
particularly the 3721 and 3770 series, to reflect its current
address. Annual procedure submissions, flight information
revisions or guestions should now be forwarded directly to
the above address. For prompt SID, SIAP, FLIP, NOTAM
and minimum descent altitude information concerning
Navy/Marine Corps flights, contact the Naval Flight Infor-
mation Group directly.



T-for-2 Taxi

A T-2C Buickeye piloted by a stu
dent Naval Aviator (SNA) and instrue-
tor }'!i]ul 1P was scheduled for a FAM
safe-forsolo check. The brief was com-
pleted as scheduled but takeofl was
dcl;ﬂ_iuul :.111&? to |:slu :lir'ur;xi"l ;Issi:.f,fllht:ﬂt.
Starting was routine, the aircratt was
cleared by the final checker, and the
IP took control, lu”illg the SNA to
complete the takeoft checklist. The
student complied. then assumed con
trol of the Llil'l.'l':il-! ‘mui L‘(mTirluL‘.d raxi
ng, L‘.huuhing to remain on the left side
of the taxiway,

The 1P then directed himi to eall for
takeoff clearance. The student switch
ed to tower I‘]'L‘L‘L]C[]L'}. made E'ii:x re
quest and was instructed to hold short.
The student acknowledged.

TIIL' i”h[lLlL‘ll" L'“L\Ill”ﬂ.ul'li [1i”\ o
add some power to maintain speed
while taxiing up the incline to the
hold-short line. The IP then became
aware that the aircraft was too close
to the left side of the taxiway and rold
the SNA to come right. The student,
who had directed his attention back
the cockpir, looked up
tapped the right brake. Unfortunately,

into and
the left wheel was already off the taxi
wily at a p:)int th‘rL‘ tlu‘ Slmuldcr was
badly eroded, creating a 14-inch drop-
off.

The aircraft came to a stop after
the left wing-tip impacted the edge of
an adjacent ;1spllult mat area, The in
structor saw  fuel leaking from the
left
situation to I}lu Lower, and xllu[ the

wing fuel tank. reported the
aircraft down.
Grampaw Pettibone says:

Dang it all, this is just plain old
dopin’ off! The simple truth in this

case is that the 1P overloaded an inex-
]‘I{'l'il‘ll('t‘l] SNA, in an attempt to make
up a few minutes ol ground operation
time. The student's attention was di-
verted from controlling the aircraft.
Both flyers failed to properly monitor
the aircratt’s position on the taxiway
until a mishap was unavoidable, Had
the IP been more attentive, and ap-
plied the right brake himsell instead
of directing the student to do so,
he could have stayed on the taxiway.
This violates a Gramps’ rule for in-
structors during taxi: “Don’t divert
the duty driver with distracting direc-
tions and doze while he drifts disas-
trously into the ditch.”

Misaligned Maintenance
Misfortune

The mission, although unknown to
this crew, was to be an unscheduled
A-6E catapult ¢jection exercise follow-
ing a 1330 launch. The aircraft, num-
ber 505, taxied into position on the
number one catapult and was readied
for launch. As the catapult fired, the
B/N, in his normal procedure, turned
his head to observe the left side of the
the pil()t's Vil

cockpit. He saw

GrdMmpPdil PETTIBANE

control box come our of its mount
and _id]]l between f}lt.‘ stick and the
forward instrument i.'l&llltfl. forcing
the stick full aft, The B/N informed
the pilot of the problem. Leaving
the catapult, the aireraft immediately
pitched 70 degrees nose-up, The pilot
was unable to move the stick forward,

!{L‘(i]i?.inj_( the  situation, the BIN
attempted to initiate ejection with
the lower c¢jection handle, while
pointing to the control box with

his left hand and transmitting “eject’”
over the ICS. The aircraft climbed to
140 feet and began a slow right roll.
The B/N exited s}mrliy after the nose
3 to the right, at 60 degrees
nose-up and 80 kias. The pilot ejected
after his third attempt to grab the

yvawed

lower handle. The aircraft continued
to roll off to the right_ pilc.]lcd NOse
and the water 12

down impacted

Sl.il.'t)lllis ii[\ll..‘r li{UI]Lfl.

Grampaw Pettibone says:

" Great  sufferin' supervision!
Accidents like this make your hair
stand on end. One look at this main-
tenance program revealed more loose
ends than a double tub of spaghetti,
On the evening before the accident,
a fire technician (AQ) was
directed by his shop supervisor to
troubleshoot  four discrepancies on
aircraft 505, located on the flight
deck. The supervisor failed to notify
that the
craft was going in or out of work at
The AQ corrected
discrepancy, troubleshot another and
was working on a third (B/N’s VTR
control box) when another AQ offered
to assist with the fourth discrepancy,
a malfunctioning VDI pilot's control
box (PCB). They decided to trouble-

control

maintenance C()Ill.'ﬂ)l air-

any  time. ane
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shoot the problem by swapping a
good PCB from aircraft 504, The first
AQ removed the goud PCB from 504
and then went back to work on the
B/N's VTR control |)JI]E|. The secaond
AQ connected the PCB cables and slid
504's box into place in 505 but did
not secure any of its fasteners, When
In' discnverrd !|l;1l [I'IL' swap |lail not
cured the discrepancy, he informed
the first AQ but failed to tell him
the box was not secured. He left the
suspected bad PCB on the pilot's
seat and began to assist with the
work on the B/N VTR. When this
repair proved unsuccesstul also, the
second AQ left to work on another
aircraft. The first AQ now secured
the B/N VTR, closed the aireralt
canopy, and took 505's original
PCB to 504 and installed it.

He informed his supervisor of this
action but did not mention the second
AQ. A maintenance action form was
signed off for the first discrepancy and
time was logged against the others,

The supervisor was the only night
shift quality assurance collateral duty
inspector (CDI). Trusting the work
of the rechnician, he made only a
casual inspection of 505's cockpit
from the B/N boarding ladder by
shining a flashlight through the can-
opy. Rain showers were falling on the
flight deck and he did not want to
open the canopy and get the para-
chute and cockpit devices wet. He
knew of the cannibalization but
failed ro inform maintenance control.

The canopy was not opened again
until about one and one-half hours
before launch. A thorough cockpit
check was never made.

You would think that one of four
guys (tech, CDI, plane captain or
pilot) would have discovered this
loose PCB. Particularly, when this very
piece of gear has cost us aircraft and
lives before by coming loose on cat
shots. It should be considered a safety-
of-flight item for CDI and preflight
inspections.

Dang it all, gents, this is another
costly example of how a job that’s
only half done is worse than one
that isn't done at all. Just how many
birds do we dump in the drink before
we get the big picture?
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By Cdr. Rosario Rausa

ustomer support is our main task,” said Captain Barton
L. Smith, “And the fleet is our customer.”

As Commanding Officer of Naval Air Rework Facility,
Alameda, the captain oversees a civilian work force of near-
Iy 5,000 civilians and an active duty military contingent of
15 officers and 15 enlisted personnel. The facility contains
over two million square feet of covered shops in
70 buildings. ““We have an organization of considerable
industrial might,”" said Capt. Smith, “and we apply
that might to rework of aircraft and related com-
ponents. We can also send special teams of maintenance
specialists to places around the globe to solve problems and
make repairs.

There was an example of that capability recently when a
field team was sent to the Philippines to rework a vitally
important S-3. ““Not long ago,” he continued, “a US-3A
Viking COD aircraft required standard depot level mainte-
nance (SDLM). Trouble was, the operational schedule
precluded sending the Viking all the way back to the U.S.
for the work. We were asked in late January 1980 if a team
could be dispatched to Cubi Point in the Philippines to per-
form the work. We sent our people and equipment and by
March 16 the SDLM was completed and the Viking was
ready for full-scale operations well ahead of schedule.”

Flexibility and mobility are key attributes at Alameda.
In addition to the special group that reworked the US-3A,
voyage repair teams are on continuous duty abroad. They
handle a variety of customer needs. Still, the main thrust
of the NARF’s efforts are focused on repair of aircraft,
engines, missiles, and aircraft components at its extensive
facilities located on 139 acres of Naval Air Station,
Alameda, across the bay from San Francisco. The station is
easily accessible by railroad and freeways, and features a
deep-water harbor where aircraft carriers, including the
Nawy's large nuclear-powered types, can be berthed.
Another of the NARF's functions, incidentally, is to make
repairs and modifications to carrier catapult systems and
related equipment.

The NARF, which is NAS Alameda’s major tenant, is
organized into five directorates under Capt. Smith who, like
most of his officers, is an Aeronautical Engineering Duty
(AED) Officer. The directorate’s averall tasks include
management services (Code 03), production (02), quality
and reliability (04), all of which are aligned with day-to-
day operation of the plant and the handling of financial,
production, planning, quality flight test, and plant engineer
ing matters. Other directorates include weapons systems
management (05) and NavAir engineering support (07),
which are responsible for engineering support for major
products like aircraft and engines.

More than 75 percent of the civilians are blue-collar or




NARF Alameda “clean room” employees
perform instrument tests. A Viking,
fresh out of rework, undergoes night
ground check.
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wage-grade employees, representing a broad range of tech-
nical skills. In fact, there are 160 different blue-collar and
60 different white-collar professions at Alameda, reflecting
the variety of talent needed to keep today’s naval aircraft
and components in satisfactory operating condition.

Capt. Smith pointed out that “there is a growing
emphasis on NARFs and what they can do to keep today's
aircraft in the air, Funding restraints on new aircraft pur-
chases, coupled with the fact that we have fewer planes now
than in the past, dictate the need for updating current
assets and modifying them as necessary so that they can
continue to meet mission requirements. An important part
of our mission is to make these modifications.”

In FY 1980, NARF Alameda will have performed SDLM
on 142 aircraft; in 1981 that number will increase to 200,
In the component program, 80,000 aircraft, missile, and
engine subassemblies are repaired annually, They support
the fleet through the Aviation Supply Office. About 3,000
missiles and 700 engines, both Navy and Air Force, are
reworked each year at the Alameda complex.

All of the Navy's S-3 Vikings are reworked at Alameda.
Other aircraft which are handled are A-3 Skywarriors,
which have been around since the early 1950s and, accord-
ing to estimates, will be flown into the 1990s, A-6 Intruders,
P-3 Orfons, and the C-118 Liftmaster, another venerable
aircraft which like the A-3 continues to perform yeoman
service.

Briefly, the sequence of events for reworking an aircraft
begins with a thorough inspection of the plane after its
arrival from the parent squadron or unit. Certain repair
actions are anticipated in advance of induction, but an in-
spection may reveal special areas needing work. Structural
or electrical discrepancies beyond what is normally
expected might be discovered, in which case arrangements
are made for them. The aircraft is disassembled, examined
and its condition thoroughly evaluated. The engine(s) and
various components, including hydraulic pumps, sonar
instruments, control systems, and “black boxes" are
removed and routed to cognizant shops.

The very heart of the rework process includes the dis-
assembly, cleaning, repairing, modifying (as necessary) and
reassembly of the individual items while the main structure
itself undergoes “rehabilitation.”” After individual items
have been processed, the assembly stage begins. Flaps, ailer-
ons and various control mechanisms are rigged. Landing
gear and brake systems are actuated for proper operation.
All surface controls are checked and the engines are rein-
stalled,

Next, the aircraft is stripped and painted, a more
complex task than it sounds. In the case of the §-3 Viking,
for instance, no less than 850 decals — the "‘no step’’ and
“rescue’’-type markings that proliferate throughout an
aircraft — have to be put on after the main coats of gray



paint have been applied. The squadrons apply their own
insignia markings.

Painting usually takes about a week, The Intruder, for
example, can be completed in four days, while the Orion
(which has 750 decals) takes longer because of its size.

Flight test follows during which NARF pilots and air-
crews put the finished product through its paces in the sky,
evaluating all the systems. Most of the enlisted personnel at
the NARF are assigned to the flight check department as
aircrewmen.

A computerized master list of aircraft parts and their
individual status is available for instant reference. This
allows planners and production personnel to accurately
track a plane’s progress as it journeys through SDLM. Also,
an automatic storage, kitting and retrieval system helps
maintain positive control over the multitude of parts and
components.

Despite having a standardized list of tasks that can be
followed for each aircraft, unusual problems often surface
during the extensive SDLM process. During examination
of a Liftmaster inducted earlier this year, a sharp-eyed

A-6 during rework.

—

——— =

technician detected what seemed like a miniscule crack in
the wing's spar cap. Similar cracks were discovered on some
other C-118s. The cracks will take some time to repair, so
the C-118s will probably be in SDLM for more than 120
days. Under the circumstances, the additional effort is
certainly justified. The discovery also points out how
thoroughly trained and motivated the NARF work force is.

The length of time to complete SDLM varies with each
model of aircraft. About 13,000 man-hours are expended
reworking a C-118 while an S-3 requires 5,200. The other
aircraft handled at Alameda range in between these
extremes.

In addition to SDLM, the NARF conducts in-service
repair (ISR) and in-service modification (ISM). A special
rewiring job may be required on an Orion, for example. The
P-3 could be inducted into the NARF for ISR or ISM rather
than an entire SDLM. Such evolutions usually require only
a few days once the aircraft is on board. Although they |
don’t fall into the ISR or ISM category, the snow skids used
on VXE-6's C-130s are overhauled at the NARF and give
an idea of the activity’s wide-ranging capabilities.

navac aviamon neus



Generally speaking, aircraft engines are not completely
disassembled at NARF Alameda. They do, however, under-
go detailed scrutiny. An ultra-violet light mechanism helps
detect cracks or pits in combustion chambers and on tur-
bine blades which are invisible to the human eye. Mr.
Donald Dugan, who heads the division, explained that
“tolerances are much closer in modern power plants. If we

don’t achieve the proper tolerances, the engine will not pro-

vide the proper amount of thrust. We have to be exact.*
The engines include TF34s which power the Viking and
the USAF's A-10 Thunderbolt 11 the T56 for the E-2
Hawkeye, C-2 Greyhound, P-3 Orion and C-130 Hercules;
the T56-501K which is a shipboard auxiliary power unit;
the TF41 for the A-7E Corsair I1; the TF30 for the F-14

NARF performs maintenance, update and rework of
air-launched missile guidance and control systems.
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Tomecat, the J52 for the A-4 Skyhawk and A-6 Intruder;
and the J65 for the B-567 Canberra.

Engine test cells with monitoring stations adjacent to
them give NARF experts precise readings on an engine's
performance after it has been reassembled. The test cell
allows the technicians to operate the power plant through-
out its full range of operations.

Such materials as cobalt and titanium are used extensive-
ly in today’s engines, and the availability of these materials,
especially cobalt, needed for reworking turbine blades and
other components, can affect turnaround periods. The
average flow time of an engine through rework is 40 days.

In a separate building dedicated exclusively to missile
repair, we find the Sparrow, Shrike and Phoenix guidance

13



Test check on P-3C acoustic data processing system.

and control shops. The warheads and motor sections of the
weapons are removed before shipment to the NARF. The
missiles are processed at the rate of about 700 every three
months, each requiring an approximately 30-day turn-
around. The shop also modifies or incorporates changes on
the missiles. With the exception of NARF Norfolk, which
overhauls Sidewinders, NARF Alameda is the only such
organization that reworks missiles. A “clean room” is used
for processing the intricate control mechanisms inside the
missiles, The facility features vibration test equipment and
automatic test chambers for evaluating the weapons after
they have been reassembled and before their return to the
fleet.

Although not new on the Navy scene, the Basic Mobile
Facility (BMF) represents an innovative approach to solv-
ing space problems for fleet and shore activities around the
world and on the high seas. A building and a trained task
force are devoted to constructing these vans, or trailer-like
units. The NARF receives the aluminum shells of the BMF
from a manufacturer and converts them into maintenance
shops, offices, or photo labs. Everything that is installed in
the vans is put there by NARF personnel.

The BMFs vary in weight from 7,000 to 18,000 pounds
when completed and measure 20 by 8 by 8 feet. They are
used in places as far-reaching as the Antarctic and aboard
our aircraft carriers in the Indian Ocean. On carriers, BMFs
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Completed P-3 van, above left, is loaded for
shipment. Above, front view of van interior.
Here, a worn jet engine part is rebuilt to normal
dimensions by spraying powdered metal at high
temperature as it rotates.




Engineers confer on production cycle.
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help accommodate the growing need for working spaces
associated with today’s multimission aircraft. They can be
quickly put in place and later removed as units for calibra-
tion and update.

“Imagine a barren land where, for one reason or another,
a military unit has to be established in a hurry,” said one
observer. "BMFs can be transported to the scene by trailer-
truck, sea, air, or rail and expeditiously arranged in a
variety of patterns to satisfy the mission. In the process,
a kind of instant station is created.” Each BMF has its own
set of jacks for leveling and uses external power, normally
from an auxiliary unit, When used in multiple groups, they
¢an be butted up against each other and sealed by rubber
coverings.

The propeller shop at the NARF handles propeller
systems from Orions, Liftmasters, Hercules, Hawkeyes and
Greyhounds. Blades are removed from the hubs, cleaned
and examined for cracks or pits and then stripped. The next
step calls for anodizing the blades, an anticorrosion
measure, |n some cases, blades are transferred to the grind-
ing room where pitted areas are smoothed out. Afterwards,
the blade thickness and taper is carefully measured. On
those blades with anti-icing boots, technicians in the
“rubber room' replace heaters (in the boot itself) as
necessary, sand down the boots, refill holes, replace old
Teflon coatings with new ones and, finally, check the
temperature range of the heaters.

The propellers are then calibrated. It is essential that the
individual blades weigh precisely the same. Even a minor
imbalance in one blade could eventually cause a runaway
propeller or other discrepancy during flight operations.
Once the balancing is complete, the propeller tip is painted
and the whole unit preserved by a special oil.

The hub control mechanisms undergo their own over-
haul, They are broken down completely, degreased and
cleaned. Each part is replaced or repaired as necessary and
the mechanism is reassembled. It is tested and calibrated
before being matched up again with the blades and installed
on the respective engines,

Amplifying the NARF's capabilities, Commander Bill
Ryan, production officer at the NARF, said, “We can make
almost anything here. We have extremely talented people
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and excellent machinery. We have a complete foundry with
electrically-controlled ovens, huge metal presses, numerous

state-of-the-art, numerically-controlled machine tools, and a
broad spectrum of other equipment.

“When the A-6 community ran short of landing gear
uplocks and none were available in the supply system,” he
added, "'we were tasked with manufacturing them, which
we quickly accomplished.”

Another NARF task, less unique perhaps than building
uplocks, involves ordnance plugs which convey electrical
power to the weapons such as rockets. Because they are
exposed to the elements, especially at sea, plugs tend to
corrade, The plating shop is devoted te cleaning and replat-
ing the plugs with gold, which is an excellent conductor of
electricity, The same shop may apply chrome, nickel or
cadmium plating on ather companents.

The NARF can manufacture fiberglass items, rework
nose radomes and repair aircraft windshields. In the instru-
ments branch, where detailed maintenance is performed on
altimeters, rate of climb indicators and the like, personnel
work in “clean rooms’" wearing white garments which cover
maost of their bodies to keep harmful particles from invad-
ing the instruments. Most gauges are disassembled com-
pletely to the face card. The unsealing, cleaning, remarking
of the cards, and resealing is a delicate process calling for as
much patience as it does dexterity.

The NARF has an upholstery shop for refurbishing air-
craft interior sections, a paraloft for packing parachutes and
overhauling aircrew survival equipment. It has a full stand-
ards lab for precision-measuring equipment. The lab pro-
vides standards for Navywide calibration purposes. Some
scientific organizations also have measuring devices cali-
brated at the lab. Numerous pieces of automatic test equip-
ment are installed in Alameda’s avionics repair building.
Alameda provides vitally needed software support for auto-
mated electronic test equipment in the fleet,

This has been a condensed account of NARF Alameda
and the extensive amount of work which is accomplished
there on a day-in, day-out basis, year round. The vast net-
work of hardware assets and the skilled people who operate
them are dedicated to providing quality services in a timely
manner to customers afloat and ashore, In a time of dimin-



Test pilot and avionics engineer check out radio and
navigational systems problems in Orion cock pit.

ishing inventories, each aircraft and related component in
Maval Aviation must be maintained and serviced more
attentively than ever before. NARF Alameda and her sister
rework facilities are facing that continuing challenge head-
an,

“We are judged on the quality of our product,” said Capt.
Smith, “and our ability to meet our customers’ require-
ments on time and at reasonable cost. These are challenging
goals, and we are determined to achieve them.’

Captain Barton L. Smith
C.O., NARF Alameda

18 navak. aviarian neuws



T he adage that a mechanic is only

as good as his tools should have
added to it". . . and his technical
manual.” This is especially true when
referring to Naval Aviation mechanics.
As naval aircraft and weapon systems
become more sophisticated and com-
plex, the methods of supporting those
aircraft must keep pace.

One unit tasked with providing the
fleet with the best aeranautical tech
nical manual support available is the
Philadelphia-based Naval Air Technical
Services Facility (NATSF), with qual-
ity assurance (QA) divisions in Norfolk
and San Diego. NATSF’s task is not an
easy one.

Since modern technology is in a
constant state of flux, hardware state-
of-the-art is continually being rede-
fined. The ramifications of this ever-
changing environment are especially
significant in terms of technical
manual development, where Navy
hardware configurations and configu-
ration changes, vendor source data
inputs, and copy freeze dates are
major factors in the acquisition cycle.

It is the function of the NATSF
technical manual QA organization to
deliver to the fleet technical manuals
that are adequate and accurate. The
existing QA program places a lot of
emphasis on what is termed “verifi-
cation.” This Is a Navy function per-
formed by teams of technical docu-
mentation specialists and fleet
personnel in a user enviranment.
NATSF QA divisions, Atlantic and
Pacific, conduct virtually every tech-
nical manual verification. In 1979,
QA divisions conducted 58 verifica-
tions which covered 430 technical
manuals and invelved 210 fleet
personnel.

The intent of verification is to pro-
vide the user an oppertunity to
perform maintenance procedures in a
fleet environment. Verification teams
have to detect errors and judge the
validity of technical content in the
manuals. Technical data accuracy,
readability and completeness are the
responsibility of the contractor. The
emphasis in quality assurance must be
at the “front end”’ of technical manual
development.

In other words, the contractor
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Technical Manuals by . . .

guality program needs to be strength-
ened to ensure eatly detection of
errors or potential problem areas
during the actual development of the
manual, rather than after the manual
has been delivered, Small problems
must not be allowed to develop into
large ones.

In the past few months, NATSF
QA people, working together with
their counterparts at various Naval

Plant Representative Offices, have con-

ducted technical manual quality
reviews with three of the aerospace
industry’s largest contractors. Quality
Program Requirements (specification
MIL-Q-9858A) was used as an assess-
ment criterion to evaluate each con
tractor’s quality program. The results
of the reviews provided real evidence
that many important functions in
technical manual development receive
little attention. One of the conclusions
emphasized the role of "in-process
review' and “validation” in technical
manual development.

In-process review (IPR) is a coordi-
nated monitoring, by the contractor
and the government, of technical
manual preparation, in the draft
stage. The IPR addresses the con-
tractor’s most common problems rela-
tive to manual style, format, specifica-
tion conformance, and adequacy of
the data, based on the maintenance
philosophy. While these areas should
and will continue to be addressed, a
greater emphasis will be placed on
assuring completion of manuals which
meet quality requirements in terms of
adequacy and accuracy. Also, greater

IS

attention will be paid to technical con-
tent in an effort to identify data
deficiencies while corrective action is
still economical. )

Validation is the responsibility of
the contractor and is performed to
ensure that accurate and adequate
technical manual content exists for
support of the weapon system. Front-
end validation is essential to the
development of an accurate, usable
technical manual. QA personnel must
become more intimately involved in
the actual validation procedure.
Government QA personnel will witness
and evaluate maintenance procedures
in conjunction with the contractor to
ensure identification and correction of
existing mistakes before the manual is
delivered to the fleet.

A study performed by NATSF
confirmed that improvements in tech-
nical manual quality could be obtained
through early application of QA
techniques. Accordingly, NATSF is
currently promulgating quality assur-
ance documentation to support the
front-end approach. Military specifica-
tions, handbooks or work guides, and
quality assurance letters of instruction
will be implemented in contracts
procuring NavAir technical manuals.
Increased emphasis will be placed on
the contractor’s development of a QA
plan, in-process review and validation,

In an age in which adequate tools
are required to deal with the complex
hardware of modern technology,
NATSF is striving to provide the fleet
mechanic with the best possible too| —
an accurate, usuable technical manual,



Jim Larsen
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Chief of Naval Operations, Adm.
Thomas B. Hayward, spoke with Naval
Aviation News recently about current
and future issues of interest to our
readers.

NANews: Has the Naval Aviator “'migration’ to
the airlines and the civilan world abated? If so,
why?

CNO: Airline hiring rates have declined steadily during
the past couple of years from 4,100 in 1978 to 3,400 in
1979 to what is projected to be somewhere around 1,300
this year. Because of the economic situation, many airlines
are not hiring at all, and some are laying off the more junior
people they took on during the past several years. This
trend will help our pilot exodus problem but we still have a
very significant loss rate in Naval Aviation which must be
turned around. It will take a combination of factors to do
0.

Clearly, improved compensation is the one which is on
most people’s minds these days. That certainly is important
and is one of my leading goals. At the same time, | don't
want anyone to underplay the importance of leadership and
the responsibility of squadron commanders and other
senior people to run their squadrons right, to motivate our
people, and work vigorously and sensitively toward the
solution of their problems. Intelligent scheduling, building
esprit de corps, reducing unnecessary paperwork — all these
are important, too.

This is not a simple problem, and it is not “the other
guy's” problem — everyone in the chain of command has a
piece of the action, and we won't solve it until everyone
realizes that. On the positive side, the quality of aviators
we do have is just superb, some of the best the Navy has
ever produced. | recognize my responsibilities in trying to
keep them on the team, and | am working hard to solve the
aspects of the problem which lie here at the Washington
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level. | need a lot of help from squadron COs and others
in the chain of command, however,

If we bave a prolonged “‘hot spot™ in the Indian
Ocean, where a large-size naval force must be main-
tained, are we diluting our strength elsewbere in
the world?

In terms of “‘peacetime’ deployments, yes. We have had
to draw down on our forces in both the Western Pacific and
the Mediterranean in order to maintain the force we have in
the Indian Ocean. This naturally leaves gaps in our power in
those areas and, given the size of our Navy today, we
cannot “stretch’ the rest of our forces to maintain the
same level of peacetime forward deployers as before
without serious degradation of material and personnel
readiness.

If a higher state of defense readiness condition is
required, we can always sail more ships from CONUS and
cover the “hot spots.”

As a practical matter, we are stretched thin as a Navy
right now, both in the number of our ships and the sacri-
fices being asked of our people. We recently had Nimitz
return from the Indian Ocean after having been at sea for
144 consecutive days without hitting port. That's longer
than we did it in Vietnam by a long shot, and even longer
than we did during World War 11, and is one of the best
examples | can think of about how far we are stretching
ourselves right now. | would add that our people out there
have been doing a whale of a job under these conditions.
They deserve all the credit in the world for the job they've
been doing.

Under the circumstances of maintaining such a
large force in the Indian Ocean, can normal rota-
tion of ships and people be achieved?

Not altogether, but there shouldn’t be a need for any
major perturbation. There are a lot of good reasons for try-
ing to maintain as close to normal a tempo of operations as
possible, and that's taking into account that “normal”’
involves considerable family separation and long periods at
sea. While meeting our overseas commitments, we have to
seriously consider both the needs of our people and the
material readiness of the units involved. We also must have
the time to train, work up, fix gear and do all the other
things which are important to a ready fighting force.

In those instances where there is a special need to extend
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a deployment, as has happened in the Indian Ocean, then of
course we'll do it. But all extensions get a hard look by the
Fleet CinCs and | review the more significant ones in Wash-
ington. They are made only after being measured against
the tough yardstick of the nation’s vital interests. Surely
we all agree that, when the vital need exists, the U.S. Navy
will always be there, ready and eager to show its stuff.
After all, that's what the Navy is all about, isn't it?

Do we bave technological superiority over the
Soviets (assuming we do not bave nwmerical
superiority)? (Soviets have 30 percent more com-
batant ships than we do and are outbuilding us.
Also, we have one-balf the number of carrier air
wings we had 15 years ago.)

Yes, in most areas. Technological and qualitative supe-
riority is what we have depended on, and will continue to
depend on, given the numerical superiority of the Soviets in
several areas. But we cannot take our present technological
preeminence for granted because the Soviets are working
hard to catch up; so it is a constant race which requires that
we put the right amount of money into research and
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development every year as an investment. Given the
continuing growth in the sophistication of the Soviet ships,
aircraft and weapons systems, we have no choice but to
build systems of our own which are faster, smarter, tougher
and better.

Going for quality rather than quantity does give you
numbers problems. That is, the ability to have the Fleet
spread around in different places worldwide to meat the
increased commitments we have today. It would be nice
indeed to have more of the kind of ships and aircraft we
have today — tough, capable units — so we could meet
those commitments more easily. It is just as important to
me, though, that the units we do have can take the measure
of any other naval force in the world they might encounter
on the high seas. The phrase “going in harm’s way'’ has
great relevance here. If you haven't got the punch and
survivability to handle your competition, then you haven't
saved anything by building cheaper ships and airplanes. In
general, | think we have made the right decisions in the past
and expect that we will continue this way. An airplane like
the F/A-18 is designed specifically to give us both quality
and number,

Do the Soviets (respect or) fear U.S. Naval Avia-
tion and sea-based aviation or do they feel confi-
dent they could “take” us?

A good look at the Indian Ocean right now will give you
a feel for the relative import of Naval Air. No one, includ-
ing the Russians, doubts our ability to overwhelm any naval
formation or air power in the area, if we need to. Our
margin of superiority over the Soviets is largely vested in
our carriers and the carrier aircraft. The Soviets know this,
certainly, and want to do something about it. They are now
in the aircraft carrier construction business, and while they
have a long way to go from the standpoint of technology
and know-how, they recognize the need for manned tactical
aircraft at sea if they are to have a Navy which can success-
fully challenge us at sea in the years ahead, My objective, in
working hard toward getting Congress to adopt the Five-
Year Shipbuilding Program proposed in the 1981 budget, is
to ensure that we maintain the building rates which will
enable us to maintain our edge of superiority.

Where will we get fuel (in the future) to power

the carriers and their aircraft plus all other airborne

assets? Are we “on top” of this problem?

The Department of Defense overall uses about one
percent of all the petroleum products consumed in the
United States, which means that our availability of these
products is tied to national policies and other factors which
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atfect the country as a whole. One thing for certain, petrol-
eum is never going to cost less than it does now, which
means that it will continue to have a very significant impact
on our budgets. We are, of course, looking to every possible
way to conserve energy without degrading operational
effectiveness, and have done a lot up to now. | believe that
we will have the proper amount of fuel for the next decade
or so, because it is a national priority and an element of the
national defense, and the leaders of this country and our
people recognize the need, Beyond that, the crystal ball
gets a lot fuzzier. The day will come, perhaps during the
careers of many of you, when petroleum scarcity will have
a major impact on warfare. Of course, it will have already
forced a major change in worldwide economies before that.

In the future, is it feasible to expect approval
of expansion beyond the 12 existing carrier battle
groups?

e |
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Absolutely. | have often stated that 12 carrier battle
groups are the minimum this country needs. Events in the
Indian Ocean and our need to keep significant farce levels
there for some time underline the fact that our commit-
ments are heavy and our forces stretched thin even in
peacetime,

At present we are looking at a wide variety of methods
of putting more aircraft to sea on a wider range of ship
types, thereby expanding our capability and flexibility but
that, too, is down the road. Much depends upon how much
progress we make in VSTOL/STOVL development. | am
anxious to see much more done here than the Congress
has been willing to support. In the long run, it seems to me
that catapults and arresting gears are liabilities which we
ought to try to do away with. Only time and money will
tell, | have been pushing hard to gain additional aircraft
procurement funds in the Navy budget and will continue to
do so as long as it takes. Adequate spares are an important
part of that equation, too, and we are vigorously pursuing
funds far those as well,
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In a time when most Americans must lower their
standard of living just to keep their financial beads
above water, bow do you, as CNO, try to convince
them bow necessary it is to increase defense ex-
penditures? Or is that up to the President and
Congress?

Well, | suppose that all goes back to perspective and
priorities. First, perspective. We are spending considerably
less pf our gross national product for defense now than we
did 20 vyears ago when the threat was considerably less.
While the budget looks big in dollar terms, most of that
perception is the result of the damaging impact of infla-
tion. Purchasing power is what counts, and that has been
declining for the most part. What we need is a steady dose
of six to seven percent GNP devoted to defense, not the
five percent or less we have seen over the past several years.

Then there is a matter of priorities. |f you believe that
the first duty of a government to its people is to ensure
their safety and security, then you'll agree we must provide
the means to enable our government to do so. |If our
government is unable to protect the interests of our people
from outside domination or even significant economic
and political coercion, then we are in a pretty poor posture.
The best way to prevent war and its awesome destruction
and loss of life is by maintaining forces which will dissuade
a potential enemy. The cost of this insurance, when com-
pared to the alternative, is miniscule. Given the aggressive
history and recent moves of the Soviet Union, it is not hard
to see that we need a viable defense. There is no doubt in
my mind that the American people will support such
defense, even in difficult economic times.

No one seems to question the quality of the
enlisted personnel in our Navy/Marine Corps flight
crews. However, i view of the retention problems
service-wide, should we expect a degradation in
that quality?

No, because | fully expect us to solve the retention
problem. Some of the best enlisted people in the Navy are
in our flight crews, and there's no question in my mind that
these are the same bright, hard-charging people that
industry wants, This is an age-old competition — it's not
new. The reason we have the more senior people we do is
because they want to be in the Navy; they want to fly in
Navy aircraft; they /ike their work and its rewards. Com-
pensation is the big retention issue, of course. Not the only
one, but the largest, And I'm hopeful that the future will
bring the beginning of a move toward equitable compen-
sation,






By PA2 Michael L.Boursier,USCG

T humbs up, signals the ground

crew at Coast Guard Air Station,
Cape Cod, Otis AFB, Mass., as two
large engines crank the antiquated
props of a dying breed of aircraft.
Taxiing on an old familiar Otis
runway, the HU-16E Albatross stirs
up a strong vibration.

Aboard, the pilot and copilot
complete the checklist. Making sure
everything is secure, including the
eight passengers, a crewman gives the
“‘aft station ready for takeoff” call to
the aircraft commander. Complete
with packed parachutes, water jug,
flight vests and a cooler holding box
lunches, the HU-16E is a flying work-
horse.

The plane is brought to a stop while
the pilot gets clearance. As he pushes
the throttle forward to 51 inches of
manifold pressure and eases off on the

August 1980

A Rare Bird
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brakes, the Albatross rolls ahead. The
pilot slowly raises the nose and flies
off, roughly 3,000 feet down the
asphalt stretch. At approximately 120
knots, 500 feet above ground and after
the wheels are retracted “into the
well,” he reduces power and begins the
climb-out.

The Coast Guard had 88 of these
1950s-vintage seaplanes, but only
six are still in use. They have flown
maore than 500,000 flight hours since
their Coast Guard service began in
May 1951, At various times, they have
operated as Air Force SA-16s and
Navy UF-1s (later designated HU-16s),
as well as with the flying services of
foreign governments,

The HU-16 or Goat, as it is affec-
tionately known to Coast Guard air-
crews, may not be as sleek as many
modern planes but it has served its
purpose well. Since it began as a search
and rescue aircraft, it has set nine
world-class amphibian records, includ-
ing a nonstop flight in October 1962

from NS Kodiak, Alaska, to NAS
Pensacola, Fla.

Designed by the Grumman com-
pany shortly after WW I, the amphib-
ious aircraft features a boat-type hull,
enabling it to make water landings.
Lieutenant Junior Grade Ted Ohr,
an Albatross pilot, said, “‘These planes
have the capability to land in the
water but, because of the corrosion
factor on an old frame, we make a
water landing strictly an emergency
procedure.”

The aviation machinist’s mates who
work on the A/batross are instrument-
al in keeping the 32,000-pound plane
in the air. Coming from Coast Guard
Aviation Mechanic School in Elizabeth
City, N.C., they train to repair the
aircraft’'s 1,425-horsepower engine.
Fifty-five enlisted personnel and 16
HU-16 pilots are assigned to Otis.

On April 1, 1980, the last six Goats
had only 7,215 service hours left, fore-
shadowing the end of an era for a rare
bird.
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Relocation

On April 28, most of VA-45's personnel
arrived from Cecil Field for permanent duty
aboard Key West. The squadron's relocation
provides a partial solution to the current
imbalance of air assets at Atlantic Fleet
naval air stations and is part of a long-range
redistribution plan. The move reduces over-
crowding at Cecil Field and fills a gap
created at Key West by the disestablishment
of the RA-5C squadrons. VA-45 joined
VAQ-33, which arrived at Key West last
March.

Rescue

An afternoon jog aboard Caonstellation
nearly ended in tragedy for Ltjg. William
Keeney of H5-6, but the guick thinking and
professionalism of Connie’s crewmen saved
his life. Keeney was rounding the flight deck
when a sudden blast of exhaust from a
parked A-7 hurled him 60 feet into the

choppy mid-Pacific Ocean. The stunned heli-

copter pilot’s frantic efforts to attract atten-
tion were noticed by SN Joe Edinger. He
threw a life ring into the water and called
“man overboard.” HS-6 pilot Lt. Stephen
Cox and copilot Ltjg. Dan O’Brien were
launched in an SH-3H within 10 minutes.
After locating the victim, AWAN Steve
Wheeler, a wet swimmer aircrewman, was
hoisted down. He swam 35 yards through
swells to reach Keeney, who was holding on
to a stray bag of garbage to stay afloat. Both
men were hoisted aboard the helo and
returned to Connie.

Awards

The Garudas of VAQ-134 aboard Nimitz
recently won the Eye in the Sky Award,
which recognizes the CVW-8 squadron that
has taken the most and best airborne photo-
graphy durings its missions. VAQ-134
totaled 1,485.2 points for the grading period
from February 15 to March 27, 1980.

PECQPLE-PLANES-PLALES

Honing the Edge

The F/A-18 showed off its arsenal recent-
ly during a weapons-loading demonstration
at Pax River. All 11 test Hornets and one
production aircraft are currently flying at
NATC and at the McDonnell Douglas flight
test facilities in St. Louis, Weapons visible
in the photo include the 20mm Vulcan
cannon, AIM-7F Sparrow and AIM-9L

Sidewinder missiles, flare dispensers, rocket
launchers, advanced fuel-air explosives, and
Rockeye and other bombs. Other Hornet
weaponry not shown include Walleye,
Maverick, Harpoon and Harm missiles and
laser-guided bombs. The first Sparrow
missile launched by a Hornet scored a direct
hit on a drone during a recent test at NATC
Patuxent River.

VA-127, led by Cdr. J. A. McAuley,
deployed to Davis-Monthan AFB to provide
dissimilar air combat training to the students
and instructors of the Air Force’s 333rd
Tactical Fighter Training Squadron. Four
Skyhawks flew 51 sorties in four and one-
half days, providing the Thunderbolt I
pilots with in-flight and ground instruction
in air-to-air tactics. LCol. Tony Veal, 333
TFTS C.0., called the training “the finest,
most professional aggressor support ever
experienced by his Lancers."
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Sea Cadets

Twenty-four Miami Naval Sea Cadets
trained aboard Key West last April. Led by
LCdr. Donald D. Brammer, the Miami
division toured the air station’s AIMD, air
operations, weather facility, VF-171 and
WVAQ-33. The NAS search and rescue team
simulated a water operation and rescue
{in photo), and then flew the cadets in its
SH-3G, all as part of the group’s aviation
orientation program. Several cadets were
assigned to the air traffic control office
while others assisted personnel in the Naval
Oceanographic Detachment Center.

On a recent visit to Perth, Australia,
Midway was visited by Miss Australia 1980,
Eleanor Marton. The newly crowned beauty
queen and her entourage were welcomed as
they entered VF-161's spaces. Chargers
Lt. Dave Bryant, left in photo, and Ltjg. Al
Downer pose with Miss Morton at a farewell
party.

Et cetera

Nine HM-14 personnel took part in the
Key West Last Resort Marathon while the
squadron was on deployment. The race is
a yearly event and is used to raise money
for the local YMCA and Florida Keys
Marine Institute. The Vanguard runners who
competed in the 10,000-meter event were:
C.0. Cdr. T. H. Hoivik, X,O. Cdr. F. T.
Massey, Lt. Jim Haggart, Ltjgs. Dan Hartwell
and Norm Edwards, AMS1 Bob Horst,

AE2 Frank Ramirez, and OS2s Bob Ford
and Bill Hall. Maj. Gen. Robert E. Kelley, USAF,

recently flew in a Buckeye belonging to
VF-126, Miramar. The general received

a special briefing from LCdr. Gordon
Stewart on the squadron's out-of-control
flight program which covers the aerodyna-
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PEQPLE-PLAINES-PLALES

mic theory of out-of-control flight, controls,
inputs required for recovery and the ejection
seat system of the T-2C. In photo, Maj.

Gen. Kelley (in cockpit) and LCdr. Stewart
discuss aircraft procedures prior to takeoff
on demonstration flight. The general is
commander of U.S. Air Force Tactical
Weapons Center, Nellis AFB.

This odd-looking aircraft was recently
off-loaded from a Navy barge which carried
it from Norfolk, Va., to a pier adjacent to
NANews’ editorial office at the Washington
Navy Yard. From there, the historic XFY-1

VTOL aircraft was transported to the
National Air and Space Museum’s preser-
vation and restoration division at Silver
Hill, Md. The 36-year-old “Pogo’ had been
in its vertical position on display at Norfolk
for more than a decade.

After receiving her wings last April 18,
Ens. Elizabeth M. Toedt became the first
female Naval Aviator to enter into the Order
of Daedalians. The organization is pre
dominantly an Air Force aviation group
headquartered at Kelly AFB, Texas. After
training in VT-28 at Corpus Christi, she
reported to VRC-30, Alameda.

Change of Command

CVW-8: Cdr. Frederick L. Lewis relieved
Capt. Robert H. Ferguson.

CVWR-30: Cdr. James B. Hamilton re-
lieved Capt. H. David Alexander.

HT-18: LCol. Robert G. Clapp relieved
Cdr. Gary L. Kochert.

MABS-32: Maj. Charles E. D. Stewart
reliever’ | .Col John E. Meade.

NAC.. RAdm. Allen D. Williams re-
lieved RAdm. William L. Hinkle.

NAS Dallas: Capt. Ren E. Stedman re-
lieved Capt. Tommy F. Rinard,

VA-27: Cdr. James S. Zayicek relieved
Cdr. James W. Partington.

VAQ-136: Cdr. Barry N. Jeffers relieved
Cdr. Dean E. Sloan.

VAW-117: Cdr. J. W. Law relieved Cdr.
R. L. E, Prath,

VF-124: Cdr. Gary Hakanson relieved
Cdr. Jerry Unruh.

VP-19: Cdr. Howard R. McDaniel relieved
Cdr. Paul C. Moessner.

VP-49: Cdr. Michael A. Nash relieved
Cdr. Joseph C. Payne.

VP-50: Cdr, Jerry F, Huss relieved Cdr.
John H. Grotenhuis,

VP-92: Cdr. William D. Dobbs relieved
Cdr. John A. Wills, Jr,

VQO-3: Cdr. R. G. Niederstadt relieved
Cdr. D. S. Thompson.

VRC-40: Cdr. Eugene B. Bieraugel re-
lieved Cdr. Jerry L. Wright.

VS-38: Cdr. Richart T. Myers relieved
Cdr. Don W, Baird,

VT-22: Cdr. Jon Dekker relieved Cdr,
Ross Underhill.

WV XE-6: Cdr. Victor Pesce relieved Cdr.
David Srite.
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Military
Posture
today

GMU-41
Sole
Unit

Two Lemoore naval
officers have launched a cam-
paign to inform California’s
San Joaquin Valley residents
about the disparity between
Russia’s  current  military
buildup and America’s declin-
ing military superiority.

Lieutenants Gene Pache
and Kim King, ComLAtWing-
Pac staff, offer military and
civilian audiences what they
call “'the much needed truth’”
about U.S. military posture
today.

"Most people don't know
what our military situation is
because they don't have the
time to read and analyze all
the necessary information,””
Lt. King explained, He added

that the information they
present is available through
the media, but is usually

buried under headline-getting
social news.

“The government con-

Serving the Navy in a
unique way, Guided Missile
Unit 41 (GMU-41) is the
sole remaining unit of its
type in the Navy today.

A tenant activity at Point
Mugu, GMU-41's 45 enlisted
personnel are specialists who
provide on-scene support of
air-to-air missile tests at NAS
Miramar and Point Mugu, and
MCAS El Toro and Yuma.

“Our men are always on
travel,' says Lieutenant
Andrew Stich, officer in
charge, “to ensure that the
missiles and the aircraft are
interfacing correctly. Some-
times this requires temporary
sea duty aboard the aircraft
carriers Constellation, Coral
Sea, Ranger or Kitty Hawk.”

GMU-41's aviation elec-
tronics technicians, aviation

stantly updates the current
inflation rate,’”” Pache said.
“But the fact that we are
facing an immense Soviet
threat rarely makes it to the
front page.” The reason the
US. is falling behind in
military strength, Pache said,
is because there is diminished
support of the military these

days.
Pache and King, both
Naval Academy graduates,

have given their presentation
to military personnel of NAS
Lemoore and to interested
civic organizations in Cali-
fornia’s central valley, on a
collateral duty basis. Pache
serves as aide to the wing
commander., King is the
wing's intelligence officer,
Their presentation dis-
closes little known compari-
sons of U.S. and Soviet Union
military  might. Examples
range from the number of

fire control technicians, and
aviation ordnancemen use
their expertise to service
AIM-7 Sparrows, AIM-9 Side-
winders, and AIM-54 Phoenix
missiles. “Because our work Is
so specialized, each person is
required to know more than
what is normally expected of
his rating, There is a lot of
cross-training,”” says Lt. Stich.
In addition, GMU-41 has
men stationed at range opera-
tions during flights to moni-
tor and record flight telem-
etry of the various missiles.
Upon completion of the
flight, telemetry is analyzed
to determine if the missile
came within an effective
distance of the target.
"“If something malfunc-
tions we can analyze the data
for failure information,”” adds

ships each country has to
interpretations of the Com-
munist Manifesto. The policy
of npaval supremacy as it
relates to each country Is also
examined, Audience reaction,
they related, ranges from
snock and frustration to
anger.

“Most people ask why
they haven't heard of this
before,” said Pache. “Some
wonder if we're telling the
truth,” King added, “We're
just giving them straight
information, | feel this is the
most dangerous decade in our

history and people should
know it.""
Both men have spent

many off-duty hours re-
searching, writing, refining
and updating their material.
Their goal is to provide
information.

PH1 Richard J. Boyle

Lt. Stich. Information which
GMU-41 collects from tests
and training exercises is used
for design development and

rework of guidance and
control systems.
Commissioned in 1953,

GMU-41 was initially assigned
the task of supporting Air
Test and Evaluation Squad-
ron Four (VX-4) at Point
Mugu in their operational and
environmental testing of air-
to-air missiles, GMU-41 now
also provides technical and
telemetric data on various
missiles to Navy, Marine
Corps and Air Force squad-
rons during training exercises.

With seven of the original
eight GMUs now gone, GMU-
41 remains the only Navy
unit to provide support for
air-to-air missiles.

31



By«Ensign L. C. Rutlgdge

o L W

i | o

-

navak avianian news




M idday on February 12, 1980, an

A-7E Corsair 11, home-ported
at NAS Cecil Field, Fla., experienced
engine trouble. The pilot ejected and
was rescued, unharmed, less than an
hour after his aircraft plummeted to
the ground. There was a routine in-
vestigation but the problem of recover-
ing the wreckage from an obscure
swamp about nine miles north of
Moody AFB, Ga., proved to be any-
thing but routine.

On paper, it appeared relatively
easy to recover the aircraft fuselage
and the engine, which had separated
from it in the air. But in reality it
took the cooperation of “small units
who pulled together with a handful
of personnel,” according to Lieutenant
“Mac" McDaniel, officer-in-charge of
Cecil Field's explosive ordnance
disposal (EQD) team,

Those who participated in the
salvage were the EOD team — HTCS
Max Owens, EMC Walt Kaiser and
AD1 Brian Spurger; six members of

Construction Battalion Unit (CBU)
410, led by Lieutenant R. D. George;
the search and rescue crew who flew
a CH-46 from NAS Jacksonville, Fla,;
and the Army National Guard sky

crane crew.

The recovery of the aircraft began
in a conference room, where various
solutions were considered., The
Seabees and the EOD team made the
first trip to the site to survey the
situation. EOD divers searched for
engine parts in a 20-by-20-foot muddy
hole, by hand as well as with metal
probes. At the fuselage site, the EOD
team searched for possible hook-up
points on the plane’s body and
checked to see if the wings were
Intact.

Meanwhile, CBU-410 decided that
it would be quicker to fabricate a
modular, air-transportable lifting
apparatus which could be assembled at
the swamp, than to build a walkway
from the nearest road, over 800 yards
away.

The NAS Jacksonville public works
department designed a crane with a
lift-load capacity of 10,000 pounds.
Other equipment included a shelter,
fuel drop tanks on which to construct
the crane (using local materials) and
plywood walkways to facilitate
mavement to and from both sites. The
mire was six inches deep in some
places, with unexpected chest-deep
holes scattered about.

The first real breakthrough during
the operation came at the end of a
long day when tired bodies ached to
board the helo back to Moody AFB.

EOD member Spurger had succeeded
in hooking a cable into a two-inch-
diameter hole on what he thought was
the engine. During the next hour,
everyone watched the cable links inch
their way upward at about one link
every 10 minutes.

In a last ditch effort that day, a
come-along, or clamp, was secured to
the engine, which added another
4,000 pounds of strain to the newly
constructed crane. To everyone's
delight the engine slowly appeared
above the murky water line.

EQD divers continued to search for
any small components which could be
missing links in the investigation.
Finally, they detonated a 55-pound
TNT bomb in 12 feet of mud, blasting
the debris up and out, and the last
remaining engine parts were recovered.

The Seabees worked a few mare
days at the fuselage site before they
were able to lift the aircraft out of the
swamp. The right wing was removed
first, followed by the left wing and the
fuselage. Divers had to maneuver in
shoulder-deep water to attach slings
under each section of the plane’s
body. The fuselage had to be lifted up
on one of the crane’s pontoons to
prepare it for removal by the National
Guard’s sky crane. EQD divers then
scanned and probed the fuselage area
for the last bits of metal.

The return of the aircraft parts and
lifting apparatus to NAS Jacksonville
marked the completion of the salvage
operation, and the beginning of a
tedious job for the accident board to
determine the cause of the crash.
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Golden
Eagles

Early
Encounters

By Carlton D. Palmer, NA #116

astly, this is a story
Aviation, of the

of flying off the wrret of

of early Naval
first cuarner
Dpt rarians,

the battleship Texas before installation

¥l c.‘ar,1|1|1|!. of the unreliability of

World

ANy

War of the

dead-stick

I aircraft enmnes,
landines in  those
carly days, and of the rigid airship
Shenandoal's almost-trip to the North
Pole. It is a short account by the now

88-vear-old Nava 2116 who

]12]!’{ many illTL'T(‘.‘i[iH‘_‘

Aviator
those exper

CNCCes.

In 1912 1 joined the Navy and was
sent to the Brooklyn. N.Y.. Electric
School. Upon gr aduation a vear later, |
II’.HI.‘S{“.'['I'[‘(l ?‘ur dll‘-.\ to Illl.' AI]':HgILm
Nawvy Radio Sta
Washington. D.C. It was the largest

tion, just outside of

radio station in the world and re
mained so tor many years. Its 600-
foat towers and 100 and 250-kw

transmitrers were |-l'|_;_'_l. even by o
day's standards. | handled eratfic with
sich |‘|.;.-.--1 as the Panama Canal and
Alaska many
Atlantic Coast
West and New Orleans.

Ther

stations. Yet one

stations along the
Maiine o

andl

trom Key

wis 110 voice radios no radio
morning while 1 was

on \\'.I[l_[: m 1||;_' Mslllu%[nuu\f r'l'-._l‘i\'Hl:_'

room (walls two-feetr thick with eielit
I|1iii~..

hieard beautiful

“Alexander’s

imch doors), |

NUsIC 1 my '.':I]'Elllll!l\'.\

Ractime Band.” At first | thouche it

was probably g band or phonograph

playing just outside. But when | took
off the ecarphones. the music stapped.
When | IL'l'l.ul ed them, it started agiin.
| H‘l\m[mi I11is to the 1l>f2||f1:1[|1|i||'_‘
officer. Lt. Woodworth, who put on
the carphones and listened, bur didn™t
||{ ar any r|1i||-__.;, -|'||i‘ M USTC ;I.u| 5Tls|\1'~r|l.

He wilked out shakine his head. Later,

other vperators mhade similar reports

\|||l:l WL |\.'zll1lt'l_i 1|I4|‘. we had listened to

some of the carliest experiments in

voice radio.

I was ordered to a Navy ship on her
Mexican waters L]Ill'ill_‘._’_ the
Villa sometimes
called the 191516 war with Mexico).

The

way to
Pancho \‘piﬁlrdr

weather was hot and humid
and our ice machine broke down. All
our meat and frezen food supplies

\|1Ili‘:|'li ;||lli 1'|;HI to be riunwn over-

l’n.t:s "

About this tme a letter came from
the Navy Department asking for vol
Naval Aviation. At that
Navy than 50
aviators and about 10 airplanes that

untecrs for

time, the had  less
could fly. Being “fed up™ with the
miscrable shipboard duty, | decided
that Naval Aviation couldn’t be any
worse. | asked for a transfer, and six

manths later it was '.1|1|'Im|;n].

1916,

cola for flight training and was soon

Early in I arrived in Pensa-
put in charge of the radio school. In

I".:lISI' \|‘:\'.\. aviators h:lll to lL‘NT'H Loy
transmit 20 words per minute in con
tinental code

My flight training started in mid
summer. | received my wings and was

designated Naval Aviator #116 in carly




DT leaves Langley.

= LANGLEY

1917. 1 soon transferred to Naval Air
Station, Hampton Roads. where 1 be
came a test pi|()[ for the |".[L‘('i.rm:i(:
Laboratory. | also made regular sub-
marine patrol Hichts afrer we entered
lfw war. | never spmtu] a German
submarine: however, one nice sunny
day while about 100 miles off the
coast, | spotted a submarine which did
not have the required U.S. identifi-
cation marks (they were changed
weekly) painted on her deck. | had
two 50:-1b. hombs with me, and cither
ane would have sunk that sub with a
hit or a close miss. But because |
couldn’t believe that a German sub
would just sit there without its guns
being manned, I circled several times.
:_‘I'.i\!ll..l”_\ descending enouch to iden-
tify our bluejackers.

Later, during a conlerence with our
submarine officers, | described the
episode. The sub commander rL‘pii:.‘d
that he had seen me bur wasn’t afraid
because he didn't believe 1 could hit
him. Furthermiore, he didn't believe
the bombs would sink the sub if r!u'_\'
did hir it
estimates of the effectiveness of Naval

dl L‘\.illl}llL‘ ol (’-il[\' [I;i\'il.l

Aviation.

During the latrer part of WW I. 1
was stationed at the Anacostia, Wash-
ington, D.C., air station. While there, |
persuaded the Army air station, just
across the field. to let me qualify in
lauuip[.nlv,\‘ (Very few Navy pi||}t.~; had
any t‘xprria'n('r in [;im]pi.mu‘\ at that
time.) This experience later proved

valuable.

The first time was in 1919 when 1
flew lamimecs off the forward turret
of the lmttlcship USS Texas. (Each
bartleship was to have its own air-
p]aincs for use in 5.1hrt{f||g_ targets for
its ]nn;-r;m}:u luig auns.) We built a
51 hmt-l:m;; wooden p];nf-nrm over
the upper forward turret and made
many flights under our own power.

'f(-,‘;.ltilpl]]rr'. I!i!\] not lh'l.‘li d:_‘\-’\’npud.]
We had two Sopwith Camels and ane
Snpwirh two-scater. We never had ﬂ}'-
ing speed when we fell off the end of
[h;ll Nllnr[' rl_l“\,\":ll\', l}l]]. wioe Pi(‘.l\t‘d |_|})

flying speed as we fell toward the

water. Much to everyone's surprise, no
one was ever hurt, But [ know at least
one of us who was slightly scared
every time he did it. Four of us made
Eddic McDonnell (a
tough. but very fair skipper), Haviland,
Wardwell and myself, We couldn’t land

those ”ig:hls:

on the ship so we had to land ashore.
All of the ﬂig[lt.‘; were made in the
vicinity of Guantanamo Bay and, be-
cause no landing ficld was available,
we landed on a nearby tidal flat. | was
assigned the job of getting the aireraft
buck to Texas. On our first attempt we
were to land one of the airplanes near
the beach where a sizeable number of
sailors from Texas would meet usandlift
the ;zil|\|;||n' onto a motorbeat. On one
flight, the xkip[u-r had the controls: |
was in the back seat. As we flew into
the very small ridal flat between the
trees .'||l|.| h!]!'Lll‘.‘Ii('E‘g’. |h‘ hir E'|1r top nf-
a tall ]1'.=||!| tree and went into the
bushes. Eddie shouted, “Get the axe,
Palmer, and get me out of this.” (We
always carried an axe in our ;lirp|.xm:s.,|
I did, and turned the adrplane back
toward that short runway. Eddie
shouted, “Hurry up, Palmer. We can't
stay here all L].‘l)'." I started -_;_rl.'tin‘g_
inta the plane while he was taking off,
but didn’t even have time Lo iu.l('Hi' up
before he flew into a tree. The airplane

'd. 1 was cata-

Wils \'nm}!lvlv]}' wrcu'k
]\lllh‘J 50 feet into the bushes but
didn’t get a scratch. Eddic was buckled
in and when | returned ro the aireraft,
he was unconscious and bleeding
severely in the facial area. Medical
assistance was hours away. After about
20 minutes, while 1 was wondering what
to do, he regained consciousness. After
looking at the wrecked airplane, he
looked at me and said, “*You are damn
ILIL‘.LI\ you didn't do this, Palmer.”
This was the only time 1 ever showed
the slightest discourtesy to him: |
replied, “*Don’t 1 know it, sir.”

1 walked through the dense shrub
bery and found a couple of sailors who
were swimming at  Hycacle Beach.
'”lcl‘,' gt a boat and returned with me
to help the skipper inte the boat and
back to Texas. As | said before, he was
a real tough guy. It wasn't long until
he wWis ”)'111;;_ off that turret ;1§_f;1:|11,

One Saturday morning while we
were living in the old Spanish Battery
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near the mouth of the bay, with our
airplanes nearby on the tidal flat,
Eddic said to me, “Palmer. get in one
of those Camels. Ull take the other and
we'll land on the parade ground at the
foot of San Juan Hill near Santiago.”
When we reached Santiago, the first
airplanes ever to visit. we found that
the pﬂradc ground was too small fora
landing. so we scarched for a tidal flat.
We found one but. by the time we
buzzed it a couple of times, it was
filled with astonished Cuban sight-
seers. We tound another and while we
were buzzing that one, the sightscers
left tidal flat #1. so we went back
there and landed. We stayved two days.

How many of you have ever seen
20 battleships race each other for faur
hours at full speed? Sailing north from
Cuba. the admiral in command de
cided to determine just how reliable
the battleships were at full speed. At
0800. all were in line at 20 knots; cach
hour thereafter they increased their
speed one more knot. Four hours
later. all speeds were increased to
maximum for one hour, Many ships
were coal burners, and the smoke and
hot ash that poured out of the smoke
stacks were really a sight.

Saon after our return to the States,
I was ordered to Rockaway Beach,
where the NC  flving boats were
being prepared for the first flight
across the Atlantic. My job was fo
assist in the installation of the radio
cquipment. including the radia com-
passes.

This was several years before the
Lindbergh flight and, even roday, few
people know that the Navy flew the
Atlantic years before Charles A, Lind-
bergh., OF three NC seaplanes, only
one. NC-4, completed the flight. Com-
mander Read made proper use of his
radio compass through the competent
efforts of his radio officer. Lt. Hetb
Rodd (one of my closest friends).
They reached the Azo-es. refueled and
continued on to Portugal.

In 1922 my landplane qualifica-

36

tions aided in my assignment ro USS
Langley, our first carrier. We started
training
many
ready.

for those carrier landings

months before Langley was

We built o circular ratating (becanse
of the changing wind conditions) ar
resting gear at one corner of our
l.-mding field. One day. carly in 1922, 1
taxied a WW |, DH-4-tvpe airplnm‘ into
that arresting gear at the maximum
possible speed (about 85 miles per
hour). We had suipped the fabric off
the wings so it could be held on the
sround. When 1 struck. the entire land-
ing gear stripped off and 1 slid clear
through the arresting gear and darned
near into the bay at the far comer of
the ficld, Lt. Mel Pride was the man
who developed that arresting gear,

When Langley arrived in the sum-
met of 1923, the first 99 landings were
made at anchor using an Aeromarine.

LCdr. Chevalier made the first land-
ing. It was his last on Langley: he was
killed in a crash only a few days later,
I made 22 of the next 98 landings. The
very low landing speeds of the Aero-
marine made these [:mdings quite
simple. even while at anchor. With a
15-knot wind aver the th‘{.‘k, I could
casily land, cven without using the
arresting gear. There were only five
{active) aviators on board for several
months during those carly landings.

About 50 of the carliest landings
were made while we were at anchor
off the mouth of the York River in
(.‘hesapcakt Bay. When winter and
cold weather approached, we moved
to Pensacola Bay where we finished
the last of the Aeromarine landings.

I made the first landing (the car
rier’s 100th) of a VE-7 rype (with
landing speeds about double that of
the Aeromarine).

Sonie folks will remember the air
ships Shenandoah, Macon, Akron and
Hindenburg. About 1923, Washingron
decided that Shenandoah would fly to
the North Pole. 1 was ordered to pre-
pare the communications equipiient
and to be the communications otficer.
After a few months of intensive effort,
we were ready to go. But, just prior to
departure, the President cancelled the

ﬂight because of a national depression
and cconomy wave.

However. we did fly from the East
to West Coast via San Dicgo, Calif..
Tacaoma. Wash.. and back, about 9.000
miles. T witnessed one of the most
beautiful sunrises 1 have ever seen as
we passed over northern Oregon. The
land below us was obscured by fog for
many miles, vet we could see moun-
tain tops stretching from California to
Canada. All ol us in the contral car
were spellbound. Hardly o word was
spoken for many minutes.

Now a lew short stories about the
unreliability  of those ecarly airplane
engines. But first let me define a
dead-stick landing, When an engine has
lost all power, the propeller ceases to
function. All propellers were made of
wood in the early days. hence a
dead-stick landing. | made many be-
tween 1917 and 1930.

I was flying a DH with a Liberey
engine from McCook Field, Ohio, to
Washington, D.C. As | was passing over
the most rugged part of the mountains
in West Virginia, the engine lost all
power. | had about two minutes to
lide down and find 4 plice to land. |
landed in a very narrow hayficld along
the ridee of a 4,000-foot high moun
tain. Didn’t cven blow a tire. (No
brakes in the wheels in those days.)

I phoned Washington from a farm-
house half 4 mile away and asked that
a new engine be trucked to us. When
the engine was delivered, 1 borrowed a
block and tackle from the farmer and
we installed the engine using the
strong limb of a nearby tree. (Malcalm
Hanson. one of the finest radio enui-
neers in the Navy at the time. was with
me.) In Romney, W.Va., five miles
away, the former gave a party for us
one night. The mayor was there and
while he and Malecolm Hanson were
talking, they learned they had both
graduated from Wisconsin University.
The mayor told Malcolm he had work-
ed his way through the university by
milking cows in one of the dairies.
Malcolm said, *You were a plutocrat. |
worked my way through at the same
dairy, but I scrubbed the cows.”

Another time on a flight from
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Davtion to Washineton, as |1 Ap-

proached the Ohio River, [ noticed the

nitne was losing power and jumping

up and down in the engine bed. (Later
.

I found the aluminum erankease cast

ine was broken more than hallt wav

around.) 1 strerched out the elide with
very sligl power and landed at an
Armny base near Wheeling, We ehaneced

roines on Sunday and, on Monday,
continued. Thirty miles trom Wash
ineton, the new envine failed. | landed
i a cornlicld and stayed avernight at

| F']I'l”l il \\'Id.“ll'

inctan tor new parts, had them lown

a nearby  Farmhouse.

and finished

repaired the enging

the flight.

.r]I re'e

l‘-."_\l-l'-.'\ [5Y}

davs before Christmas 1918,
an approaching storm, all
flvin was cancelled  at
R.H\nl'\., | wot
figh

w

Hampton
‘1|-‘i.'l_'-’-.l| permission Loy

t-test some new radio equipment

ich was awalting plm[l:.‘iiul]. Fitty
NlJTliP“\ the
Chesapeake Bay. about six miles off

miles north  of oQVer

the entrance to thi “‘1!\1\,1.!}.111]“5‘_:».'

River, | landed to repair the new radio.

i
The northeast sky
With me in t

Ens.,

was very black.)

e HS8-1 seaplane were
Else. the radia enagineer (later a

vice president of RCA), and my sec-

md pilot, Ens. Firzpatrick, After we

:.'|'.1i1'-'<l the radio. we tricd to start the

envine, The hand starter for the Liber-
Ly engine broke and there wasn't time
to repair it or to start the engine
without it. Capr. Morgan. master of a
beacon about a mile away. came row
in a ,HH!HH boat. About that
hit. We ook the
seaplane in tow and took turns rowine.
Within 30 the

aboutr 50

ing aver
time the storm

minu winds

wiere

miles an hour and it was
snowing. Soon it was dark. That big
\'v.|[\].|n-\'. lhl' ‘_,L:Jl{' win-{\ .{[I-i I'fl\' Waves
(abour 10 feer high) were in ;.dmph-ll

control of our destiny. About an hour

vy bre:

later, | saw ers a few yards

ahead. 1 knew we had to get out of the

rowboat and out of the wav of the

scaplanc (only a few vards behind us).
As I jumped overboard. o wave washed
the

me ashore beach

holding the tow line. If you don't

think that

about Christras time in Chesapeake

and I ran up

water was cold, just ery it
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Bay.
seaplane up on the beach and we

The wind helped us push that

buricd the anchor in the sand.
Mor

were, a lew IH.”"}, \1I|I[}I of an entrance

an Iim'.mh! he kllt‘\\-‘ where we

to a small harbor. We IlllS]H_'L] that

rowboat out throueh the heavy surf

-Ill-i |l!\\-‘:'|[ I}Hlfll. |t|||l|1i [1n‘ ]1:..’1‘!\”
and a summertime hotel on i .‘ii'll\l]]
i:s l[- \lt"t' .Lilu\cLuu_{ an [1.I<.' L{l)l'l' ;111d i

CldL‘l]l\' i.nll\ |1Ul\'|i|'|;; a |ij_’|1[<'d \:Hil”(:

.Jprn.'J the door. She listened to our

story. then said, “Being as how |
consider you sea-tarin® folk, I'll ke
vou in." We were there four J«I‘_-'h. On

\\'L'Afllt‘ml.u\' l'.||.' storm \lll‘ﬁi\}\'\i .llHl

several islanders boated us lmcl\ to the

:ﬂut[\[.i::.' and rtowed us inte smoath

water., We tixed the starter and flew
||.<l[l]1"

[n the carly 19205, 1 was returning

rom a hayfield an'llul-_- on Jamestown
Island (of John Smith and Pocohontas
fame), when a tuel pump failure in
dicated an immediate landing. As | was
about toland ina hr.\.h[} [‘|uw\.:‘d field.,
the maoro Ru\l.tl('ll]_\ started function
ing again. | resumed the I]i_u|11.. making
a fast turn away from the river and out
a 15-mile-wide virgin forest (be
tween the York and James Rivers). At

about 500 tect, the motor quit again. |

aver
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had no choice. There was no open
ground space within sliding distance,
so | landed in the forest, hicting the
top of a big tree and crashing through
a couple more. The airplanc reversed
direction. 180 degrees. and gently set-
tled down through the dense foliage to
the ground. It was a total wreck, but |
sat there without a serateh. 1| walked
five miles to the nearest road, found a
country store and telephoned  for
rransportation. All was well but I had
lefr my gold watch in the airplane.
past days later, |

Driving several

stopped and asked the storckeeper if

he had any news about my watch. He
handed it o me. (That was bootleg
ging country in thoese days. Who said
bootleggers are never honest?)

During and between WW I and 11,1
flew many types of aircraft — from
large twin-engine sea and landplanes to
the British Camel. the German [unkers
and the Fokker F7. 1 also flew in two

of the carliest well-publicized races of

the carly Twenties. In one on Staten
Island, 1 came in first of 12,

Dive bombing is the most accurate
tvpe  of bombing, alse the most
hazardous. My dive-bombing days con-
sisted of about three weeks per yeur
with five to ten dives daily, for cight
vears. Load four ten-pound practice
bombs under ecach wing, climb to
12,000 feer altitude. spot position
relative to the target being towed 20
knots below, throttle down, dive al-
mast straight down to 2,000 feer,
release  one bomb, quickly reverse
direction. then go almost straight up
and look over your shoulder to see
where the bomb hit. Then back up to
12.000 feet and do it again, and again,
and again, most of the day. Our flight
cibing were not pressurized and that
routine was one of the best ways to
set an all-night carache. Doing it for
years is sure to reduce your hearing
ability. After every one of those dive-
bombing practices, | had a big Ep
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painted on cach side of my plane's
fuselage. I'm proud of that.

Gunnery practice was also exciting
fun, Machine guns were installed on
the upper wings or on the motor,
shooting through the propeller. We
would dive almaost straight down at a
moving cloth target, towed by another
airplanc. shoot as we flew close by the
target, repeat. except approach the
target  from underneath, and then
again, from both sides. Don’t pull the
trigger at more than 50 feet from target
and. it vou want a sure hit, approach
even eloser (15 or 20 feet). For many
vears | also had an Eg painted on the
side of my fuselage.

In the late Twenries. | was transfer-
red to USS Saratopa, being built near
Camden, N.J. 1 had charge of in-
spection of all communications cquip-
ment and, for several months, all other
clectrical equipment. Sara was by far
the biggest ship in the Navy, except
for Lexington, which was the same
size. Lex was being buile at about the
same time near Boston, Mass. After
the ship was commissioned, | beeame
communications officer, made many

of her first |:lndil1gs. and was one of

the crew which took her to the West
Coast through the Panama Canal. (The
locks were only four fect wider than
Sara.)

When we reached San Dicgo, the
entire Pacific Fleet was about to leave
for maneuvers and war games off the
Hawaiian Islands. But Sara was not
ready to join the flect. The Scouting
Squadron needed a communications
officer. so Admiral Reeves transferred
me to Langley (my third cruise with
her).

A few vyears later 1 was back on
Saratega
Reeyes' flagship, We were conducting a
mock battle — attack and destroy the
Panama Canal, We were the enemy and

when she became Admiral

the Army was protecting the Canal.
Leaving San Dicgo, we went several
hundred miles west. then south across
the Equator, then cast and, during

darkness. headed nerth toward the
Canal. Within 200 miles of the Canal,
we launched all aircraft about two
hours  before daylight, reached the
Canal just before davbreak, and found
the Army asleep in their tents. Natu-
rally, we had quite a party that night
when we went ashore in Balboa.

Maost of my old ﬂig]%f logs are gone,
I had so many of them they became a
nuisance to carry around and 1 tossed
them into the trash can. There went
the exact dates 1 would like to have
now.

I first retired from the Navy about
1933, but during WW 1. | had a
couple of interesting jobs. My first
duty was at NAS Norfolk, Va. A few
days after 1 arrived, [ noticed some
qtlul:r—]m:king antenna on a few of the
bip seaplanes and asked about their
function. When told thcy were radar
antenna. | had to ask what radar was. 1
remembered that many years carlier
we had known of those radio bounce-
offs at the radio lab at Anacostia and
considered them a
but didn't realize they might be put to
usc. [t wasn't long before Twas in charge

darned nuisance,

of installing radar on all the scouting
aireraft of the Atlantic Fleet, With
about 50 Navy enlisted men and office
personnel, T set up shop in a hangar
and we completed the first installa-
tions in 30 days. Nearly all were
complered in 10 months. We worked
24 hours a day, seven days a week,

I transferred to San Dicgo and we
began installing radio and radar in the
production line at Convair.

About a year later, | transferred to
Lockheed Burbank, where 1 was in
charge of inspection and acceprance of
all Navy planes. From 1944 to 1946,
the Navy bought some 500 two-
engine PV-2 types.

When [ retired, with over 30 years
service, | had accumulated over 5,000
houts pilot time and over 1,000 carrier
landings.
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Operation Mariner

[ am trying to contact one or more of
43 pilots who took part in NATO Operation
Mariner more than 26 years ago. On Sep-
termber 23, 1953, 1 was aboard the battle-
ship Jowa, flagship for the exercise, as a
weather observer. Weather in the North
Atluntic south of Iceland was unusually
severe and flying conditions impossible,
During the afternoon of the 23rd, the
weather broke and 43 pilots in their F9Fs
were launched from Beonnington and Wasp.
At about 1500 hours, the weather closed
in, strunding the pilots without enough
fuel to reach land or eénough visibility
to land on the carriers. Ditching instruc-
tions had been issued o the pilots and
we had already begun to implement rescue
procedures when suddenly the sky cleared.
The planes poured onto the carriers in a
steady stream. As the last plane touched
down, fog and clouds rolled over the fleet
and darkness set in again for the next 12
hours! It was one of the most emotional
experiences ol my life and | suspect that it
wis equally so for those pilots. As a non-
military pilot for the past 25 vears, ['ve
had a few hairy experiences mysell and can
identify with the terror they must have
felt. If any one of those lucky pilots reads
this, [ hope he will contact me.

Bud Sellick
P.O. Box 110872
Nashville, Tenn, 37211

Tactical Reconnaissance

Your short article on page 4 in the May
issug regarding “Reconnaissance Wing Dis-
established™ and the attendant comment
“bringing to an end the only naval warfare
community dedicated to tactical reconnais-
sance’ is incorrect.

All weather tactical reconnaissance is
alive and well in the hands of VMEP-3 ut
El Toro and various other sites. mcluding
LSS Midway. The resident RF-4Bs, which
contain sensor systems far exceeding those
of the RA-3C, ure eager to provide tactical
reconnaissance to the Department of the
Navy. Recce Town, USA, is alive and well
ut MCAS El Toro,

Lt. Col. L. P, Reiman
MCAS Il Toro

Patches

I am sure yvour readers would like to see
my collection of carrier patches and how
impressive they look when framed. | am a
police officer and well away from the Navy
seene here in Scotlund, but Naval Aviation
News keeps me up to date on fleet activities.
1 would like to have patches from VF, VA,
VP and VS squadrons, to give them similar
treatinent. So, | am directing the follow-
ing verse to all public affairs officers: PAOs,
come on and get with it, please send me u
patch of your unit, so I can frame them one
and all, and have them hanging from my
wall, I do not know commands and ranks,
but will hopefully say many thanks.

John 8. Haldane

60 Glenogil Terr

Forfar

Angus DDEING Scotland

First Kapitanleutnant to Carqual

On page 32 of the May issue, you stated
thut Kapitanleutnant Bunke, German Navy,
is believed to be the first German naval
officer to curqual on & ULS. carrier,

My logbook shows that in late 1956 a

Published monthly by the Chief of Naval Operations and Naval Air Systems Command in
accordance with MNavExos P-35, Offices are |ocated in Bldg. 146, Washington Navy Yard,
Washington, D. C. 20374. Phone 202-433-4407; Autovon 288-4407. Annual subscription:
$18.00, check or money order ($4.50 additional for foreign mailing) direct to Superinten-
gent of Documents, Government Printing Office, Washington, D.C. 20402, Single copy $1.50.
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Kapitan Hefele (approximate spelling) of
the German Navy. went through the carrier
training  svllabus at NAAS Barin Iield,
Foley, Ala., flying the SNJ. 1 was his demo
pilot and, luter, Lt. Hal Averyt rode in the
back seat while Kapitin Hefele made six
arrested  lundings on USS Saipan. As 1
remember, he was the German liaison of-
ficer for all German naval aviation students
in the U5, Congratulations to Kapitan-
leutnant Bunke, but a German eagle beat
vou aboard a U.S. Navy carrier by about 24
years!

Capt. Randall L. Williams
Professor of Naval Science
NROTC, University of N.M.
Albuquerque, New Mexico

Reunions

There will be u reunion of USS Phoenix
(CL-46) crew members at the HI Q Hotel,
Orlundo, Fla., December 1-3, 1980. Please
contact Mel I'ragassi, 1316 Linden Avenue,
Deerfield, 111 60015, (312) 945-5667

USS  Tavlor (DD-468) reunion on
October 18, 1980, at the Holiday Inn,
Torrance, Calif. Write to John Kinder, 307
W. Enos Drive. Santa Maria, Calif. 93454,

The Ole Miss Naval Alumni Association
is trying to establish contact with all former
midshipmen, staff and sponsors of the
NROTC Unit at the University of Mississippi.
Please contact Lt. Barnett at P.O. Box 69,*
University. Miss. 38677,
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The Vigilantes of Fighter Squadron 151 are embarked aboard Midway, home-
ported in Yokosuka, Japan. Led by Commander Gary M. Hughes, the
squadron flies F-4Js equipped with the updated AWG-10A radar. As part of
CVW-5, its mission is to provide rapid response to any U.S. power
projection requirements in the Asian theater. The squadron traces its lineage
to VF-23 which flew F4U-4 Corsairs, FOF-2 Panthers, F2ZH Banshees,

F3H Demons and F4D Skyrays. Redesignated VF-151 in 1959, the Vigilantes
operated F-8 Crusaders before transitioning to the Phantom I1.

The squadron insignia depicts a skull symbolizing death to the enemy, a
sword for striking power, electron orbits representing the squadron’s
electronic and special weapons capability, and a dark and light background
for night and day missions.
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