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N 1939 a man and a piece of paper became Mc-

Donnell  Aircraft Corporation. As happens in
rare instances, and in line with the best American
“free enterprise” tradition, the new corporation grew
rapidly into a front-line airframe manufacturer. In
1943 the fledgling company obtained the contract for
the Navy’s first all-jet carrier plane. In return for
its cash and confidence, the Navy received the Phan-
tom, a fighter that made aviation history in 1946, by
becoming the first American all-jet plane to take-off
and land aboard a carrier. Performance characteris-
tics of the XFD-1 were even better in the air than on
the drawing board—the Navy was pleased.

In the meantime jet propulsion, still in swaddling
clothes when the XFD-1 contract was signed, was rap-
idly growing out of its short pants. A new set of
long trousers was proposed by McDonnell in 1944,
The proposal was happily accepted by the Navy and
dubbed the XF2D-1, later to become the XF2H-1. It
was to be bigger, more powerful, speedier, of longer
range.

In 1947 the XF2H-1 made its first public debut
wailing like a lost ghost, boasting of an "over 600
mph” speed and a phenomenal climb of 9000 fpm.
It was aptly named the Banshee by a press man and
the name stuck.

Both McDonnell and the Navy had been well
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satisfied with the Phantom design. So, the XF2H-1 set
out to be a progressive development of the Phantom.
It was to be based primarily on a redesign of the
FH-1 (FD-1) wing center section so as to accommo-
date the J-34 engines—then in the works. The re-
mainder of the plane was to be essentially the same
as the Phantom. However, engineering-wise, this later
proved to be impractical. Design studies resulted in
a decision to develop a new airplane rather than
to attempt to modity the basic FH-1 design.

S FINALLY produced, the Bamshee retains the
Phantom's shark-like appearance. But under

the skin there is much different besides the extra
thrust in its larger engines. The Banshee's wings
and tail are thinner than the Phantom's. It has a
still smoother finish and a longer range. It carries
more fuel and has better performance characteristics.
And it incorporates a variety of engineering improve-
ments in detail design. Maintenance was greatly
simplified and the plane was given additional utility.
Some of the engineering highlights of the Ban-
shee's development are presented in this article. The
information comes from a paper written by Albert
A. Utsch, Chief Design Engineer for McDonnell
and Vernon Outman, Chief Technical Engineer for
M.A.C.—a couple of guys who were there at the time.




Designing The Carrier
Plane Is Difficult Job

Ah:\\'l( naval aviation theorem: Space 15 at a premuism
on a carrier deck, was kept in mind during the design
and construction of both the Phantow: and the Banshee.
Airplanes powered by two jet engines rather than one,
would certainly have better acceleration and reliability
properties. These are most desirable features in a plane
operating off of carrier decks.

Better acceleration means better take-off, wave-off and
climb performance. Two engines eliminates much of the
hazard of over-water operation—single-engine operation is
normal in the Banshee. But would the extra size and weight
demanded by two engines, more than offset the advantages?

Compact design, wing-root [.\()\\-‘crpl;mr installation and
folding wings met the mark in the Phantom. And in spite
of the larger airframe and engines, a comparison of the
two planes shows the Banshee has only slightly more frontal
area and drag, while its weight is still far from prohibitive,

The Banshee went farther than just folding its wings to
conserve space aboard a carrier. Incorporated on the plane
is a unique "kneeling” device. The nose gear retracting
mechanism is operated to lower the nose of the plane until
it comes to rest on a set of previously affixed casters. This
action raises the airplane’s tail sufficiently to allow the
nose of a similarly-kneeled Banibee to be nested under it.
The plane is returned to its normal level position by
operation of the nose gear extension mechanism controlled
by the pilot. The Banshee in its "kneeled” position may
be moved about on its nose caster and main wheels.

Saving space was just one of the Banshee engineering
problems among many bigger and better ones. For exam-

KNEELED ON A SPECIAL AUXILIARY CASTERING NO
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SEWHEEL THE XF2H-1 CAN FIT WELL UNDER THE TAIL OF ANOTHER SIMILARLY KNEELED BANSHEE

THE BANSHEE FOLDS IT5S WINGS IN THE SAME MANNER AS THE PHANTOM

ple, in these times, old man Mach number comes in for
quite a slice of consideration.

To make full use of the Banshee's high speed potentiali-
ties, its critical Mach number had to be kept as high as
possible. The Mach number had to be well above the
design level-flight top :ipc:f.'d of the plane.

In wind-tunnel tests, the Banshee's most critical veloci-
ties occurred on the wing outboard of the engines. In
order to obtain the high Mach number desired, the wing
has been made as thin as possible in the outer area, The
production Ban ihee's wing thickness is comparable to land-
based fighters.

In the center section higher thickness ratios were required
in order to accommodate the engines. But in this inner
region—as in the Phantom—it was not found to be critical
because of the three-dimensional effect, which keeps the
Mach number high. The inlet air scoop acts acrodynamic-
ally much like an extremely thin-winged bi-plane.

An engineering problem that didn't bother us in the
old days, is one of being able to slow down quickly in the
air. The Banshee is equipped with speed brakes which
extend out of the wing. These brakes do not change the
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BANSHEE |5 POWERED BY TWO WESTINGHOUSE J-34 TURBOJET ENGINES

trim of the airplane and make rapid descents possible, pre-
vent excessive dive speeds and permit fast speed reduction.

Due to high fuel consumption of turbojet engines, jet
planes are provided with unusually large fuel capacities.
The average endurance on most early jet fighters was an
hour or less. This factor greatly restricted their utility. To
solve this problem the basic Banshee incorporated suthcient
fuel capacity internally to meet current range requirements.

To provide even additional capacity for the Banshee
and thereby range and endurance, external wing-tip tanks
are under development. Although wing-tip tanks present
a problem of refueling with the wings folded, the extra
range is considered worth the trouble.

The internal tanks house some 3000 }J(Junds of gas in
five self-sealing tanks. Inasmuch as the fuselage is free
of engines and ducts, it was a simple matter to locate the
gas in the logical position, very near the ¢g, in the fuselage
and inboard wing structure. This location prevents cg
travel as gas is used up,

The J-34 turbojet engines used in the Banshee (Westing-
house 24-c's) have been developed to the point where their
fuel consumption is fairly low. The plane has a tactically
useful range at a weight not appreciably different from
that of a conventional carrier-based aircraft,

Jets require some special piloting techniques to get the
most from the plane. The Banshee takes advantage of the
fact that turbojet-powered plane’s range is best at high alti-
tudes. It is provided with a pressurized cockpit to permit
sustained high altitude operation. Single-engine operation
at altitudes up to the single-engine ceiling, can substantially
increase the range of a twin-jet plane. (This feature will
be a little difficult for old multi-engine pilots to understand.)

At altitudes above the single-engine ceiling, the best
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STANDS ARE NEVER NEEDED FOR WCRKING ON PHANTOM OR BANSHEE
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EASY ACCESS TO POWERPLANT IN WINGROOT SPEEDS UP ENGINE CHANGE

range is obtained by "cruising out” with both engines until
the fuel load is reduced enough to lower the gross weight
sufficiently for single-engine operation. The Banshee's best
range, however, is obtained at the highest possible altitude
even if it necessitates two-engine operation.

The fuel system of the Bamshee is just what the pilot
ordered. It is fully automatic, eliminating the old gas tank
switching worry during flight. When the fuel is “on,” its
all on. The system is designed to insure an adequate fuel
%upi![_\' to the engines under all flight conditions.

In these days of jet speeds, the pilot safety factor is of
paramount importance, Surviving an emergency in an air-
plane traveling some 500 mph is somewhat trickier than
“walking away” from a plane that rumbles around at
100 knots. Nevertheless from the pilot's point of view,
the Banshee is a sweet airplane.

Former naval aviator, ]. S. "Jock™ Sutherland, now field-
service with McDonnell enumerated a few reasons why the
Banshee is a pilot’s plane. Says he:

"The canopy of the Banshee is power operated and can
be jettisoned in an emergency. It jettisons straight back
clean so there is no danger of the pilot's getting hit. More
important, the pilot can also jettison himself via the Ban-
shee's powder-powered pilot ejection seat, The ejection seal
is guaranteed to get the pilot clear of the plane from any
flight position or money back. The pressurized cockpit in-
sures comfortable, safe high-altitude work. Other s;ll-t'i)'
features that are standard equipment on the XF2H are the
speed brakes, an automatic direction finder and a sensitive
radio altimeter. The windshield is electrically heated to
prevent ice or frost from ftJrrlli:‘l;_t." ’

A}U THESE safety features to a twin-jet plane that nor-
mally cruises on one engine, that has no torque and
can fly from Washington to St. Louis in the difference be-
tween Eastern and Central Standard Time, and Chum,
you have an airplane.”

Engincers of McDonnell maintain the Banshee helped
design itself. The large fuel capacity which necessitated
placing the fuel as near the cg of the Banibee as possible,
required that the armament installation and the cockpit
be p!;u'u! far forward to balance the plane. This require-
ment worked as a definite asset. It gave the plane a most
convenient armament installation, locating the guns in the
lower part of the fuselage nose. The ammo is loaded di-
rectly above the guns and sidesteps any feeding problem,
With the cockpit forward, vision has to be good and it
puts the engines behind the pilot, practically eliminating
noi&c-in-ﬂight, which is very low in a jet aircrafr anyway.
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GUN PORTS ARE IN LOWER NOSE WHERE BLAST IS SHIELDED FROM PILOT

Banshee Armament Fits
Plane Design Perfectly

TH:: ARMAMENT installation permits easy adjustment and
servicing of the guns. An ordnanceman .‘.t:lmiing on
the ground has easy access to the armament installation.
With the guns low in the nose, blast is shielded from the
eyes of the pilot by the upper nose. So even in the design
stages the XF2H insisted on being a good airplane.

The ('xpt'nditurc- of ammunition by the guns causes quite
a cg travel. This is reduced by retaining the expended
cases and links in a compartment below the guns. This
feature does away with the need for lengthy jettison chutes
and there is no danger of ejected brass hitting the firing
plane or others in formation.

The cockpit arrangement of the XF2H is in accord with
the standardization of aircraft cockpit equipment. Cock-
pit standardization had progressed sufficiently at the time
of the Banshee's design to include it into the XF2H.

UmmMmrmm smooth—fully as modern as the car of
tomorrow, sloping consoles containing flush-mounted in-
struments are placed on ecither side of the cockpit. They
blend into an orderly arrangement according to their use
by the pilot. For easy identification of controls, actuating
handles simulate the cqui[‘!mcm they control, 1.e. ;irrcs!il‘lg
hook control handle is a miniature arresting hook, etc.

Vl\'lnN from the Banshee's cockpit is exceptionally good.
Location of the armament in the lower portion of the
nose allows the upper contour of the nose to be sloped
sufficiently to provide the pilot with a good downward
angle of sight. In fact, pilot’s vision is so good forward,
that in level flight one gets the impression the plane is in
a continual dive, The bubble canopy allows the pilot to
scan the entire upper hemisphere. And with the pilot for-
ward of the wing, side vision is almost directly down,

"It glides through the air . .. The Banshee is really
a “'slick chick.” Here is why:

The maintenance of the high degree of smoothness on
all surfaces exposed to the air stream was recognized as a
major design problem early in the development of the
XF2H, Special attention was given to slicking up the sur-
faces during the design and tooling.

The outside conrours of the plane are controlled by the
construction jigs and there is a minimum of contour-
controlling by internal structural members in the fabri-
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cation operation. This new process enables outside wing
contour to be dictated by aerodynamic planning, rather
than by internal structural requirements.

In the design of the outer wing panels, a single-spar
construction was used. The spar was located far enough
aft so the forward half of the wing would be as smooth
as possible. It was necessary to provide a front-spar joint
because of the wing-folding feature and to permit locating
the main landing gear door in this area.

To avoid too much skin riveting, 2 minimum number of
ribs extend to the contour of the wings,

The use of rivet guns to rivet external skins is avoided
wherever possible. However, when hand-riveting is un-
avoidable, care is taken to see that the rivet heads extend
outside the contour before they are driven. This avoids
pounding the skin with the rivet gun, which causes warp-
ing, and at the same time insures tighter rivets. Rivet heads
which extend above the contour after driving are shaved.

Another departure from previous riveting practice is
the almost complete elimination of dimpling and its re-
placement by machine countersinking. This method has
proved to be considerably less troublesome than press-
countersinking.  Press-countersunk holes often  develop
cracks and result in the rejection of the skins. A [further
advantage of the use of machine-countersinking is that this
procedure does not demand the special handling of the
skins required for dimpling. This speeds up manufacturing
despite the additional number of rivets required.

THI-‘ RESULT of this type of construction is a wing with
an unusually smooth surface. To illustrate the degree
of improvement achieved over wings built by conventional
manufacturing processes, the surface smoothness of the
Banshee wing without finish approaches the smoothness
obtained by using putty and surfacer on conventionally-
constructed wings. With a finish coating, the surface of
the XF2H wing is one of the smoothest obtainable without
ertrcmely thick wing skin. At bpcccl.w below the critical
mach number, the drag of the Banibee wing can be as
much as 25¢; less than that of conventional wings,
Throughout the design of the Banshee, emphasis was
laid on simplicity of maintenance. This is, to a large ex-
tent, synonymous with structural rulggcdm::is and maximum
accessibility in @ minimum of time to parts requiring serv-
icing. Quick-release fasteners are used wherever possible.
Access to the fuel system is through doors which extend
the full length of the fuel tanks. All pumps and fuel lines

LOADING AMMUNITION ABOARD PHANTOM OR BANSHEE IS SIMPLE TASK
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KNEELING ON IT5 NOSEWHEEL THE BANSHEE CAN BE TAXIIED AROUND CARRIER DECK WITHOUT DANGER TO GROUND PERSONNEL FROM EXHAUST FUMES

can be reached through these doors. All engine connections
are of the quick-disconnect type

Access to the engines and accessories is through a quickly
removable structural door in the inner wing skin. This
door is designed to carry its share of the wing torque in
the most direct manner. The door is held in position by
means of structural dowel pins and standard cowl fasteners.
The structural dowel pins utilize standard parts,

Quick and easy access to the gun compartment is pro-
vided by a door incorporating a single handle with a self-
aligning double, over-center latch mechanism, All parts
of the latch which are fastened to the door or to the airplane
structure are held in place by serrated plates clamped to-
gether by bolts. For this reason they are readily adjustable.

To further simplify maintenance and, at the same time,
to reduce vulnerability, all mechanical devices such as the
landing gear retracting and wing-folding mechanisms are
operated by electric actuators—this system proved itself
in the Phantom design. The use of electric actuators com-
pletely eliminates the need for a hydraulic system, which
acts to simplify the plane further and reduce weight.
Special gear boxes are avoided and linear ball-bearing ac-
tuators are used. All operating mechanisms are designed
so that replacements can be made easily and quickly. Ball-
bearing screws are used because of their high efficiency.

As yet the Banshee is an untried airplane. The first ex-
perimental model arrived at Patuxent for BIS trials late in
February. However, the plane has all the qualities that
make a good carrier aircraft. At first look, Navy and Mec-
Donnell are proud of their latest baby. At the present time,
it has more power, a better climb and a longer range than
any other jet fighter of comparable size. "It is the kind of
plane the public relations office finds easy to publicize,” says
George E. Bounds, M.A.C.’s able huckster,

In 1948 the first production models will start rolling
off the line, In 1949 the Banshee should take its place with
the fleet. Only then can it really prove itself. But the
boys in the back-room are betting on the wailing Banjibee.

Restricted
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Controls Jammed

The pilot of an FgF flew for 30 min-
utes from the USS Leyte to NAS QUON-
ser PoinT, R, without difficulty.
After his flight had been cleared to
land, and just as he turned into the
straight-away, he decided that he was
too close to the plane ahead for a safe
landing on the icy runway. A normal
wave-off was taken, but during the
climb. restricted use of aileron controls
was noticed.

The pilot then climbed to 2000 feet,
inspected the cockpit for a cause of the
restriction of controls and being unable
to locate the trouble, decided that it was
caused either by ice or loose baggage.
Since control was lessening, an immedi-
ate landing was considered necessary,
During this approach restriction of ele-
vator controls was also observed, and
it was becoming difficult to move the
stick in any direction. The pilot inten-
tionally maintained excessive speed in
his approach and as a result over-shot
the end of the runway.

The plane touched down in a normal
attitude but fast. Brakes were applied
immediately and alternately, but the
plane swerved to the right on the icy
runway and the starboard landing gear
struck a smow bank. This caused the
plane to cartwheel to the left, and the
damage was extensive enough to re-
quire a major overhaul. The pilot got
out without any injuries.

The plane was immediately removed
from the runway and inspected, but the
controls moved freely in all directions.
The following morning a more thor-
ough inspection was made, resulting in
the discovery of a Vs-inch open-end
wrench in the compartment enclosing
the aileron torque tube. The neoprene
seal over this compartment was intact
but it was discovered that it is possible
for small articles to enter this compart-
ment through two inspection holes, or
to bounce in if left loose in the area
beneath the pilot's seat,

The seat in this particular plane had
been removed from the plane three
times in order to work on the fuel sys-
tem, and this work involved the use of
a half-inch wrench. It is believed that
the wrench was left in the cockpit by
negligent personnel. Because the area
where the wrench became lodged is in-
accessible to visual check, it is nor-
mally checked only by feel of the con-
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trols for free movement. The shock of
the crash and the subsequent lifting of
the plane apparently enabled the wrench
to fall out of the position in which
it was restricting free throw of the con-
trol stick.

Grampaw Pettibone says:

A good surgeon counts his tools mighty
carefully before he stitches the patient up,
and it’s a mighty good idea for mechanics
to keep an accurate check on the tools used
in any job, in order to avoid such an error
as leaving a wrench in a spot where it
can jam the controls,

There may be some lines of work in
which being a perfectionist doesn’t pay off,
but when you're working on an airplane
you've got to take time to do the job right.
Never underestimate the importance of
any repair job thidt you are assigned. After
all, the fellow who takes the plane up after
you've worked on it, is counting on you—
not just for a good job—but for a perfect
one. Anything less than that might cost
him his life.

Another F4U Spin Accident
Spin and stall accidents in the Cor-
sair have declined from the high rates
which prevailed a year and a half ago,
probably because the pilots who are
now flying the F4u’s are much more
familiar with the handling characteris-
tics of the plane and understand correct
recovery procedures. However, an acci-
dent occurred in January which points

FAMOUS LAST WORDS:

Oh, H—L! T have a green card,
I can make it.

up the necessity for close compliance
with the Technical Notes and Orders
relative to this type.

A pilot with a total of 465 hours of
flight time, of which 126 were in the
Coriair, attempted an Immelmann turn
with an empty belly tank installed. (A
violation of Technical Order 40-46.)
He commenced this maneuver at 7000
feet with an entry speed of 270 knots
indicated. When the nose was well
above the horizon, but before the air-
craft had reached the inverted position,
the plane stalled and immediately en-
tered a normal left spin.

The pilot reports that he retarded the
throttle, and then made four distinct
attempts to recover from the spin before
bailing out at an altitude of about 3000
feet. During cach attempt he believes
that he used full opposite throw of the
controls, that is, full forward stick and
full right rudder.

The plane was buffeting and shaking
violently, and he experienced consider-
able difficulty in forcing himself out
of the cockpit. He finally managed to
roll out, head first, over the left side,
after drawing his fect back under the
seat and pushing as hard as he could.

Grampaw Pettibone says:

I'm afraid that I have to agree with the
accident board’s opinion that the reason
you didn’t recover from the spin was that
you didn’t hold full opposite controls for
a long enough period—at least two full
turns. If you had done this, you wouldn't
have had time to make four distinet at-
tempts to recover before bailing out. The
contractor’s tests on the spin characteristics
of the F4U-4 show that it takes slightly
longer to come out of a left spin than a
right spin and that full opposite controls
(against the stops) must be used to effect
recovery, Stick forces are admittedly high
and it takes both hands and a lot of pres-
sure to hold the stick in the full forward
position in a well-developed spin. THE
FULL REVERSED CONTROLS MUST
BE HELD UNTIL ROTATION STOPS
AND THE AIRPLANE ASSUMES A
NORMAL DIVING ATTITUDE.

By now I'm sure that you've read just
about everything that’s been printed on
spin recovery in the Corsair. Anybody
that has to bail out of a spinning plane
always does; but for the benefit of the
boys in the top balcony let me say this
again:

If you fly the Corsair without knowing
everything in Technical Order 20-46
“SPIN RECOVERY CHARACTERIS-
TICS IN THE F4U,” Brother, you ought
to have your head examined!
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Dear Grampaw Pettibone:

Upon returning to NAS ALAMEDA
from a dive bombing qualification flight,
the pilot of an Ap-1 attached to va-oa,
4 Lieutenant, attempted to lower his
gear for landing, but found that his
wheel indicator showed the tail wheel
to be in the “up” position, A visual
check by tower personnel confirmed
this. The pilot then climbed to altitude
and continued his efforts to get the tail
wheel down, but without success,

At this point the C.O. joined him in
the air, and after going through the
emergency procedure again with nega-
tive results and talking the situation
over, it was decided to try & wheels land-
ing using the bottom dive flap as a tail
skid in the event that the tail wheel
was not down by the time the fuel in-
dicator registered fifty gallons.

Accordingly, the pilot split his dive
flaps and simulated a landing procedure
at altitude to feel the plane out. Control
and stall characteristics of the plane in
this condition were favorable, and the
pilot felt confident that he could effect
a landing successfully, When his fuel
supply reached the predetermined level
the tower was called for a deferred
emergency landing and a long straight-
inapproach was begun, The pilot
brought the plane in at about 85 knots
and made an excellent landing.

Damage was limited to approximate-
ly six inches being worn off the trailing
edge of the bottom dive flap, and the
plane was back in commission the next
day. We feel that this technique saved
many man hours of work and costly re-

pairs to the empennage, hook, tail
wheel assembly, and rudder, and so we
pass it along for what it s worth to the
other A squadrons.

Incidently, the tail wheel wouldn't
extend due to a material failure in the
hydraulic shut-off valve assembly.

Respectfully,

Safety Officer,

Attack Squadron Nineteen Able.
Grampaw Pettibone says:

Many thanks for your interesting letter,

Information of this sort which can prevent

serious damage to planes is always wel-

come. Since receiving your letter two
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other instances have been reported in
which this emergency landing technique
was used successfully in AD-1's.

Mincemeat Department
In the taxi accident pictured above,
the tail section of the jrB has been
thoroughly chewed up by the prop of
the Fiu. One passenger received head
injuries and even the pilot of the jrB
reccived minor injuries when the pitot
tube of the Fiu entered the cockpit.
The accident board found that the
pilot of the F4u was negligent in fail-
ing to clear the taxiway properly before
entering and in not making “S” turns
while proceeding down the taxiway,
Additional factors contributing to the
accident were that the JrRB was not
parked in the usual position for warm
up on the runway in use, and the tower
was displaying the signal for left hand
taxi rules, which was incorrect for that
runway.
The passengers in this plane really had
a close call. T can’t think of anything
much more unpleasant than to look back
and see a huge rotating propeller chewing
into the cabin of a plane that you're in.
Alert, efficient operation on the part of
tower personnel could have prevented this
accident, but the primary responsibility
rests with the pilot. Frequent “S" turns
are a must in any plane where the forward
visibility is restricted during taxiing,

Grampaw Pettibone says:

Dear Grampaw Pettibone:

I read with interest your article in the
February 1948 issue of Naval Aviation
News about the near accident in the
starting of an RsD.

It brought back memory of a similar
incident which occurred during my tour
of duty with NATS, in which the vic-
tim was not quite so fortunate,

While on duty one night as Engi-
neering Watch Officer, one of my mechs
brought word to me that a man had
been hit by a prop. Expecting the worst,
I summoned an ambulance, got a
stretcher and ran to the man's aid. To
my surprise the man was lying beneath
the plane, unconscious, but not terribly
cut up.

A later questioning revealed that the
mech who qhad been repairing a starter
which would not mesh on the 4
engine of an RsD. After the discrepancy

was repaired, an electrician in the cock-
pit was to try the starter. The mech
cleared away all personnel under the
number 4 engine. He then signaled to
the man in the cockpit that all was clear.
As he did so, he ducked under the num-
ber 3 engine. The electrician in the
cockpit then meshed the starter on the
number 3 engine which be had been
energizing by mistake.

The mech was caught by the first
swing of the prop blade. He was
knocked unconscious and cut and
bruised quite painfully, but fortunately
his injuries were not permanent.
Sincerely,

Ensign, USNR

Grampaw Pettibone says:

g

If you want a close shave go to a barber.
When working around the world’s fastest
blades give them a wide berth.

-~
An “Orchid” For G.C.A.

As a general rule the “Blind Leading
the Blind™ isn’t productive of very
favorable results, but when the blind
leader has the help of GCA, both can
come through in fine shape as was
demonstrated recently at the Naval Air
Station at Grosse lle, Michigan,

On the 24th of January a cold front
moved in so rapidly that an sNJ-4 and
an sB2c-4 could not get on the field be-
fore it was obscured by blowing snow.
The ceiling was down to 300 feet and
visibility was variable from 14 to 3,
of a mile and expected to continue this
way until after dark.

The sNj had joined up and was fly-
ing formation on the sBac when his
communications with the tower became
intermittent, probably due to snow static
on low frequency. Both the tower and
the GCA unit were able to hear the sB2¢
loud and clear on VHF.

The sB2c was directed around the
pattern and brought in on precision to
where the runway could be seen with
the snj hanging right in there. As
both planes came over the end of the
runway the sB2c was given an emer-
gency pull-up, and the snj made a safe
landing. A few minutes later the sBac
was brought around the pattern and also
landed safely. Neither pilot had ever
made a GCA approach before.

&3

That’s what I call using the old nog-
gin’!  Congratulations to the GCA opera-
tors, the tower operator, and the pilots for
some savvy headwork which prevented the
loss of a plane. Incidentally, I imagine the
pilot of the SNJ had a rather odd feeling
in the pit of his stomach when they got
down below three hundred feet before
sighting the field. After all he couldn’t
hear the GCA instructions, how could he?

Grampaw Pettibone says:
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A DAY ON CVB-4I

PHOTO SHOWS CORSAIR FLY-OFF SANS CATAPULT
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VF-1-B, AtLaNtic—All this hap-
pened in one day while Fighting One
was operating in the Mediterrancan off
the Midway. The incidents included the
12,000th landing aboard, an unassisted
take-off from a catapult, and a new
member for the Royale Order of the
Flat Hats.

PEASANT HOSKINS WINS FLATHATTING HONORS

INCIDENT ONE—Lt. (jg) Ralph R.
Lang found himself in the unenviable
position of rolling along the catapult
with full gun on but no catapult assis-
tance to his F4u-48 loaded with a full
belly tank. After being turned up to
full power ready to be shot off, the hold
back ring prematurely broke.

The man with the beard (he resem-
bles Monty Woolley, see cut), realizing
his predicament, promptly seized the
bull by the tail, bent the throttle around
the throttle quadrant, and flew off unas-
sisted! Lang was last seen disappearing
over the horizon leaving a wake of sea
spray and frustrated flying fish.

In due time he joined the squadron
in the rendezvous area. Our hero upon
landing aboard was heartily congratu-
lated by Capt. A. K. Morehouse, skip-
per of the Midway, for his fine demon-
stration of pilot skill and technique
(plus luck!).

INCIDENT TWO—The Air Group
calls its junior officers Peons and Peas-
ants. Wheels are those officers of Lt.
Cdr. and up, as prescribed by CAG Cdr.
R. E. Riera. Peon (Ens.) Wallace R.
Carter had the privilege of adroitly
maneuvering his Corsair in for the
12,000th landing aboard the Midway.

INCIDENT THREE—Carter had hard-
ly climbed out of his aircraft before
Capt. Morehouse came down from the
bridge to present Peasant (Lt jg)
George W. Hoskins with the honorary
title of Flat Hat, 3d Class.

It seems that Hoskins had flown his
section somewhere between flight deck
level and the water's edge just under
the fantail at a2 mere 400 knots on a
coordinated attack on the ship, In a
scene reminiscent of war days, the cap-

tain, after concluding his flowery,
humorously sarcastic speech, turned,
lifting from its pillow a misshapen blue
sailor flat hat of the extremely raunchy
salty variety and placed it on the un-
bowed head of the sheepishly-grinning
Hoskins.

VF-1-B is commanded by Cdr. E. P.
Rankin of Truculent Twurtle fame.

I &

VF-18-A Corsairs Test GCA

Carry Out Two Exercises Successfully

To determine the safest and most ef-
ficient method of landing a number of
aircraft by use of ground controlled ap-
proach, eight Corsairs from Fighting
Squadron 18-A recently undertook two
experimental problcms at Quonset Point,
Rhode Island.

Ten miles south of Quonset Point at
8000 feet, the eight aircraft, led by Lt.
Cdr. Robert D. Nye, simulated a
flight of planes above the clouds return-
ing from an aircraft carrier or a tactical
mission and having to find the station
on instrument conditions.

The aircraft were landed by com-
bining an instrument let-down on the
range with a normal GCA approach.
Aircraft were detached in inverse order
and let down singly. The tower con-
stantly maintained close checks on the
position and altitude of all aircratt.

All planes were on the deck in less
than 50 munutes.

In the second problem, the eight air-
craft were scattered north, south, cast
and west of the station at different al-
titudes, simulating single planes return-
ing to the base with low ceiling and
visibility. All aircraft requested GCA
in a space of less than five minutes.

Aircraft with zB operating were as-
signed different altitudes in the same
sector, while those without zB were
stacked on the range. Aircraft were
transferred to GCA control as in the
first exercise.

Results of the problem showed that
4 number of aircraft can be landed by
GCA with a minimum of delay and
confusion and advanced a satisfactory
method of coping with similar situa-
tions to those simulated in the exercises.
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SKYROCKET, 1940 VERSION—First

¥ ;

Navy plane to carry
name of S&yrocket is XF5F-1 Grumman experimental fighter

NAMES —Plane and Fancy

E\-’I{R wonder how Navy planes got
names like Hellcat, Banshee or
Skystreak?

In the days when there were few
Navy planes, they did not have names,
only numbers. But as they became more
numerous, manufacturers began giving
them fancy names and some system had
to be set up to give them official Navy
approval.

Here is the way it works: The com-
puny submits a name or list of names
for its new plane to BUAER. The nam-
ing does not take place now till a plane
goes into production - experimental
models no longer are named.

When BUAER makes its choice of
names from the list, it sends the selec-
tion to the Aeronautical Board which
gives it final blessing, after checking to
see that it does not encroach on other
companies’ name ‘‘rights” and is ap-
propriate.

What do we mean by "rights”? The
Aeronautical Board gave Grumman
Aircraft the right to exclusive use of
"Cat"" names for its fighters—hence the
Wildeat, Hellcar, Tigercat and now
the FoF Panther, lts amphibians are
named after birds like the Widgean,
Duck, Albatross and Googe. Douglas
planes feature the word “Sky.”

Curtiss also uses variations of bird
names, like its sc-2 Seabawt and soc-3

Seagull, and the sv2c Helldiver, M-
Donnell Aircraft uses etherial names
like Phantom and Banshee., Chance

Vought fighters carry a class of names
like Corsair and the Fsu Pirate. The
Piasecki 10-man helicopter is the Rey-
cuer.

The Navy gave the name of Fury to
its new jet fighter FJ-1, made by North
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American. That company's other fighter,
the famous p-31, was named after an
animal—the Mustang.

Care to test your knowledge of names
of the newer Navy planes? How about
the Dark Shark, the Mercator, the S&y-
rocket, the Banshee, the Fireball, the
Mauler and the Skyraider?

In case you didn't guess the planes men-
tioned in the paragraph above, the Dark
Shark is the Fzr-1 Ryan turbo-prop and jet
fighter, the Mercator is the Martin piM, the
Skyrocket is the Douglas p-s3¢ 11, the Banshee
is the McDonnell ¥zu, the Frreball is Ryan's
prop-jet FR-1, and the Mawler and the Sky-
raider are the new attack planes AM-1 and
Ap-1, by Martin and Douglas.

Incidentally, the name Skyrocke: is
not new with the Douglas research
plane. The Grumman FsF illustrated
above was named that also, and Bel-
lanca had a cabin monoplane with the
same name. The Panther also was the
Keystone 18-6 bombing biplane of the
1930 era.

If you learned to fly in the earlier
days you may have flown a Stearman
Clordboy trainer or a Curtiss Nac
Fledgling. Many early Curtiss planes
were named after birds like the Fac-
Hawk, the two-seated observation Fal-
con, the Kingbird cabin plane, Today's

HERE 1S THE FIRST SKYROCKET, A BELLANCA

SKYROCKET, 1947 VERSION—SI ightly different i1 appear-

ance is the latest Skyrocker, Douglas’ speedy research plane.

sB2C's are Helldivers, but so were Cur-
tiss’ FsC-4 fighters of 15 years ago. An-
other authority lists the nickname of
that old fighter as Tanager.

CHAN(,I" Vought has been calling its
planes Corsairs for many  years,
even though some were seaplanes, am-
phibians or reconnaissance planes in
the old days. Some odd nicknames
were used in the past, like the Chuniny.
the Tw-3 torpedo bomber by Dayton-
Wright; and the Nancy, the Nc-4 flown
by Lt. Cdr. Marc A. Mitscher across
the Atlantic. The raw float plane by
Wright was known as the Apache. The
PBY-type plane build by Naval Aircraft
Factory carried the name of Nomuad.
Names really came into their own
with World War I1, however. Doug-
las Danntless dive-bombers and Depus-
tator torpedo bombers gave way to
Avengers and Helldivers, There was a
parade of Kingfishers, Sentinels, Har-
poons, Privateers, Mary, Nightingales,
Grasshappers and Mariners.
Incidentally, you post-war aviators
who fly around the country in JRB'S,
we'll bet you can't guess what those
twin-engined Beechcrafts are called?
f;‘.\‘f'ﬁw"]a‘a’r’n'\'.

Marine Mech Ex-RAF Pilot

Boasts of Combat Hours During War

VMF-323, EL toro—This squadron
has a mechanic striker who has 956
hours in Spitfires and Hurricanes while
in the RAF and RCAF during the war.
He is Pfc. Douglas C. Goudie of Port-
land, Ore.

Goudie was a full-fledged fighter
pilot with the Wolf and Red Indian
squadrons and flew over France, the
Middle East, Jugoslavia and European
waters. He attacked shipping and
trains, went on rbubarbs (lone strikes)
and went on fighter-bomber sweeps.
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(Among the most popular training aids dur-
ing the war were the Sense pamphlets. Every
avintor has resd them nnd laoghed at their
cartonms.  NAVAL AviaTion NEWS presents ex-
eerpts Trom the newest of the ling—Jel Sense
just offt the

i)
Ttuz FIGHTING forces have been mov-
ing from here to there n any num-
ber of ways—dog cart, jaloppy, kayak,
scooter and paddle wheel steamer. Some
still walk, although the idea always has
been to move as quickly as possible.

If the old Southern warrior who
talked about "gittin thar fustest” were
still around, he would raise one end
of his walrus mustache at the sight of
the Navy's newest and most astonishing
method of going from one spot to an-
other in a hurry. It's the scoop and
whoosh device called the turbojet en-
gine.

At air stations, where the flying
gentlemen pause in the day's occupation
to make cracks about the way the other
guys louse up their landings, the sight

of a jet generally provokes long,
thoughtful looks. . . Even the toughest
pilot does a quick double-take when all

r

he sees is a scoop and a hole, and if
he didn't know better he'd say the
airplane was hung up for an enginc
change.

Here are two facts every jet pilot
should know: 1. The turbojet engine
uses a whale of a lot of frel and uses

it fast. 2. The engnie reaches ity peak
efficiency at close to maxinum RPM at
high altitudes. In other words, the jet
pilot must account for every minute of
the time his engines are working. He
can make them work best when he's
up high and going fast. . . .

UP HE goes then to 30,000 feet and
roars along at maybe 350 knots.
He doesn't have the sensation of speed
because the jet aircraft is smooth and
sweet to handle. Because the air is
thinner up there and his engine is more
efficient, he is getting more speed than
he would with the same throttle setting
at 2,000 feet. '

"Ah,” says Dilbert, “getting low on
gas. Now for home and mother.”

So he noses down, picks up too much
speed, pulls back on the stick, noses
down again. By the time he finishes

horsing around, he has wasted precious
fuel getting down and of course he
hadn't figured on this when he cal-
culated how long he could stay in the
air.

Panicked. he loses track of where he
is, forgetting that the kind of naviga-

. I L4
Towerwere am I 7

tion he can get by with in the SBXC is
almost useless at efficient jet speed
when about all a good man can identify
safely are nice. fat rivers and stretches
of coastline. So, while he hollers for
a fix, Dil burns up more fuel Finally,
when he's ready to crack his flaps and
let down his wheels, he's too far from
home to make it and carves his own
runway in a cornfield,

In the jet business, you don’t make
up a flight plan as you go along. The
way fuel runs out, it's absolutely essen-
tial to figure out more carefully than
ever before the safe margin to have in
the tanks to get back home. . . .

The turbo-jet engine works better at
high altitudes and speeds, sure; but the
smart gent doesn't forget that he has
to come down and slow down to make
it back, The lower down, the less effi-
cient the engine; the slower, the more
fuel it uses for what it gives. What
you learned about economical cruising
speeds in conventional training is out
as far as the jet is concerned.

Our boy plans in terms of time. With
the turbojet eating up anywhere from
300 to 500 gallons of fuel an hour,
he'd be a fool if he didn't. With drop
tanks, the jet aircraft has about the
same range as the conventional fighter
but does the job more quickly. You
cover the ground fast. . . .
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A JET
., CAN DRINK
LIKE A FISH

I view with
ALARM 7

CONTACT

FLIGHT plan firmly in mind, he takes

his place in the cockpit, pleased as
always by the simple engine instrument
panel in front of him. Before he makes
4 move about turning them over, I
Pendennis Jet buttons up his harness,
fastens his 'chute straps, and so on.
The last minute pulling and tugging the
prop pilot performs while his engines
are getting hot would mean wasted fuel
in the jet, which requires no warm up.

In fact, Joe will not give the starting
signal until he’s ready to taxi.

Everything looks OK. Joe sees no
loose articles or people up front to be
drawn into the inlets by the powerful
suction of the engines. No first cousin
to Dilbert has his face up against the
exhaust nozzles either,

The jet exhausts are not flame
throwers, but the gases come out at
such terrific velocity that up close
they're hot and potentially dangerous.
After he starts up, Joe will no more
aim those exhausts at people than he
would blast an innocent bystander with
a slipstream.

BEWARE OF

PREE  JETS

Gas on, throttles in cut-off position,
battery switch off.

Joe signals for auxiliary power and
holds the starter switch down a few
seconds. A sequence of events timed
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with relays does the rest: Joe just hits
the starter and sets his throttles, Aux-
iliary power winds up the turbine to
speed, fuel flow begins, the spark lights
the mixture. In some models, the en-
gine starts with a dull "whoom”: in
others, it's hard to tell when the fire
is lighted. Some whoom, some won't.

There he is, idling.

Like a mountain boy eyeing a squir-
rel, Joe keeps a sharp watch on tail pipe
temperature. A hot start is bad business
in a jet because excessively hoated
gasses flowing by the turbine wheel
may put it out of whack. The needle
doesn’t flick over the red line for even
a second if Joe makes a good start.

Chocks out, Joe's ready to taxi. He
advances the throttles smoothly and
slowly. If he rams them forward, he
knows he'll get a critical drop in fuel
pressure; the result: less thrust, higher
engine temperature, and possible dam-
age to the working parts. It's a jet
maxim that the slower the engine is
turning over, the slower the pilot ad-
vances his throttle to keep the engine
cool. The jet likes a man that takes his
titne. ...

It's a great temptation to taxi a jet
too fast. Joe sits well forward of the
wings, with no props in his way. He
can see. There's no sense wasting time
with all that fuel being used up, but
Joc observes the local rules. As he
taxis, he controls direction with light
taps on the brakes because he can't use
the throttles for that purpose on the
jet. He's still watching tail pipe tem-
perature too.

UP WE GO

I.\' THE take-off spot, Joe holds his
brakes and turns up the engines. If

they show full RPM’s, he's ready to go

—no mags to check, no warm up. He

makes sure the generator cuts in at the

JEASY F go0
v wanta get along
wt.{k‘g mes / e

right time and turns on the emergency
fuel system if the pilot's handbook
calls for it.

No funny faces so far.

With no prop blast working on the
rudder, Joe may need brakes at the
start of his run. After he's airborne,
Joseph stays low until he has the sgced
he needs.  The most efficient climbing
speed of a jet is a lot faster than prop
pilots are used to and our boy doesn’t
start his climb until he reaches it. . .

LOOK OUT BELOW
HIS MISSION  completed, Joseph P.
loses speed and altitude, still
keeping a wary eye on the fuel gages
and the clock. Landing is no strain
or pain but he doesn't forget that with
so much of his fuel weight gone, he'll
come in light and float farther. For
Dilbert the story may be different. He'll
tend to overshoot or undershoot because
he won't take the trouble to learn the
accelerating and  decelerating of the
et = .
The best methods of getting back
aboard are still being studied. The old-

fashioned way still seems to be the best,
with the following advice from Joe to
take care of special jet characteristics:

1. Lose altitude early, come around
crosswind, and into the groove flar.
This way, if you get a waveoff you'll
already have power on. You can't ram
the throttle forward and expect the
same immediate response you obtain
from a conventional plane.” The LSO
knows this and will commit you sooner,

2. Line up in the groove slightly
farther astern. You won't lose the LSO
because visibility from the jet is so
much better.

3. Get set for the cut soomer. The
light jet will float farther.

4. Be prepared 1o do some of your
most important flying after the cut. The
jet doesn’t have that fine big difference
in stall speeds, power on and power off,
that propeller planes have. It flies
longer.

A good many problems remain to be
ironed out before jets will be making
routine flights from carriers, but the
day is not far off. Keep yourself posted.

(Editor’s Note: Jet Senae pamphlet is copy-
righted and ean be reprinted in whole or part
only for official Navy use)
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44/9 THERE [ WAS..

Who's NATS Now?

s & control tower aperator at Weeks Field

(CAA) at Fairbanks, Alaska, 1 heard

the following over the interphone hookup

between our tower, ATC, radio and the Ladd
Field tower.

The Navy sent a NATS plane up from the
coast (500 miles to the nearest Navy sta-
tion). A flight plan preceded the plane by
ahout an hour, While the plane was en
route north, Ladd flight control called all
stations and gave them the flight plan.

It read something like this: ""Navy 0000
NATS Kodick VER Ladd Field.” Shortly
afterwards Ladd tower called flight control
and asked, "What type plane is a NATS, is
that a new Navy jet plane?”

Flight control gave him the word, which
should have been heard by all the other sta-
tions on the interphone circuit. But no, five
minutes later radio called and asked, "On
this flight plan on Navy 0000, is NATS the
pilot’s name?”

This put flight control slightly on edge so
she (civilian woman working for the Army)
called, "All stations copy, on flight plan
Navy 0000, NATS stands for Naval Air
Transport Service, You know a cargo planc
carrying personnel. The type of plane is an
rsD, and pilot's name is Jones. Any ques-
tions "

That should have straightened everyone
out, but wait, here comes Dilbert who was
asleep at the switch, “Flight control, we have
a new man on duty today and on this flight
plan for Navy 0000, he has it written in
here NATS. That doesn’t belong on the plan
does it? 1 think he just picked up some out-
side chatter and thought it meant something.
I can cross that NATS off the plan, can't [

Andrew T. Prinster
College, Alaska

Rock It

THL-'RE comes a time in every pilot's life,
when he gets the unsuppressible urge to
talk back to the tower operator.

It was close to dusk, and the planes were
coming back to the base from all directions
(just the time when you feel you should
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have saved vour last thirty rounds of ammu-
nition to aid in getting into the traffic pat
tern ).

One of the planes was experiencing dith-
culty in effecting an approach, when the
Wave in the control tower called, "Plane
in final approach, if you hear me rock your
“'iﬂgs.“

After a brief moment of silence, the pilot
with a disturbed tone in his voice responded,
“l can't rock my wings; if you receive me,
you rock the tower.”

SpENCER M. SCHECKTER,
Lr. (jg), USNR
Stare CoLLEGE, Pa,

New Year's Day, Yet

UsT AS the security officer is changing to

his blue uniform on New Year's morning,
winds of hurricane velocity hit a well known
neval air station in the Middle West. The
phone rings almost immediately and the nan
on duty at transportation reports an R4D try-
ing to get into the building.

The security officer says, "This is no time
for jokes, son, we are in condition one'.

The lad replies, "I'll check on it aguin,
sir’”. He returns to the phone and says,
“Sir, if T open the door, the plane will back
right in"".

The security officer then puts on his coat
and proceeds rapidly to transportation, where
he finds the story to be true. The plane has
snapped its mooring lines, rolled sans: pilot
or engines ahout 200 yards and is trying to
get in out of the weather.

The S. O. takes precautionary measures
and then departs for his office. Enroute he
meets the commanding officer. Standing at
stiff attention, he reports the condition of
the station. The captain listens to all the
trials and tribulations but with rather an
amused expression, and finally be says, "Mis-
ter you're certainly two-blocked today™.

The security officer is confused by this
comment. He then looks down and finds
that along with his immaculate blues he still
has on his bright red bow tie with the laven-
der and green polka dots.

Ride 'Em Cowboy
]__‘IKE 991% of the boys from the Lone Star

state, he was called Texas. And he
tried aggressively to live up to his name. So
much talk went on about ' riding the range”
that we, his non-Texan buddies aboard the
carrier, sometimes wished he had never left
it, Although he claimed 1o be handy with

“hoss'', mounted on his own legs he was
as tlurnsy as a colt. His unadulterated confi-
dence added to the natural hazards of work-
ing with him. Common opinion was that
he'd never make a sailor.

Fortunately he was nowhere in sight on
that fateful morning, when the air group
commander's plane came in with a “hung-
up”” 1,000 pound bomb. As the tail hook
caught the arresting cable, the 1,000 pounder
sheared off, went plunging end over end
down the flight deck and became momentarily

snared in the forward barrier cables, dead
in the center of the deck.

The men, who had scattered everywhere—
ducking into gun pits and leaping into cat-
wialks—barely had time to contemplate the
new emergency, "Was the homb armed?
How soon would it go off?"—when they
heard a wild cry.

Out of a hatch in the island sprang a
lanky figure. He went dashing out to the
bomb, straddled it, rode it to the edge of
the deck as if it were a bucking bronco and
then neatly slipped it over the side.

Of course, you've guessed who that re-
markable individual was—good old Texas,
the best — — sailor in this man’s Navy.

The Hairy Apes

ur pT boat was 20 minutes out of

Culion, Philippine Islands when we
went aground on a hidden recf. When the
three Packard engines on your PT won't
move you, hrother, you're stuck!

The reef was about five feet underwater.
We loaded the anchor aboard the dinghy and
hauled it astern a couple hundred feet and
dropped it there. Then we hauled on the
anchor line while the Skipper reversed at
full speed. No avail. That was in the after
noon.

The next morning when the sun came up
what a surprise we got. We were sitting
on dry land. Or 1 should say wet coral! The
hoat balanced on its keel and rudders. Two
of the PT's three screws were ripped half
off and the keel and bottom chewed by the
coril.

The next high tide still wasn't high enough
to free us so everybody but the skipper and
the engineer went over the side and knocked
the coral away from the one remaining screw.
Then we all heaved up and down on the
boat's bottom, rocking it back and forth.
Finally the 70-ton boat broke loose from the
coral and floated 100 feet awayv to safer
water, leaving us all standing on the reef
up to our necks in water.

There was only one way out. Off came
our pants and shoes and we swam out to the
drifting PT boat.

It was quite an array of hairy legs that
lined up at the supply window for new
ones next day.

Keane AvienN, TMIc (V-6)
BuTLER, PENN.

Coming Down

THF,RF.’S one in every crowd, and our
training unit at Pensacola was no excep-
tion.

During a formation flight, which was being
observed by the type of instructor who gives
everyone in the air a bad time, one of the
cadets was experiencing unusual difhiculty in
performing a cross-over from one side of
the formation to the other.

As the cadet made another wvain attempt
to stay at an altitude within reason, the in-
structor. in the harshest of tones, blared into
the microphone, "Great Caesar's ghost, come
down, come down!"”

Unable to restrain himself another pilot
in the area retorted, “"Roger, this is Julius
Caesar coming down.”

Spexcer M. ScHeckTER, LT, (J6) USNR

StaTE COLLEGE, PA.
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DID YOU KNOW?

CAPT. DUCKWORTH CONGRATULATES ROMANCZYK

Plane Captain Aids Mates
Helps 7 Injured Survive PBM-5 Crash

The safe recovery of the seven other
survivors of the pBM-5 crash, which oc-
curred last February at Green Cove
Springs, Florida, was in great measure
due to the outstanding rescue work per-
formed by the plane captain on the
ill-fated  Mariner, Joseph Romanceyk,
AMMIc,

Despite the fierce flames which en-
gulfed the plane immediately after the
crash, Romanczyk, who had been man-
ning the ﬂl;_,hr engineer’s panel, man-
aged to extricate Ensign Hunter (who
was suffering from shock). He pushed
him out of the port side of the fuse-
lage, somewhere near the cockpit. He
then examined the pilots, and, after de-
ciding that they were dead, jumped
from the ﬂ.li'l‘l[llé._ plane and cleared
Ensign Hunter from the fire.

The six other survivors were out of
the plane and clear of the flames by
this time, Two men were lying on the
ground and the others, all injured, were
wandering aimlessly. After searching
the wreckage as well as conditions per-
mitted and checking once again to make
sure that no one was alive in the plane,
Romanczyk then made the ambulatory
survivors lie down at a safe distance
from the plane, which he feared would
explode at any moment. He carried
the non-ambulatory ones to the same
location.

To make the men more comfortable,
Romuanczyk then inflated life jackets
and placed them as pillows under their
heads. Such flight jackets, blankets, etc.,
as he could salvage he used to cover
the men. He then gathered leaves,
boughs and logs, and by use of his
cigarette lighter, started a bonfire next
to the men to keep them warm.

As soon as his charges appeared to
be resting as comfortably as could be
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expected, Romanczyk went off in search
of a house and help. This search fail-
ing, he went to the beach and started
another bonfire in order to attract res-
cue boats. Finally, by waving a burn-
ing log and blowing his whistle, he
managed to attract the attention of men
in a personnel boat, which then made
the beach,

Romanczyk helped load the injured
aboard the boats, only leaving on the
last boat when the job was completed.

For the presence of mind he dis-
played throughout the whole situation
and for the resourcefulness with which
he handled the various problems Ro-
manczyk was commended by Captain
H. S. Duckworth, CO of NAS Jack-
SONVILLE.

FLIGKT PLANS

A convenient flight plan dispenser and
information board is a big belp to pi-
lots at NAS St. Lous. Dudwed b)
Lt. (jg) Milton Poole, f)f—’ﬂ,.‘f!r,’ﬂf o ffi-
cer, it keeps flight data in a convenient
place and preserves the manuals against
Other stations might duplicate it.
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Nat’l Air Museum Founded

New Unit Will Collect Historic ltems

Public law 722, passed 12 August
1946, established a National Air Mu-
seum. The new organization is to be
administered by the Smithsonian Insti-
tution, and the whole aeronautical col-
lection of the Smithsonian is being
transferred to the new agency.

[tems being transferred date back to
1876, the year when the first Chinese

GCA BOX scon: |-

January approaches. .

Actual instrument ...
Total APprinels ..o rcives i B
Actunl instrument

NAVY AIRSHIP FIGHTER 15 NOW MUSEUM PIECE

kites were received for the ethnology
collection. Included in the collection is
the James Stringfellow aviation engine
received in 1889—which was the first
aeronautical item collected as such. Also
included is much of Langley's work and
a great number of historical Army and
Navy items, even up to the first Ameri-
can jet |'1L1nc— the Air Force's Xp-:04,

A museum, in addition to preserving
historical items for posterity, has an
educational, inspirational and entertain-
ment value for the present generation.
A museum is constantly used as a refer-
ence source by inventors and engineers,
It prevents repetition and  sometimes
provides just the answer required to
make a new development work. Prac-
tically all of the modern developments
have been the object of a great deal of
xtud} in the years })d.‘d_

Aviation Circular letter 20-47, states
that “The Bureau of Aeronautics is
undertaking the selection, collection and
preservition of Naval and ex-Enemy
(trophy) aeronautical material and al-
lied items now in the possession of the
Navy for deposit in the National Air
Museum. . . ."

All Navy personnel are requested to
read the above circular letter and com-
ply. Items collected at various air sta-
tions will be sent to a central collection
point when designated by a later direc-
tive from BUAER.

Not only are Navy personnel en-
joined to be on the lookout for strictly
naval items, but it is also desired that
any historical aviation items be reported
as possible candidates for the national
Air Museum. So, if you happen to
know of a "flying machine,” 1892
vintage—down on the farm, in back of
the barn—please inform the Technical
Data section. Engineering Branch, Aer-
TD-3 in the Bureau of Acronautics. This
is the Navy's coordinating agency for
the National Air Museum collection.
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Here's proof that all naval aviators of the old school did not fly ragged formations
y ragg J

like the shot Naval Aviation News van in December iisue.
Can you tdentify these planes and the place?

popular we are presenting another.

el ‘.”’T'?"f..’ ury ﬂ’f/

Navy Seeks School Support
Sets Up New H.S. Recruiting Program

The Navy has long offered young
aviation enthusiasts, who are unable to
pursue their studies in civilian institu-
tions, an opportunity of training to be-
come technical experts in such fields as
aviation maintenance or aviation elec-
tronics. Yet many young men have left
or graduated from high school without
learning of the training available to
them in the naval service. Thus they
have lost an opportunity for furt'hcriné:
their chosen career and the Navy has
lost some por(rnr:.lii_y valuable recruits.

To narrow this gap in information,
the Navy has recently developed a plan
to insure closer and more effective rela-
tionships with school authorities in
connection with its high school recruit-
ing program.

A policy for working with high
school educators and procedures for re-
cruiting in high schools have been
established, which have the endorsement
of leading educational organizations
throughout the country such as the Na-
tional Education Association and the
National Association of Secondary
School Principals.

Under this policy, the Navy now
goes on record as encouraging ‘.Ludcms
to finish high school and, if possible,
continue their education. It seeks, huw
ever, to acquaint high school students
with the vocational-career opportunities
in the Navy, so that those who are un-
able to stay in school may consider sign-
ing up. The Navy further seeks to have
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That f},wfr.’ proved so
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interested students prepare for future
service, while still in school, by schedul-
ing helpful subjects, such as mathema-
tics, and by participating in the school’s
health and physical fitness programs.

In all their contacts with the school,
recruiters are directed to contact students
only through the established channels of
the school. They are to avoid proselyt-
ing students who possibly can continue
their education. Their job further in-
cludes making wvocational information
available, participating in vocational
assembly programs and arranging for
students and teachers to visit nearby
naval establishments.

By these procedures, the Navy hopes
to realize its need for 131,000 new re-
cruits during the present fiscal year,
many of whom will train for highly
technical aviation rates. At the same
time, the Navy hopes to insure the sup-
port of educators in its democratic pro-

gram to maintain  national  security

through voluntary enlistments.

7|

NAVY OFFERS TRAINING IN AVIATION SKILLS

HRP-1 Maintenance School

Coast Guard Personnel Get Training

A comprehensive helicopter mainte-
nance training class is now in session at
Piasecki Helicopter Corporation in Mor-
ton, Pa., for personnel assigned to avia-
tion in the U. S. Coast Guard,

The delivery of production helicop-
ters in volume to military bases in vari-
ous parts of the country requires trained
service personnel. To provide first-hand
information on maintenance of the
Piasecki HRP-1 transport helicopter, the
Coast Guard has assigned eight officers
and men, all competent and {-.\‘pericnct‘d
personnel, to attend the course.

All phases of overhaul and mainte-
nance procedures are covere | with class-
room lectures, shop experience, and
flight test operation. Actual disassem-
bled component parts have been made
available for the students, enabling
them to study various assembly and dis-
assembly techniques. Operational train-
ing is given at the Piasecki “Heliport™
where the company's flight test pro-
gram is carried out.

Multiple selection tests given periodi-
cally throughout the course help deter-
mine the students’ helicopter-mainte-
nance ability, for proper entrance into
their service records.

A class of Marine and Navy person-
nel recently completed a similar course.

Navy Shares Parade Honors
Winning Float Features Point Mugu

The Naval Air Missile Test Center at
Point Mugu, California, shared h(}n{)rs

with Ventura County in the latter’s spec-
tacular

entry in the Tournament of

|

VENTURA COUNTY'S FLOAT WON COVETED PRIZE

Roses parade, held in Pasadena on New
Year's day.

The float, symbolizing "the defense
of the golden west" and featuring an
actual jet-propelled guided missile, won
first prize in the division for counties
of more than 50,000 population. The
poinsettia-strewn guided missile was
poised, as if in flight, over a field of
chrysanthemums. Riding in the float
were Lt. Ray Offot, L. A. Lingle BM2,

Jack Timmerman and Wave Re-
servist Roberta Garlock, all from Mugu.

Restricted



CDR. BUIE MAKES INITIAL CORAL SEA LANDING

‘Coral Sea’ on Shakedown
Buie Makes First Landing on Carrier

USS Corar Sea—With this newest
of the Navy's aircraft carricrs out on
its shakedown cruise this winter, it did
not take long for the 1000th landing
aboard to be made. Honor of making
that landing went to Lt. (jg) Edward B,
Uhler of vF-6-B in an FiU-1.

Within three weeks 989 take-offs and
1,024 landings were made on the CVB.
First man to take off and land was Cdr.
Paul D, Buie in an ap-1. A helicopter
attached to vx-3 and [\il()fc&‘l h\' Lt. Cdr.
Robert L. Junghans was based aboard

durm;, first Hight operations.

BUIE’'S AD-1 WAS FIRST TO HIT CWVB-43 DECK

B RS RN N R NN

NAVY FILMS

Title
Transmissions-Prinei-
Operation-Part 1 (Re-

Navy No.

SN—4056a Hydraulie
ples of
atrieted)

Hydraulie
ples of Operation-Part 2
stricted)

Hydraulie Transmissions-Water-
bury and Northern Construe-
tion (Restrieted)

Hydraulic Transmissions-Viekers
Construction (Restrieted)

Transmissions-Prinel-
{Re-

BN-4056b

SN-4056d

SN-A056e

MN-4353L Flight Safety-Mnarginanl Weither
Accidents (Restricted)

MN-G056e Ammunition Handling  Abonrd
Ship-Ammunition as Cargo (Re-
strieted)

MH-6607 Platoon Leader Program (Non-

elus=ified)
Centerville USA (Non-classified)
Damage Control-Investigation of
Prmage (Non-clossified)

MH-6809
MMN-4920:

MN-5166 Your Part in Position Classifica-
tion (Non-classified)
MN-hddda Deseriptive Geometry-Finding the
Line of Intersection of Two
Solids (Non-classified)
MN-6605 Of Liberal Edueation (Mon-elassi-
fiod )
Film libraries in every Nuval District, at

various air stations and centers, and at selected
locations outside the continental United States
will furnish all training films required by the
Navy and the Marine Corps.

Restricted

This Navy L-30 is a converted Bell P-g3 and is being used by NACA at Langley

Field to investigate the flight characteristics of swept-back wings.

Note the very

high angle of attack as plane touches down. The string tufts on wing are pheto-

graphed in flight by an automatic camera installation.

Flight qualities of the plane

are pretty good, but with power off the glide path is somewhat steeper than most.

Winter and a NATS Pilot Battle It Out

VR-1, Patuxent — Winter flying
can be rugged: if you don't think so,
read about the flight of one NATS RsD
from the Mediterranean area westward.
It's a tale of low ceilings, engine trou-
ble, sub-zero weather and snow-bound
runways.

Departure from the Mediterranean
was delayed 24 hours by high winds
around Lagens, Azores, first scheduled
stop.  When the flight got underway,
the load included six ambulatory pa-
tients, induding three psy(hus and 5,-
000 pounds of mail. Two hours out
of Argentia, Newfoundland, the flight
encountered heavy snow.

NAS ARrRGENTIA reported solid zero
zero weather. Plane Commander Lt.
(jg) H. T. Webb overflew ir 450 miles
and landed ar the ATC bace at Goose
Bay, Labrador. The landing there was
at 0300, with free air temperature in-
dicating -35° C. Cabin heaters were
inoperative and frozen.

Two hours after landing, rhe plane
was gassed and toox off for Patuxent
River. A short time out, #3 engine
began eating oil and in three hours had
lost G0 ;_g_"lllons. Due to bitter cold, oil

congealed to a thickness of four inches
on the underside of the wing near the
engine.

Webb set the plane down on a par-
tially-decommissioned ATC  field
Presque Isle, Maine. Despite six inches
of snow on the runway and a surface
temperature of -207, passengers and pa-
tients got comfortable accommodations
at the field while repair work was in-
vestigated.

It was found that the only hangar
available would not take an rsp. Tem-
perature fell to -35° and prevented
work on the engine in the open. It was
necessary to run up engines every two
hours to keep them operative,

A relief rRsp from Patuxent came in
to bring out passengers and mail. Faced
with leaving the trans-Atlantic plane
on the field, disabled, till spring, the
pilot got permission from ComNATS
to ﬂ} the plane to Patuxent on three
engines. It finally arrived at that base
10 minutes behind the relief plane. The
disabled en;_,me was found to have ex-
cessive metal in the main oil screen,
necessitating an engine change. There
is no record of how many gray hairs
the pilot got from this trip.

Squirt [ohs in quantity.
graphed in one spot at one time.
naval fleet squadrons in San Diego. In this picture they are lined up al the North
American plant at Los Angeles airport before delivery to pilats who will fly them

This is the largest number of ¥J-1 aircraft to be phato-
These 550-mph fighters have been assigned 1o
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IN THEIR CLUB AFTER THE BATTLE, VPB-1

IGHT through the narrow straits of
Buka Passage they came, seven
Venturas of vpB-140, later 123. They'd
waited four days for the weather to
break and give them a chance to lay
mines in the narrow neck of water that
allowed the Japs to reinforce their men
at Bougainville.

On the night of 16 November 1943,
VPB-140 at a 700-foot altitude ran the
gauntlet of antiaircraft fire over the
heavily-fortified passage. Although the
dash took only a few minutes, it seemed
as long as the flight that had brought
them up from Munda to the target.
Led by Lt, Cdr. Charles Houston, ex-
ecutive officer of the squadron, the [7en-
luras went through the passage at 160
knots, each plane dropping its 1900-
pound mine at its scheduled time so
that the whole straits would be evenly
sowed with the lethal load.

Of the 664 missions Hown in a seven-
months period by ves-140, this one
offered the greatest hazards and, if
successful, the greatest rewards. It was
successful. The passage was closed.

As one Ventwra swung out of its
Hak-studded course at the end of the
channel, it narrowly missed collision
with another squadron plane. The two
lucky pilots then joined up for the trip
home, somewhat subdued by the
thought that they had just missed join-
ing up forever. Still another Ventura
had, by as narrow a margin, missed a
mine as it parachuted down. Luck,
however, flew with the Venturas that
time, and although they were jumped
by enemy fighters, they returned to base
unscathed. It was more than something
to write home about!

Commanded by Lt. Cdr. Vernon Wil-
liams, the SLII.IEL;JIOI'E returned to the
United States after its tour of duty in
the Solomons and Russells. One Hun-
dred Forty could note with pride that
it was the first PV squadron to go into
combat in the South Pacific, the first to
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23 PILOTS CELEBRATE VICTORY

This is the fourth of a series of short sketches
of squadrons in Waorld War 11, based on reports
filed with Aviation History, DONO (Air).

make a successful night water landing
—Lt. Marion Truitt was the pilot of
this exploit—and, so far as is known,
the first to use its bombers for low
level attacks @ might against heavily
fortified areas.

The only fatalities of the tour were
Lt. (jg) Anthony Brenner and his
crew. Before the tragedy, Lt. Brenner
and his crew had been part of a flight
that bombed Ballae airstrip at low
levels. In gaing over the flak-spurting
strip the first time, Tony was crowded
off, so he did not drop his bombs. In-
stead he swung around and went over
the strip again even though by that time
he faced a tunnel of antiaircraft fire.
Down the strip he went, dropping all
his bombs. A week later his plane with
all his crew disappeared on patrol in
the Bougainville area.

Re-formed as veB-123 under command
of Lt. Cdr. Samuel G. Shilling, the
squadron returned to the Pacific 13
months later, this time in Privateers,
with no more than a dozen of their
old squadron, to prove a scourge to
Japanese shipping. Base of operations
was Yontan Air Base, Okinawa. From
here the Privateers ranged over the
west, south and east coasts of Korea,
through Chosen and Tsushima Straits,
over the west, north and east coasts of
Kyushu, the north coast of Honshu
and south of Shikoku. The area of

LT. CDR. VERNON WILLIAMS, SKIPPER, STEPS OUT OF PV ‘SEA BISCUIT’

search was later extended to include
the coast of China as far north as the
Shantung peninsula.

Except for a single-plane night patrol
off the east coast of Kyushu, all pa-
trols were daylight, lown in two-plane
sections with take-offs scheduled from
0300 to 0600, Take-offs were made.
for the most part, in darkness with
ceilings ranging from 100 feet to un-
limited. Planes were heavily loaded;
the average load was 3500 pounds of
bombs in various combinations, 2700
to 3100 gallons of pasoline, and 8000
rounds of ammunition.

On 30 May 1945, the squadron
undertook the first of 230 combat mis-
sions that were from that day to the
cessation of hostilities to net them 67
enemy ships sunk (40,370 tons), 38
ships damaged (12,650 tons), 9 air-
craft, 3 probables and, in addition, in-
calculable damage to rail communica-
tions in Korea and dock installations
at Shanghai. vpB-123 was one of the
first squadrons to fly typhoon recco.

FmsT on this tour to make the enemy
pay off were Lt. Robert ]. (Med-
ali) Monahan and Lt. George W. Mc-
Donald. One their first patrol 21 May,
they splashed one enemy fighter with
Roy T. Buckles, acmm, plane captain,
and Jacques C. Flores, ARM 3/c, re-
sponsible for the kill. Crews 13 and
14 were happy to make so successful
a debut.

June 4th was the biggest day of the
tour in terms of tonnage sunk (11,500
tons) when Lt. A. G. McCualg and
Lt. Kenneth F. Sanford sank a large
flect oiler, one medium freighter and
two small freighters off the coasts of
Gotto  Retto and  Tsushima  Islands.
Sanford, who might have had stars in
his crown almost instantly had he not
averted a crash into the sea, managed
to keep his plane, damaged by AA fire,
airborne, and he and McCuaig for this

Restrieted



day's work received instead a Silver Star
each, their crew members I}'il.’ IVFC

Two days later as It H. M. Sander-
son and Lt. (jg) E. }\un were pa-
trolling at low .ﬂrrtm[v off Kyushu,
seven Japanese fighters escorting a
transport passed directly over them. It
was a shot you couldn't miss. Shades
of sitting ducks! Bow Gunner Walter
Minto, AoM 3/c, and Plane Captain
M. T. Cloney, amm 1/¢c, of Klein's
plane and Frank N, Anderson, aom 1/c,
bow gunner of "Sandy’s” plane pf(‘kt:d
off a Tojo, trailing the end of the
flight, instantly and neatly in the tradi-
tion of the Scourge of the Sea. The
Jap formation proceeded, and they were
probably unaware of their loss until
they landed.

On 7 June, Monahan and McDonald
sank three stack-aft freighters along the
coasts of Gotto Retto and Tsushima
Islands in the face of heavy anti-aircraft
fire from shore installations. (,o-pilots
Lts. (jg) Franklin R. Chic and Melvin
N. Sullivan through their keen observa-
tion spotted the fire and thereby made
it possible for the pilots to make safe
runs in their attacks.

The  Monahan-McDonald  section
again went into action on 12 June
when they penetrated the Sea of Japan
to 39° North, 133° East, searching for
new enemy shipping lanes, The flight
through a front of typhoon proportions
was successful owing to the excellent

teamwork both crews. This search
brought a "Well Done" from Com-
mander Fleet Air Wing ONE,

N 8 June Skipper Lt. Cdr. Shil-
ling took “Troublemaker” Mc-
Cuaig out on a spin worthy of his nick-

name. While they were attacking a
freighter off southern Korea, a few
enemy fighters appeared. When the

Privateers cleared the area, they left
the remains of one Rex and one Tojo
as calling cards. They had also gained
the distinction of being the first Priva-
leers to encounter phosphorus bomb
attacks.

The latter part of June the raqu.'u{ron
went to Tinian for time out. On the
28th, they were back at Okinawa on
the old schedule, McCuaig and Sanford
let loose on the 30th to sink a freighter
transport and a medium freighter,
4,150 tons in all. They also left a
small freighter in battered condition.
McDonald and Monahan gave an en-
core the next day by sinking one large
freighter and a small one. On the
Fourth of July, this team really cele-
brated in sly]e on the Yantze River by
sinking a large oiler, a medium
freighter, and shooting up a number
of small craft. Day by day, ves-123
made the Japanese feel its punch,

Restricted

THE PRIVATEERS HIT JAP FREIGHTS

IN KOREA

The 14th of July marked the day of
the great railroad strike—of the patrol
bomber type. Lt. Monahan led a spe-
cial 8-plane unit (four from vPB-118
and four from his own squadron) into
Korea to break up any effective railroad
communication in the northern area.
With Monahan from vPB-123 on this
boxcar-busting, engine-erasing raid were
McDonald, McCuaig and  Sanford.
They all but rode the rails as they came
down on a railroad center,

Inscribing a traffic circle in the sky,
the raiders stayed over the yards an
hour, long enough to leave the railroad
system at that point a jackstraw stack
of iron and wood. Box score: 4 loco-
motives destroyed, and four others as
good as done for; 10 freight cars
smashed and 20 others damaged so that
any future use seemed improbable; 1
roundhouse demolished and another
badly hit; and extensive damage to
other trains, railroad beds, miscellaneous
stock and heavy equipment. The raid
set a standard of destruction that any
gremlins of railroad lines might well
stud) with envy,

But in addition to all the actions in
which VPB-123 participated, there were
constant patrols without sightings or

VPB-123

‘DECOMMISSIONED’ THIS JAP WVESSEL

contact with the enemy even though the
scctors covered were within easy fighter
range of hostile enemy territory.  Bar-
rier .II'ILJ t‘oll]l.)i.l{ atr }"I&lll'ﬂl\' tor '\"lll'[..'lLC
forces as well as regular weather
reconnaissance flights  were  regularly
carried out. These netted information
af vital importance, especially the pin-
pointing of typhoons which were more
to be feared than the Japanese in the
closing weeks of the war,

task

HE NEXT day Lt ()g) Richard

Treat teamed up with Lt. Sam R.
Pepe to uphold the squadron’s honor
in a special night raid to attack ships
and docks on the Huang P'u River,
Shanghai, in cooperation with two
planes each from vee-109 and vPB-118.
The night turned out to be a rough
one for the pilots and their crews. As
they neared the city, they were jumped
by defending night fighters and just
to make it more difficult, the enemy
bracketed them with heavy antiaircraft
fire.

Pepe turned in south of the Inter-
national Secttlement and let loose. Just
as he released his bomb load, he lost
one engine, this at a 100-foot altitude.
But he made his getaway. Dick Treat

was equally successful. He dropped
his bombs near Point Island and ust
missed running head on into a smoke-
stack.

Lt. Francis H. Harrington and Treat
made a reconnaissance flight three L].l)\
later along the Shangtung Peninsula in
search of enemy 5h|| ping lanes, On
23 July on their last flight as a team,
they Lntu,g.n.d the enemy off the west
coast of Korea and downed three Tojos
and one Val.

Sanderson and Klein flew their last
combat patrol together 7 August. A
convoy was sighted off northwest Hon-
shu. Both })l.mu made runs, but the
bombs in Sandy's plane hung up,
Klein had to handle the task. He sank
two freighters and damaged one. Even
though Sandy couldn't bomb, he dam-
aged a small ship with strafing runs,

Tragedy overtook him, however, when
Joseph H. Farmer, Aom 3/c. tail gun-

ner, was killed by AA fire.

The last of the 67 ships sunk on the
tour went down 10 August when Lt
Carroll E. Koontz, exccutive officer, and
Lt. James M. Reusswig sank a small
freighter. By that time, the Japanese
were getting down to their last trawler.

The enemy bowed out of the conflict
five days later, thus delivering VPB-123
from a life of frustration—trying to
find a fleet that wasn't there. vPB-133
started the long trail back to civvies
and a life free from flak to devote their
unmistakable talents, we are sure, to the
hunting of other prey.
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ACRES
0F
AIRCRAFT

THF ArIZONA climate is good for
man or machine. In fact, the Navy
found conditions at NAF LiTCHFIELD
PARK so well suited for outdoor preser-
vation of aircraft that this facility has
become a major storage point. There are
a good many airplanes shown in the
picture of sNJ's above, and views of
other type planes on different sections
of the station are equally impressive.

With the arrival of 600 aircraft in
the past six months, the 1000th aircraft
in the month of December, and more
ordered, it is expected that about 1500
of all types of naval planes will be pre-
served and stored at NAF LITCHFIELD
PARK. Pictured right are Comdr. ], G.
Lewis, USN. commanding officer of the
facility, and Lt. D. B. Phil[ipﬁ. USN,
pilot of the 1000th plane to arrive,

Litchfield Park is 18 miles west of
Phoenix and 400 miles from the sea.
The facility consists of 491 acres of
cleared desert, with a 6000-foot runway,
the largest hangar in the state of Ari-
zona, and a compact building arrange-
ment. Flying conditions are ideal. with
at least 360 flying days a year. Four-
teen officers, 244 enlisted men, and a
recently increased complement of ci-
vilians are carrying out the present ac-
celerated storage program,

During the latter part of the war
NAF LitcHrierp PARK was a busy

BEECHCRAFT ARE PRESERVED FOR FUTURE USE

18

place engaged in commissioning air-
craft modified at the adjacent Goodyear
Modification Plant. When this plant
ceased functioning, the naval air facility
was placed on a reduced operational
status carly in 1946 and was designated
a Bureau of Aeronautics storage pool
tor long-term preservation of aircraft.
Closing of the modification plant had
left approximately 250 multi-engine air-
planes awaiting disposition. These
planes, however, were never moved,
and BUAER directed that they be pre-
served in accordance with the applicable
technical orders and general engine bul-
letins covering long-term preservation.
Overhaul activities then started sending
to Litchfield Park newly-overhauled air-
craft which were in excess of the Navy's
immediate requirements, and by the end
of 1946 there were |1rL'bL'I‘\-'t:d and stored
over 300 new and newly-overhauled
multi-engine planes,

LIEUT, D. B. PHILLIPS AND COMDR. J. G. LEWIS

In June 1946 NAF LITCHFIELD PARK
was placed in a modified maintenance
status with an eye toward deactivating
it as an economy measure, but this did
not materialize. BUAER representatives
inspected and studied the storage con-
ditions and facilities at the station and
found it to be an excellent locality for
outdoor preservation and storage.

During the last six months hundreds

EE s
o S

HOW MANY SNI'S CAN YOU SPOT IN THIS VIEW OF OUTDOOR STORAGE AT NAF LITCHFIELD PARK?

of aircraft have been flown to Litch-
field Park from Glynco, Houma, Corpus
Christi, Tillamook, Wichita, Columbus,
Quonset Point, San Diego, and Ala-
meda. At present the many types of
naval planes represented at Litchfield
Park include the following: pBav-1,
PB4Y-2, PV-2, RaD, R3C, SNB, JRB, F7F,
Jo, TBM and sN .

Recently CNO established a  with-
drawal program which calls for depres-
ervation of a certain number of aircralt
cach month for flyaway to major as-
sembly and repair stations for modifica-
tion prior to |'cassignmem,

IN ADDITION to Litchfield Park’s pri-
mary mission of preserving and stor-
ing all types of aircraft, the facility, in
May 1947, was designated a ferry stop
on the Navy's transcontinental ferry
route, and at present is being used to
the fullest extent by the ferry squad-
rons. Ferry flights average 30 a day
and the facility once handled close to
100 ferry aircraft, in addition to its
regular trafhic, in one day. Though
Litchfield Park has the same personnel
problems as other stations, and a very
limited gasoline storage capacity, the
boast that it is the best and fastest re-
fueling stop on the entire ferry route
and is never out of fuel has not been
challenged to date.

The .Silf.(:t)’ record of NAF LitcH-
FIELD PARK is an enviable one and no
doubt greatly admired by Grampaw
Pettibone. Since the facility’s establish-
ment in 1943, with more than four
years of operation. there have been no
major operational accidents and no fa-
talities. During that time 1504 aircraft
have been commussioned, tested and
delivered, in addition to numerous tran-
sient, ferry and routine flights,

Recently a Volunteer Reserve Unit,
VAU-11-1, was established at the station
by NAS Los Aramiros, California,

Restricted



DEEP SOUTH RESERVE
ACTIVE

FLIERS ARE

Tm-' LOW setting in the
southwest and above the Geprgia
sky was clear and blue. Below, it wasn't
so good. The sNB bearing NAVAL
AviaTiON NEws flying reporter was
somewhere above NAS ATLANTA at
5,000 feet.

The trouble was: 1. There were
meu feet of solid clouds in between.

Lurking in those clouds not far from
Lh( landing field was Stone Mountain—
a mighty unfriendly 650-foot mound
of solid rock about which Civil War
battles once raged.

The only question was how to get
down. Radio contact with control tower
said the ceiling below those heavy
clouds was only 600 feet. Listening in
on an extra headphone, the NANEws
reporter got a great psychological lift
out of hearing the pilot then contact
the ground controlled approach unit
and ask to be steered down through
the clouds,

“There's a plane closing on you. Do
you see it?"’ the GCA voice warned.
Swivel necks failed to locate it above
the clouds. Apparently it passed in the
cloud blanket below. Those clouds
looked more and more unfriendly in
the fading light.

The Gca controller, Lt
C. Novak,

snB, by remote leadership,

sun  wis

(jg) Jerome
then took over flying the
He coached

Five of these Reserves attend college and fly;

the pilot down
through the dark
layer. It was a
routine let-down
for him, but it
was the first
time the flying
reporter had
done a GeA land-
ing and it was
plenty exciting. Then we broke out of
the overcast. Right in front lay NAS
ATLANTA's short runways. Everyone
in the plane let out a big breath.

"How long has this been going on?

It's wonderful!"” we demanded to
know. Gca had added another name to
its list of life-long boosters. NAS
ArLanta never looked more inviting.

Now a Reserve air station, Atlanta
once was the hotbed of instrument
training and flying. So it was par-
ticularly appropriate that the NANEws
plane should use the Navy's No. 1
landing aid to come in there. Only a
few miles away is Gainesville, Ga,,
where the Navy tested its first opera-
tional GCa sets durm;. the war.

Atlanta in those days was the home
of schools for training Link trainer
operators, control tower operators, op-
erations officers and instrument flight
instructors. Hundreds of WavVES once
swarmed over the station learning

ATLANTA INSIGNE

left to right:
McCormick, Nevins, Brennan, Wallace, Long, Brady and Hart

work the Links. Today there are still
a few Links there, but they are in the
technical training building and are used
to check out Reserve pilots who drive
out to NAS ATLANTA to fly.

ALAR(;E portion of the 1,000 Or-
ganized Reserve officers and men
attached to the station's nine squadrons
come from Atlanta and the surrounding

area. Recently, Associated Volunteer
Units were commissioned at Birming-
ham, Ala.,, and Charleston, S.C., so

that Reserve pilots in those areas can
continue their flight abilities. Atlanta
pilots ferry trainers over to those cities
and come back via JrB. A few days
later, the avu fliers bring the planes
back to Atlanta.

Birmingham's unit has 100 Navy
men who do their flying from the
municipal airport there, while the 40
at Charleston do their training at a
former Army air field.

Let's take a look at some of the 200
pilots who belong to the Organized
Reserve at Atlanta. There are fellows
like James Strange, a business ad stu-
dent at Auburn, who flew fighters in
the Marshalls and Marianas. He comes
out with a load of his fraternity brothers
for Reserve ﬂ\]n(s_'

Or there is Lt. (]n-{)r;_.{c Wrenn, a
Volunteer, who shot down five Japs
on a single mission while flying a
Wildcat off the Hornet in 1942 near
Santa Cruz Island. He now is a manu-
facturer's agent and not many of his
customers know about the Navy Cross
he got for that feat.

Another outstanding Reserve pilot
there is Lt. Cdr. Frank M. McAfee,
who shot down five Japs while flying
off the Ticonderoga and Hancock. Now
the operator of a wholesale candy busi-
ness, McAfee owns a Stearman and
Fairchild and flies commercial charter
and sight-seeing trips around Atlanta.

Lt. Herron, the electronics officer, and
his aircraft maintenance crewmen



Tllmtl' are a number of L‘Ol[tgcﬁ and
universities 1 the Atlanta area.
The station with its Avu’'s serves Re-
serves at such schools as Georgia, Bir-
mingham Southern, Emory University,
Auburn, University of South Carolina,
Georgia Tech and Oglethorpe.

Although the South as a whole is
pretty flat, the rolling terrain around
NAS ATLANTA limits its longest run-
way to less than 4,000 feet. Despite
this, Atlanta’s safety record holds its
own with other average Reserve stations,
Its Gca unit makes about 150 practice
approaches a month and brings in a
few under actual instrument conditions,
like the NANEws plane. Army pilots
from nearby fields also fly in to check
out on GCA approaches. Atlanta’s Gca,
incidentally, claims an altitude coverage
unmatched by any other unit, At a
range of 10 miles, the search beam ex-
tends from 200 feet to 12,000 feet
above the ground.

Being inland and on the southern
transcontinental route, Atlanta serves
both as a hurricane evacuation point
and a ferry stop for planes being flown
to the West Coast. To handle this
traffic, the station has a complement of
29 USN ofhcers and men to assist the
350 Reserve stationkeepers.

[ts aviation technical training depart-
ment has the responsibility of training
:1‘:\'.1| ,i\'i.l[l‘lrh‘. Is__:l'ﬂl[ﬂﬂi :LITTI(L‘T::' :lnti en-
listed personnel of the Organized Re-

Capt. Neale and Buddy Rogers in radio
interview during a recruiting campaign

serve, as well as stationkeeper personnel.

Basic, refresher and advanced courses
are oftered in engines, ordnance, elec-
tronics, structures, hydraulics, propel-
lers, photography, aerology and avia-
tion electricity—an impressive list which
puts Atlanta in the \';mgu:inl among
Reserve stations for its training pro-
gram, This school also has been se-
lected to train devices personnel for
the Naval Air Reserve Training Com-
mand.

During the recent hurricanes, the
electronics division “ham’ radio sta-
tion, wiMNV, acted as Atlanta’s outlet
on several amateur emergency nets han-

Atlanta Air Reserve Squadrons

VF-72— Lt. E. H. Bullock, CO; Lt. A. A,
Myers, Exee.
FASron-52— 1.t Cdr. J. M.
Cidr. R, L., 8, Edson, Exee,
CVEG-66— Lt Cdr. F. M. McAfee, Air
Group Commiunder.
VF-66-E— Lt, J. E. Fitzgerald, CO; Lt.
H. R. Manget, Exec.
Lt. E. R. Macon, CO:
Mabry, Exce.
FASron-152—Lt. Cidr. B, C.

A, C. Young,

VP-ML-51— Lt Cde. E. B.

Leslie, CO; Lt.

VA-b6-E— Lt G. O.

Alford, CO; Lt.
Exec.

Irwin, CO: Lt

Cdr. J. W. Anderson, Exee.
CVLG-51— Lt. H. K. Price, Air Group
Commander and CO.
VF-51-L— Lt. R. G. Taber, Exes.
YMFE-351—  Muj. J. W. Massey, Capt
R. J. Webster, Exec,
MGCIS-15— Maj. L. W. Smith, C0O; Capt.
C. E. Fleming, Exce,

Adm. Wagner and Capt. Neale pose
with Miss Alabama at commissioning

Lt. Bushnell talks to mates Mayson,
V. H. Branham and ]. A. Monget

dling traffic to and from Louisiana and
Florida. They sent out more than 100
messages in a few days, serving such
activities as the Red Cross, Public
Health Service and press associations,

Skipper of NAS Atlanta is Capt.
li(ig.‘lr T. Neale, USN, a naval aviator
1930. He commanded vp-102 at
the outbreak of the war with the Asi-
atic fleet. He commanded PT boats at
Buna, New Guinea, later and in 1943
was CO of NAS Souantum. He then
became CO of cvE-gs, the Shipley Bay,
and finished the war at NAS Bunker
Hill after a stint as Deputy Chief of
Staff, Okinawa Tactical Air Force,

Executive officer of the station is Cdr.
Richard J. Greene, whose military ex-
perience dates back to World War 1
when he was a quartermaster. He flew
NG stapLums at Great Lakes in 1927
and was a seaplane and multi-engine
instructor at Pensacola in 1935, During
the war he was at NAS NEw YORK as
operations officer, was CO of cAsuU-31
at Hilo and Terminal Island ACLU.

Cdr, Gene S. Cooper is senior type
training officer and Lt, Cdr. Allen W.
(Snuffy) Smith, holder of the Navy
Cross and once featured in the Saturday
Evening Post for his exploits in the
Pacific, is assistant type training ofhcer.
Lt. Cdr. Thomas H. Rentz, PIO. is a
World War I naval aviator.

since

THH MariNEs have an air detach-
ment of 70 officers and 292 enlisted
men and have squadrons vMF-351 and
MGcis-15. Both of them participated in
the national Marine Air Reserve mobili-
zation at Cherry Point in August. Com-
manding officer of the detachment is
Lt. Col. John P. Coursey. Former
Women Reserves of the Marines have
been coming out to the station to meet
“"[lh lh(‘ S(fu(ldrl}lli as \"U]LII“L‘C’T Rl."
servists, keeping up their knowledge of
the station and Marine aviation.

Like other Reserve stations, Atlanta
is proving a good link between the
public and naval aviation. Numerous
open houses and air shows have been
staged, such as the June 30 birthday
celebration that drew 7,500 persons.

Capt. Harrison spins a sca story to Pvt.
Harald Ferst on flight line at Atlanta
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D. J. Davidson, AoMmzc, instructs R. D. Hutchins, P. L. Dorsett and G. M. Hughes, Metalsmith Jones gives :
all seamen, in the intricacies of operating and maintaining 20 mm. plane cannon  Butuad word on fine points of welding

: i
Organized Reserve students get dope  Ens. Eston Welchel studies map to find Satterfield, AMMIC, instructs seamen

on fuel systems from S.T. Nunn, ammic  flight route to follow at Dixie air show Hutchins, Hughes and C. L. Crawford

e f Big training gyro helps T
Moore : on - Atlant: ach Benefield, Hutchins,

ATLANTA PHOTOS
SHOW RESERVES
AT WORK, PLAY

Anderson and Henderson




REAR ADMIRAL WHITEHEAD NEW NARTC SKIPPER

)

REAR ADMIRAL WHITEHEAD, CAPT. PRIESTMAN

owN AT NARTU JACKSONVILLE

last month, three individuals, who,
20 years ago comprised the entire officer
complement of the old Naval Reserve
Aviation Base at Floyd Bennett Field,
met again,

The occasion was the annual military
inspection of the NARTU. The offi-
cers, who had been CO, exec and Ma-
rine Air Detachment CO at the NRAB
respectively, were Rear Admiral Rich-
ard F. Whitehead, new Chief of the
Naval Air Reserve Training Command,
Captain Frederic W. Priestman, CO of
NARTU JacksonviLLg, and Colonel
Ben Reiseweber, Inspector for the Com-
mander of MAR Training.

Only four days before, on 14 Febru-
ary to be exact, Admiral Whitehead
had taken over the Naval Air Reserve
Training Command from Rear Admiral
Edward C. Ewen, who was to become
Director of Public Relations for the
Navy. The ceremony had taken place
at Command Headquarters, NAS GLEN-
view. Now, in keeping with his repu-
tation for getting into immediate ac-
tion, Admiral Whitehead was already
out in the field undertaking his new
duties.

Admiral Whitehead brings to his
new command a wealth of experience
in many phases of naval aviation. He
began his Navy career n the Reserve
during World War I, was commis-
sioned in the Regular Navy in 1921,
and was designated a naval aviator in

1924, after flight training at NAS
PENSACOLA.
During World War II, Admiral

Whitehead pioneered in using carrier
aircraft to support ground troops con-
ducting amphibious assaults upon vital
enemy-held positions. For developing
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AND COL.

REISEWEBER TALK OVER OLD TIMES

this new fighting technique of close
support, he was awarded the Distin-
guished Service Medal.

He served on the staff of Command-
ing General, Fifth Amphibious Corps
and had duty with the Second Marine
Division at Tarawa during the Gilbert
Islands campaign. During the Iwo
Jima and Okinawa campaigns, Admiral
Whitehead was Commander, Support
Aircraft Air Force, Pacific Fleet. He
wound up his war career as CO of the
mighty Shangri-La.

After the close of hostilities, he as-
sumed command of Naval Air Bases,
Fourteenth Naval District and then be-
came Commander, Carrier Division 14.

The picture, shown above, of the old
Curtiss Helldivers (02c-1's  presum-
ably) was taken at Floyd Bennett some
20 years ago. It indicates that while
aircraft flown by Reservists have come
a long way from these fixed gear bi-
planes, Reserve pilots, then as now,
were maintaining a fine tradition of
know-how flying. And the “hot pilots”
of the Helldivers in that picture were
no other than the then Lt. Whitehead,
Lt. (jg) Priestman and 1st Lt. Reise-
weber of the old NRAB.

Jet Savvy for Reservists

The jet phase of engine maintenance
and operation is now being made a
part of the regular ground training
program for Naval Air Reservists.

Already instructors from such Re-
serve units as Jacksonville, Anacostia,
Miami and Denver have attended "jet
school” at Memphis and are bringing
back the word to officers and enlisted
personnel.

To make the instruction more effec-
tive, cutaways of the 1-16 (J-31) jet

GUESS WHO FLEW THESE CURTISS HELLDIVERS?

engine are being assigned to Reserve
stations, just as fast as they come off
the "sectionalization line” at Memphis,
Many stations have already received
these cutaways. NAS OAKLAND also
reports that it has obtained an 1-16 en-
gine built from surplus materials, from
NAS Aramepa. Up at NAS GROSSE
ILE, an enterprising O.R., who is also
an employee at Allison, is busy arrang-
ing to have an Allison jet engine trans-
ferred to the station at no cost, through
the Army, This type of aircraft engine
is now undergoing tests for possible
Navy use.

The problem of servicing transient
jet planes has already arisen at several
Reserve stations and has been success-
fully overcome. At NAS MEemPHIS, for
example, an FH-1, parked there for the
night, would not start up the next
morning. Station personnel set up a
temporary rig of six type 3150 bat-
teries, assisted by two auxiliary power
units, connected in parallel, which suc-
cessfully started the recalcitrant engine.
NAS Corumsus coped with a similar
situation by using three battery carts
connected in parallel with quick dis-
connects. The idea worked hne.

LOS ALAMITOS O.R'S LOOK OVER THE FJ-1 JET

Restricted



At present, some stations. such as
NAS ATLANTA, arc converting Type
B line maintenance jeeps by installing
204 ampere hour batteries to facilitate
the starting of these transient jets.

Nor do Reserve units overlook any
opportunities for local exhibitions of
jets. At NAS Los AvLamiros, for ex-
ample, Cdr. Wallace Sherrill USN,
BUAER representative at North Ameri-
can Aircraft, was prevailed upon to fly
over and demonstrate the new Navy
jet fighter ¥J-1, built by that company,

The commander had about three
hours fight time in the jet, but, swish-
ing across the Los Alamitos strip at
around 600 mph, he looked like the
original test pilot.

After several passes over the field
he landed and was met by a crew from
North  American, including skilled
civilian technicians, Cockpit and en-
gine enclosures were removed. Lad-
ders and an exhibition platform,
brought along especially for the occa-
sion, were hauled un beside the fighter.
In no time Organized Reservists, both
pilots and aircrewmen, were swarming
about the jet.

It is estimated that between 1000 and
1430, when the Fr-1 was on exhibition.
several hundred Reservists looked over
the jet and asked questions of the tech-
nicians.

Beside supplying the personnel, truck
and starting motor, North American
sent over S00 pamphlets and pictures
of the jet in flight for distribution.
Total cost to the Navy—a nice round
zero,

Deep-Freeze Dunkers

As if it weren't cold enough in New
England, three intrepid aviators from NAS
SouanTuM  dunked themselves in the icy
waters of the Atlantic to test the Mk 2
immersion suit. These hardy Reservists were
Lt. E. W. Goshorn, Lt. (jg) €. S. Larson
and Lt. Cdr. S. L. Miller.

Although the water temperature was 30°
with air temperature registering 13° ahove
zero, the suits were warm and comfortable
with light clothing and heavy wool socks
waorn underneath.

Never a station to overlook the news
possibilities, the picture of the event, shown
above, was released to the press. Tt was
picked up as far off as England where
the London Dasly Mirror published it under
the caption—"Keep Cool There!”

S0 popular was the picture that other
news wire and newsreel services wanted an-
other dip in the icy waters by the photogenic
aviators. In the cooperative spirit of the
Naval Air Reserve, the pilots obligingly
staged a second dunking, while the cam-
eras ground, even though one suit leaked,

Now fan mail is pouring in from Brit-
ish and American college coeds who want

a pen pal. To date Lt. Goshorn leads in
number of such requests.
For the benefit of others who may try

out the suit, experience has shown that sev-
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eral pairs of woolen socks should be worn
for necessary warmth and that the suit
should be one size larger than usually worn.
Also—and  this is important for all non-
polar bear club members—the suit should be
carefully examined for leaks. These are most
likely to occur in the zipper since the rub-
ber flap does not always fit snugly.

We “Dip Our Wings"

To NAS Los Avamrros—ifor flying three
RiD's, loaded with six tons of food and
medicine, collected by the Califarnia AmVeis
organtzation, 1o the Hopi and Navajo In-
dians in Avizona and Mexico. Five tech-
nicians from KMPC, who accompanied the
trip, televised the entire operation and also
broadeast for 45 minutes.

To NAS GLENVIEW — for  andertabing
three “mercy flights” during fanuary. The
first flight involved transporting an eleven
year old blind orphan to Willow Grove.
On the second trip, a plane was dispatched
to check up on causes for lack of water from
a water intake in ice-covered Lake Michigan.
On the last mission, two planes dropped
supplics to an ice-locked fishing boat.

NAS Wirrow GROvE cooperated in see-
ing that the blind lad reached his final des-
tination at the Royer School for the Blind
at Paoli. The whole trip, which was under-
taken at the request of the Parent-Teachers
Association, came in for much favorable
comment, WFIL televised the landing at
Willow Grove.

To NAS DALLAS—on the commirsioning
of the AVU(A)'s at Amaritlo, Texas, and
at Talsa, Oklahoma, en 6 and 25 Janwary
respectively. Lt. Robert ]. Rowntree is CO
of the Amarillo unit, and Lt. Cdr. John P.
Irish is the Tulsa Co.

To NAS Grosse Iui—for berng com-
plimented by CAA for having the best cleared
runsays during the winter season in that
part of the comniry., and, on the com-
missioning  of  Grand  Rapidi-Muskegon
AVU(A), which took place on 1 February.
Mr. Ted Booth of Grand Rapids, a naval
aviiator in World War I and a constant Navy
booster, was most helpful in making local

SQUANTUM'S LT. GOSHORN, LT. (JG) LARSON AND LT. CDR. MILLER MAKE LIKE POLAR BEARS

in connection with the
CO of the new
Schultze.

arrangements
missioning ceremony

it Lt. Cdr. Donald P

com-
unit

Station Round-Up

NAS Oakranp—Ten thousand pounds of
training equipment for the new Avie3
Fresno, California, were flown to the unit
in a station R4D. Flight activities for the new
AVLU have been authorized and commis-
sioning of the avi(a) was scheduled for
17 February.

NAS Opatie—The first weekend of flight
vperations of the avi(a) at Hutchinson was
very successtul; 26 pilots flew a total of
B6.8 hours.

NARTU JacksonviLLE—Just in time to
look big and bold for the station's annual
military inspection, the hangar was given
the “new lock.” Giant size letters now
spell out "NARTU" so effectively that no
casual leave the station without
knowing that there is a Reserve unit on it
Local newspapers gave the "new look™ quite

visitor can

a play. One picture caption in particular
stated that the hangar “has brilliant letters
on her facade and midriff and sports a

new Weekend Warrior sign at a4 jaunty
angle atop her overhead. International orange
and Navy blue, considered most fashionable
this scason, are the colors of the Naval Air
Reserve.”

NAS Minneaporis—During January the
Marine Air Detachment reported that its
three squadrons, vMrF-213, vMr-214 and MGCIs-
I, had reached 100% enlisted strength,
thus nudging the station into first place
among those with three Muarine Reserve
squadrons aboard

NARTLU Norrfork—The unit takes great
pride in reporting that the parent consent
papers of one of the new apprentice seamen,
who had enrolled in the Reserve after one of
the regular high school educational tours of
the station, bore the signature of a Brigadier
General of the U, 8. Army

NAS New Onrreans—This station  has
sad good-bye to the last of the "Beasts.””
Former s8¢ pilots are now enthusiastic
about flying the newly acquired rFau-4s.
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BAD WEATHER ACCIDENTS

MORAL: Overconfidence Can Kill.
E\'l-:m' winter several pilots

and their crewmen are need-
lessly killed because of failure
to comply with mstrument flight
plans or failure to turn back
when bad weather is encoun-
tered on VFR clearances. The
winter that has just passed was
no exception. In fact the only
exceptional part aof it was that
the most serious accidents seemed
to occur to the most skillful and
seasoned pilots. Perhaps this is because the less confident
pilots had sense enough to stay on the ground during ex-
tremely bad weather or to turn back when they encountered
marginal weather conditions on VFR clearances, while the
boys who had “done it before” pushed on through.

Operations officers should remember that pilots will, from
time to time, request clearances for flights which are in
violation of common sense, good judgment, or orders. It
is therefore of the greatest importance that Clearance Ofh-
cers exercise very close surveillance of flight plans, and re-
fuse clearance to questionable flights in violation of existing
orders.

The cases below illustrate the results of failure to comply
with Navy and CAA Regulations both in the issuing of
clearances and in the conduct of the instrument flight:

CASE I, Lieut. Comdr. with 2739 hours of flight ex-
perience, a “green’ instrument card, and an excellent repu-
tation for skill and ability both on and off instruments, re-
quested clearance from Norfolk to New York in the late
afternoon of a very nasty November day. Clearance had
been refused to other Northbound flights but this pilot had
just made the flight in the other direction and he was sure
that he could get back all right. Besides it was the birthday
of his twin children and all preparations had been made at
his home for their birthday party. After a careful weather
briefing and considerable hesitation, he was finally given an
instrument flight clearance, despite the fact that he did not
have a co-pilot for his JrRB-3 as required by Awiation Cir-
cwlar Letter No. 13-46.

Approaching New York the pilot reported his position
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as 5000 feet and 15 miles SE of the field. He was instructed
to wait for his let down clearance. Three minutes later he
was observed to make two circles at tree top level and crash
in a vacant lot 12 miles NE of Floyd Bennett Field. The
pilot and his one passenger were instantly killed.

CASE 1l. Lieut, (jg) with 2346 hours of flight time, a
"green” card, and “a wealth of flying experience under all
conditions”, reported over NAS WHIDBY ISLAND on night
instrument flight from Medford, Oregon. He was cleared
to commence his let down from 7000 feet and made regular
reports as he crossed the cone at 3000 and again at 1100
feet. The ceiling at the station was approximately 900 feet,
but was considerably lower on the let down leg of the beam.

The pilot was cleared for a straight-in approach on run-
way 30 when he re sorted over the low cone. He then
dropped his flaps and continued his descent, confident that
he would break into the clear at about 900 feet. Neither he
nor the co-pilot watched the rate of descent or the altimeter.
Both were peering ahead expecting to see the runway lights,
when the plane crashed through the top of a group of trees
at an approximate altitude of 320 feet.

The JrB seemed to stop momentarily on this impact, but
the pilot pushed on full throttle, full low pitch, and held
it in the air despite the fact that the port engine was on fire
and the starboard engine was windmilling after the impact
with the trees. During the next minute the plane made
about a 180 degree turn to the right, flew ahead for a half
mile or so, and finally crashed in a marshy area headed away
from the station, It burst into flames and one passenger was
trapped inside. The pilot, co-pilot and one passenger es-
caped with lacerations of the face and scalp.

On this approach the pilot was attempting to ride the
beam using his radio compass with the selector switch on the
"COMPASS" position. With the switch in this position the
Automatic Direction Finder needle functions, but there s an
apparent broadening of the audio beam signal caused by the
automatic volume control.

Evidently the plane had been considerably to the right of
the cone on the final approach. Again the pilot's major
error was overconfidence. Apparently he felt that he could
make it all right without requesting the aid of the GCA
Unit which was ready to operate if needed. He accepted
the straight-in approach clearance to the field while still on
instruments and descended below the minimum allowable
altitude without having established visual ground contact.
He used very poor judgment in fully extending his flaps
prior to establishing visual contact and assuring himself that
he would be able to land on that particular approach.

Restrieted



WORKERS CHECK NORDEN BOMBSIGHT COMPUTER; SIGHT WAS ONE OF PLANT'S WAR PRODUCTS

ORDNANCE PLANT PRODUCES FIR

ANA\-‘\ CORSAIR screamed down out
of altitude. From under its wings
a series of HVAR rockets zipped toward
the target on pock-marked Culebra
island.  As it neared pull-out, the pilot
squinted in his gunsight and opened fire
with his .50's, keeping one eye on his
airspeed indicator.

The solid powder motor which
powered that HYAR was made by Naval
Ordnance Plant at Indignapolis. His
gunsight came out of the same labora-
tories and drafting rooms, operated dur-
mg the war by the Norden bombsight
people and now a full-fledged Naval
activity, So did his airspeed indicator.

Those are just a few of the aviation
items being produced by the plant,
which might be called the home of air-
craft fire control equipment. It also
makes such things as electrical com-
ponents for guided missiles, new-type
radar components, bombsights and
.L{}-'I'(_)S.

Probably every squadron firing rock-
ets or dropping bombs has equipment
on its planes from this plant. Naval
aviation has a big interest in the work-
ings of NOP INDIANAPOLIS because
without its products a combatant plane
could be about as belligerent as a Piper
CUB.

NOP INpIANAPOLIS, operated by
BuOrp, is one of the largest and most
up-to-d;ite precision umnufucturin;;
plants in the world. It is the ht;-.ldf]ll;lrt-
ers for development, design, produc-
tion, modification and overhaul of air-
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craft fire-control equipment. It is the
primary source of supply of all this
equipment being installed on new pro-
duction planes.

The plant, covering 160 acres, con-
sists of a main manufacturing building,
a powerhouse, an experimental' labora-
tory. a supply annex and miscellaneous
storage warchouses,

Its history dates back to several years
before World War II when the need
for more ordnance manufacturing plants
was evident. The Navy began talks with
the Carl L. Norden company and ar-
ranged to have it design, build and
operate, temporarily for the Navy, a
plant specially interested in aviation fire
control. Indianapolis was chosen be-

cause it was far from possible points of
attack, and had a good labor supply and
auxiliary machine shop facilities.

The plant was commissioned on 22
May 1942 by Admiral W. H. P. Blandy,
then chief of BuORrD. Capt. George P.
Kraker was its first Commanding Officer

SETTING CAGING SYSTEM ON MK 14 GUN SIGHT

and roday holds that position again after
serving in both Atlantic and Pacific war
theaters. When it was completed, the
station was assigned to the Lukas-
Harold Corp., a subsidiary of Carl L.
Norden, Inc, for operation. A year
and a half after it was started the first
complete bombsight was delivered to
the Navy.

During the war it turned out 60,000
aircraft fire control instruments, special-
izing in the Norden bombsight and air-
craft lead-computing sights. After the
war, the station reverted to complete
naval operation. Today its mission is
research and engineering dr\&lopmcm
of fire control equipment, manufacture
of line maintenance spares, and owver-
haul, modification and modernization
of such instruments, including radar.
About £9,000,000, covering more than
300 projects, has been assigned for re-
search engineering development and
productive work.

To provide the utmost secrecy during

CONTROL GEAR

the war, research and development work
was done in a detached building at the
plant. One of the outstanding facilities
of this laboratory is an altitude and
Frt‘.“iﬁl]l‘f’ L‘h&‘ll“hf_’r. ]Il it instruments are
tested under conditions of high HPUL‘L'L
climbing and diving.

The pressure chamber permits use of
instruments in temperatures as low as
minus 70° and at vacuums ct]ui\'.L]t:ﬂl to
50,000 feet. Tropical climates can be
produced with temperatures of 150° F
and humidities of 100%. Simulated

; i
ADM. BLANDY WATCHES WORKER WIRE RESISTOR

dive rates of 800 mph and climb rates
of two miles a minute make this cham-
ber outstanding among others of its
kind. Operators in the chamber wear
electrically-heated suits of goat skin,
heated gloves, boots, sox and goggles

Under altitude conditions oxygen
masks are used to permit operations up
to 35,000 feet simulated. Teletalk and
plane intercom systems permit commun-
ication with co-workers on the outside.
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EMPLOYEE SETS HEIGHT, SPEED ON MK 23 SIGHT

Ordnance Plant Turns Out
Sights for Guns and
Navy Rockets

ONI' oF the principal concerns of the
research department has been the
dt:\'tfi)pn‘lcnt and ‘ul.li“t;ttum of the
British gyro gun sight which was
brought to this country early in the re-
cent war. Since conversion to BuOrDp
operation, the department developed the
present Mk 5 and 6 aircraft fire control
systems which work with .50 cal., 20
mm fixed gun, 5" HvAR rocket and give
a fixed offset for use with bomb. The
Mk 18 Mod 4 gun sight was converted
to Mk 18 Mod 6 with provision for .50
cal. and 20 mm. ammunition, higher
plane speeds and temperature compensa-
tion. Both of these systems are currently
in production to fll service require-
ments.

Several mathematicians and a small
computing group devote their time to
the most theoretical aspects of fire con-
trol. This work has consisted of a con-
tinuing survey of mathematical aspects
of the several areas of fire control prob-
lem. This enables the group to act in a
general advisory capacity on problems
arising both within and outside the
ordnance plant.

NOP, INpiaANAPOLIS has the com-
plete "know how" to transform an idea
into a working piece of equipment and
to make such equipment in quantities to
meet peacetime airplane production re-
quirements. Transforming ideas into
completed equipments is a task for en-
gineering department  with its 100
technicians in divisions of primary de-
\'c'|upmcm'. [*rodm'rion dtr;ign. mainten-
ance, production engineering and tech-
nical services.

B.-\n‘{( inventions and ideas are avail-
able to BUORD from many sources,
such as NRL and many engineering
organizations. These divisions take the
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idea and see whether it is adaptable for
Navy use. Problems are worked out
mathematically and "breadboard”
models made to verify the theory.
Engineers establish theoretical expres-
sions of the combat situation. position
and tactics of target, course of attacker
to secure a hit, type of weapon and am-
munition, kinematics (relative velocity
and acceleration), ballistics, dynamics
of the attacking plane, skid, roll, and
angle of attack.

Typical problems with gyros are their
reaction to unwanted influences such as
acceleration and friction; dithculty of
measuring  gyro response  accurately
without reaction on the gyro, and non-

CHECKING RANGE UNIT ON MK 18 PLANE SIGHT

linear characteristics of electron tubes,
which introduce complication without
benefit. Many factors affect fire control
equipment work,

The problem is to predict the location
of the target and to direct the fire at the
correct time and position to secure a hit.
The next step is to translate theory into
electrical circuits and mechanisms.

Progress in design of planes and
weapons results in ever higher Spcc-ds.
so that time to acquire a target and get
the data for computing the aiming posi-
tion is approaching the vanishing point
for human control. The trend toward
automatic operation of highest caliber
is clearly indicated. Development of

such fire control equipment is the mis-
sion of engineering.

A complete workshop is available at
the plant for use of engineers of all
divisions at all times. Here electrical
and electronic circuits are proved. Fire
control mechanisms are tested so as to
know that the designs put on drawings
will work out satisfactorily.

This shop is equipped with such
power supplies as are used on fire con-
trol equipment. A darkroom for optical
work 1s built into the workshop. Serv-
ices of an engineering model ship,
equipped with sufficient precision ma-
chinery to build complete instrument
models also are available

Nt:'l oMLY 15 it the mission of the
plant to produce instruments, but
it writes and prepares for printing all
ordnance pamphlets, ordnance data and
ordnance modification instructions. An
illustrators’ unit and photographic lab-
oratory, which incidentally took the pic-
tures for this article, assist in prepara-
tion of these publications.

Technical services division also is re-
sponsible for performance of many en-
gineering service functions such as
budgets, estimates, standard, personnel
administration, procedures, and admin-
istrative responsibility for the engineer-
ing work shop and model shop.

The maintenance engincering divi-
sion 1s responsible for continuous pro-
grams for overhaul, repair and modif-
cation of fire control systems, including
airborne, shipboard and underwater sys-
tems. Such a program has been  as-
signed for conversion of the Mk 23
Mod O bombsight to Mod 4 or 7.

While engineering department takes
care of the first model, production de-
partment performs the manufacturing
operation. About one-third of the total
plant area is used for productive work,
which includes manufacture of new
types of aircraft fire control and related
instruments and modernization and
overhaul of AFCE now in fleet use.

THIS OVER-ALL VIEW OF SYNCHRO ASSEMBELY ROOM GIVES IDEA OF SCOPE OF NOP,

A
INDIANAPOLIS
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F. - 5 : 4

GUNSIGHT ASSEMELY WORKER TESTS RELAY BOX ON SIGHTING SYSTEM OPERATOR AT CONTROL PANEL OF PRESSURE CHAMBER AT ORD PLANT
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Search and Rescue

Cmmu-'k planes orbiting too low
around a downed squadron mate
in the water can hamper rescue opera-
tions by larger planes, VP-AM-3 reports
following an incident during December
when Lt. Cdr. John 8. Harris recovered
the body of a cv pilot from Chesapeake
Bay near Chincoteague.

While on a routine local flight,
Harris intercepted a VHF message con-
cerning the crash and went to the scene,
together with a By from Chincoteague
and a search and rescue PBM from the
Coast Guard station at Elizabeth City,
North Carolina.

At the time of his arrival, the carrier
pl.mcs in company with the crashed
plane were zooming the oil slick from
the plane in the water. Harris was
forced to remain at a fair distance from
the slick to avoid any chance of colli-
sion, so he landed and taxied to the oil
slick searching,

The extremely rough sea made this
type of search unfavorable. All other
planes except the PBM left. Harris took
off and decided to make one more pass
over the area at low altitude., On this
pass, at a considerable distance north
of the oil slick, the parachute was
spotted and marked by smoke lights.
Harris landed and was vectored to the
chute by the Coast Guard plane over-
head. The chute was floating a foot
under water and due to rough sea it was
impossible to pick it up with a boat
hook. Some duck hunters in a small
boat eventually brought the chute and
body alongside so that it could be taken
aboard the paY,

The squadron recommends that in

future cases of this sort, the carrier air-
craft circle the crash at a good altitude
after the arrival of a patrol plane. The
PBY has six p.urs of eyes with which
to search, one pair of which can look
straight down. It can fly slower than
the average carricr plane. It can drop
a smoke light immediately on sighting
so that a good reference point on the
water can be maintained.

If a pilot bails out, or is suspected
of bailing out, he may have landed a
considerable distance from the oil slick.
In this case, he was found upwind of
the slick, showing that the slick evi-
dently drifted downwind faster than he
had. It was found impossible to com-
municate with several fishing smacks
and duck hunters nearby except by taxi-
ing close and shouting. Hand signals,
semaphore and blinker made no appar-
ent impression on them,

Jax Tech Center Is Moved
Training Units Go to Memphis, Tenn.

NAS JacksonviLLE—More than
2,500 personnel from Naval Air Tech-
nical Training Center and thousands of
tons of material and LqLument started
moving from this station to NATTC
MEempHIs during February.

Only the aviation fundamentals and
aviation ordnance schools remained an
extra month before picking up stakes
and moving westward. The advanced
aviation storekeeper school was disestab-
lished. Every mode of transport, from
plane to river barge, was used to shift
the wvarious schools. The barge went
via the Gulf to New Orleans and then
up the Mississippi.

Commander Izaz:cw £

S

(third
fram ug;J!) is shown with some of his
pilots after three squadrons of Navy
Carrier Aivcraft Group Five landed at

NAS Seattle for a two-month stay.
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;‘.fgn!m dive :Jm" torpedo  bombers
made their trip from San Diego for

training purposes, hgmfmg Five is cur-
rently ,fh;,: g and evaluating the Navy's
et FJ-1 for use in carrier ofreration

Navy Orders 20 Helicopters
More Sikorsky Models to Join Fleet

Twenty more HO3s helicopters have
been ordered by the Navy from Sikor-
sky Division, United Aircraft Corp., to
equip Navy fleet units with helicopters
for rescue, transport and observation.

A total of 46 observation helicopters
of that model now are on order. When
delivered, they will bring to 88 the
total number of “pinwheels” of all types
available for use by Navy fleet and
shore-based units, and will give the
Navy a fleet of rotary-winged aircraft
second to none.

Graphs Tell Pilot Progress
Marines Switch from F4U's to Hellcat
VMF(N)-114, CHERRY PoiNnT — This
squadron has instituted a system of graphs in
the flight department whereby syllabus pro-
gress of the squadron as a whole and of
individual pilots may be followed.

These include graphs on rocket firing,
fixed gunnery, bombing, night familiarza-
tion, formation and navigation flights, instru-
ments and airhborne radar intercept problems.

Replacement of Pau-4 by rFor-sN Hellcats
was accelerated during November, most of
the new planes coming from NAS NORFOLK
where they got major overhaul. By the end
of February, assigned pilots were expected

to hold a class A military 1nstrument rating.

CAKE-EATER UHLER CARVES CORAL SEA BOOTY

Wave-Off Wins Fancy Cake

Uhler Makes 1,000th CVB Landing

VF-6-B, Coral Sta—Few naval avia-
tors have received cakes for getting
wave-offs, but Lt. (jg) E. B, "Buzz”
Uhler of this squadron recently found
out how it is done.

A wave-off from the LSO put him in
position to make the 1,000th landing
aboard the new cvB-43. For this achieve-
ment he got his picture on the front
page of the ship's newspaper and re-
ceived a large cake, properly engraved
with frosting. The LSO got a huge
hunk.

Said Uhler he cut the cake,
couldn’t have happened to a nicer guy!”
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Tm: PROBLEM of keeping naval avia-
tion maintenance personnel up-to-
date with the necessary know-how on
turbojet engines has been partially
solved through the cooperation of jet
engine manufacturers,

Several factory training courses given
on both the Westinghouse and Allison
turbojet engine models have provided
the Navy with a few men to serve as
a nucleus of the forces needed in the
various activities concerned with the
maintenance and operation of jet en-
gines. Recently the Allison Division
announced a schedule of seven addi-
tional J35 classes for 1948. The Navy's
quota of 12 per class has already been
filled, indicating the keen interest on the
part of Navy personnel to acquire the
necessary training.

Instruction given at the Allison school
includes 15 academic days of familiari-
zation, operation, maintenance, installa-
tion, and inspection of J35 engines.
This school 1s not equipped to give
overhaul instructions, but it is con-
sidered that overhaul personnel, never-
theless, can obtain much benefit.

Several courses on Westinghouse tur-
bojet engines completed in 1947 in-
cluded eight weeks on theory, opera-
tion, maintenance, and overhaul of J3p
and J34 engines and accessories. It is
now planned to give a three-weeks
course covering similar but more con-
densed instruction on the J34 engines
and accessories. Further details on this
course will be disseminated by BUAER
in the near future.

No instruction courses have as yet
been considered for the Pratt & Whit-
ney j42 (Nene) engines, but when this
model is sufficiently far advanced, de-
tails will be given concerning the
courses to be offered. Classes on the
J33 engine, which is similar to the jsz,
are now being planned by Allison and
specific information on them will be
given to all concerned as soon as it is
available. Personnel who have attended
the foregoing schools report that much
benefit is obtained from them and that,
in general, the instructors are excellent.

In addition to schools on the basic
jet engine, courses have been and cur-
rently are being established for the
turbojet engine accessories. The one
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TRAINING FOR TURBOJET MAINTENANCE

course already established will be at the
Allison Division, Indianapolis. This
course will consist of three classes start-
ing 23 February., Each class will last
two weeks. The Navy quota for these
classes has already been filled.

When nominating personnel to turbo-
jet engine accessory schools, it is im-
portant that key personnel be considered
—civilian or military. In addition, there
should be reasonable assurance that
those assigned can be retained for the
longest period of time on turbojet en-
gine work.

Data on Armament Reports

Many commands and activities continue
to submit RUDM’'s instead of RUDAOE's and
veérsa on armament material. Action
by BuArr on the above type reports is
mandatory. When the wrong report is sub-
mitted, action is delayed.

Furthermore, the submitting activity loses
track of what action is being taken. For
determination of which form to submit, there
are a myriad of publications which indicate
burean cognizance. Where doubt exists, on
aviation armament material, the newest and
best publication for determining the proper
form is AcL 24-46, NAVORD oOCL Vi-46.

vice

PLIERS ALLOW ROCKER ARM SHAFT TO ROTATE

Special Pliers Aid Buffing

MCAS CHerry PoiNTt—A modified pair
of pliers useful in buffing the rocker arms
shafts on B and C series engines has resulted
in annual savings in excess of $1,000, The
device was submitted under the Navy Em-
ployees’ Suggestion Program by Maurice L.
Benton.

One jaw of the phers has a ball bearing
welded on to receive that end of the rocker
arm shaft having an Allen wrench recess, and
the other jaw is cup-shaped to receive the
threaded end of the shaft. The shafts, held
in the pliers, are made to revolve, thus speed-
ing the buffing operation. Prior to adoption
of this device the rocker arm shafts were
cleaned by holding them against sand paper
on a speed lathe, an awkward and time-con-
suming operiation. With the modified pliers
the time required to clean the 36 shafts for
one engine was cut from 60 minutes to 10

Marines In 'Operation Tent'

VMP-254, Eir-Toro—Participation in
MAG-33's Operation Tent was an old story
to officers and men of this photo squadron
who served overseas during the war, but it
was a new and interesting experience to
younger men of the squadron.

What was it? Well, the squadron erected
nine tents in a field adjacent to the squadron
area and moved its offices, bag and baggage,
into the tents where they conducted squadron
business for a week. The idea is to keep the
Marines in touch with operating
rougher conditions,

under

VMP-254 MEN ERECT TENT (LEFT) FOR MANEUVERS WHILE PFC PYLE USES FIELD PHONE (RIGHT)

On 8 December, all squadron administra-
tion and operations were conducted under
field conditions, Communication was by
field telephones installed and operated by
squadron personnel.

All shops were operating in tents and work
on aircraft was done outside the hangar as no
established facilities were used other than
heads. Chow for one day was supplied by a
field kitchen, with men using their own mess
gear and officers using messing trays.

On 16 December, all flight operations were
secured, tents were taken down and equip-
ment was returned to its original place.
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NACA PHOTOS SHOW NORMAL COMBUSTION AT HIGH ALTITUDE AND HIGH RPM—LOWER SHOTS SHOW BLOW.OUT SYMPTOMS AS RPM IS REDUCED

JET BLOW-OUT

blt N OF the times: “The blow-out
occurred at 22,000 feet while cruis-
ing at 400 mph.” Blow-outs on the
turnpike at 40 mph are bad enough, but
at 22,000 teet and 400 mph! The first
few times a turbojet quit burning in
flight, it was put down to “just one of
those things.” But it kept recurring, and
it was decided that it was all pilot error.

The undesirable results of exceeding
critical operating altitude and compres-
sor overspeeding were pointed out to
the jet jockeys: and the net result was
that blow-outs still occurred with irritat-
ing and enthusiastic regularity. For no
apparent reason, the fire in turbojets
would go out at any altitude from 15
to 40 thousand feet at compressor
speeds well within the operational
range. Something had to be done.

The scat of the trouble appeared to
be in the combustion chamber, so the
National Advisory Committee for Aero-
nautics ran a series of wind-tunnel tests
on a turbojet engine and the effects of
various operating conditions on its
annular-type combustor. From these
tests the problem was isolated and pre-
ventive measures made known, though
no immediate solution was obvious.

To illustrate and effect, con-
sider a very simple combustion chamber,
the cigarette lighter. A cigarette lighter
will ignite and burn in the still air of
a barroom with poor fuel and a weak
spark, But take the lighter up to 12,000

cause

feet and combustion is more critical.
The spark must be strong, the fuel good
and not too much draft. After it is

lighted, the flame is weak and pale.
The thin air up there doesn't support
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combustion as well

on the ground

as the atmospherc

tur
more

HE coMBUSTION chamber in a
bojet engine is considerably
intricate than a lighter, but
the same natural laws apply. At alti-
tude, combustion becomes more critical.

NACA investigation ascertained that
the critical factors affecting combustion
in a turbojet annular combustor were
the combustor inlet pressure, inlet tem-
perature, inlet velocity and fuel-air ratio.
Inasmuch as the fuel-air ratio can be
controlled for any existing condition
independently, fml\ the combustor nlet
factors are discussed.

Combustor inlet pressure, temperature
and velocity are interrelated and, in a
broad sense, controlled by the compres-
sor rpm. As rpm goes up inlet pres-
sure and inlet temperature increase, and
the inlet velocity decreases relative to
the other two increases.

NACA tests determined that as inlet
pressure and temperature dropped, com-
bustion became progressively worse. As

cigarette
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combustion
cthciency also decreased. So, these com
bustion values act in a4 negative fashion
as rpm is reduced, in a positive manner

inlet velocity increased,

1
as 15 1ncreased.

Combustion can be maintained under
adverse inlet conditions, proy Min;j other
factors are at maximum cfficiency. How-
the manner in which the fuel is
fed into the chamber and mixed compli-
cates the matter further. The fuel noz
zles in an annular [_\'PL‘ combustor are
of hxed During low altitude op-
erations a large quantity of gas
through these nozzles. Pressure
and atomization is excellent.

At low altitudes combustion will
occur even under adverse air inlet con-
ditions. But
is used because as thL atmosphere thins

with the fuel-air ratio remaining
approximately the same — less air goes
through the engine. As less fuel goes
through the fixed area fuel nozzles, fuel
pressure dmps and atomization isn't so
good. Burning is naturally poorer

The fact that a turbojet uses less gas
at altitude 18 great for economy. But
this feature unfortunately joins the inlet
factors in making lhrnw tough on the
combustor uh._n power is reduced at
.II!E[U\]L—

For example, rpm is reduced alti
tude; as a result, pressure, temperature
and velocity set up a bad combustion
condition. Less gas goes through the
fuel nozzles. Mixing is relatively poorer
and blow-out results. The poor old com-
bustor is simply deluged with negative
factors when altitude 1s obtained. Burn-
ing is tougher up there anyway. Take
a little pressure and heat from the
inlet air, send it all through the com-
bustor faster, give i poorer mixture
to burn, and it can't hold out.

ever,

ared.

ts high

at |11="]1 altitudes, less fuel

away
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Specifically, NACA found that com-
bustion in the turbojet tested becomes
critical —inoperable conditions possible
—at slightly over 14,000 fect. On the
other hand if good combustion condi-
tions are maintained. i.e., near-maxi-
mum rpm, the turbojet will operate
normally up to a critical operating alti-
tude of something over 35,000 feet.
The only thing to remember is that as
altitude is rained, more and more com-
pressor rpm is required to maintain
good combustion conditions.

At altitudes of just over 14,000 feet,
a considerable rpm reduction is FL‘LII.JIFL'Li
to lower the mlet factors sufficiently to
obtain blow-out. At altitudes nearing
the operational limits—35,000 feet—a
small reduction of compressor rpm will
result in blow-out.

The chart at the bottom of the page
shows the “dead-band” or inoperable
region of a typical turbojet engine
which has a compressor rpm up to
18,000, This chart will vary with dif-
ferent engine types and different fuels
used. But all turbojet engines have this
zone to contend with.

F ROM the chart one can see that while

operating at 30,000, blow-out can be
achieved a compressor speed of
15,500 rpm. By varying fuel-flow and
fuel-air ratios the engine can be made
to work; combustion stays critical,

By raising the compressor speed to
16,500 rpm still at 30,000 fect, opera-
tion becomes normal. By varying the
fuel-How and fuel-air ratios, resonance
and flickering can be obtained, but not
blow-out.

The “dead-band™ can be narrowed by
installing variable How fuel-nozzles and
thereby obtaining effective atomization
in the combustion chamber at lower fuel
flow. This won't eliminate the problem,
but it will relieve it, and variable flow
nozzles are under study.

Of course a mptr%ouic compressor
would take care of the whole problcm
and research aimed toward that end is
getting plenty of pressure from Navy,
AF and NACA laboratories. Until a
panacea comes along, however, the best
insurance against blow-out, is a thor-
ough knowledge of how to AVOID
IT. Know your engine and its limita-
tions, then stay within bounds,

-—n .

VR-1, PaTuxent—Lt. Cde. P.
Tr., made what is believed to be some sort of
record non-stop crossing of the North Atlan-
tic for msp aircraft. The Hight, from Argen-
tia, Newfoundland, to the Mediterranean
area, covered nautical males in 10
hours and 27 minutes for an average of 255
mph. The crossing was non-stop because of
tail winds enroute and unfavorable winds at
Lagens, Azores, the normal en route stop.

F. Stevens,

2316
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HEROISM SAVES PLANE, CREW
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AND LEE SAVE A FLANE

OLECHNOWICZ (LEFT|

VP-HL-2, Paciric—Two machinist’s
mates have been recommended for the
Navy and Marine Corps medal for ex-
tinguishing a fire in an airborne PB4Y-2
near Okinawa which all but destroyed
the plane in midair,

The Privateer was p.lrtmp.itm;, in an
advanced antisubmarine warfare exercise
on the night of 20 October 1947. At
about 0300 the crew was transferring
fuel when g peculiar odor was noticed.
Fuel transfer was secured and the plane
captain went forward to check. He
found the battery to be over-heating.

The battery switches then were turned
off. After no apparent cooling had
taken place, the pilot authorized the
battery cable to be removed. While re-
mm'il;g the cable, the plane captain’s

wrench touched the pressure hydraulic
line, creating a short circuit and burn-
ing a small hole in the line.

The atomized hydraulic fluid ignited
instantly and sprayed burning mass
throughout the nose wheel compartment.
An apparently uncontrollable fire fol-
lowed. The pilots were driven from the
cockpit by flames, heat and fumes.

While the crew was busy putting on
parachutes in preparation for jumping,
Myron S. Oleschnowicz, Acms, and
Robert €. Lee, ammz. were busy with
CO2 bottles putting out the fire, Every-
one stayed aboard a[lhou;,h the ppc had
suthorized the crew to jump at will. In
about five minutes—iust as the last CO2
bottle ran out—the fire was put out.

The aircraft had been flying on the
auto-pilot with the pilot reaching for-
ward at frequent intervals to trim ship.
Since the fire was out, flight was con-
tinued to Okinawa where a landing was
made at Naha, a short time later. Un-
fortunately, the aircraft, with no brakes,
ran into a loading ramp, and suffered
strike damage.

However, no one was injured except
the two men who had saved the lives of
the remainder of the crew. They suffered
first degree burns. Their heroic action
brought a recommendation that they be
awarded medals,

MARINE F4U’S SPOT GUN FIRE

VMF-214, EL Toro—Sixteen pilots
from this squadron have gone through
the new Marine Corps school at Camp
Pendleton for training artillery spotters.
The two-weeks course teaches them the
duties of artillery forward observers, as
well as those of aerial observers.

To acquaint pilots with capabilitics
and limitations of artillery, lectures are
given about artillery unit organization,
their use in amphibious invasions, target
intelligence, coordination of naval gun-
fire and other subjects.

Several hours are spent on the “puff
board™” perfecting procedures necessary
for different methods of fire, Nomen-
clature lectures give them knowledge
of the 105 mm. and 155 mm. howitzers
and they see the former in action at
the ficld range.

During the second week each pilot
acts as an aerial observer, directing the
fire of two 105 mm. howitzer batteries
while in the air over the target area.
The squadron flew its own Corsairs for
this spotting. It was generally conceded
that 100 feet above the deck altitude,
an airspeed of from 120 to 130 knots,

and a flight pattern which circled the
target, taking care to avoid shell trajec-
tories, was ideal for spotting and ad-
justing. During actual combat, the sit-
uation would dictate the speed, altitude
and pattern to be flown.

Both pilots and artillerymen were
surprised at the accuracy which this
spotting from fighter-type aircraft pro-
vided. The 11th Marines, First Marine
division, set up and conduct the school.

VRF-1. Norroik—Ferrying airplanes
around the country isn't always rugged duty,
but one pBm crew felt their lot was espe-
cially hard. Having accepted a Mariner for
ferry to Seattle on 25 November, they were
resigned to a non-festive Thanksgiving. But
when they returned to Norfolk 32 days later
to find Christmas 4 memory, their cup of
woe  was running over.  Weather 1n the
Pacific Northwest, having none of the holi-
day spirit, had delayed their departure for
home a full 14 days.

VRF-1, NorroLK — During 1947, this
squadron ferried 4,110 planes of all types,
from Cubs to pam's. A total of 34,404 ferry
hours were piled up by squadron pilots n
delivering these pluines to various acceptance
and overhaul activities throughout the U.S,
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ARROW INDICATES POSITION OF ONE TEMPLATE

Altimeter Change Short Cut

MCAS Er Toro—Marine Night Fighter
Squadron 542 recently developed some useful
suggestions  in connection  with  Technical
Crder No. 18-47 which modifica-
tion of the Ax/apn-1 radio altimeter to ehi-
minate the green and white limit indicator
lights and reduce radio interference,

YME(N)-542 accomplished the first part of
modification, the elimination of the
green and white indicator lights
minimum number of man-hours.

In attempting to complete the second part
of this modification, considerable time was
lost in laying out the location of mounting
holes on each aN/apN-1 set. Upon comple-
tion of the first unit templates, that would
serve as guides on future modihcations of
other sets, were designed by orders of the
NCo in charge of altimeters.

These templates were then secured in place
temporarily by present mounting
which served as a guide to insure standard-
ized installation of additional components,

The first unit that was modified required
approximately three hours to complete. With
the use of this template, the time required
was ;Ip[\rﬂle‘l!'.ltl:]}' one  hour,

concerns

this
with

SCIews,

reduced  to
thercby saving a total of 24 man-hours on the
additional sets.

In the technical order, specihcations call
for a 4/40 mounting screw, However, it
was found more feasible to use a 6/32 screw,
inasmuch as it was found that the 4/40 screw
did not secure the insulating material that
was used satisfactorily in this modification to
withstand vibration and other operational

Stresses.

The squadron believes that this labor sav-
ing device could be used to advantage in indi-
vidual squadrons making this technical order
change: however, the greatest number of man-
hours, saved would be in the A&R depart-
ments where the change would be incor-
porated on a large scale basis,

A BuAer Comment—This is a good sug-
gestion. There is no objection to the 6/32
screws used.

Martin Makes A Gun Tester

Martin aircraft has developed a unique
gadget known as the "Scorsby”, for testing
aircraft gun turrets. The machine to test ma-
chines 15 a sort of double platform affair,
one platform sitting on top of the other. The
turret to be tested is installed on top of
the whole works.

The bottom, or azimuth platform, can
rotate in either direction at a preset speed
up to 20° a second, or it can oscillate in a
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circular arc up to the same speed. The top,
or elevation platform, which 1s supported by
the azimuth platform, can oscillate back and
farth with a pendulum motion up to a speed
of 20° a second. The elevation platform can
rock up to a 45 degree angle, and the azi-
muth platform can rotate up to 500 degrees

The combination of these two platforms in
motion at predetermined speeds simulates the
pitch and roll of an airplane in flight and
permuts accurate tests on turret gun ﬁring.
stabilization and radar tracking on the
gr[ll]nd‘

SCORSBY TO BE DELIVERED :|'0 PATUXENT RIVER

Operation is electrical and completely auto-
matic. Preset the machine to any motion
within its operating limits, climb aboard and
“let ‘er roll.” Riding this rig is not recom-
mended for individuals prone to seasickness.

Photos Aid in Crash Work

NAS San Dierco—To aid the crash truck
crew an rapid and proper use of aircraft
hoisting slings, the leading chief of Opera-
tions has devised a handy reference book
which shows photos of drawings of slings
used on all current types of planes.

The photos were made of drawings found
in Erection and Marnienance Manuals and
were enlarged enough to be accommodated on
a standard 8"x1015" notebook page.

One of the books is carried on the crash
truck for a reference. Another is in the
crew’s ready room where it may be used for
study and familiarization.

Eronel Coat for Hammers

Two metalsmiths at NAS San Digco,
Walter H. Kidwell and Lonnie S. Mosley,
have received an award through the Navy
Department Beneficial Suggestion Program
for a procedure increasing the efficiency of
hammers and mallets in removing dents from
aircraft sheet metal.

The suggestion proposes that
hammers and mallets be dipped and coated
with Eronel #900 Spec. an-c-117, Grade 2
material to a thickness of 14" to improve the
performance and increase the useful life of
these hammers.

Dolly bars also may be coated with this
material to build up the existing bar to fit
the contour of the part being worked on
This eliminates the need for manufacturing
various shaped bars for dent removal.

The Eronel coating may be stripped from
the hammer or dolly bar when the tool has
served its purpose and may be melted for
reuse,

Annual savings resulting from this sug-
gestion are estimated at 8390, The coated
hammers are considered superior to plastic
faced hammers for dent removal.

standard

Blind Flying Unit Improved

The Special Devices Center has developed
4 new method of constructing the amber filter
unit for Jr8's, which is used to cover cock-
pit windows during blind flying training un-
der simulated conditions. This compact unit
may be folded into a small canvas container.

The amber flter unit, of course, does not
cut off cockpit or outside visibility unless
used in conjunction with blue glasses. When
the student pilot dons the latter, however, his
cutside visibility 15 reduced to zero, although
he may still see the instrument panel and the
cockpit interior without difficulty.

This new method of constructing the am-
ber filter, together with directions for fabri-
cating the canvas container, is outlined in
Special Devicer Bulletin No. 59,

With slight modifications,
this unit can be made for installation in any
of the multi-engine arrcraft used by the Navy.

The amber plastic sheets and the brow-
rest goggles, which are recommended for use
in multi-engine plane instrument  traimng
flights, may be obtained through the proper
channels from the Special Devices Center at
Sands Point, Long Island.

dimensional

NEW AMBER FILTER UNIT FOR USE

IN JRB'S

Marines Practice Bailouts
VMF-323, EL Toro—Squadron pilots will
once again get a taste of survival training
gadgets so familiar during the past war, The
survival officer has set up an Fau for all
pilots to try emergency batlout procedures

The #av 1s blocked up in a normal cruis-
ing attitude and tied down so that the engine
may be started to produce slipstream, The
radio 15 replaced with a telephone so the
pilot correct radio procedure
and not transmit over the air.

Flaps are placed in down position and a
large net put behind the wing about four
feet above ground. The pilot, using a dummy
chute, straps himself in the plane as though
on an actusl flight. He is then told that his
engine has quit and that he is over terrain
where it is advisable to bail out.

The pilot then must go through his emer-
gency radio procedure, unbuckle his safety
belt and jump from the aircraft. Pilots who
fail to use the correct prm'cdllrc must repeat
the process until it is done right

VA-11-A, Paciric — Pilot-of-the-month
honors for October went to Lt. N, E. Thur-
mon, operations officer and senior squadron
lieutenant, for outstanding performance of
both flying and ground duties. Lt. (jg) Rob-
ert Jaurez, squadron engineering office, won
the miniture sB2C trophy for November
Any pilot who wins it three times will be
permanent owner of the handsome trophy.

may  practice
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Fuel Change Affects Seals

VMF-311—This squadron has had occa-
sion to replace seals in the fuel tank selector
valves and the fuel defueling valves in more
than 75% of its Fau-4 aircraft during a
period of two months, Need for these
changes was brought to the attention of the
engineering department by repeated reports
from pilots complaining of raw gas fumes
in cockpits.

Disassembly of the wvalves showed that

seals had shrunk and hardened so much that
they no longer could provide the seal neces-
sary for required pressures. Upon replace-
ment of seals, cockpit fumes were no longer
evident. Beginning of the leakage coincided
with a report that a slight trace of mercap-
tans had been discovered in the fuel avail
able. With continued use of this fuel after
replacement of seals, no further leakage has
been observed.
A BuAer Comment—The rubber shrink-
age trouble has been found due to varia-
tion in the aromatic content of aviation
gasoline. The rubbers developed during
the war to withstand 407, aromatics con-
tained a high amount of plasticiser. This
material was replaced by the aromatics,
causing swelling.

Subsequent immersion of the rubber in a
fuel with low aromatics caused shrinkage
which resulted in leakage. The presence
of mercaptans in the fuel does not contri-
bute to the leakage problem. This trouble
may be encountered after a shift from high
to low aromatic fuel and will increase with
the age of the sealing materials. Continued
use of a fuel with any given composition
will not cause leakage.

Activities have been advised by restricted
NTX No. 191405 Z Dec. of the corrective
action to be taken in regard to use of
Parker fuel selector and defueling valves.

BuAer Tries New Sextants

BuArr has contracted for two periscopic
sextants from Kollsman Instrument Division
of Square "D The two sextants will be
delivered to NAMC PriLaprLrHIa for lab-
oratory and flight tests, These tests will de-
termine the suitability of the instruments,
ariginally developed for the Air Force, for
us¢ in naval aircraft.

The new-type sextant protrudes through
the hull in periscope fashion and eliminates
the need for a navigator's dome on planes.
One of the two sextants 15 equipped with a
pendulous vertical reference, the other with
the conventional bubble reference. Merits of
the two systems will be compared

Trucks Get 'Soft Fenders'

VR-3, PaTuxeNT RiverR—Confronted with
scveral instances of minor damage to air-
craft caused by ground equipment during
loading and unloading operations, Lt. Cdr.
Robert S. Fauber of vr-3 solved the problem
typical seagoing man's fashion, He
simply applied the "buffer” principle, used
to prevent similar damage caused by ships
scraping against docks, and devised
fenders' for the trucks.

These fenders are constructed locally of
30 weight, white canvas and are packed
with horse and cattle hair, salvaged from old
mattresses and cushions. It is estimated that

m a

“soft
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LT. CDR. R. FAUBER AND HIS 'SOFT FENDERS'

the cost per fender is approximately $55,
The fenders give the trucks a strange appear-
ance, but repairs and delays due to damaged
skin are being lessened, particularly during
the winter when loading aprons are icy.

Lt. Cdr, Fauber is a plane commander in
R3D type aircraft and, at present, 1s ofhcer-
in-charge of the NATS terminal at Patuxent
River.

BuAer's Publications Index
Inasmuch as BUAER IS now issuing a
monthly supplement to the Naval Aeronautic
Publications Indéx, NAVAL AVIATION NEWS
is no longer printing a list of new publica-
tions originated by BuAER each month.
BuArr advises that the monthly supple-
ments will be distributed to basic index hold-
ers. It plans further to 1ssue the 1948 basic

Index in April.

BOOKS
U, 8.
Dunean 8,
1047, $3.75.

Naval Logisties in the Second World War,
Ballantine, Princeton University
Press,
Flight Engineering and Cruize Control, Harris
G. Moe. John Wiley & Sons, Ine., 1947, 24.
{ Written to mive pilots the technical knowledge
needed for understanding airplane and engine
operation, )

Techniques of Ohgerving the Weather. B. ©
Haynes. John Wiley & Sons, Ine., 1948, §4.
Ships and Other Figures. Willinm Meredith.
Princeton University Press, 1948, $2. (A Poetry
Book Club selection containing poems written
while the author served as & naval aviator in
the Pacifie. Lt. Meredith was €O of V8-69
in 1945.)

MAGAZINE ARTICLES

Design of Fighter Alreraft. H. R. Foottit,

RCAF. dero
108-110, 113,

Digest, Feb. 1948, pp. 29, 24,

Good Shooting from “Shooting  Stars,"” e
Dhgeat, Feb, 1848, p. 3%, (Gunnery test= with
the P-80,)

Seaplanes Can Be Good Airplanes. Charles J.
Daniels, ONR. Asro Digest, Feb. 1R, pp. 3%,
39, 114, 118, 118, illus,

Notes on Laminar Flow and Laminar-Flow Air-
foils. Richard G. Naugle. Aero Digest, Feb.

1645, pp. 40, 41, 113, 114.

Thunderjet —Air Foree Ace for "48. Nathaniel

F. Bilsbee. Aero Digegt, Feb, 1548, pp. 44-48,
itlus,
Turbojet Development Laboratory. Winston R.

1048, pp. A4-66, 04, D9,
ghouse gas-turbine labora-

New., Aero Digeat, T
100, illus, (The Westi
tory at Philadelphia.)

Rodert Wing Collier Trophy, Aeronautical En-
gineering Review, Jun. 1948, p. 7. (Award for
research in development and practieal appliea-
tion of & fee-prevention svstem for
aireraft. )

The Pluce of the
Aeronautical Selenves,
Avronantical Engincering
pp. 18, 18,

General Results of NACA TFlight Research in
Natural Ieing Conditions During the Winters of
1845 and 19 Norman R. Bergrun, Aeronautie

thermal

Aviation Physiologist in the
M. C. Shelesnyak. ONH.
Review, Jan, 1048,

cal Engineering Review, Jan, 1948, pp. 20-27,
ilhas.

The High Cost of Living. Douglas J, Engells,
Air Foree, Feb, 1048, pp. 11-17. ( What it costs
to produce an airplane.)

One Jump Ahead of the Shroud Air Force,

Feb. 1948, pp. 20, 22, {Anccdotes of the Cater-
pillar Clul, )

The Martin Jets. Jozeph H. Wherry, American
Helicopter, Peb, 1948, pp. 11, 12, 24, 25, (Ap-
praisal of the XB-48 and the XP4M-1 anid their
place in the defense picture.)

Stall-Warning Indieators Refined,  Albert E.
Bmys Jr. Aviation Week, Feb, &, 1948, pp.
21-24, ilus.

Aero HKnowledge Now Integrated, Leslie E,
Neville. Awiation Weel, eb. 9, 1945, pp. 26,
20 ( Standard Index. new  ab-

Avromuticnl
stracting and catalo  project, colleets, scieens
and distributes techn
Wing Spoiler Proves Its
Development ts Raob
Weel, Feh. 8, 1948, pp.

al data.)
Worth in
MeLarren.

), A2,

Searching
Aviation

Newer English Jet-Type Fighters Delaved ntil
Roy Cre Aviation Week, Feb, 16, 1948,

22, {Appraizgal of current status of
tritish design and research program.)
Inventory of U, 5 Air Power. Asiation Week,
Feb., 28 1048, (Entive issue devoted to ap-

avintion resources and Facilities,
military.)

praizal of U, 8
both eivil and

How to Buy a Used Plane. Jerry Leichter,

Flying, March, 1045 pp. 20, 21, 68, &9, illus.
v Airway., Gaither Littrell, Flying, March,
e 29, T4, 7. (New “"Tricon’™ elee-

tronle 53 m devised by Dr. Luis Alvarez to

solve air teaffie problem.)

The Navy's Stake in the Future. Mador Guy

tichards, USMCR. Nuaval Tustitule Proceedin
Feb, 1948, pp, 183-195. (The rmdar-rocket-mi

ape has added to the Navy's responsibilities
without relleving the Navy of its older furne-
tions.)

New Guns for Human Bullets. George H.
Waltz, Jr. Popular Science, Feh, 18458 pp.
08-102, illus. (Navy's new human centrifuge
planned to test pilot’s reactions to tremendous

forces of acceleration and deeeleration.)

They Taking the Fear Out of Fog., Wesley
Price, Sat. Eve. Post, Feb. 21, 1848, pp. 20,
(The Landing Alds Experi-
at Arcata, Calif.)

Our Are Down. Irvin M. Wise.
ways, March, 1948, pp. 18, 19, 44, 45, 53,
(1. 8. vulnerability vin the North Pole, )

And Around She Goes, D Ahnstrom. Sky-
Murch, 1948, pp. ao, H6, ilus.
{tHow to spin an airplane and recover (rom it.)
Somge of the Troubles Latent in the Phrase “To
Unify.” /. 8. Air Services, Jan. 1048, pp =11,
20, ("Veteran Pilot" gives his views on effects
of the Unifieation Act on naval aviation.)

21, 87, 90, 92, illuy,
Station

ment
ooy
illus.

e,
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WEATHER SQUADRONS ABOLISHED

WEATHER-HUNTING NO LONGER P34Y MAIN JOB

TI-II-‘. Navy no longer has Privateer
squadrons whose sole job is to track
down and follow hurricanes and ty-
phoons. Designation of the two VEM
squadrons has been changed to heavy
1.1mip|.m{-_ and weather reconnaissance
has been made a secondary mission for
VP-HI. nllr.nfrun\,

During the hurricane season, these
.\L]ll..il.lr(}ll\' will continue to chart the
weather, but during the rest of the year
they will operate the same as other com-
batant .\(]11.‘1&[‘1:11«'. The two weather
squadrons were vem-3 at Miami, Fla.,
and vem-2 at Agana, Guam. Their
]ﬂ.:llcs had specially strengthened em
pennages to withstand  buffeting and
varried instruments to record tempera-
ture, winds and other meteorological
data.

The history of vem-; at Miami is
typical of the brief career of weather
squadrons. When recco planes were so
successful in 1944 and 1945 in track-
ing typhoons in the Pacific, it was de-
cided that specially-trained weather
squadrons were needed.

The .\;Llu.i\irou was formed at Camp
[\’L‘..I.rﬂ}' late in 1945, with training em
phasizing navigation and instrument
flight. During the 1946 hurricane sea-
son, VPM-3 was based with six planes at
Miami, and a detachment of two or
three was maintained at San Juan.

The season was relatively inactive,
only two hurricanes and two tropical
storms being recorded. After the squad-
ron spent the winter and spring of 1947
with Atlantic Fleet maneuvers, the 1947
hurricane season swooped down on it
in full force. Its detachment had moved
to Roosevelt Roads, P.R.

Nine tropical storms, of which four
were full hurricanes, kept its planes
busy. Climax was the September 11-19
hurricane which swept over Florida and
New Orleans. The storm was scouted
by the squadron every day except 17
September when it was crossing the
Florida peminsul.l. An anti-climax was
the hurricane of 10-15 October which
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passed over Miami on the 12th, forcing
a second evacuation and causing floods
which did heavy damage.

A total of 90 weather flights were
made &IUFIII'IILI the hurricane season 1
June to 1 December 1947, Of these 16
were into full hurricanes with winds of
65 knots or more and 33 were into
tropical storms of sub-hurricane inten-
sity. A total of 533.6 hours were logged
in weather recco. VEM-3 reports that it
is proud of the fact no weather flight
was cancelled due to mechanical or or-
ganizational troubles,

Marines Carry Jury Struts

VMF-311, Eir Toro—Mobility and efh-
cient methods for transporting equipment arc
essential to any fighting squadron that has to
Ll‘ih;”—k
intervals for short tours of duty

With development of a device by M/Sgt
George R, Larko, the lugging of jury struts
ty and from ship bf.' the J_:r-.nlnr.l echelon is no
longer necessary. In the past their weight
and bulk ciused many a grumble from men
whao walk aboard carrying all the
squadron’s gear

Now each Coriair can fly aboard ship with

aboard aircraft carriers at frequent

have to

its own jury struts conveniently attached to
the rocket launchers. A holt
welded in the hrst stop hole sa as to protrude
about 1.'_',” above the surluce of the -\JJL|illg
section of the jury strut. Also a Usshaped
bracket 35" wide, 14" high and V4" long is
welded 3 inches from the stationary end,

The bolt is inserted in the groove of the
forward launching post and the bracket 1s
locked in place on the rear launching post.

Sk 14a" wis

The locking pin of the strut rests against the
after side of the forward LleLhing post as
an additional safeguard against the possibil-
ity of the strut jarring loose during an ar-
rested landing. As further precaution, ecach
end 15 secured by safety wire,

A  Buder Comment — Provided that
strength of the jury strut is not impaired by
the welding operation, there should be no
objection to welding rocket-type lugs on

BRACKET AND BOLT HOLD STRUT TO LAUNCHER

=

it. Carrying the jury struts as described is
an excellent idea. As further precaution,

recommend the forward attaching lug be
safety wired to the forward rail.

CREWMAN SIGNALS PLANE TO COME STRAIGHT

Red Flags Aid Taxi Signals

NAS San Dirco—During the past month,
this station has been experimenting with use
of small signal fags by linemen in directing
trathe on the Operations line. Signals used
are the same as those prescribed when using
lucite night signaling wands.

From comments offered by visiting pilots,
it 15 considered that use of signal flags has
these advantages over regular hand signals:
1. Positive identification of signalman by
pilot. 2. Standardization of all raxi signals,
both day and might. 3. Constant familariza-
tion of both ptlots and linemen with proper
signals, lessening possibility of confusion at
night.

The flags are made of 6x6” squares of red
neon  fAuorescent cloth  (stock  #FRev-con,
tacked onto 10" handles made of 14"
\!ll\\'L'||ﬁg.

AD-1's Get Carrier Tests

Carrier landing tests of aAp-1 and Ap-1Q
atrcraft were conducted on the ov Boxer to
get data on landing and arresting loads im-
posed on the airplanes when
aboard,

they come

A secondary objective was to get duta on
adequacy of wing structural changes which
had been incorporated in one of the planes
To accomplish these ohjectives, three planes,
an instrumented Ap-1@ and ap-1 and a non
instrumented structurally-reinforced ap-1 were
test landed aboard the Boxer durmg routine
uperations.

A total of 71 landings were made, during
which failures occurred. They were
an arresting hook failure, a tail wheel yoke
fatlure and a wing (yield) failure mn tor
sion, Load data obtwined are to be used in
determining the reinforcements needed to eli-
minate these types of structural failures which

three

also have oceurred in service operations of

these maodels.

Marines Carry Heavy Load
VMR-252, Cuerry Point—Four RsC air-
cruft went to Floyd Bennett ficld to bring
four Marine engines to Cherry Point for in-
stallation in crash boats at this base.

Each crated engine weighed about 5,500
pounds with dimensions of about 4x5x815
and were loaded one to a plane. Loading
crews at both ends of the flight encountered
many difficulties but unloaded the massive
bulk without mishap to plane or cargo

Restricted



AVIATION ORDNANCE

ENOQUIRIES SHOULD BE ADDRESSED TO THE CH'EF OF BUREAU OF ORDNANCE

Maintenance for Torpedo Readiness

‘SAD SACK' THE SLOPPY TORPEDOMAN

NERTZ ON THE ROUTINES
| NEED MY SACK TIME

The picture below shows the result of
some Sad Sack having his mind on geard
maintenance rather than torpedo gear muin-
tenance. The gear in the foreground was
taken from a torpedo which had not re-
ceived proper maintenance routines, as can be
seen by comparison with the other gear which
had received  proper maintenance routine
Many people take the term “ready” in ready
torpedoes a little too casually.

CONTRAST IN CONDITION OF GEARS IS EVIDENT

Although these torpedoes may be retained
two years before requiring overhaul, it is
nevertheless necessary to carry out the proper
maintenance routines.

One could hardly justify risking a highly
trained pilot's life in time of war by having
him carry a torpede aboard his plane with
parts such as illustrated.

Chapter 15 of the Barean of Ordwance
Mannal explains the routine maintenance
procedures to be followed if a torpedo is
expected to be "ready” in something more
than name only,

Pressure Ruptures Air Accumulater

A short time ago an air accumulator in the
Torpedo Workshop at NOB Guam ruptured
Luckily it happened at a time of day when

Restricted

the shop was vacant, and hence there were
no personnel casualties, although the sur-
rounding piping and bulkheads were dam-
aged. The accompanying picture shows what
happened to the accumulitor,

VENTS CLOSED, AIR ACCUMULATOR RUPTURED

The vent holes in the flask had been weld-
cd shut, and this in turn had allowed the
development of an excessive air pressure
under the outer shell layer which resulted,
timally, in the rupture of the outer layer.
Flasks of this type were manufactured by the
A. O. Smith Company in 10-, 15-, and 25-
cubic foot capacities. They were constructed
by superimposing six or seven welded layers
on an inner pressure shell. Vents through
the shell layers were provided to relieve any
pressure that might develop because of a
leak through the inner pressure shell. In
this particular case, the vents had been weld-
ed shut without knowledge of their function.

RECOMMENDATION: Stencil a warning
on all such fasks to keep the vents open.
A Bureau of Ordnance Circular Letter direct-
ing such action is being promulgated.

Rivet Failure on Feed Mechanism

Ordnancemen  at  the Naval Proving
Ground, Dahlgren, recently encountered a
structural failure of the frame assembly, a

e o
T SEENA

L

SKETCH SHOWS LOCATION OF RIVET TROUBLE

major component of the AN-M2 feed mech-
anism used on the 20 mm M3 aircraft gun.
The fact that this failure had previously not
been reported to BuORD warrants investiga-
tion to determine if it may be considered to
be an 1solated case or necessitates a redesign
or modihcation.

Failure occurred when rivet (A7225341),
(see accompanying sketch), which holds the
rear end of the frame to the feed mouth
tailed in tension. This rivet is located just
aft of and below the rear cartridge holding
cam. When it breaks, the frame and star
wheel assembly move away from the mouth,
resulting in a failure to feed and, of course,
gun stoppage.

In order to determine if a modification is
necessary to this section of the frame assem-
bly, the Bureau of Ordnance welcomes com-
ments from activities. experiencing rivet fail-
ure at this section or any other section of the
frame assembly, During routine checks, all
rivets and welds in the trame assembly should
be carefully inspected.  All
be immediately reported on NAVORD FORM
147.

failures should

Rear Buffer Modification Needed

So many rear buffer lock plungers (A255-
64) in the 20 mm M3 £un
farled that a redesign of the assembly has

arrcralt have
been necessary.

The strength of the lock  plunger
(A7229174) has been increased by increas-
ing the diameter of the plunger shaft; in
addition, the material specfication has been
changed from free cutting steel with no heat
treatment to alloy steel, heat treated to Rock-
well C30-C36. To
plunger in the rear buffer housing (C70498),
the diameter of the plunger shaft hole in
the buffer housing must be slightly in-
This modification can be easily per-

new

mncorporate  the  new

|T(‘.‘lhl:|.|.
formed by operating and overhaul activities

A modification drawing for accomplishing
this change is under preparation. and when
the new plunger is available an oMi-v will
be issued for this change to be accomplished
by operating activities.

Muscle Licks Quonset Ice
VF-18-A, QuonseT PoINT—After operat-
ing on ice-conted runways for many weeks
the past winter, this squadron found that
manpower 1s the most expeditious and safest
methad of handling aircraft on the ground.

As long as the snow stayed dry and
powdery it wasn't so bad, but thaws and
freezes followed by
inches of solid 1ce on the apron,, taxiways
and runways. Flight operations
tremely hazardous and towing off aircraft by
wheeled tractors virtually impossible.

Men in the squadron who could drive bull-
dozers or heavy trucks were pressed into
service. Some drove truck plows and dump
trucks to haul away the snow. Others wield-
ed shovels.

Pilots kept busy taxiing planes to an un-
used portion of the apron or runway and
bringing them back to respot after snow was
removed. The line was not wide enough to
taxi a plane to its parking spot; so engines
were stopped and plane captains and pilots
pushed them to the correct spot on the line,
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more snow left several
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INTERIM REPORT DIGEST

L

Thiz digest covers the 15 Februnry Interim Re-
port of Serviee Test, NATC Patuxext and does
not necessarily  rvefleet BuAzer policy.

FJ-1 (40 Hours)

Fuel Leakage. By increasing torque on the
clamp ring bolts, fuel leakage at the exhaust
pipe connecting clamp has been reduced to

only @ few drops during simulated false
starts. No leakage occurs during a normal
start.

High Octane Gasoline. 115 145 octane

gasoline has given satisfactory operation dur-
ing five flights. Change to this fuel was made
at 36.4 hours engine time. Fuel leakage men-
tioned above appears no greater with gaso-
line than with kerosene.

Cold Weather Starts. Aircraft has been
secured outside during cold weather with no
starting difficulties, Normal starts were ac-
complished with kerosene or gasoline at out-
side air temperatares ranging from 19 to 21
degrees F. The starts with gasoline were
usually 200 to 300 degrees cooler than with
kerosene.

Aileron Boost Cylinders. In replacing a
leaking aileron boost cylinder seal it was
necessary to remove four hydraulic lines, one
relief valve, and ten fttings before the cylin-
der could be reached. Then the four cylin-
der mounting bolts had to be removed and
the cyvlinder moved forward on the shaft until
the seal could be reached through a small
access plate. One man required ten hours to
complete the removal and replacement.
Recommend that sufficient accessibility to the
aileron boost cylinder be provided to allow
removial or installation  within  reasonable
time.

Canopy Air Seal. Clearance between the
forward portion of the canopy air seal and
the canopy emergency quick disconnect is so
small that there is danger of the air seal
operating the release mechanism when the
canopy is closed. To remedy this the canopy
air seal was cut out directly above the quick
disconnect and a contractor furnished re-
cessed section was inserted to increase the
vertical clearance between seal and release
mechanism.

Hydraulic Pump. Vickers piston type con-
stant displacement hydraulic pump stocked
in the Section B Allowance List for the Fj-1
" has hose type fittings and is not interchange-
able with the one installed on the aircraft,
which incorporates a pump head designed
for thread httings.

Engine Driven Hydraulic Pump. Atter 10.7
hours aircraft time a leak in the hydraulic
pump, P/N R86-VI-PF17-3911-20ZE, serial num-
ber zsi1s16F, was observed. Retainer plate
which holds a seal around the shaft had
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broken and allowed fuid to escape between
valve plate and valve body. Recommend that
retainer plate be made of stronger material.
Hydraulic Line. Line to inlet port of
Goodyear 11980 single disc  triple cavity
hrakes is now connected to the center cavity
of the brake housing. This line runs over
the brake housing which is located on the
front portion of the main landing gear and is
readily subject to damage. One failure of
this line occurred when it was hit with a
jack during servicing of aircraft. Recommend
that: 1. possibility of installing hydraulic
inlet line in the top of the bruke housing
where the bleeder valve is now located be
investigated; 2. bleeder valve be relocated at
bottom of housing where the drain plug is
now located; 3. brakes be serviced with a
hydraulic pump through bleeder valve and
that draining off of the air dnd excess fluid
be through the bleeder plug in tap of master
cylinder.
Hydrofuse. The ailerons froze during test-
ing of the boost system during a pre-flight
check with the engine running. Investiga-
tion showed the hvdrofuse between the ail-
eron and elevator boost system to be in the
closed position, which caused fluid pressure
to be directed against both sides of the ail-
eron  booster cylinder pistons, locking the
ailerons. It is believed that air in the sys-
tem had caused hydrofuse to close.
Hydrofuse is equipped with a lever for re-
setting (opening) the control valve manu-
ally, and it is therefore believed that hydro-
fuse is not designed to operate automatically
as required in the Fj-1 aircraft, which has
no cockpit control to this valve. It is also
believed that the installation is extremely
dangerous for flight operations instead of
being a safety feature. As remedial action,
hydrofuse was wired in open position,
Bullet Resistant Glass. Surfaces between
windshield and bullet resistant glass connect
dust and impair pilot's forward vision. No
provisions are made for cleaning. Recom-
mend that contractor provide for ecasy re-
moval of bullet resistant glass.
Catapult Hook. The catapult hook and
holdback retract by cable assemblies con-
nected to nose wheel retracting linkage and,
conversely extend when nose wheel is ex-
tended, regardless of whether catapulting is
anticipated. Catapult hook fairing door is
opened and closed by action of the catapult
hook through mechanical linkage. When
door 1s in open position it obstructs the for-
wird jacking pad and interferes with jack-
ing operattons, Door is easily demaged.
Recommend that possibility of installing a
spring loaded catapult hook and holdback

and fareing door assemiblies, that are manu
ally lowered only when needed, be investi-
gated.

AM-1 (168 Hours)

Engine Hood Cowling. Lower engine hood
panel assembly weighs 151 Ibs, and requires
five men to install, one man supporting each
corner and hfth man attaching cowl to en-
gine. Three men can remove the cowl under
no wind conditions, but five are necessary
with wind above 10 knots. Recommend that
1. contractor modify the bottom panel as-
sembly so that it can be removed and re
placed by two men; 2. for future design the
power plant cowl, including nose cowl, he
constructed as one major rlssembll,‘ consist-
ing of three segments hinged near the after
end in a manner that will allow each seg-
ment to be opened aft and secured in open
position independently. This will improve
accessibility  for inspection and
maintenance of power plant,
Control Reds. The walking beam rod as-
sembly control for left wing flap and dive
brakes was found chahng against a wing rib
located in left wheel well through which it
passes. As remedial action,
larged at point of contact with flap and dive
brake control rod, providing 14"
Recommend that contractor
paragraph 837 of Sp-24-E,
Nose Cowl. Slot provided in the nose cowl
and used to retain the lip of the cowling
latch gap strip is located 34" too low. As
remedial action, 3" was cut from power
plant cowling gap strip to permit installa-
tion. Recommend thut contractor raise the
slot which is provided in the nose cowl to
receive the lip of the cowling latch gap
strip 34",

Clearance Door. During a wing spreading
operation in which airplane was headed into
an estimated 30 knot wind, the left and right
wing butt clearance doors were noted to pul-
site and then to lock closed. Recommend
that contractor correct this condition which
is undesirable for carrier operations.
Defective Rivets. After 1684 hours op-
erating time, skin on dorsal fin, left side,
separated from leading edge at station 411.
625 for distance of six inches. The upset
heads of six rivets had pulled through the
holes in leading edge former because the up-
set heads were not completely formed. The
manufactured rivet heads were tight in the
skin. As remedial action, defective rivets
were replaced with 14" cherry rivets. Recom-
mend  that contractor improve quality of
workmanship and inspection of dorsal fin.
Rocket Pigtail Receptacle. (cannon p/N
13359) Rocket pigtail receptacles became loose
on their mounting structure after 25 rockets
had been fired from each station. These re-
ceptacles are each secured with two No. 8
cross slot self tapping screws, AN-33-8-8, and
lock washers, AN 9as-8, which are screwed
into sheet metal nut plates. The self tapping
screws continue to back out after retighten-
ing. Recommend that contractor secure the
rocket pigtail receptacles with machined
SCrews, AN-520-10-8, and nut plates, AN366-1032.
Gun Charger. The gun charger pressure
switch assemblies, BENDIX P /N FXD6134, are
located on the after side of the rear spars
between wing stations 101-1/2 and 106-1 /8.

accelerate

hole was en-

clearance.
comply  wath
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Access to the pressure switch assembly s
gitined through the bottom wing access plate
at this station, but removal and replacement
are difficult because of the many hydraulic
lines congesting this area, Time required to
remove and replace pressure switch assembly
was one man 1.3 hours. Recommend that
contractor locate the pressure switch assem-
blies on the forward side of the rear spars
between wing stations 101-1 /2 and 106-1 /8,
Defueling Operation. The three internal
wing tanks were defueled using a Yale and
Towne, type A-6 portable pump. Time re-
quired to defuel the three tanks was one
man 34 minutes.

Landing Gear Bolts. Special inspections
of the landing gear rotating link assembly,
P /N s4a0a-175, and Rockwell tests of the bolt,
PN #dana-36, were conducted. The Rockwell
test revealed €28 for the left hand and C32
for the right hand bolt. Both bolts were be-
low the Rockwell number C33 to C38 speci-
fied by the dispatch and were replaced with
bolts furnished by the contractor,

Changes Incorporated. The support tubes
for the tail wheel uplock beam assembly were
found by the Glenn L. Martin Co. to be be-
low specified strength. Replaced by tubes of
the same part number, P/N 10-8000041-10 and
-20, furnished by the contractor.

Teleflex gear boxes, »/N xazra  and
XA284, were  removed  because  cadmium
plating on the shafts began to peel off and
became imbedded in the brass bushing, » /'~
sKes-4. Gear boxes were replaced with boxes
reworked by Glenn L. Martin Co,

FH-1 (149 Hours)

Forced Landing. BuNo. 111758 was in-
volved in a forced landing resulting in Class
"A" damage at total aircraft time of 149.2
hours. On routine flight, pilot attempted to
conduct single engine procedure. After shut-
ting down left engine, pilot attempted to
shift the engine selector valve to RIGHT, but
it would not travel the full distance. On
attempting to return the selector to the BOTH
onN the control appeared to be binding, no
seating of the valve could be felt and hoth
engines lost fuel pressure.

Investigation after crash landing showed
the selector valve in the BOTH OFF position
and the torque tube broken and galled by
the securing pin. A Rockwell test was made
using a 1/16" ball and a 100 kg. load. The
damaged control torque tube averaged a read-
ing of .72, A series of readings also made
on a piece of 245T 035 sheet averaged .73,
Recommend that contractor investigate and
remedy the cause of failure.

Wing Panel. After installation of a new
wing, three men required 144 hours to ad-
just the wing hinge pin holes in order to
prevent chattering and vibration when the
wing hinge pins engaged the wing httings.
Because of critical adjustment provided by
the stop bolts, wing pin chatter was never
entirely eliminated. Recommend that the ad-
justment stop bolts be relocated on the center
panel or a different method for aligning the
wing hinge pin holes be provided in order
that this adjustment can be made in a mini-
mum of time.

Hydraulic Line. The flexible hydraulic in-
let port line is routed from the landing gear
strut across the point where the torque scis-
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sors are joined together, down to the lower
cavity of the brake housing. The loop re-
sulting from this excessive amount of line at
this location s readily subject to damage.
Recommend that 1. hydraulic fluid line he
rerouted down the rear of the main landing
gear strut; 2. the inlet port for this line be
relocated from the bottom of the brake hous-
ing to the top: 3. the brake be serviced by a
hydraulic pump through the bleeder valve
[ocated at the bottom of the hrake housing
and the air and excess hydraulic fluid be
drained off at the bleeder valve of the brake
control unit (cylinder).,

Landing Gear Compressing Mechanism.
The action of the rocker arm pin through
which the rod assembly actuates, wears and
enlarges the hole in the rocker arm to such
a degree that the retainer ring can slip
through the hole in the rocker arm and jam
the action of the rod assembly. Recommend
that /. the hardness of the rocker arm be in-
creased or a bushing be provided to prevent
pin wear; 2. a larger retainer ring or a form
of lock collar of the same size as the collar
on the other end of the pin be provided.
Tapered Pins. (¢ /nN aN-386-1 used for con-
necting umiversal joints to shaft). When it
is mecessary to disconnect the torque tube
shafting from universal joints the threads on
the tapered pins are usually damaged be-
yond repair and the pins cannot be used
again. When pin is removed without damage
to the threads it is usually found upon rein-
stallation that the pin cannot be reused he-
cause the large end of the pin will be drawn
into the pinhole until the top is flush with
the outside surface of the torque tube when
spacer and self locking nut are installed and
the nut is properly tightened.

The taper is only about 020 to the inch
so very careful installation is necessary to
prevent drawing the pin. Numerous tapered
pins have been found that were drawn too
far into the pinhole upon original installa-
tion. It has been necessary to manufacture
pins on a lathe to replace these pins. They
are AN standard, but because of very limited
use in other naval aircraft, are not stocked
in numerous size and quantity, and it will
be necessary for operating squadrons to
manufacture pins as required.

Universal Joints. The ends of the univer-
sal joints (used to attach control torque
tubes to gear boxes for fuel tank selector,
engine  selector and  emergency  selector
valves) extend into the tubing 14”. The
center of the drlled hole for the tapered
securing pin is 14" from the end of the con-
trol torque tubing. This leaves only 3/16"
tubing between the securing pin and the end
of the tubing. It is believed that this method
of securing the universal joints to the con-
trol torque tubing does not provide the neces-
sary strength factor. Recommend that 1. the
length of the ends of the universal joints he
increased so they will extend further into
the control tube torque shafts to which they
are connected; 2. the control torque tube be
secured to the universal joint with two bolts
installed at right angles to each other ap-
proximately 34" apart.

Gun Charger. The distance that the gun
charger rod must be pulled away from the
instrument panel when charging the guns is
seven inches. The gun charger handle in the

down or charging position is five inches
away from the instrument panel. Thus the
pilot must exert a final pull on the charg:
ing handle at a position 12 inches away from
the instrument panel. When the pilot is
equipped with a cushion, back pack para-
chute, and normal flight gear, the gun
charger is very hard to operate, and the pilot
must lean to the left and turn slightly. This
is necessary as the pilot uses his forearm
and wrist to snap the gun charger into posi-
tion at a point very close to his chest. Re-
commend that the cable assembly between
the instrument panel and the guns he re-
arranged to provide a shorter stroke of the
cockpit gun charger handle.

‘Pocket’ Tool Kit Pays Off

VEF-2-A, Pacific—This squadron has equip-
ped each plane captain with a “pocket” tool
kit and thus solved the old headache of the
mian who has just lost his screwdriver or
whose windshield rag has just blown away.

The parachute riggers manufactured simple
cloth pockets with tie strings to attach to the
belt und leg of the wearer. The mainten-
ance department then issued to each plane
captain, on a sub-custody basis, one such
pocket equipped with screwdriver, pliers,
diagonal wire cutters, dzus tool and cleaning
rag.

With this kit, marked dividends have heen
paid in increased efficiency. Now each plane
captain always has the proper working tools;
tools are saved because of less borrowing and
mispliacing; and a cleaner, safer line has been
obtained since cleaning rags are no longer
being hlown about.

Tests Rocker Arm Bearings

NAS Avamepa—A fixture developed at
this station by Arthur A. Gilcrest has made
possible faster and more efficient testing of
rocker arm bearings. It consists of an angle
plate to which is removably attached an arm
hinged at approximately its center and a
quick-clamping device which may be set ac-
curately to exert a required pressure of 250
pounds on the inner race of the bearing while
the outer race is tested for freedom of move-
ment.

A torque wrench used in conjunction with
the clamp makes possible quick setting of
the clamping unit to the required pressure.
The hinged arm facilitates removal of the
bearing from clamping position to reload
position. Since the device allows use of a

torque wrench without screwing and unscrew-
ing a nut each time, it saves at least half the
time required to make the test.

This fixture was submitted under the Navy
Employees™ Suggestion Program.

PLATE WITH HINGED ARM AIDS BEARING CHECK
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Catalinas Train Middies

MIDSHIPMEN STUDY MACHINE GUN IN

‘BLISTER'

A-‘l.«ll(lh indoctrination training was
given first and second class mid-
shipmen at the Naval Academy with the
assistance of Am]whihi(‘m% SqmuErnn 3,
operating out of NAF ANNAPOLIS.

During the eight-week period of duty
vP-AM-3 had at this station, each mid-
shipman received two one-hour flights
to familiarize him with functions of the
crew and equipient of a patrol plane.
Each man rotated through the eight sta-
tions assigned him in the plane, includ-
ing copilot and flight engincer.

All  equipment was opurutcd and
demonstrated by qualified crew mem-
bers. The majority of midshipmen were
anxious to learn all possible concerning
aviation and expressed desire to obtain
flight training as early in their careers s
possible.

To avoid conflict with the normal
routine of the Academy, strict adherence

to a tight operating schedule was neces-
sary. The midshipmen arrived at the
NAF by boat from the Academy to find
the PBY-35A"s lined up at the head of the
ramp, rcqul}' to go over the side.

The third pilot of each plane would
complete the signed yellow sheet by fill-
ing in names of the middies as they
went aboard each plane, leave it behind.
and scramble aboard himself, pulling
the ladder in. As the plane went over
the side, the middies would be given life
jackets, instructed in their use, be shown
where to get parachutes and how to use
them, and be stationed for take-off.

By the time take-off position
reached, all hands were set, A time was
specified for return of all planes to the
ramp, and the last plane in had to be
aboard at that time to permit the mid-
dies to double-time back to the boat re-
turning them to the Academy across the
Severn river.

At the same time this squadron oper-
ated as many as six PBY's for this indoc-
trination, the NAF operated as many as
24 w3N's on floats, also for midshipman
indoctrination. By careful attention to
course rules, scheduled times of opera-
tions (differing by only 10 minutes)
and by using normal courtesy between
pilats, little interference in operations
resulted.

Was

VF-13-A Sets Rocket Mark
VF-13-A, Fr Centho—The Freelancers
recently established two  new  rocket-firing
records while operating their F81's on the El
Centro range. The 32 pilots fired 1532 sCAR
rockets for 4 new squadron record of 4.94
bullseye hits. The old record was 4.81.

Lt. Dave Arrivee set a new individual
record of 7.08, bettering the old mark by .06.
This is quite remarkable masmuch as the old
record was established in the slow and stable
teM making 30-degree dives. Lt Armivee
racked up the new record making primarily
s0-degree dives in a Bearcar. A perfect score
is 10 and any score more than 4.5 is con-
sidered good by the rocket training personnel
at El Centro

Plane Tow Truck Valuable

NAS TiLtamook—A new method  for

PLANE TAIL FASTENS TO EXTENSION ON TRUCK
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making long tows of aircraft has been devel-
opee at this station.  In a2
tween Tillamook and Portland, a distance of
85 miles of mountain and aty
highways, it worked satisfactorily.

An extension fitting was securely bolted to
a six-by-six semi-tractor, allowing mancuver-
ability, tracking and stability. The plane
towed, a TeMm-3r, was inspected periodically
and showed With tail wheel
removed. olen pressure reduced and the fore
and aft security cables terminating near the
tail wheel strut, it proved easy to handle.
An added weight of about 500 Ibs. would
insure traction on hills and wet highways.

recent test be-

winding

ni [{L‘I‘L'lr'\.

Arctic Winds Sweep Runway
VR-5, SeAaTTLE—HCere's one
operations officers jump off high cliffs. The
worst weather of the Alaskan winter plagued
Kodink during the first part of  January.
Prolonged rain accompanied by steady 50-
knot winds, was followed by a fast trecze.
Water over the hard-packed snow on the
runways froze into a glassy smooth sheet of
ice. With winds reaching 70 koots and ceil-
ing zero with blowing snow, all operations
were ended. With the first letup in weather,
an alert Kodiak operations crew completely
scraped and sanded the 7,000-foot runway in
less than two hours, and

reason  why

aperations  were
resumed.

It did not last long, High winds blew
sand off the runway, leaving it smooth as
ever, It was necessary to repeat the work
several times in the following days.

THE HOWLER

Engine Operating Limits, Fuilures of
PN R-2000-9 engines are resulting from power

operation in excess of operating limits.

The first 150 of these engines overhauled
'.i\'L‘r;lgL‘ti over 900 hours of operiation prior
to the first overhaul. Disassembly inspections
at overhaul revealed practically no discrepun
cies.

In the last
R-2000:9 engines have
burned pistons. Investigation by BUAER as
to the cause of Ffalure resulted in the same
conclusions  and recommendations as indi-
cated in vik-3 RUDM Serial No. 25-47 dated
20 November 1947, a portion of which is
quuted:

“Disassermnbly inspection reveiled the £ 13
piston burned away as shown in enclosure
(A) (see phoro). In an attempt to deter-
mine the cause of this failure, an investiga-
tion  of settings previous
flights was made. It was then discovered that
on fight . . ., which was immediately prior
to the one during which the failure occurred,
excessive power settings had been used due
to extreme cing conditions and turbulence

four months, however, 15

failed as a result of

power used on

INTAKE - EXHANST

EXCESSIVE POWER CAUSED BURNED OUT PISTON
“Recommendations: Tt is recognized that
high power settings are necessary under ¢x-
treme  operating  conditions, Therefore in
order to prevent possible loss of an engine
through use of excessive power, it Is recom-
mended that the Squadron Operations De-
partment review and recheck all pilots on the
maximum allowable output ftor any
operating condition.”’
Hydraulic Motoring, AD. Information
received from the contractor and the field in-
dicates that hydraulic motoring is being ex-
perienced on model ap aircraft. The motor-
ing of the regulator Douglas p/N

5 7, in flight, presents a serious condition

|'\{P“'l‘|

valve,

and can cause hydraulic failures such as ht-
tings, gaskets, and tube
breakage.

The Douglas regulator valve is undergoing
tests and modification by the contractor to

hose  assemblies,

¢liminate the motoring and balancing cx-
perienced on model ap aircraft. Upon com-
pletion of these tests, additional action will
be taken by BuAgr.

In view of the above information and as
a temporary fix, it 15 recommended that the
contained in  the ”\‘«'C"'.Il'ﬂt.nlil
Placard” placed on the instrument panel of
all model Ap aircraft be adhered to. This
placard states:

WARNING—If hydranlic pressuve fluctu-

instructions
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ates vapidly or if system overbeais operate
landing gear. 1f malfunctioning periists Land
A5 SOOI s f!r.l(ﬂ"r.h"ih-."

Engine Starting System. Numerous
failures have been reported on generator
drive pinon, starter jaw, starter and gener-
ator drive, and generator outhoard bearing
of PaW K-1340-AN-1 engines.

Conclusions reached as to the cause of
firlures on these parts indicate that shock
loads imposed during cold weather starting
are causing the largest percent of failure.

Corrective action: sSNT Service Change No.
34, which requires that the starting system
be wired for direct cranking, is in the process
of being released.

LETTERS

The Marines have set a record to be proud
of as noted in the article, Marines Get
Aboard Carrier (January 1948 issue). While
not attempting to take any glory from the
Marines, 1 feel that credit should also have
heen given to the skipper of the ship, the air
department and the fagwaver. (Note: T do
not know who they are and have never
served on that ship.)

Out of curiosity, T would like to know
what the best landing interval record ever
has been on any carrier. If my memory is
correct, vs-41 landed 14 sB2u's aboard the
Ranger in 1941 with a 19.6 second average
interval. Gus Widhelm (now Commander)
had the best individual interval of 13 sec
onds, and Jim Arbes (now Commander) next
with 14 seconds. The poorest interval that
day was 24 seconds.

Jimmie Voessler (now Captain) was the
flagwaver and Rear Adm. J. M. Hockins
(then Commander) was Air Officer, and the
skipper was none other than Adm. A. E.
Montgomery. At that time we thought that
wits @ pretty smooth operation,

Also, 1 would like to know the maxi-
mum number of actual carrier landings any
naval aviator ever has made. 1 know of one
pilot who has made 347 CL's without an
accident except three flat tires (no barriers).

NAVAL AVIATOR

€ Investigation arvound the Navy Department
inieated there are no official  records  readily
available to prove either “championship’”. Most
ey active in the war sare now lald up
and their books given the “deep six” in moth-
balls,  Individugl pilots' eareier landings are
available only in their own log books. Some
ald aviators eluim it was easier to get short
intervals with biplanes than with today's heavier
monoplanes. The Sibowey Marines’ best was 15
seeonds

SIRS:

It's been a lang time since Fighting Eleven
has been heard from and of course the sole
reason is laziness on the part of our reporter
who prefers to spend off hours in a2 com-
fortable O club chair with something to keep
his hand cool instead of in a sticky swivel
chair at a cluttered desk with writer's cramp
creeping on.

Old Sundowsners of naval aviation will be
interested to know that their squadron is
back-tracking thru Pacific waters where our
P.U.C. was earned—but with more time for

Restricted

casual observation and appreciation.  The
"Tally Ho's” are all in fun now and the old
cry of “look at the bastard burn! is gone.
After hops where the #2 has been really un-
leashed there's always a little reflective chat-
ter from the “grevbeards” about how sweet
life would have been if the rar could have
been born in time to do the Far's job—par-
trcularly with the Solomons near at hand.

This morning, Sunday, 8 February (Satur-
diy the 7th to you on the opposite side of
the world) we steamed out of the northern
reaches of the Coral Sea, passing near the
old Lex's resting place and into the Louisi-
ade Archipelago. Remember those Jap clhiar-
acters who got fouled up in the Yorktown's
landing circle at dusk on the 7th of May 427
We probably passed over one of them who
“missed the boat” that evening.

The signs of the war of six years ago are
pretty well erased and the Louisiades are just
innocent little palm-fringed coral aslets as
difficult as the proverbial peas to tell apart.
The war did leave one helpful reminder be-
hind—a stranded st not far from Misima
island that the Aussie navigators use as a
helpful aid in threading their way thru the
archipelago. The Valley Forge navigator
picked up that valuable bit of info from our
Australian friends in Sydney.

What a port! What a country! What
people! With fitness reports being prepared,
it seems all hands indicate next duty in
Australia!l It looks like Steve Jurika will
have a lot of budding diplomats competing
for his post!

Tomorrow should see us clear a lot of
those myriad islets and out in sea-room for
atr group exercises, for the group and the
controllers want to get as much fair weather
practice as possible before we hit the Yellow
Sea and Japanese waters.

Qur route since departure from Pearl al-
ready has taken us thru the Phoenix and
Ellice islands, north of the Fijis, thru the
New Hebrides and on to Sydney. We will
transit Vitias straight between New Britain
and New Guinea on the 10th, thence thru
the Sulu Sea to Hong Kong. After Hong
Kong comes Tsingtao, then to Yokosuka,
Guam and homeward. Sounds like the re-
cruiting poster, doesn’t it?

R. 8. Rocrrs, Cok,
CO, VF-11-A HoNG KONG.

SIRS:

Many thanks for your very kind article on
NATS in the Grampaw Petithone column of
NAvAL Aviamion NEws, vR-3, which runs

-
-

Chief, it's
of April.

hunion,
rain all the month

Aceording to my going to

the Hotshor, had a most suceessful year dur-
ing 1947, completing all trips without any
cancellations and extremely few delays of any
kind.

We were able to take advantage of the
opportunity to use whatever transcontinental
adrway we desired during this year, and as
result, were able to set some rather startling
transcontinential times, The best West-to-East
time over Green 3—Moffett, Ogden, Omaha
cte—was Y hours and 20 minutes. The best
East-to-West time over the same route was
11 hours and 12 minutes.

In spite of these phenomenal times, we
were primarily interested in safe completion
of each flight and selected our routes to avoid
as much bad weather as possible. We ran
seven days a week until 15 March 1947,
when the overall Navy personnel situation
caught up with us, at which time we were
reduced to six flights a week (none on Satur-
day) and have continued six flights & week
to date.

In contrast to some so-called “all weather
lines™, the Hotshot, utilizing standard trans.
port aircraft, is limited to the NATS mini-
mums at Moffett and Patuxent (100 feet and
5 mile) and we have had o few occasions
to stop the flight en route to take on sulficient
gas to be able to proceed to an open alternate
in the event that Moffett or Patuxent went
below these minimums.  In  every case,
sufety and reliability have been the primary
consideration. . . .

In view of the foregoing, a great many
people are prone to overlook the less glamor-
ous NATS flights performed by vi-s and the
other squadrons of NATS. Our own work
horse is the "U" route, operating from
Patuxent to Moffett, via Washington, Jack-
sonville, Pensacola, Corpus Christi, San
Dicgo, Los Alamitos, with occasional special
stops at Norfolk, El Paso, Inyokern, River-
side and Oakland. This trip covering 3,550
miles with an average of seven take-offs and
landings en route, with a fully-loaded plane,
is much more representative of the dithcult
work NATS does.

Mixing cargo, patients and passengers und
fighting its way through practically every
known type of weather, this trip represents
the most difficult and least publicized type of
flying. To insure safety, u GCA approach is
made at every stop equipped with GCA along
this route, regardless of weather. Cooperation
with the GCA units has been truly re-
miarkahle,

The success of this flight further depends
on the cooperation of the various air sta-
tions and their support to our planes in the
form of cargo and passenger handling facili-
ties, weather service, field facilities, transpor-
tation, personnel etc. Only through the clos-
est sort of cooperation between all concerned
are we able to make this difficult run work.

Although the Horbor is an eye catcher,
the "U" route and the runs of other squad-
rons are the real work horses of NATS, per-
forming its most difficult work in hauling
the Navy's vital air cargo. We think their
difficulties and their achievements have not
received their full measure of recognition as
has the Haotihor.

Paur Masterson, Cor,
COMMANDING OFFICER

VR-3, PATUXENT RIVER
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LETTERS

On page 20 of NavarL AVIATION NEws of
February 1948, there appears an article with
a heading “"Admiral Towers Leaves Navy,
Murray Becomes No. 1 Navy Aviator.” In
order to keep the records straight, 1 invite
attention to the fact that T was ordered to
flight training in December, 1914, initially
for one month with the Burgess Company,
l‘»l;lrhll'ht;u}. M;l.s.\.

Upon completion of this “indoctrination
course,” 1 proceeded to Pensacola early in
January, 1915 and qualified as a naval avia-
tor in September, 1915. Your article is in
error in stating “having won his wings in
Pensacola in 1916.7

Although it is true that T have been car-
ried on the list of Naval Aviators as No, 22,
and that number is technically correct, yet,
the certificate issued to me and signed by
Josephus Daniels, the late ex-Secretary of
the Navy, 1s No. 17.

The discrepancy in numbers between 17
and 22 is accounted for by the fact that
‘when the original list was made up while 1
was & student at Pensacola, those who had
previously qualified and had been detached
from aviation, notably Rogers, Ellyson and
Herbster, among others, were not included.

I believe this was a pure inadvertence,
later corrected in order to make the list
historically correct. As is well known, some
vears later all three of these officers re-
turned to aviation duties for varying lengths
of time. Rogers and Ellyson both were killed
while on active duty in aviation accidents.

G. C, Murray, VICE ADMIRAL
Cor, 1st Task FEgT

SIRS:

With this letter 1 have enclosed a drawing
of a plane which 1 am sure will be a suc-
cess in the future. Like many other Ameri-
cans 1 would like to see America have the
best of everything.

My name is Anthony Galzerano. 1 am 14
years old and go to J.H.S 16, Queens. No
one has seen or knows anything about this
plane. Thank you.

ANTHONY GALZERANO
JHS-16, QUEENS
SIRS:
Two

liecutenants in one family are no

novelty and certainly give no cause for alarm.
But local newspapers out in Seattle have been

little fun with the Lieutenants
Adams on the subject of who gives orders
to whom.

Senior member of the Adams family is
Mrs. Laura (Sandy), a lieutenant in the
Volunteer WAVE unit at NARTU SEATTLE,
Mr. Stanley Adams 15 a first lieutenant in the
Marine Air Reserve here. Last reports indi-
cate that Lt. Sundy has not “pulled her rank”
on Lt. Stanley, but that it won't be long now.
In her new job handling registered publica-
tions for the Reserve unit, she will soon be
telling him what to read and when.

The licutenants met at NAS Miamt in July
1946 after Lt. Stanley's return from the
Pacific, where he had served as a Corrar
pilot during the Okinawa invasion. Lt
Sandy was assistant communications officer at
the Miami base,

Incidentally the distaff member of this
Navy combination has finally gotten sea
duty—commussary chief aboard the house-
boat, which the Adamses now call home
RoserT N. GRUNBOCK. L1. CDR.

PusLIC INFORMATION OFFICER

NARTU SeaTTLE

CAVU? Nope, Snow Showers

Weather Report Befuddles Pilot

NAS SEATTLE—A transient pilot of
a Marine rR4p was making a simulated
GCA approach here when to his sur-
prise he heard a weather report indi-
cating a 400-foot ceiling and one-mile
visibility, with snow showers. Since
the pilot was entirely in the clear and
had the runway in sight from 20 miles,
he asked confirmation.

Two replies were forthcoming imme-
diately, one confirming the broadcast
and another on the same frequency and
with equal clarity giving unrestricted
visibility and ceiling.

The pilot completed the landing and
perplexedly inquired about the conflict-
ing reports. The mystery was solved
when it was found the pilot was hear-
ing simultancously the GCA controllers
at Seattle and at Adak Island, Alaska,
both of whom were transmitting on
6640 kc.
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® THE COVER

The sieekness and smooth finish of a jet
airplane is seldom better shown than in
this month’s cover picture of the Xrét
standing in the snow at the Chance
Vought plant, The Pirate's slick Metalite
akin with its sandwich construction of
balsa wood between layers of metal is
unigque among Navy jets. The jet engine
orifice can be seen below the tail, which
fentures n new fairing where elevators
and rudder structure meet.

ANSWERS TO QUIZZES

@® RECOGNITION QUIZ

(Inside back cover)

Top—F7F-3N with 300-gallon belly tank,
o two-seated, night-fighter version of
the famous Tigercot.

Bottom—PM-2, the Glenn L. Martin flying
boat of the early *30's developed by
Maval Aircraft Factory. Two 525-hp
Wright Cyclones drove it at 120 mph.
Range was 1200 miles.

@ AIR STATIONS

(Inside front cover)

Top—NAS Patuxent River. Home of the
Maoval Air Test Center where all new
Mavy planes are tried oul before they
reach the fleel.
Washington, D.C. Hos longest run-
ways of ony MNAS, the longest being
9,600

Bottom—MNAS Akron, Ohio. One of the
newest siations used by Reserve fliers,

Fifty miles seuth of

it was commissioned of the municipal
wirport on 14 Janvary.

Restricted




% NAVAL AIR POWER %

These two recognition pictures represent the old and the new. You may
spot the one above for fighter, but do you know what kind and why the
long snoot? Anyone recognize the lower one? Anus. an opposite page.




Nm; AVIATION

Flight Safety’s a must
Lest you ‘bhite the dust’

The ‘News’ is a buy
All Pilots know why

NAvAL AVIATION

As jet planes appear
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