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U. 8. 8. PHILIPPINE SEA (CV-47) Refer to
Care Fleet Post Office E“lwa/oz‘zlé-%
San Francisco, California ) /ExS
Serial: 052
DEGLASSIFIED N —
. ' DECLASSIFIED AFTER 12 YEARS
From: Commanding Officer, U.S.S. PHILIPPINE SEA (CVed7) BOD DIR 5200.10

To s Chief of Naval Operations o
Via 3 (1) Commnder Carrier Division ORE
52 Conmander Carrier Division FIVE
3) Commander SEVENTH Fleet
(4) Commander Naval Forces, Far East
(5) Commander-in~Chisf, Facifie Fleet

Subj: Action Report for the peried 1 Jamary to 1 February 1951
Ref 1 (a) CNO res 1tr Op=345 ser 1197P34 of 3 Aug 1950
Encl: (1) Pamphlet en P9Fe2 Cperating Procedures During Korean Campaign b

1. This action report :focr the subject perlcd is sﬁbu:ltte& in acecordance with
reference (a)

Part I - cou!aoaition of Own Forces and Missien

During the subjeot period, the U.$.S. PHILIFPINE SFA operated off the
east and south coasts of Korea as & unit of TASK FCRUE 7, in accordance with
CoxCarDivORE Operation Order Nee 4+5C, plus supplemental plans issued from
time to time during this peried.

TASK FORCE 77 eonsisted of the U.S.S. MISSOURI (BB=63),U.8.S. PHILIFPINE
SEA (CV=47), U.S.S. LEYIE (CV-32), U.S.S. PRINGETON (CV=37), U.8.S. WBLIEY .
PORGE (CV-45), U+S.3. MANCHESTER (CL83), U.S.S. JUMEAU (GLAA=119), U.S.S. ST.
PAUL (CA«73) and unite of DesDiv 21, 31, 51, 52, 92 and 112. At varicus times
during the operaticn, ComSEVENTHF1:, embarked in the U.S.5. MISSOURI (BB=63},
was present; however, ComCarDivONE (RADM E.C. EWEN, USK), embarked in this
vessel, acted as OTC until 19 Jammry 1951, at which time CouCarDivFIVE (RADM
Rd. OFSTIE, USK), embarked inm the D.S.S. PRINCETON (CV=37), assumed duty as

-

The mission of TASK FORCE 77 was to support the United Natioms ground
forces in Korea, which were retreating seuth of the 38th degree parallel. The
suppart missions included closs suppart, deep suppert, armed and photo recon=
missance, interdiction of enemy supply 1lines, and strikes against snemy in-
stallations. :
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Part IT = Chronclogical Order of Events

From 1 o 7 Jamary, the U.S.S5. PHILIPPINE SEA (CV~47) was moored to buoy
Number 17, SASEBO KO, Japane At OR45I on 7 Jamary, the U.S.S. PHILIPPINE SFA
(CV=47) got wunderway and rendesvoused with the other units of TASE FORCE 77
on 8 Jamary. On 9 and 10 Jamary inclement weathar prevented air opera-
tions. Commencing 11 Jammary through 27 Jamary, except for replenishment
days, air operstions consisting peinecipally of close air support missione in
the vicinity of the boxb lins and armed reeconmaissance flighte aleng enemy
®main supply routes north of the bomb line were conducteds On 28 Jamuary,
strilee against key railway and highway bridges along enemy supply routes
were added to the dally close air suppert amd armed recommaissance flightse
A total of 725 offennive and 257 defensive sorties were flown during the
peried from 11 Jamuary through 1 February. No air operations were conducted
on 14, 18, 22 and 30 Jamwry during replenishment nor on 21 Jamuary because
of inclement weather. Upon completion of air cperations on 1 February 1951,
the U.S.S. PHILIFPINE SEA (CVe4?7) proceeded to YOKCSUKA, Japan for mainten-
ance, repairs and recreation. _

Fart 111 = Ordoance ' '
ae Ammmition expended | /
Bombe; (4438 tons) Napalm: |
1490 - 100§ GP 1411 tone of powder ||
52 oy e f%
9 ~1000F G Rockets a
5/, =20006 GP 1141 - HVAR ! E
1501 - 260f FRAG 108 = 3.25% ' ]
236 =~ 220F FRAG ' ;
11 - 3508 ADB Nachipe fun smmo: m"f
7,940 rounds of 20MM;
i
Baxt IV - Damege i
as Own 5 |
(1) Ship = Houe. | :
(2) Adreraft: E
COMBAT OPERATIONL f
JFAUADFOF s TOTA L B TOTA
Lost 3 0050 O 0;%;;!013
Pameged H
Total :g:gsigﬁ 43938323&_
*Includes all Class "B%, "C" and "D* damage.
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CV47/416-13
20 /EMS /Am
be Damage inflicted on the enemy
PROBABLY .
ZARGET EST. TESTROYED DAMAGED
Boats (Misc) 2 | 3
Boats (Power) 3 2
Bridges ' 2 26
Buildings (Misc) 1338 4
Carte (Supoly) . 39 |
Command Post 1
Gun Positions 2 10
Jesps 3 1
Locomotives 2 2
Oil Drums 10 50
Oxen 37
Railroad Cars 29
RR Contrel Tower 1
Supply Dumps 10 -1 (9053 6
1 (50%

Tanks 2
¥Troops 1815
Prucks | 3
Tunnel
Warehouses 130
Villages 16 (50%)

10 (40%)

5.(30%8)

& (unknown)

¥Troops known to be killed, It is impessible fo ascertain the mmber
of troops killed in and behind enemy lines,
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Part V - Porsonnal rformance and casualtias

g8+ Performance - The crew continued to perform their duties during flight
operations and replenishment in an ocutstanding mamner.

b+ Casualties - There was one fatality during the period. MURBAY, F.J.,
ETC, 222 91 28, USNR, died from Embolism ne.e.c. Cerebral. »LIEUTENANT HIIGEL,
G E- 304262, recaived a low back sprain and contugions whon the AD-4N in
which he was flying failed to gain anough speed an¥ went into the gea during
lavnching. WOIEUTENANT (Junior grade) THOMPSCN, M.E., 390065, received mild
contusion of the left shoulder when the FAU he was flying went into the sea.

TEYTENANT FREES, N.W., Jr., 125282, receivad a sprained back when the AD«4W
he was flying went into the sea. One enlisted man, MOREILI, F.G., 949 93 50,
USN, racelved a fracture of the right arm from a fall to the hangar deck from
the flight deck. Minor injuries consisting of lacerations, contusions, atc.,
while numerous, do not show any appreciable increase in rate.

Part VI - Doctrine and Operating Procedures

a- Jot Operations - At the request of Commander Carrier Division ONE,
VF-111 and VF-112, ths jet squadrons attached to this vessel, have preparsd
a pamphlet on F9F-2 operating procedures during the Korsesan Gampalgn- This
pamphlet representing over six meonths of combat operating exparience, is
believed to contain much information of value to new squadrons and ships
operating the FYF=2 and is attached herewith as enclospire (1).

b. Mixed Ordnance loads on Aircraft Wing Stations

(1) Mixed ordnance loads on the winge of both FZ/-4B and AD-4 have:
recently been ordered for csrtain types of missions. Such mixed ordnance
wing loadings as bombs and rockets are recommended against under the present
type of operations for the fcllowing reasons:

(a) Bomb and rocket attacks vary widely in nature. Rocket attacks
are often carried out at very low altitude due to the nature of the target,
terrain and the close range required to insure accuracy. Safe pullout alti-
tude is considerably lower than that for the 100 1lb. G.P. and 220 or 260 lb-
frag. bombs.

{b) The wing station bomb and rocket selector arrangement offaers
an oasy ssebting of switches which permits improper sslsction. The automatic
saslector switch was designed for sequence relsase of a single type of ordnance.

{¢) In addition to simple improper selaction resulting in the wrong
type of ordnance being releassd, the type of attack may result in danger tc the
aireraft through release of a bomb while making a low altitude pullout attack
intendad for rocket release.

(2) It is considersd desirabla in many cazes to have a wide variaty of
ordnance available but it is beliaVed wise to incorporats this variety between
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alreraft rather than on each aircraft until a more adaptable wing station se-
lactor system is provided in the aircrafts The present selactor system and
incorporation of variety between aircraft are considered adequate for the
present, howsvars '

;‘; - L OW. LB b ¥ =.‘:._ =z .‘ whi § 1V > M- p ol Ch
(1) CombirPac letter serial 10/01450 of 19 December 1950 requested
further information regarding the unsuitability of rear ing tow barse The

pragently used rear~towing bars are & makeshift design which have the following
undasirabls featuraess

(a) Attachment to the tail skag places undue side loads upon a pert
not designed to take them. . :

(b) The tail skag attachment is necessarily a fairly loose fit
which permits oscillation to build up in towing; sometimas so severe the aire
craft must be stopped.

(¢) The aircraft tail skag and towing bar do not ride smoothly over
deck projections, such as tle down channels, barriers and cross=deck pendants.
In slowing the F9F, the tail tends to drive down onto ths decke

(d) Only shallow turns are possible with the present makeshift

fowbars.

(e) The towbars are rather clumsy to handle and, without sultable
rollers on the short leg, often catch and tear thes nylon Jjet barriers.

(£) The towbars, like those for conventional earrier aireraft, do
not permit towing into the final spot; a desirable feature for new designs for
carrier deck towing systems. :

de ar Me Air rations

(1) Whonever air operations are conducted by the BAKER Mathod, it is
recomuended that a course and speed intention signal be given thirty minutes
in advance of the scheduled operations

Copy 4o

CNO (Advance) (2)

CinCPacFlt {Advanca) (2)
CinCPacFit Evaluation Group (5)
ComkirPac (10)

USS VALLEY FORGE

USS ERINCETON

USS IEYTE

CVG=11

Naval Wer College (3)
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FOF-2 QPERATIIG PROC DURSS DURINC KOR3IAN G MPAIG

a — CRUISING FD [ XTwUh SPOZDS USED

l. The fellowing teble hass been established and has been followed as
consistently 2s practicible., The figures were obvained from Ni.TC Patuxent
data for thie FOF-2 aircraft. O8peeds given are indicated 2ir speeds:

SLTITIDE SLUNTER LINIR BUSTEZR GaTE
0 195 ' 430 Full
5 135 410 - Throttle
10 195 390
15 195 260-85% 370
20 195 . 330
25 195 225-86% 300
30 195 - 275
35 195 210-91% 245

2s The SAUETIR speed pgiven zbove wes used s o gulde by all flight
leaders, however, the flisht leacer wos permitisd to vory this speed os
practicable in order 1o 1zsser the burden of his wingmen. For example, it
wes found that vhils heovily lesdcd it was ecasier to meintain formation with
r higher ssunter spaet - cbowt 210 knots; vhen lig tly loaded, preparatory .
to londing, no difficzuwity was encountered flying fornation ¢s low as 180
knots, The LINER speods given were interpoloted by the flight leader,
however, below 15,000 feet the specd wes Kept at 260 - 265 knots, BUSTER
wes caleulsted from N.TC Priuxent dsta using zn orbitrary Si% throttle
setting. Tt wes found tint this wes an optimum value betwesn high speed
flight and moximum fuel consumption. GATE was full throttle 2t 211 oltitudes,

B - LLTITUDES U37D:

1, During the corly rphases of the Korean ‘ar, when no oir opposition wes
expectsd, the majority of the Ioczl Combot .ir Patrol flights were performed
tt 15,000 fet. However, later in ths campaign it was customory to station o
section of circraft =t 10,000 fuet ond have o division ot 25,000 feet. These
flights were relieved "On Stotion" with no difficuity encountered.

2. On those fliznts over the Korcan combrt nrea the flight lerders would
bri.f their flights cccording to the toble below, This tablc was also taken
from N.TC Fotuxent dotr, Gunerslly, flights were performed at 2 distance
of 150 miles, however, wrny flights were mnde at cistznccs up to 235 miless
On those shorter flights the flizht lerder (normally ¢ division of fowr
sireraft) would moke his opproech altitude between 15,000 ~nd 20,000 feet
tepending on the most fovorsble wind condition and cloud covers approximstely
25 miles from the t rget “ren the descent would be coamcncued, timing it to
rucch the objective orea ot scr level, Uswnlly 20 - 25 minutes would be spent
ot low level nttrek 2ltitudos on trrgets of opportunity or sweoping missions.
sbout 5 minubes of © is time would be spent ot 100% throttle, The retirement-
altitude would depend upon the most favorable wind cendition znd c¢loud ecover,
but normally would cpproximate the appreeph nltituie. n those longer
flights the a2pproach cnd retirement altitude would very from
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"20,000 to 25,000 foet, r~goin Cepending upon the most fivercble wind condition
-r¢ cloud cover, However, tiue 2t sen level over the objcctive area would
b reduced to 10-15 minutcss Returning flights norie 11y ~rrived over base
3-6 minutcs prior to nCh~rlie® time ~nd would hold ~t =n r1titude of from
10,000 to 15,000 et until the sigmal oh~rlie" w's givens If, however,
NCherlie! w-s roceived vhile enroute to bose, th. descent -ould commence
while still 25 adles oub.

T.BIE

BE3T RiIGE - FGF-2 "P8"

1T I3 LI/LB
.G, 000 205 .
25,000 235 .33
25,000 240 .28
15,000 260 .21
5,000 270 17

BEOd 5,000 — 270 L8

10,000 195 20,000 305
35,007 245 15,000 315
) 275 10,000 325
=5,000 295 5,000 330
AFTZR JOIN-UF FUZIL FUEL .7 7. aGEl1S.L.' 10
85D TO DIST. T LIT. BZ CVR SEIP LI 1200 IB
5,000 760 : 5,000 2025
100 ¥I 15,000 755 100 MI 15,000 1970
25,000 e 25,000 2010
5,000 1040 ' 5,000 2320
150 I 15,000 %90 150 ¥I 15,000 2200
25,000 365 25,C00 2180
35,000 1030 25,000 2190
5,000 1340 5,000 2600
200 MI 15,000 1220 200 I 15,000 2430
25,000 1140 25,000 2360
35,000 1180 35,000 2340
5,000 1640 5,000 2900
250 MI 15,000 1440 250 ¥I  15;000 2670
25,000 1320 25,000 2535
35,000 1330 35,000 2490

C - LoD USE: (Fuel and .mmunition)

1.. 411 flights in the Korc:n comd.t zone eorricé » full fuel load
{(both intcernal anc cxter 21) =nd full ammunition. Howevor, prior to
encomntering the 1IG-15 cnamy rireraft some #lights vere 2lso 1ounched with
vorying rocket londas Iccel Combat ~ir Patreol flighos would normslly gross

15,5600 pounds. However, rocked' £flights were conducted vith ns high 2 gross
* -2




weight.es 16,200 pouncs,

“Rs Gross weights were crloulrtud by the following tablesd

9600 Ueight of ~ircraft
5300 Full fuel lond
200 Pilot and prrachute
470 ’ Full smmunition load
15,570 or 15,600 Total gross weoigit
140 Ench 5" HV.R for Fighter Ovoerload
Condition.

L - TIPES OF :T33TCN3:

1. The following type missions were flown in the Korcen compaigns
types arc listed nceorcing to pluralitys '

YR DESICY. TION
(a} Iocwi Jombrt Jir Petrol 12
(b} Target Comb t air Petrol 1K
(¢} Fighter Sw.ops 171
(dg Close 'ir Support 132
(e) Figater scort 179

() 127.1 CCUB.T I3 PLTROL flights were conducted in the
following menner. .drcraft wore mamned with se.uence of flight foremost
in ming end without regryd -s to sguadron, For exnmple, the first aircraft
spotted forward on the fligit deck vould be wenned by a division from
one squadron whilc th. sccond four -ircreft spotted might be manned by e
civision.from the othur squadron, Normsliy four ~drcr:ft would be
cetapulted within two minutes rnd rendezvous effected 2ccorcing to the
doctrine being prosentecd clsewhere in this report.  This flight would
then report to the porent cearrier and be turned over to =n 2ir controller
for fighter direction. DNormally at least two intercepts wourld be mede
during eoch two hour period; these would consist of icentifying friendly
siperaft flying in the imncdicte area, or intercepbing returning flights
from the objeetive nrers The flight would be returnsd to the mrent
corrierts control zbouwt 3 — 5 sinutes prior to scheduled "Chorlie!
time and would be londed nftor eny other jet flight roturning from the
conbat aren,

{b) & btypic:l TaRGHT COMB.T IR P .TRQL flight might be flown as
followss The flight 3ould trke—off and rendezvous :s ~bove, report to the
perent czrrier ant bs turnsd over to the crorrier controlling thst dey's
operations. They would-then be clenred to the objuctive 1rcd. ipproaximately
50 miles from destin~tion, they would estrblish cosmunicntion with the
T-gtical Jir Direction Center tor instruetions, Thoy then would be
turncd over to £ fightor dircetor loecntud in thoe objective sres ond potrol
~nd intercept ~ccording to his instructions, Thoy wouldd inform the
fighter dircetor of thdir, estimntud time of deprrturc nccorcing to their
fuel strte, lewding tine, :nd/or both, Thoy then would return to the
force, _
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~cneny cjet eirertft will be discussed elgewhere in this repert, HNormal
retirement from the ofense corridor would commwence -fior tle conventional
alreraft hha left the objective area, Retwn to brse ond lsnding

woewld be accomplished nermrlly -s discussed sbove,

. uuT ves JET _orizl Copb-t

le Glthough the opportunity to conduct zeri-l combrt nza2inst jet
Tignters hos buen linmited to approximotely five missions, seversl previous
~ssunptions concerning tctics hove been found to be in ¢rror. These are
enucrabel snd conmented on s follows:

(») sSingle High Speed Poass and Brieak=iwny:

1. The brisc conception of combat In » Jet fighter has
previously beon thitt due to treiendous speeds the firing time cllowed would
restrict treties to » single prss =2nd breskoway for ench plene of a division,
and then 2 complete re=positicning for o sveond zttrcks It wros 2lso thought
thrt the evesive tncuvers of the zttocked fighter would provent zny other
thon the single ~ti-clk, Comb-t with the ¥IG-15 h's proven cthierwise, although
it should be not ¢ th t without - single uxception pilots rrted tho enemy
vilots ns poor, =nc it must be <ssumed thot they did not firht their plene
to bost ~Cvontrgos In tie cngrgoment with the 'IG-15, no difficulty wes
experienced in goining on rdvontrngeous toil position, »nd helding this
position for suffizi.nt ti.z to press on sttrcke The only evesive mansuver
thrt could not be countered ® s the diving csenpe, but befere this could
to excuted, smple ~tirck time h~¢ bien ~llowed. If the encmy Jeb could
only resort to diving to uscipe = successful encounter must be atknowledged,
rs friendly sircrofi were s-fe from atitock during this moneuver,

(b) Conventionsl Fighter T ctics Imployeds

1. The oproven "séissops" tuctics, s employ=d by conventional
sireroft, wiere used Lo good zdvantage in gnaining the of‘ensive. The cnemy
jets that would sty in ~n encountsr for ~ny length of time were quickly
confused »nd put on the Cofeicive by "scisscrs' trcties.

(¢} Altitude ~8v ntogest

le Aliitwe ~dvenbages of awors then o fouw thous nd feet
were found to be uns-bisfoctory bucBuse of the spotting problens, hless
bclow, or « lLittle ibove, sight contict could not be g i.ed, or .wdnt:ined.
However, this wos not considered to be serious, s o jebt fignter can sto
ot ameximum spoeed in o lovel nttitwde, ond the ¢lament of surprise is as
grest when closing froo below, or level, when comencet from the grester
glstonecs involved in jut vs et combrt, s it woudd be if ¢ Civing attrock
from sltitwe were 1Ce.

(@) Fusl

1, The thesry thot 100% power must be nllowsd for in computing
time o jet fightcr o0y remcin in combzt hrs boen maC¢ifi ¢ scmewhots It
hes bcen found th-t pover rongos from 80% to 100% were usecd, -~nd pro—
domlnantly the low percent. ges until actusl cont ¢t wes awde, and then
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power’ ranged from 90% to 100%, with 100% power uscd very little. Thus
it wns found thrt the jets could remrin in the comb it wres considerably
longer than the very short tine plammed for ot first.

(¢) Divisicns or Scetionsy
1. The wploymant of twe plane scetions was found completely
gotisfctory agrinst the 1elrtively uncoordinated enemy jets, howsver, the
fouwr plane division shcuwld be used in cnses of teamwork or ccordinnted
rtt-ecks by the cnemys

I~ C_RIE™ L MDING T CHEET . UB 4T PROBL™ S

1, Tt is gener-1lly felt thiet corrier londinss in the FOF-2 type nirernft
rre accomplished ith frr grester esse thon in conventionl types. Fo major
problemns hove boen oncuuntored in trese squodrons during tae Kerean Compaign,
Licwever, definite tichniquss hrve boen ~dopbeds

2, Tt is highly ¢esirable to hrove ~pproximntely 200 yards, "in the
s - to trke eore of ooy sdnor correetions with rogt ¢ to "iining up®
.nd 2Gjusting speads. The lnding signal officer dois not hive as good 2
sposd rndicntion on tho Lrncing Jet sirernft os he is ntle e have on the
conventionsl types i it is nccesstry for tﬂL pllot to 26just his speed

ithin safe limits oufore ke trkes his attention froas tic cockpit instruments

complotely one focusos bis ~ttention on the 1:nding sign-l cfficer. ith
the excellent visibilit“ th b is rfforded the pilot in the F9F, he is ~ble
te meke these minor, cerrcetions in speed and 2ligament in the groove and
2t the same tine bb noecr the centrol of the londing sigasl officer. There
hos boen 2 tendency on th. port of soms pilots to lesve too much of = speed
correction for ths stroightawey »nd this has resulted in recuction of too
much throttle to losc excess speed with conseguent settling =t the romp.

3. The proper hoidling of tha aireraft after the cut still remsins
the most importrnt part of the ricovery. Pilot cerror invelving diving
for the deck is still poted ond most be ~ttributed to the high linding
specd rnd excellent visibility vhich combine to render the impression of
2 toomrrpid advence slong the decks Both suwrcdrons heve adepted the policy
of 1nnding ~boid with the flaps in the "7 E~OFF" position. There h=2s been
no drange to the inbo. rd flrp sections ond "TLKE-QFFM fl2ps heve provided
= cushioning c¢ffeet on lrnding which hrs proved to be highly desireble.’

4e Breck-np nno rendezvous procedures used in the Korcsn Camprign.

(=) Tre procedurcs uscé in rondezvous and oruzkeup during the
Kerean Crrpaign do not in 2ll eases comply with those sot down in applicable
USF publications, bul rnre considered unicue in thit the lorgest flight thus
for on ~ny one wission w8 composed of not mory then four :ireraft,. The
procedures ciscuss.” below are those used and zre falt to be the most
eXpecitious nd efficient wmethous svniloble considering the tretical
employnent .

(b) Rencezvouss Cn wny missicns scetions “re opersted independently
end sirercft sore Lomched vith en cpproximate intcrv-1l of feur sceonds with
the lerder proceeding inmeci-tely on nssigned heuncing to the torgete  hen
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" four plones nre nssiloed o o sirgle mission, the second scetion turns inside
the first and offects - stend rd rendezvous in the vssiined rendezvous sector.
The policy wns ~dopt. ¢ vhoreby sceticns 2ro leuncoct tugetner vith an
sprroxiucte four sceand intervel ond on spproxiomte minubte Letween sections.
This procedure hs prid-off in roducing rendezvous tiamc -nc inercasing time
over target ond fuel avrileble ot 2 far more econoidic.l albituce. In the
crort of o downod ~irer £t oin the schedulsd lavached, the other plone in the
g.ction orbits in thc rurdegvous scctor =nd woits for the sprre aireraft to
32in on him,

{(¢) Brink-up: Grours reburning from missions remrin at their
crulsing slvituces uG when instruched by their controlicer switch to the
2ssigned 1and/lrunch frocuerey where they contoct the 1-nding eontr:ller and
report their position, -~ltitude, -né the low fuel st te in the flighte The
1:ndirg contrsller is striicned in Primery Fly -nd zcts in ¢ capreity simili-r
te bt of o bow.r oner-ter on o shorc brse. It is his duty te fued the
rotwrning mireraft inte thc l-nding pattern ot propor intervols, taking into
sonsicaration low fucl stotes snd 211 siturtions here it wcy be necessary to
brirg aay onc plonc or sroup of plenes rbonrd before snothors Flights are
given <ipnal SCH RLIEM cither by scetions or bo Zivisions, ~hichever is
applicznle, form the ltitude thot hrs bron -ssizrod to tacn by tho landing
coptreller, This =1iitwe is usurlly the ~ltitudc t which they have returned
to bass, hen 2 division is #iven "CHSRLIEM the sueond section trkes a
positicn approxiy taly 500 yords behing the first section curing the high
soeed lot-downe T Linding dreraft pass over ths cestrover screen below
LOO feet end in the -ssigned scotor, utilizing dive by lres te slow down Lo o
specd of 200-250 kiobs 1 the time of prssing the st rbo vd side of the
corrier in the brosk-up positions 5 noranl brosk-up is sffected 208 the
l1rnding controlicr ficts other cireraft into the prttern to meinbuln a
censtont londing intorve L.

5, QCatapult Isunch - Problems =nc technicucss

{2) Catapulting of F9F-2 type sireraft in low rulntive sind conditions
ond high gross weights imposed severcl probless du:ing the e:rly months of
the Korvan Gempaigne It is felt thed the worn climttic contitions which
preveiled =t thet tine, plus the lower static thrust of the P-6 engine,
arcated e mergingl sofoty fenturs during launchs +t is imperstive that full
power bs meint-ined througnout the lnunche This hos impos.t no problem in
the letor medel sirer-ft (which hove the throttle friction control lock),
but in the ¢criier :1dels, in~dvertent retnrding of to. throttles ws
cxperienced in sany cascs, The pilot!s hend shouwld retin frze of the
throttle during initinrl sccelerstion and then bo puil on +the throttle to
cnsure thrt full pover i€ being utilized. He should grip the stick firmly
with his right hond ¢ thoreby fly the ~irer.ft off the duock under positive
cortrol. . teb sctti g of one oné three-quortirs to two Gogroes "B.CK" has
b.en found 4o be v.ry s/ tisfrctorys

{b) During th¢ o riy phasss of the Korean e-prorign considerable
¢ifficulty wis expuriuiccd with the H-4B cntopults’ It ts found thet the
ertrpult ~s given nbnormel zccelerations howaver, exports scon remedied
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‘this condition by shirtoning the cle rence between full brttery of the
cotopult piston wnd the firing position, »nd by tightening the holdbrck,
Irter flighnts were oo ot high gross weight with no ¢ifficulty. The
following wind/weight trble is presently being used by the prrent corrier,
the U33 PHILIPPIVE 532, (CV A7):

WIRCRLFT NOIZLL GRO3S WEIGHT CF 15,600 FOUNDS

. lﬂ ive Jdind Catopult ‘ccumulntor Done Prossure
J Knots 3500 psi

: 32. u 300

B 33c0 "

f; ‘L} n 3 2(}0 i

3 n 3100 "

BO ot 3000 @

{c) During ih
with the crtepuits, |
wos necess ry to us:

us meriod whore -bnomecl cceceler-tivns were oxpericenceud
dgh breckqgs of the ert-pult bridles wosultoed when it
thc warxlioum sccunul ter prossures

(@) JAith eslder wentirer, instnliation of P-8 .ingiacs, ~nd the above~
mentioned acjustiunts to th eotopults, nc trouble of -ny nrture hos been
cXperienced.

(¢) It nns hoen found thrt PTOKE-QFF! flgs provics the pilet with
bettor control follxdng inunch ~nd r.duce =ny tondency to ”settle". Flones
rre brought on th. ¢ tepult -dith firps in thg "UPM position n¢ are put Cown
on signal from the dircetor following the engrgement of the "HOID-BLCKM ring
by the cotzpult crowe

G e v_rmr'"rt Rk I"" £ e ms
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i, The jet nirersft performance in the Korusn comb ot zrea, under extrame
cold wezther conditions, proesented many new ond complix problams for the
meintennnee of the -~ircrzfi. . contributing factor teo this situstion wes
irsufficient tochnic-~l infrrmation ~rd the neocessity of cxperimenting in
ergincorin: vhile opersting from 2 carrier,.

2, Thu coirients »nd suggestions zre listed 2s follous:
Part I Epines

II Structures
IIT  Hhzpdroulics

Iv Instrurents
v RErcic zné Electronics
VI wvistorst rngé airereft Eguipmont

VII  Grownd Enncling Equipment

FLRT T < BENGINES

ly The P& J-42 Jot engines heve oper~tid very sotisfzeterily ~ith only
a minor percentoge of coaplete engine foilures, Zost of the J=-42 cngines
completed thelr maximum 300 hour operating $ime . limit,

SRy . .
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2, There were difficulties cnecuntered in high altitwle £lame outs in
c>ld weather operstions with no one determining frcter as the apparent
ceuse, but it is believed thet the altitude density compensotor on the
TJC-1 lain Fuel Contiel was one of the contributing foctors, due to icing
of the protective serceon andé frosting of the belle s,

3. The ¢0ld westher operaticn prescentoed cneine problems in resetting
zein fuel pumps due te high density and chenges in temperaturcs; therefore,
it was necess.ry to scleet an oversge pump sctting to opersrte the full range
of chonging sir temperstures encounfercd in flight withoub constont fuel pump
sdjustment, It wos nlsc nuccssary to oil the High Pressure Cocks by using a
iight lubricating oil in the nein fuel inlet line =nd sctuating the Pressure
cock by hend to eliainste sticking.

L. Due t3 lack of frcilitics for premixing 115/145 octenc pasoline and
3% 1100 oil eboard corricrs it was nocessery to ¢ = guantity of gae, then
ve gallon of oil {"ltirn-tely), This process slowed Jovn the refueling of
nlrerais considerntly.

5. abonred the prescnt type cnrricrs there is o lack of spoace =nd
frecilitics requirsd for ~dugwite jet engine turneup ond test due to time
involved between lammches -nd respotting hmgqr and flight decksa

6, When cpernticg in cold weather it is 2 vitnl nccessity to maintain
ths =irereft bettorics -t full chorge prior to ezch launch, This necessitates
the uwee of JPU's for the opening mnd closing of crnopics, testing racio ete.,
#né = limited use of the ~uxdlisry hydroulic puap,

y (4

7. Due t2 = r.cent flme-out when dumping fuel it wes found necessary to '
remove an¢ blank off the twe clectric londs th 't positive close the dump valve

vhen folding the wingse.

P;RT IT —~ STRUCTUR 333

-

i1, The following Ceficiencies were encountzrid on the FRF-2:

a., The prezent nose whesl is not structur~lly sircng sncugh to
withstand hard landirc s encountered in constant carrier operations, Nose
wheel brockege results in dempged nose strubs in isany coscse

b, . new type pressure bzll check should b designed in the tip
tanks to eliminste fuel lonkoges

¢. The oresent cnin fuel cell bafflcs, with FIF Chrnge Ho. 34
incarpor-ted, sre nat s tisfretory for errrior lounching -r landing and
reguire inspoetion o-ch 30 hour cheek, 2nd the present cells  reyuire
fbeefing up! ~rounc tho inspection cover plsate attaching fittings,

d., The dump v-lve retuntors in the wing tdps should bo nodificd
te inelude @ grensc fitting te eliminste freesing of the ~cturting ~rm.

ce «ll replecement spore surfaces, such s t2il scction =sseably,
should be completely bu it up excopt for installution of the herizental
stebilizers 411 electric wiring sheuld be instrlled by the centractor prior
to acceptance by the Wovy, due to lack of sufficient type cebles, fittings,
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¢tes,, evaileble in ddvrrced opercting arcas.

fv The most rocent tnjl hook frilurcs mrde it nccessary to inspect
by hand the t0il hook cewn loek (icro-switeh for security prior to each
J=unch,

g€+ Due to numerous t-il hook f~ilures, it is sw gested that an
recition of = positive hydraulic or olectric worm Grive mechsnism be
instnlled to insure complcte t21il hook extension.

fe The resroet-ble tril-skogs have boen inoperstive cue to broken
rotrreting enbles, This brockrge wos cunsod by usc of the tril-skng =28 a
towing point curing pull b ck of -irer~ft for respot, Fittings for the crbles
Were 1ot ~voileble in the forward arca, It is belisvedthat tids f£ailure,
proventing retraction of the teil-skag, hes heen o centributing factor in
provention of wrinkloc £-il scetions crused by oxecessive high pressure
crtapult Irunches. It is recorrendod thet the tril=-sicng retrmection be in
conjuwiction with the ~in Londing Goerr operstion. It is rlso rocommernded
that the oft scetion of tihc tril~sleg shoe be so dusirn.d -s to prevent
crtehing deck obstiuctiins -hoen teowing -ft.

i. Tt ds ifmper-tive thot a monual mezns be provided for stopping
fuel supply to the onfdne sfter 3 belly londirg sng clectricnl failure.

J» The oresent jury struts tond te scize in their fittings
necessititing removii by foree rosulting in minor deirpos to wing fittings.
Therc is 2 tondency for the jury struts to cruep fron thoir fittings Jue to
movement of the =dings by -dind rnd ship's roll, Therefore, it is necessary
te lash the jury stoubs to the wing fittings,

ke It is rocoiicendid thot o mmnusl ficens Lo provided for the removal
of the wing sprex’ lociing pins so thit the wings wr be felded manuelly in
event of hyvdraulie system failure,

l. Bascd wpon the rocent cold wenther oper-tion it is highly
recosmencet that o sonucl mesns be nnde »veilsble both insice -nd oubside of
tho edreraft for opening ~nd closing the ¢ nopy.

P.RT IIT — HYDR,ULICS:

1, During cxtroue cold weather operetions the urcsent Evdrolube "U-LM
wrs found to bo unsatisfoctory Cuc to congesling ~t 1low tumperatures. It is
highly rceormond.d thot syurdrons opertting FOF zirernft in cxbrase cold

terperaturcs be ~ubhorized to use SAN-VVO-366B or some othor substitute low
torpernture hrdrrulie fluid in liew of the "U=4M,

2. It is believed ikt cold werther operttisns ~ffict the present
hycraulic check volves, timing switches snc »11 spring operoted type vrlves,
Cue to extreie cold sficeting the spring tension on those vrlves causing
slugyish operntion or complete fzilure of the nffceted system,
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2¢ The oRN-6 fizs been the grestest #id to novigntion in this operationa
It gives a quick relicble indication of bearing to - stotion necessrry in
high~specd sirernft. Ir scvorsl instences it praventcd siturtions of low
fuel state from developing inte actusl emergencics. The only trouble
encountereC in its operction occured in the swunse antenns in thoe conopy. In
w rm weather operstion the plestic support in seversl aircraft softened nnd re—
gulred breing by » locclly manufactured bokelito support,

3a °“The 4PX-6 IFF caquipment hos glven zssured pesitive control of all
eirborne jet sirerafts Previous to its instollation eontrolicrs would
frequently "lose sisht" of smell flights, However, vith its use, all
flights within = roage of 60 miles rre nlways Mrisible® ~nd con rendily be
icentificd individu~1ly by the different modcs in operntion., In many
instrnees flichts hove been trocked to distonces of 90100 miles.

4o  The shocks of c:topulting ~nd lending hove coused mn abnormally
nigh rumber of fvilures of 64K5 and 9001 rodic tubes in the ARC-1 and ARR-2
equicreats In sddition severnl MT-230/% mounting recks for the .RC-1
tronecciver have besn bd'ly worped and required ncditional strips of aluminum
to strengthen their lengitudinel mombers.

5« The .H0R~2 h-s =2 mareinnl sensitivity andé it hos boen found difficult
to keep it properly -li.sed for satisfrctory operztion. It hns not proven
to be completely relichle for accurstc homing in hiz- speed flight becuase
of groot distanees covirdd “hile ottoempbing to distirguish between relative
s:gnali strengths, ¢ ifficuwlty in selecbing exnct hedings.

F.AT VI = VI TCRS! _ID IRCRLFT 0/ IPITNT:

1. ZXPG3SiAE 3UIT — inrk I

2. The oxposwe sult was used by most of the pllots, vho, vhile
aware of its many frults, nccopted it »s insurance . for whetever it might
prove to be vorthe The foot of the suit ars so desizned thot ib is not
possible to woe'r onels norinl size shees over them, Ieg-length of the suits
is too short ~nd difficulty wrs uxperienced in getting inte the cockpite. On
scveral oceosions the suilt -rs put to 2ctuel tost and woter wes taken insice
the suit, .ach of the witer undoubtedly cntorcd -t the vrists, the moke-up
of which is considerod wisuit-ble »s presently designed, The suit tears
sltogether too resdily to z1llow of any but the most careful movements while
losving the cockpit following o water landing.

2. EIECTION 38
2« The cjection scrt wos used but once and operated sztisfactorily
but for the faet thot the drogue chute f-iled to steabilize the seat after
cjectiona

3, LJRCEAFT STLLL L RNING DEVICE

2s 4 gre~t percontige 5f the stell warndng devices hove been blanked
cff due to feilure of the fluttcr velve in the vdng ~nd lnck of spare parts for
reprir, It is believed thot the st21l werning device should be operative for
night carricr landing exercises rnd during pilot indcctrinstion,
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3+ The present clectric motor for suxilisary hydroulic pumps does not
have sufficient cooling nd power for nermel flight operstions or carrier
dock spotting durdng eolf wenther operations. Constant use his caused
severrl failurcs.

Le Inspcectlon of the pressure relief v-1lve on the hvdroulie reservolr
reverled thot soms wore stusk or out of adjustment ~nd wore thus cnusing
the hydraulic systen to salfunction. It h°s boen nocessory to cheek the
selief volve on erch 60 hour check to insure that the ~djustment has not
voried, causing 2 bick rressure on the hydraulic return lines.

5, It is susgosted thot the gun ebr rging hydroulic system be modified
to o circuls ting system in order to insurc operstion anc to frucilitate

Tointenines,

F.RT IV ~ INSTRUITNTS:

Lo It hns bucn foune thet the present gyro-horizon is rot sitisfactory for
instrpent flisht ot speeds sbove 200 knots. .Jthough it properly indicoted
Gegrae of bark ane caorle of clinb, it is not fasteerecting rncd tnkes 2s high
75 3.-45 sceonds to roturn to level upon completion of ° turn,

2. The needle-0m1l instrunent in its proesent cenfipurction is useless

]

in job 2irernfte  altheugh the needle indicrtes rate orf turn setisfactorily
~t speeds to 180 knots, 1t is not sufficiently sensitive -nc¢ gives no
¢adoble incicotion of normel turns =t the higher oper-ting speeds of Jet

~ircrrfte The ball h's rot proven to be 2n 2ccurate indicnticon of yaw at
high specd and is slow to reret to chrnges in the longitudinal trim of the
- nircernft, '

3, It is cesgir-ble ot =11 tises to have - completely rolinble indicution
of engine RPM, The prosent teochometer is unsatisfactory ~fter reletively few
hours of operation. It cennot be depended upon to give true indications of
5.211 chrnpes in cngine RPY, In some -aircraft the tzchometer ncedle has struck
so bacdly thet 2n increrse of decrease of n3 high os L% RP is required for an
indication of chonge. During = eeorrior approach a dependsble indleation of
1% change in RPM is considercd necesssIy.

Ls The tazilpipe temperzture gnge hes operzted s-tisfrctorily at all times
although it is = Jependrble indicotion of power celiver.C by the engine, the
groct ronge of the grge and the verdance in temperoturcs encountered in
cifforent oirceraft prohibits its use 2s an accurate irdic-tion of engine RPM.

P.RT V -~ R.PIO 1T L CTRONICS:

1, The G-2 Comprss ent~iled the major discrsponcice :necountered in
instrument cperstion, Corrier londings enused foilurcs of the coil holding
clips of the ramte incic ting mrgnetic compass trnsmittor. This is o
scrious concibion buemise loenlly repeired or now tronsiititcrs connot be
calibrotod, on ko e In othor components of the G-2 Compss the amplifiers had
2n zbnormn1ly hizh numbir of wesk tubes crusing excessive precession nnc the
gvro units burncd oub in scversl indie-tors,
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Ly CIYEEN SYSTT

ae The oxygen regulator continues to develope intcrnal leaks, Some
trouble wes exporienced s pileots werring thick sloves inndévertortly moved
the control to MO0% Oxygen® position whilc oper:ting the landing gear control
fondle. Carrioers operrting jet squaCrons should heve oboare on ozygen
roaufacturing systom.

5. OODIT.XCHE PROBIES

a. During the suwser -onths of 1950, no outstonding Ordnance probioms
were encountored. Subscouont to this peried, however,with thc advent of cold
=wenther ang high nititw e operations, meny imporbt:int dafficultics arose. In
e rly November, 1550, os inoperctive guns coat pilots victorics over 1IG-15's,
a thoiough study of zun problems wis initisted. In thet 211 problems seemed
45 have come out of cold -.est.or operations, the T-2 type fun heaters received
raiacry ottertion, .11 gen hesters were tusted oand 211, 3th the exception
o those in newly-ncguired F9F-2's ere inoperstive. The s jority of the

1

o

teou:lo evolved from th. foct that the silver-soldsred leacs into the heater
nags Lad bocome sovired, orobably caused by the vibration of the guns while
firing. Other contributing frctors included broken eluetrical leads and worn
out hoater peds. .13 iroperstive gum hestors were reploccd, snd in deoing so,
all gms wore thorow hly clesned and chockeds 411 worn parts were replaced
snd all oxeessive lubric tion wos removed. A1l pilots were rcbrisefed as to

the p.oper nethod of opur-ting the cockpit gun switchus to climinate the
recherging creles Prior te crch flight 21l guns wore wiped clcan of moisture
end were toped to provent cold air from {lowing down tho korrel onto the
treceh blocke Thosoe steps, plic daily inspections of The guns and the gun
heaters, grontly reduced the relfunctioning gun problums, rut did not
eliminmte entirely the non-Tiring situation. In e rly J=nwery 1951 this
wnit reccived aid from Pulrd in the form of a three man tosm of Ordnance
cxperts, Thuir recawendntions to eliminate gun troubles were numerous
Lut their moin racomscr tions were

(1) To incrsise the size ef the gos clinder vent prlug of the
20m: ¢uns by use of a #43 drill,

(2) To eliminote the cold blast of ~ir directly on the brezch
block b passing this nir to the prossurigation system
itsclf,

(3) To prlish the gun chambers frequently o rcduce the cortridge

cjectisn probliems .

(4) To lubricate the cmmunition with #1363 cil to reduce chamber
frictior. This unit is now condieting tests to confirm the
rocormencations 2s set nbove. Proliminery tests have
proved successful,

F..RT VII ~ GRCUND ki DITHG SQUIFRANTS

l. Btarting Jeeps, type i~ls

a, This jecp hrs proven setisfactory in 21l r:spocts providing only
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7o Once 2irer:ft hiv. buccme sepnrsted while on a missi:n it is best
for them to avaid prolong.d 2ttempts to rendezvous, -nd espeeinzlly 2t low
altitude which while froeilitating doteetion olsc froilit-toes fucl consumption,
dvery offort must bo mrce to cveld becoming sepir . tuc throughout the flisht;
G to A great extent this is ~ £1i bt led wer rosponsibility.

Lo JTIETUDE OF PeRSCMEEL TC.. 7D CRRT I JET QPUR.LTICKS:

1. Pilcts = Conb t operntions heve not alterced the opinion of the pilots
ho durding shore-bisod opersting preferred flyin, Jets over conventional
JArercfbe The jots —wvc eomfortcoble, guiet, dependicble ond hondle well in the
~ir. They have showm themsclves e-poble of sustaining considernble damege ond

2111 returning to base. There is ns vndue concern townrd nmkings water londings.
Throughout the eruis.: the umniversal sttitude hos boen resrct thot it wes not
pogsihble to do more flyinz, the higher ratic of pilats per cirer:ft than
sxisted in the propellor siuadrons, »nd the much grentor ~nd mere effective
wse of the propellor scuvedrons 2pninst the enery tends? to lower morale: in the
Jut sourdrons. Smployment of jets by the cnemy proved to b 2 morale booster
z3 reflectud in tho rttitude of the rest of the cir croup toward the jets and
in the wonlization of cur pilets thet thelr effsrbs wore not unrecognized, It
would have been proferntle to hove hed 2 ratio of 1.3 pllots per airerzft in
the jet squadrons. '

2+ wrintencnce Perscnncl - The jobt squsdrons' creows would prefer to be
in 2, jeb rother than o esnventionnl squedrone  sprrt from the distincetion of boe-
ing atbrched to 7 squadron +itk tho most publicizer eircraft of the air group,
the 3ets are sofur to work sround on the Tliyht deck; thuy cre cleaner and easier
to mointain thon the propollzred types, and the people focl thet they have
potten intoe o business which is bound to oxpond in both military and civil
sviation, '
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