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Friendly planes? The top one is a high=speed carrier-based fighter, but whose?
Under the behemoth shown below is a pBay-1, no less. Awnwers are on the last page.




Restrieted

O\'i of the Navy's new jets cruised along at 200
knots near NAS Paruxent River, A flash of
white whipped past the pilot's head. His sleek blue
plane shuddered as a heavy jolt hit it.

Looking back, the pilot saw his rudder was gone,
sheared off by the seagull whose body had struck it.
He zoomed the plane up from 2,000 to 11,500 feet.

Opening the canopy, he pulled the safety belt and
shoved the stick forward. He found himself fHoating
in the air alongside the plane, his right arm injured
from hitting the cockpit on the way out.

He was lucky. The Navy's flight safety hles are
full of case histories of other pilots who bailed out
in flight, men who lost a leg on a stabilizer, who were
frozen in the cockpit by centrifugal force and crashed
with their planes, or whose chutes tangled in the rud-
der and carried them to their death.

During the war 5,000,000 parachute jumps were
made, counting paratroopers. Techniques of bailing
out. The ques-

out of tr Op-¢ arriers were well workec
tion of how to get out of a crippled highter or torpedo
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bomber was the subject of heated and long arguments.

In 1947, Bureau of Medicine and Surgery and the
Fleet Marine Force at Cherry Point launched a year-
long scientific ground investigation of bailour tech-
niques. It sent 245 different Marine aviators over the
side in 1,865 simulated bailouts to sece what happened
when they hit the slipstream and whart fouled them
up when they ran into trouble.

Planes used in the tests were the FIU] FoF| F7F,
FSF and SNJ, High speed movies recorded every move
made by the pilots in 1,227 of those bailouts. They
were analyzed ro find the good and bad ways of get-
ting out of a cockpit in a hurry. Pilots wore tull flight
clothing with headser, goggles, oxygen masks and
other "entanglements”. Seat or back-type chutes were
worn. In many cases these proved the worst danger
to the pilot because they fouled with the cockpit
opening or caught on projections.

Engines turned up to give slipstreams of 100 to
140 mph. A sizeable rope net woven by station fire-
men caught the men as they leaped from the aircraft.

SB2C
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CORSAIR ANCHORED UNDER FLOODLIGHTS FOR TESTS; CAMERAS WERE INSTALLED ON TOP HANGAR

’ [ THE oB JECT of the Cherry Point tests
was threctold:

1. To hnd methods and minimum  time
OF eS0T from various |-L||1L' tvpes and the
vilue of routine tramning in escape  pro
cedures

2. To determine equipment and  plane
structures  anost  often touled, as well as
other fectors causing delyy and/or injury

3. To ascertain any modification of flight
clothing and equipment, as well as design
and location of related structures within the

arrcpitt toocut down on bazards,

As a result of findings in the third
item, BUAER has designed a connector
for the mike cord, G suit airline, oxygen
line, and heated suit wire. which I‘l.l:l_l.fb
them all in one tube. This eliminates
the multiplicity of odd wires which of-
ten got tangled with shoulder harness
or chute straps in an cmergency. More
details on this item are contained later
in this article.

One of the best ways of starting an
argument among naval aviators s to
ask someone the best way to bail out of
a plane in flight. Most pilots agree
that the easiest way is to fly the plane
at slow speed, straight and level, then go
over the side, hugging the fusclage as
closely as possible. Some declare the
earphone cord should be disconnected
before jumping; others state it will come
loose itself with no strain when the
plot leaves. What did the Marine
tests show? Numerous pilots said they
sustained jerks from the cord, some
paintul. The new Navy connector will
free all personal gear connections with
one motion when the safety belt is un-
buckled.

The biggest fault of most pilots bail-
ing out is jumping too high out of the
cockpit and striking the rudder or sta-
bilizers. Rolling fighters, dive bombers
and torpedo bombers upside down and
bailing out has not proved successful
and is not recommended by many au-
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PILOT JUMPS TOO FAR OUT ON AIRPLANE WING

thorities, although many a4 man owes
his life to this technique. A lot who
used the system are dead, too.

Another piece of advice given pilots
i trying to bail out while in a spin is to
go over the side of the L'otkprt on the
inside of the spin. This is casier said
than doene. Flight safety records show

numerous cases like the following:

HELLCAT (RIGHT) COOLS ENGINE OF MARAUDER (CENTER) WHICH GAVE SLIPSTREAM TO AN F7F
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flying an AD-1, tried to

sparal but the

. l-1l\
Bl out on the inside of u
He was forced o B
Stabilizer struck the

prlat an the Process, .-L--u|1|r|,s.: mn .J'||||‘1.-'..|1j|~|1

Force was lon great

ot on the  outside

b right ;"-j.’ about  six inches  helow the
ket

Or:

ALe, | Kag) G in midinr collision
at 5,000 feet moan Foke Right wing of
Hellcar pone and  plane went  into vialent
spin o left. First thonght was to get out

on inside pf couldn’t even move
bead to the leftt, Had to 2o out on outside.
Goggles blew off. Parachute pack caught on

tuselage and had o kick

spin

the sule of the

himselt troec Left shoe came off.”

WII.-\'I WERE some of the findings
from the Cherry Point experi-
ment? The official report on it
forth these in summary;

1. The best
strated  to be
lowed by a vault from the seat and/or floor,
aimed low und perpendicular to the path of
the |s],||1:

2, There
Lrmes

SELs

method of exit was demon-

complete  disconnection  tol-

was a wide individual range in

chuape and there was o difference in
escape time an vanous cockpits; the larger
the -...ykpn. the faster the LsLape.

3. There were nine failures to escape and
43 hacardous Muost frequent
was the fouling of the parachutes and/or
pararaft kit.

4. No

fatlure o completely disconnect.

I.ltjnfi"' s

finlure to escape was caused by
5. Pilots saved two to five seconds by not
increased their
surfaces,  The
frequently  did
Several pilots

disconnecting completely but
touling the tail
free but
jerks.

chances ot
connections  pulled
rather

st with forcetul

complained o |>.Ii|l as the headset cord

was pulled free
6. It made no

pilot lett-hunded  or

on which side of the fuselage he bailed out,

difference  whether the

wis right-handed  nog

7. Goggles were ripped off by the slip-
stresm,

8. Certain parachutes seemed to be better
ftted for certain planes,

9. The most frequent opinions given by
participating pilots were the training value
of such a procedure and the need for a
quick disconnect,  This

single, multiple
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latter BUAER is developing. The air train-
ing command incorporates practice bailouts

in the training of cadets

THI- BUMED experiment idea was
conceived in 1945 to get informa-
tion because of the relatively high in-
cidence of injury during aind immediate-
ly after escape from aircraft and the
ack of data on I\]'L‘del.lru'\,

Planes used for the test were restrain-
ed by cables on the ground, with tails
elevated in normal flight pesition. Slip
stream was furnished by the plane’s pro-
peller at 2200 rpm. Remote control
cibles enabled the engines to be throt-
tled back after cach leap. Cameras were
located in the housing atop the skeleton
ized nose hangar girders (ree frbata)
and floodlights used to aid in photo-
graphing each jump.
were included in the
give time lapse.

The ¥7F raised a problem because the
pilot would have to bail out near the
propeller.  Slipstream in this case was
supplied by a M in a wind tunnel. Be-
this Mararder's
to heat up, an FoF was place ahead of
it to cool it (see photo pg. 2).

Pilots found the best way to get out
was to vault from the seat or Hloor, keep-
ing the head and shoulders as low as
}u}a-i]‘rlt' -.md \Iuilnlu J:J\\Jt the side of
the fusclage. After rising from the
seat by pulling up with his hands on the
windshield, he turns to the side of his
exit, keeping as low as the cockpit per-
mits, placing hands on the rim of the
cockpit and pulling, at the same timc
springing from the seat or floor straight
out, perpendicular to the path of the
plane and aiming low.

The reason for the snappy, powertul
spring at right angles to the path of the
plane is to make possible better clear-
ance of the parachute. The slipstream
quickly deflects the pilot and he may
pivot on the leading edge of the canopy.
In small cockpits this may cause disas
trous jamming of the parachute diagon
ally across the coc L]‘it npg'!lin_,l_{_ the para-

Timing devices

also pictures to

CAUsE engines tended

raft may wedge against the windshield
or the pilot's foot may temporarily hang
on the rim of the cockpit. These things
h.lpptﬂ(‘d repeatedly in the tests.

Analyzing the jumps, BUMED found
that 242 jumps from Fiu's took an aver-
age of 10 seconds. It took 12.5 scconds
for men to clear the roF cockpit, and
the same for the #7F. The FarF tests took
13 seconds, the sB2c 10 seconds and the
SNJ 6 seconds, probably bhecause of its
larger cockpit opening and less gear in
the {'U{kpit, About two-thirds of the
time in each escape was consumed dis-
connecting gear and the rest in the
actual batlout.

The test officials found that pilots
tended to escape faster as they became
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more (‘.\]‘t‘FII:[!I.L\i. Most of the men
made eight jumps. The range of time
it took for the men to get out varied
greatly.  Shortest time out of an Fqu
wis 4.9 seconds and the longest took
27 seconds. One pilot zipped out of
an sNJ in 2.9 seconds in one test and
the slowest !l_lnk U[]ly 9 seconds. The
average pilot made jump &8 three sec-
onds faster than it took him to make
his initial leap.

In the Fau and ¥oF pilots were asked
to completely disconnect their fittings,
while in the rest the pilots made four
jumps completely disconnected and four
after opening the canopy and unfasten-
ing their safety belts. There were no
failures to escape because of failure to
completely disconnect. However, there
were five cases in which the shoulder
harness caught in the chute harness and
held up the ]\ilUL\ as much as five see-
onds. For this reason, it is considered
good practice to throw back the shoulder
harness. Few pilots did this,

Tllu:i wiRE 12 pilots in the tests
who had previously bailed out in
actual light, 10 once and 2 twice. Nine
of these 12 believed this type of teaining
was invaluable, while three did not. The
men were not briefed on how to bail

NOTE HOW SLIPSTREAM FROM F4U, F6F AND SB2C WHIPS PILOTS AFT AS THEY JUMP FROM PLANE

out, but most of them put one toot on
the side of the cockpit, although the
vault method proved faster. Examiners
believe that previous batlouts had no
bearing on the men’s ability to abandon
plane fast. They were. however, more
appreciative of the tests and slightly
more deliberate in their motions.  The
dithculty appeared to be that they could
not recall the details of their previous
batlouts made under stress.

TIIEI{I weEre 52 failures and delays
in escape in the 1865 jumps obser-
ved. Of these nine failed completely to
escape. Forty-one were delayed by para-
chutes or pararaft kits wedging or catch-
ing inside the cockpat.

Those things happen every day too.
Lt. (jg) I in an sg2¢ had to do
something quick when his cockpit filled
with smoke recently. He tried to bal
out but could not free himself from
the cockpit as the parachute caught in
some unknown manner. At 400 feet,
he gave up trying to get out and made
a water landing.  Another pilot in an
Fetr caught his foor under the rudder
pedal while trying to bail out in a spin
and almost went with his plane.

A number ol jumpers in the Cherry
Point test had diffic Liii}' m getting out
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BAILOUT BY LT. CDR. JAMES SMITH AT JACKSONVILLE DEMONSTRATES HOW JUMPING LOW HELPS ESCAPING PILOT TO

ol the small F7F and FsF cockpits. They
found it necessary to rise up in the slip-
stream before they could turn around
and dive overside. As they tried this
the back chute caught on the canopy.
Three accidentally pulled their ripeords.
Some bailout “experts” have told pilots
to stand up in their cockpits and pop
their chutes if they want to escape. One
student at a tramning station tried this
technique in a Yellow Perdl and rode
it into the ground because the shroud
lines tangled in the rudder.

The type of chute used had an effect
on escape times. Testers found men
with QAS chutes got out faster than
those with seat service in the Fatt. In
the FoF the reverse was true. Putting a
pararaft kit on the chute almost doubled
the escape time from the FyF because of

its smaller opening, Backtype chutes
worked best in the ¥;F and Fsr,
The investipation showed that the

pilot’s size and weight had no apparent
effect on how fast he got out of the
cockpit. It showed that indecision on
the pilot’s part, even though he knew
he was going to bail out, and wasted
motion slowed down the bailout times

I Imdany Cises,

-

Low

THIS PILOT FAILED TO KEEP BODY DOWN

4

TI-]\ JUMPERS experienced difhculty
in clearing the F7r front cockpit.
Because of the smallness of the unk]m
m.m) i"ll{}t\ found 1t Necessary first to
risc up in the slipstream before they
could turn around. As they .utunimd
this the back parachute rubbed and
caught on the slight projection of the
canopy leading edge.

Three 1#1|n|~ accidentally pulled their
ripcords.  There Lmdoubtuil\ would
have been more of these cases had the
rings not been tied down by the nvesti-
gators, The right parachute riser of one
pilot in an F4ur caught around the top
stop of the seat adjustment level, As the
pilot rose up he was held mn a semi-
raised position. This pilot never dis
covered what fouled him.

One other failure was caused by the
pilot's foot catching on something in
the unk[‘f! of the rsr. There was one
case in the svze where the pilot's toot
slipped  from the rim of the cockprt
opening and temporarily caught in the
front angle adjoining the windshield.

There were four pilots who jumped
too high and struck the aerial on the
Corsarr. This was clearly a case of poor
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MISS EI.EVATORS OF F7F

were five cases in
which the shoulder harness fouled the
escape momentarily. The harness was
not thrown back b\ the pilot in any of
these cases. It is believed that the har-
ness hardware temporarily caught on the
parachute harness aided by the added
friction of the straps passing over the
pilu[ s shoulders.

The test othcials made numerous
body measurements of pilots to see if
the length of their legs and arms had
any effect on their bailout ability. The
survey failed to show any connection
with their technique.

As a result of findings at the MCAS
CHERRY PoINT experiments, the Navy
is procuring three types of connectors to
climinate the multiplicity of wires and
tubes connecting the pilot to his radio
and survival gear,

technique.  There

Douglas  Aircraft Co., 15 manufac-
turing one type (see phofo) with a
nylon “sock™ enclosing the wiring and

tubing leading from the oxygen. G suit,
microphone  and head-
phones. The lower end of the tube
plugs mto Lhc console in the plane at
the side of the pilot's scat. By merely
standing up, the pilot can disconnect the

heated  suit,

PUTTING FOOT ON COCKPIT RAISES PILOT UP

&.‘
THIS PILOT HAS CORRECT METHOD OF BAILOUT

Restricted
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DISCONNECT EARPHONE CORD TO PREVENT JERK

plug and is free to bail out. The tube
stays with him. This type will be in the
AD-2 and F3D aircraft,

The second type is being made by
Chance Vought Aircraft Co. for use in
the Fsu, FoF, F2H and F7u jet fighters.
It is a composite quick disconnect which
can be used with planes having pilot-
ejection secats or without them. This
type has two disconnects, on the console
and on the chest portion of the tube.
It attaches to the harness or flight suit
by a spring clip.

Neither of these types is government
furnished equipment. Best features of
these designs are being incorporated in
the third type which BUAER expects to
have in production about 18 months
hence. This connector will hitch onto
the safety belt near the buckle, Chance
Vought will manufacture this model
also,

ALL THREE types are designed to
simplify the entangling wires and
tubes which might conceivably halt or
delay a pilot when he tried to bail out
of his plane or to use his ejection seat.

In the BUAER type, all of the con-
nections are released by one simple mo-

F8F BAILOUT FOULS WHEN CHUTE GETS CAUGHT

Restricted

tion already familiar to pilots—releasing
the safety belt. Good features of this
type of connector over the present sys-
tem in cockpits include:

1. It quickly disconnects the pilot from
all of his plane connections when the safety
belt is released.

2. Reduces escape time 1009

3, Prevents equipment entanglements dur-
ing escapes where the pilot either willfully
failed to complete disconnections or did not
have time to do so.

4. Centralizes connections formerly scat-
tered throughout the cockpit, thereby making
more room in the cockpit. The connector
is situated at the waist level where the
bulky anti-G and heating suit connections
will be the shortest and most out of the
way.

5. Puts pilot's connections in a comfor-
table out-of-the-way position, reducing en-
tanglements and annoyances in flight.

6. It is casily adaptable to the ejection
seat through use of the seat release. It
makes possible use of oxygen with the initial
descent in the ejection seat, since a valve
can be placed to cut in a small oxygen
bottle fastened to the bottom of the seat
for initial descents through very high alti-
tudes,

WHFN 1T 1s desirable to leave the
ejection seat in midair, the mas-
ter lever of the belt release will free him
in one motion. The minimum number
of motions to achieve this is to be de-
sired while the pilot is tumbling through
the air in his seat. It is also desirable to
have all of the pilot's gear secured in
such a manner that no portion will
further endanger him while he is riding
his seat to the ground.

Need for such a quick disconnect
type of release became apparent with
first practice bailouts in the Cherry
Point research project. The first pilot
to bail out, Lt. Olen H. Price, made a
prototype of the release later adopted
by BUAER for its design.

The problem of bailing out, as studied
at Cherry Point, is, of course, concerned

SHOULDER STRAPS FOULED THIS PILOT ESCAPE

DOUGLAS-TYPE GEAR CONNECTOR CUTS JUMBLE

only with low speed flight. In the case
of 500 mph jets, no pilot will be able
to go over the side and use his chute,
Impact with the lethal airstream and
deceleration probably would kill him
instantly. No parachute can withstand
the opening shock at those speeds,
either, since about 250 mph is the best
any service type now can withstand.

To meet this situation, the Navy is
developing ejection seats which will
catapult the pilot high in the air above
his plane, A chute on the seat will
open and he can ride it down to safer
altitudes and then use his personal chute.
Another approach being studied is de-
sign of the airplane so that the whole
nose section, complete with pilot and
seat, can be jettisoned in an emergency.
The pilot will get out of his "capsule”
after it decelerates.

Several of the newer Navy jets incor-
porated ejection seats but onlythe Doug-
las Skystreak is designed around the
jettisonable nose section, This system

of escape has not been actually used to
date, although the ejection method has
worked at speeds up to 500 mph with-
out injury to the man making the test.

CHUTE HARNESS CATCHES IN PLANE'S COCKPIT
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Sometimes | Wonder

The pilot of the sNj pictured below
took off from NAS WiLtow GROVE
at 2041 on a round robin night flight
and arrived back in the immediate vicin-
ity of the field at 2335 with his sched-
uled flight completed. He then pro-
ceeded to a local area without further
clearance and practiced wing-overs and
climbing and gliding turns,

At approximately 2400 he turned east
to intercept the northwest leg of the
Willow Grove Radio Range. It took
what he describes as “a long time” to
cross the beam and he concluded that he
was much farther from the station than
he had realized. Since he was down to
20 gallons of fuel, he decided to look
for an alternate field rather than at-
tempt to locate Willow Grove, and
headed in the general direction of Eas-
ton, Pa. When he thought that he was
in the vicinity of Easton, he blinked
his landing lights and called over the
radio requesting runway lights. This
proved to be useless inasmuch as there
were no airfields in that immediate
vicinity which were equipped with
radio or lighting facilities.

With 10 gallons of gas left, the En-
sign notified his passenger of the situa-
tion and of his intention to make a
forced landing rather than abandon the
aircraft.  The passenger clected to stay
with the plane rather than bail-out. A
small amount of ground fog made the
selection of a suitable area difheult, but
the pilot turned on his landing lights
and located a flat field. After dragging
the arca the pilot tried to make a 180°
turn to the left, hold this heading for
about a mile, and then make another
180° to line up his approach. Evidently
one or both of these turns was some-
what short of 180 degrees, because he
came over the selected area at an angle
as shown in the diagram.

Suddenly he saw a group of trees
ahead and realized that he would be

unable to clear them. At this time he
lowered wheels, cut the switch, and
turned off the gas. His landing lights
picked up a house directly ahead. In
an effort to avoid hitting the house, he
put the plane in a 45° bank and col-
lided with the trees in that attitude.
The sNj spun around approximately
180 degrees at an altitude of about 40
feet and then hit the ground. Both
pilot and passenger miraculously es-
caped injury. The aircraft received
strike damage.

Grampaw Pettibone says:

’ Son, you must wear a horse shoe
under each arm pit to get away with a
stunt like that!

The errors in this flight are so obvious
that I hesitate to go over them. After
completing your assigned night flight, you
decide to leave the vicinity of the air sta-
tion and put on a little show for your
passenger. Then you forget to keep a close
check on vour fuel supply. Finally you
discover that you've managed to get lost
right in your own backyard. At this point
I question your judgment in deciding to
try a landing at night in unfamiliar ter-
rain and I'm certainly surprised that your
passenger was still there. In his place I
think I would have bailed out long before.

Dear Grampaw Pettibone:

Your article "Generator Trouble?” in
a recent issue reminds me of a similar
experience with a happier ending which
[ had in a J®B in the summer of 1945,

Returning from Hamilton TField in
the afternoon to Oakland on a Special
NATS flight, I discovered that the
wheels were not fully retracted and that
the switch had not been returned from
the UP position to the neutral position.

I tried to lower the wheels at reduced
speed and could not notice any differ-
ence in their position or any effect on
the performance of the plane. Nearing
the field rapidly I released the clutch
and wound down the wheels with the
hand crank. After several turns the
crank became stiff and I was unable to
crank any more although the warning
lights still indicated an unsafe position
of the gear. At this poeint I started to
check the electrical system as best 1
could. Generators were on and all fuses
seemed to be OK. 1 even switched
lights in the indicators but the red light
stayed on.

I buzzed the tower and asked for a
visual check and was told that the gear
appeared to be fully down. Passengers
being aboard prompted me to ask the
"Meat Wagon™ to stand by. After con-
sulting the copilot, passengers were told
of our plight and I started in for my
landing.

I came in fast and when T cut the
throttles the horn blew, Having a flash
view of an inquiry board and a scald-
ing article by Grampaw Pettibone, 1
poured on the coal and took a “go
around.” After all. I had plenty of gas
and perhaps [ could force the gear down
with a few "G's.”

Wingovers and tight pull-ups proved
fruitless, so I released the clutch and
found I could get three more turns of
the crank. The green light came on and
a check of the horn indicated ""Gear
down and locked.” I notified the tower,

ot a Roger and came in for an un-
eventful landing.

After rehashing my experience with
the boys I was reminded that the clutch
should remain /# while turning the
crank. My real embarrassment came the
next morning when the plane was hoist-
ed up for a check and it was found that
the circuit breaker was open and the
only thing necessary to restore func-
tioning of the gear was to push the cir-
cuit breaker reset button under the seat.
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Apparently the cause of failure was
leaving the gear switch in the “UP”
position too long before returning it to
neutral. And the now obvious remedy
was the circuit breaker reset button.

[ agree with you when you say you
need more stories with happy endings,
as they may show more light on the
probable causes of many accidents.

Sincerely
Lt. A1 (L) (Inactive)
Grampaw Pettibone says:

o Thanks for this story of a near

accident. In the past couple of months

there have been three more wheels-up land-
ings in JRB's and SNB’s caused by failure
to turn on generator switches. Maybe the
solution will be to secure the generator
switches in the “ON™ position with light
safety wire,

Uncage Your Eyeballs!

This picture of two Bearcats nose-to-
nose tells the story of a pure bonehead
accident which stopped a flight before
it ever reached the runway. A young
Ensign in one of the FsF's, Number 8
in the flight, having seen seven other
F8F's taxi out to the ramp, rushed out
to join his group in the warm-up area,
On the way out he ran head-on into an
eighth FsF standing by on the far cor-
ner of the ramp. When questioned
about his part in the accident the Ensign
stated: "Sir, I simply didn't uncage my
eyeballs.”

Grampaw Pettibone says:

9 How true, how true! You cer-
tainly explained the situation clearly and
concisely, but you should have uncaged
that wooden head on top of your shoulders
too. Let this accident be a lesson to vou
and to others who may get caught in simi-
lar situations. The latest batch of taxi
accidents shows that the Navy still has in
its fold a few throttle-jockeys, brake-
stompers, knuckleheads (no relation to
swivelheads), and oh yes, a pilot with
caged eyeballs!

Dear Grampaw Pettibone:

Here is one 1 thought might interest
you as it is a little out of the ordinary.
Recently a plane of this squadron came
in for a hard landing nose down. It
bounced back into the air and it was
clear that the nose wheel had suffered
a badly broken leg.

This looked bad! It could mean a
major overhaul or at least a minor over-
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haul when the landing was effected, but
not the helicopter Navy. The pilot
came to a hovering position at about
10 feet and lowered his crewman by a
mechanical hoist carried by all Hoss
helicopters.  The pilot hovered lower
and the crewman pulled the damaged
wheel completely off the plane. Then
the pilot circled while the crewman
erected a barricade 2 feet high, 4 feet
wide and 2 feet thick out of 8" by 8"
planks and sandbags. These sandbags
were not actual sandbags, but sacks of
flour, as sandbags were not immediately
available and time was at a premiumn,
Following this a normal landing was
made utilizing the barricade on the
ground in place of the nose wheel.
All this took place 200 miles away
from the home base at a small civilian
airport. However, flight safety was ob-
served throughout, Due to the initiative
of the crewman, the city fire truck and
a civilian doctor were in attendance in
case of a mishap. After refueling, the
plane proceeded to the home base where
another safe barricade landing was
made, as shown in the enclosed pictures,
Commanding Ofhcer,
Helicopter Utility Squadron Two.

Hey, Where's My Head?

A group of TBM's had completed one
simulated glide bombing attack on the
western tip of a reservoir in accordance
with the briefing for a coordinated at-
tick. When permission was granted
to make a second low level attack, the
leader of the second division of TBM'S
started his attack run from the North.
Upon reaching the lake, he changed his
course to East to enable his division to
fly the full length of the lake. At an
altitude of approximately 250 feet, he
hit a high tension power line strung

across the narrow part of the lake be-
tween two bluffs, The cable hit the
canopy about 4 inches below the top
and shattered the windshield and tore
a part of the canopy off. In addition,
the top half of the vertical stabilizer and
rudder were sheared off. The wingmen
who were flying in a stepped up position
missed the cable.

T — .

Flying glass from the impact with the
cable cut the pilot's chin, nose and lips,
He was wearing a helmet and goggles
which saved his eyes from injury. His
first impulse was to make a water land-
ing straight ahead, but on discovering
that his engine was still running and
that he hadn't really decapitated him-
sclf, he headed for a nearby emergency
strip.  The strip looked “Awfully
small,” and after dropping his wheels
and preparing to land he decided to
return to his point of departure 100
miles away!

% Looks like you almost became
“The Headless Wonder,” I think that
the blame for this accident can be divided
between you and the person responsible
for the pre-flight briefing. Although you
were not aware of the existence of the
cable across the western end of the lake,
you should have exercised greater vigilance
when you led your division into that area.

In view of the damage to your plane
and chin, I think it would have been
wiser for you to land at one of the fields
nearer the scene of the accident, rather than
attempt the 100 mile flight back to your
home base. After reading your accident
report and looking at the pictures, one of
my assistants added this:

Grampaw Pettibone says:

There was a young fellow named Bill
Who said, “How’s this for a thrill?

If you think that I'm slipping

Take a look at this clipping

I'm one guy who's real hard to kill!"”
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DID YOU KNOW?

So.mzmmc new in aircraft carrier
contours was revealed recently when
the Navy released the above artist's con-
ception of the new $124,000,000 super-
carrier weighing 65,000 tons which is
scheduled to start building late this year
or early in 1949.

Designated the cva-sg, it represents
design studies which were started in Oc-
tober 1945 and resulted in some 78
different designs being made before
acceptance. The carrier will have a
1,030-foot flight deck, 130-foot water-
line beam and have four catapults for
speedier launching of jets.

The carrier will be built at Newport
News Shipbuilding and Dry Dock Cor-
poration. It will be the only opera-
tional carrier without the traditional
island, although the Navy had two pre-
vious carriers, the Langley and Ranger,
which had no islands. Radar and ship
bridges will be on telescoping struc-
tures,

As shown by the drawing, the four
catapults will be located two on the
bow in the usual position and two
amidships, pointed slightly at an angle
to launch planes from after elevators.

Instead of having its elevators in the
middle of the deck as in present car-
riers, the cvA-sg will have them along
the sides with a large elevator at the
extreme after end of the flight deck.
By putting elevators along the sides,
greater deck area is available for con-
tinuous launching. Jet aircraft because
of their faster fuel consumption cannot

FLUSH DECK CARRIER HAS FIVE ELEVATORS ON SIDES, STERN AN

Flush Deck Carrier

orbit over a carrier waiting for squadron
mates to join up. The Navy had to
develop a carrier capable of getting its
air group in the air faster—thus the
side elevators and four catapults,

The Navy has not announced official-
ly what planes would operate off the
new huge carrier but since it will not
be completed for several years, it may
handle planes still only on the drawing
boards. Latest and heaviest plane to
operate off a carrier is the p2v-2 Nep-
tune which was JATO-launched off the
Coral Sea. The Navy recently revealed
the XA J-1, a new carrier plane with two
reciprocating engines and one Allison
jet in the tail.

Its weight and performance were not
revealed, but the plane is between the
p2v and present attack planes like the
AD-1 and AM-1 in size. It carries three
men, has pressurized cockpit, tricycle
landing gear and its outer wing panels
fold inboard for carrier handling, The
vertical tail folds onto the right surface
of the horizontal tail.

The new carrier is one of several
U.S. warships whose design does not
allow passage through the Panama
Canal. It should be capable of opet-
ating an airplane well over 100.000
pounds. Long range planes will en-
able the ship to stay farther away from
enemy shores, thus being harder for
search planes to find. Its island-less
construction also will make it more dif-
ficult to see. Speed of the cva-s8 is
expected to be around 33 knots.

D CARRIES FOUR CATAPULTS

Fighters Fly to Honolulu
Carrier-Hopping Spans the Pacific

Demonstrating a new technique in
“ferrying” fighter and attack planes to
distant zones, the Navy sent a dozen
FiU's, FsF's and ap-1's from Air Group
One hopping across the Pacific from
California to Hawail, using aircraft car-
riers as “landing fields” en route.

The operation was from Moffetr Field
to Barber's Point and was the first long
range ferrying flight by short range
planes. After taking off at Moffett,
the planes flew out 800 miles to the
carrier Tarawa. Another 800 miles
farther out they refueled aboard the
Princeton and then made the last hop
to Oahu.

Eight destroyers and the light cruisers
Pasadena and Astoria were spotted
about 200 miles apart along the flight
route as picket vessels, maintaining
constant radar observation. Long range
search and rescue planes also patrolled
the first and last legs of the flight as an
added safety precaution. The elapsed
time was slightly under 11 hours for the
long flights.

Navy Reopens Air Stations

‘Mothball’ Fields Resume Operation

The Navy is reopening a number of
its air stations to provide facilities to
kelp take care of the 2600 Reserve
pilots being called back to active duty
and others of its expanding aviation
branch.

Fields that have been in "mothballs”
like Fort Lauderdale and Cecil Field,
Florida, are being reactivated to provide
facilities for fleet operations on the At-
lantic seaboard. Also being reactivated
are MCAS Epenton, N.C.; NAAS
BariN Fierp, Ala. and NAAS Ca-
BANISS, Tex.

Mainside station at Miami, Fla., also
will be reopened after having been used
by Embry Flying School and by numer-
ous private interests for hotel facilities.
Reserve pilots will continue to fly off
Master Field. Miami is slated to re-
open in January, as is Ft. Lauderdale.
Edenton will reopen in March, accord-
ing to present plan, to give more Ma-
rine facilitiecs on the East Coast. A
number of the above fields are being
prepared to handle the influx of avia-
tion cadets at Pensacola and Corpus
Christi as a result of transfer of Ad-
vanced Training from NAS JACKSON-
viLLE, which becomes a fleet air activity.
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Amm\l_ torpedoes and bombs helped
send to the bottom the heavy cruiser
Salt Lake Ciy, veteran of 31 engage-
ments against Jap sea, air and land
forces and a survivor of the Bikini atom
bomb tests.

The famous old ship sank in the
Pacific 130 miles off Southern California
after absorbing everything that 15 sur-
face ships and scores of aircraft had,

The entire operation was planned
along the lines of progressive damage,

Restricted

Navy To Get Bigger Blimp
N-Ship to be Twice Size of K-Models

A contract to design the largest non-
rigid, lighter-than-air blimp ever plan-
ned has been let by the Navy to Good-
year Aircraft Corp.

The new N-type blimp, nearly twice
the size of the K-blimps used for anti-
submarine patrol in World War II, is
capable of long range patrol over open
ocean areas. Specifications call for an

ARTIST'S DRAWING OF NEW, LARGER DIRIGIELE

envelope 324 feet long, 71 feet wide
and 92 feet high,

The double-deck, 87-foot car under
the blimp will house crew, controls and
the two 800-hp Wright Cyclone air-
cooled engines. Maintenance and re-
pairs of the engines would be possible
while the dirigible is in flight. Normal
crew will be 14 officers and men with
relief crew living quarters on the lower
deck, away from engines.

Galley and mess complete with elec-
tric refrigerator and range are to be
installed. Two 18-foot reversible, con-
trollable-pitch propellers connected to
the engines through transmission shafts
are to be mounted on nacelles suspend-
ed from the car. Gearing design is such
that one engine can turn one or both
propellers.  Another radical change
from normal blimp design is the pro-
posed retractable tricycle landing gear.

VMR-152. Er Toro—Knobs of the pro-
peller governor controls of the Rsp-3's are
being reshaped to facilitate the differentiation
between propeller controls and throttle con-
trols.

==, &

Present, past Philippine Sea CO's Pm&,
Cornwell, Van Deurs, hold Battle award

Squadrons Win E. Pennants

Two Carriers Given Fleet Recognition
Twelve Navy and Marine squadrons,
two aircraft carriers and two seaplane
tenders have been awarded battle effici-
ency pennants for outstanding records
in the first postwar fleet training contest.
The contests were based on the intra-
type performance of each ship or air-
craft as a fighting unit in competition
with all other ships or squadrons of its
type in the same fleet. Ships are flying
the pennant on the foretruck for the
year while facsimiles of the pennant are
painted on the planes of squadrons.
The winning aviation units and their
skippers were:
Vialleny Forge, Capt. Richard W. Ruble
Plilippine Sea, Capt. J. L. Pratt
Buisun (AVP-54), Capt. C. C. MeCauley
Timbalier {AVP-534), Capt. A. MeB., Jackson
VP-H1-11, Cdr. C. D. Mott (now VP-21)
VI-71, Lt. Gdr. A. B. Smith, Jr.
VA-1T-A, Lt. Cde. R, 8. Farkas (now VA-174)
VF Cdr. J. €. Eckhart
5.9, Lt. Gdr. W. R.

Dunne (now VEP-

)
VA-2-B, Cdr. A.
VMPF-214, Major I,
VIE-11-A, Cdr. R, 8,

B. Sweer (now VA-Z5)

H. Sapp

Rogers (now VF-111)

VA-5-A, Cdr. E. 5. Keats (now VA-G4)

VP-HL-18, Cdr, N. A. Johnson (now VP-25)

VE-ME-7, Lt. Cdr. Warren Weeks (now VP-
17)

VMI-212,

Lt. Col. W. B, Carneal

VR-6, Paciric—On a recent trip from
Tokyo, the pilot rang the bell for the orderly
and it stuck. Before the co-pilot got back to
the cabin to let everyone know nothing was
wrong, the orderly had all passengers strap-
ped in with life jackets on, How's that for
efficiency and fast work?

PLANES SINK CRUISER

thereby accounting for the prolonged
agony of the gallant lady of war. The
initial phase of destruction began with
heavy aerial machine gun bursts and
rocket fire, followed by five, six and
eight-inch shelling by cruisers and DD's.
Navy and Marine air groups dropped
105 100-1b bombs on the Salt Lake City.

The famous old “Swayback Maru”
went down bow first in a somewhat
graceful manner after absorbing shells,
rockets, bombs and the final as well as

fatal torpedoes. Sequence photographs
taken by wvu-7, shown on this page,
depict various stages of the sinking of
the radioactive ship whose usefulness to
the Navy was ended.

The Salt Lake City fought in the
battle off Cape Esperance where she
won the nickname of "“The One Ship
Fleet” in helping rescue the stricken
cruiser Boise. In another surface action
off the Alaskan Komandorski islands,
she stopped a Jap force twice her size.

9



Marine Transports Busy

VMR-252, CHERRY Pomnt—Take a
look at a month’s work done by this
transport squadron to support Marine
Reserve and jet squadron operations.

When the 2,000 Reserve pilots and
groundcrewmen moved to Cherry Point
for their annual mancuvers, VMR-252
put 14 Rsc's and two R4D aircraft into
the air lift to help bring the men here
and take them home again. Flights were
made to Miami, Columbus, Willow
Grove, Squantum, New York, Glen-
view, Jacksonville and Grosse Ile.

During the trip to Cherry Point,
vMR-252 made 21 flights, covering
8,500 miles and carried 525 passengers,
plus 18,000 pounds of baggage and an
equal amount of cargo. The return trip
involved similar air lift. Both opera-
tions were made without mechanical
difficulties with squadron planes.

While the Reserve mancuvers were

in progress, the squadron sent an RsC
across the US. to accompany VMF-122,
the Marine jet squadron led by Lt. Col.
Marion E. Carl. The operation was a
cross-country navigation flight. In the
R3¢ were carried a jeep power unit, a
spare jet engine, spare parts and jet
mechanics, The flight went via Fort
Worth, El Toro, Ogden, Medford, Ore.,
and Olathe.

The rsc proved its worth in that at
each overnight stop repairs were needed
on one or more of the Phantoms, using
parts and mechs carried on the plane.

Another activity of the squadron dur-
ing July was use of four R5C's to carry
the Naval Academy's 100-man football
squad from Guantanamo, Cuba to Pa-
tuxent. The flight covered 8,240 miles.
The middies had been in the Caribbean
on maneuvers and wanted to get back
carly to start football practice.

Squadron Numbers Change
Returns to Wartime Designations
The Navy has abandoned its squadron
naming system, adopted in 1946, calling
them by such titles as ve-ML-7 and
vr-3-A, and returned to its time-tried
old numbering system. Starting with
September 1, those squadrons were
designated simply ve-7 and VF-31.

By order of CNO, the numbers of all
squadrons were changed to conform to
the old system, which did not tell what
type of carrier they were assigned to
nor the plane type they flew. The
vp-ML-7 name indicated that the squad-
ron flew medium landplanes, but under
the present system this fact is not dis-
cernible from its new title, ve-7.

No changes were made in Marine
squadron designations. Rescrve siuad-
rons are considering changes and re-
numbering, but no official switch has
been made.

Transport, observation, development,
helicopter, utility and blimp sci]uadmn
designations remain unchanged. The
Navy is reviving the designation of
composite squadrons again, such as
ve-4, which will do all-weather oper-
ations,

New VO Squadron Selected

Pilot, Plane Pool is Organized
After the close of World War II
and the resultant mass decommission-
ing of many warships, there arose a
feeling among officers of battleship
and cruiser aviation units that organiza-
tion of these units should be revised.
The system in effect then saw each
keeping its own unit based ashore while
within the continental limits of the
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U.S. This kept the ships from getting
the maximum use of their units,

As a result, Observation Squadrun
Two has been formed. It consists of
all officers, men and planes of the vari-
ous aviation units previously based
aboard individual ships. Those desiring
planes aboard for a particular cruise now
draw the pilots, men and planes from
vo-2, based conveniently at Norfolk.

The new squadron has 27 officers,
106 men and 14 sc-1's and sc-2's. Lt
Cdr. M. ]. Franger is commanding
officer and Lt. Cdr. F. W. Bowen,

executive of the new outfit.

VMR-152, EL. Toro—To train squadron
pilots in bad weather flying, a number have
been sent to Adak, Alaska, aboard flights as
observers. The round trip takes a weck.

Rear Adm. W. G. Tomlinson

(r)
new MATS Pacific  Division Com-
mander, and bis  predecessor, Rear

Adm. M. B. Gardner, check over
the Western Pacific MATS facilities

Restricted

NAS Birmingham Activated
Reservists Now Train at 25 Stations

Newest station to be established un-
der the Chief of Naval Air Reserve
Training is NAS BmMINGHAM, which
was commissioned during October. This
station, which will provide refresher
training for Organized and Volunteer
Air Reservists, 1s the 25th unit in the
Reserve chain to be activated since the
war. It is the first naval air station to
be set up in the Birmingham area.

For some months, however, NAS
ATLANTA has supported a Naval Air
Reserve  Auxiliary at  Birmingham.
Members of the Associated Volunteer
Unit at this NARA as well as other Re-
servists in the region showed so great
an interest in the program, that they
demonstrated their capacity to support
an independently operated station.
Thus, when the Naval Air Reserve came
to decide upon the locality for a new
station, Birmingham proved a natural
choice.

The station adjoins and utilizes the
operating facilities of the Birmingham
municipal field. It occupies a portion
of the former Army Modification Cen-
ter, namely one bay of a ten bay hangar
and two small outlying buildings. City
authorities and the local Chamber of
Commerce were most cooperative in
making necessary facilities available to
the Navy.

Naval Air Reserve operations at
Birmingham will be closely integrated
with those of its next-door neighbor,
the Air Force Reserve, in order to avoid
duplication and unnecessary expenditure
of public funds.

Present plans call for training one
cVE group and a fleet air service squad-
ron. Stationkeeper allowance is set up
for 13 officers and 130 enlisted men.
About 42 planes are being assigned to
the station in the near future.

‘Early Bird’ Pays Short Visit
Old Timer Drops in at NAS Norfolk

NAS NorRFOLK—A recent visitor
here was Fred Brauninger, one of the
three living members of the original
"Early Birds."”

For the benefit of the uninitiated,
the Early Birds comprise an organization
whose members participated in aerial
flights between 1903 and 1906, Mr.
Brauninger made his first flight with
Orville Wright in 1904 and enjoyed it
so much that he set about teaching him-
self to fly. Apparently he was a good
instructor. He obtained his pilot’s lic-
ense in 1909.

Mr. Brauninger recalls that Glenn
Curtiss, another aeronautical pioneer,
once advised him to leave monoplanes
alone. According to Curtiss, they def-
initely were not here to stay.
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New Opportunity To Go USN
Certain Reserve Aviators Are Eligible

Former Naval Aviation Cadets, who
have been designated Naval Aviators
and who have received their commis-
sions since 31 December 1946, may now
submit their applications for appoint-
ments to commissioned grade in the line
of the Regular Navy.

In order to be considered for trans-
fer, an applicant must have completed,
prior to 1 January 1949, not less than
eighteen months of continuous active
commissioned service immediately fol-
lowing completion of duty as an avia-
tion cadet. He must also have been
less than 25 years of age upon success-
ful completion of training as an avia-
tion cadet.

It is contemplated that a Board will
be convened in the Navy Department
on or about 1 February 1949, and semi-
annually thereafter, for the purpose of
selecting such eligible officers for trans-
fer to the Regular Navy in numbers
sufficient to meet the needs of the ser-
vice. Selection will be based upon in-
formation submitted in the application,
the individual’s records on file in Bu-
PErs and information obtained from
BuMEDp.

Further information and necessary
application blanks may be obtained
from the Ofhces of Naval Officer Pro-
curement in the various districts. An ap-
plication to be considered must be for-
warded in sufficient time to be received
in the Bureau of Naval Personnel prior
to 1 January 1949. Requests for applica-
tions for later selections will be promul-
gated to the service through the media
of Bureau Circular Letters,

Each candidate accepted for appoint-
ment will be issued a permanent com-
mission in the grade in which he holds
a permanent commission in the Naval
Reserve.

Palmyra Rejoins the ‘Clan’
VR-1 Planes Land Again on lts Field

VR-1, Hawau—Lonely Palmyra is-
land in the mid Pacific has been restored
to the flight route of Hawaii-to-Samoa
planes after its gr;uis;fmwn runways
had been repaired and field lighting
restored.

Acting on request by CAA authority
for air lift to and from the island,
vi-1 made bi-weckly flights to the island.
The landing strip was found overgrown
with vegetation and quite rough in
spots.  Field lighting for night oper-
ations was usable but weak in intensity
due to a voltage drop from a point
halfway down the runway.

The flight schedule was changed to
include Palmyra and omit Johnston is-
land. Palmyra will be a flag stop on
the return trip from Samoa to Honolulu.
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First photograph of the Navy's new TO-1 (F-80) jets operating with VF-52 on
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the West Coast shows four of the speedy Lockheed Shooting Stars over California
terrain. The squadron had six pilots who completed the Air Force jet transition
training course at Williams Field, Ariz., who served as instructors for the rest of
the pilots. About half of the squadron’s pilots now have qualified in the new

trainer.

VF-52 is commanded by Cdr. Edward J. Pawka and is at San Diego.

P
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PILOTS SIT SIDE-BY-S5IDE IN MEW DOUGLAS JET

Newest Jet Is Hot, Versatile
Range, Speed Give Multi-Purpose

Latest Navy entry in the all-jet air-
craft field is the Douglas xF3p-1, a twin
jet shipboard all-weather fighter now
being tested at Muroc.

Powered by two Westinghouse turbo-
jets, the XFip-1 with its electronic aids,
is expected to be one of the most ver-
satile of jet aircraft, capable of carrying
on fighter or bomber missions of nu-
merous types. It is a two-place, high-
speed plane suited for varied tasks
aboard a carrier with but little modifi-
cation and without compromise of its
basic role. Its range and high speed
make it adaptable as an attack fighter,
reconnaissance plane, or escort fighter.

The xF3p-1, first fighter to be built
for the Navy by Douglas, is of con-
ventional design, with exceptionally
clean streamlining and square wingtips.
Two unique features represent great ad-
vancement in pilot safety—the non-
glare backlighting of the instrument
panel and console, and a novel under-

side escape chute.

The lighting system for the instru-
ment panel and consoles was designed
and developed by Douglas. It prevents
glare in the pilot's eyes and assures con-
stant lighting of all gages and dials.
Letters and numbers are etched in trans-
parent lucite and the entire panel is
lighted from behind with red light.
Consequently, failure of one bulb will
not mean loss of one instrument gage,
for the remaining lights will continue
to illuminate the gage as well as the
rest of the panel.

Escape device of the X¥ip-1 employs
a principle used in many school build-
ing fire escapes. It permits exit through
a chute in the floor of the plane, should
bailing out be necessary at high speeds.
At lower speeds, bailing out is provided
for through the normal method.

The cockpit of the plane is pressur-
ized and provided with an air cooling
and heating system. The plane also is
equipped with speed brakes, consisting
of two hydraulically actuated flaps,
which extend outward from the fuse-
lage just forward of the tail. By use of
these, the pilot can quickly decelerate
for slow carrier landing approaches, for
maneuvering, or to keep his plane from
exceeding its maximum speed limits
while in a dive.

VR-8, PaciFic—It never rains but it pours.
This squadron used 5,000 sheets of paper in
letters, speed-letters and dispatches in a fran-
tic effort to locate MacArthur seats a few
months ago. The seats finally came and were
installed. In fact, they are still coming in,
far in excess of the number ordered.
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SQUANTUM RESERVE TELECAST

The television |
Roger Harrison (inact.); communications truck is in rear

Ordnancemen demonstrate arming of rockets on Corsair
while assistant producer Paul Birthgrath describes operation

ONTACT — bogey bearing two

seven zero — closing in at 70
miles—angels five! Flash red—contact
green!"” With these words the NBC
television show featuring the Naval Air
Reservists at NAS SQuUANTUM got
underway. The show was carried by
the Richmond, Washington, Baltimore,
New York City. Schenectady and Boston
stations, It met with enthusiastic audi-
ence approval and won plaudits from
National Broadcasting Company of-
ficials.

Much hard work preceded the actual
telecast. First the technical problems of
televising such a show had to be sur-
mounted; then the staff of WBZ-TV in
Boston and the Squantum PIO had to
sell the network on carrying the shoot-
ing script they had outlined. After that
there was the matter of timing the show
and getting in plenty of action.

Weather threw a snag on the sched-
uled date for the telecast, blowing in a
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sticky sea fog. The show was cancelled.
Then the PIO went into action and
finally on 5 August, the next evening,
the show went on.

The telecast depicted the mission of
the Naval Air Reserve under simulated
conditions. As the program opened, six
pilors, acting as the fighter intercept
group of a Pacific island, were waiting
anxiously for a radar report of enemy
planes coming in. The briefing of the
pilots was overheard. Then the loud-
speaker commanded, “Scramble all air-
craft. Pilots, man your planes.”

The cameras then switched to the
scene of the telecast, sweeping the air
station while the narrators told where
the telecast was originating and what
the program was all about. Launching
of fighters, a crash demonstration,
carrier landings, refueling and rearming
demonstrations, a GCA demonstration
and interviews with Reserve participants
were all in the script, Special Events

Squantum enlisted
as naval air station

Restricted

Lt, (jg) ]. Sowar, GCA officer, listens as M. Galdafonson and
A. Gaunt tell how GCA talked them down safely at field

men interestedly watch television screen
is described by narrators for audience

Director of WBZ, Colton G. Morris
who was a former lieutenant com-
mander, and Roger Harrison, Farm
Editor of WBZ, formerly a lieutenant,
were the narrators.

The simulated crash which showed a
Hellcat making an approach for a land-
ing as if out of control and then
showed a plane afire amid the sound of
sirens and crash alarms was so realis-
tically done that local news men phoned
the station wanting the story,

Dinty, the Marine mascot, also got
into the act, nipping at the heels of
selected participants in the best bulldog
fashion.

Stars of the show were CVEG-56 pilots
who had just reported aboard for two-
weeks training duty. 'With three hours
rehearsal beneath their safety belts, they
made their debut before the TV cameras
with the savoir-faire of scasoned vet-
erans on both the combat and the video
circuits for a top-flight performance.

Restricted
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BLACK WIDOWS OF PROJECT THUNDERSTORM MADE

RIDING THE ROUGH STUFF

TH E HAZARDS of flying through
thunderstorms are as much mental
as mechanical. In fact, if the mental
hazard—pilot fear—is kept under con-
trol, the mechanical hazards—turbul-
ence, lightning, hail and icing—become
much less dangerous. This is a basic
conclusion reached in the USAF project
of deliberately flying aircraft through
thunderstorms to learn how it can best
be done. Stated simply, the advice to
pilots is: Keep calm and follow the
riles,

The rules in this case are the tech-
niques worked out in two years of ex-
perimental flying by pilots of F-61 Black
Wideows operating first in Florida and
later in the Ohio area.

The project was organized with the
Air Force, Navy, Weather Bureau, and
NACA as participating agencies; and a
Thunderstorm Advisory Committee of
outstanding civilian and military scien-
tists outlined the general plan of in-
vestigation. As the aircraft, properly
instrumented, flew through the storms,
a network of ground weather stations

Restricted

observed and recorded surface data and
upper air soundings. Ground radar, in
addition to controlling the aircraft, was
used for study of cloud echoes produced
by the thunderstorms.

Data on the activities and findings of
the project have been presented in a
USAF report "Operational Feasibility
of Aircraft Through Thunderstorms™
from which the following information
has been gleaned.

Five aircraft and crews were alerted
daily for a 12-hour period during which
the weather forecasters felt that thunder-
storm activity was most likely. They
took off when the storm activity was
developing, requiring some 30 minutes
to reach their assigned altitudes (6,000,
10,000, 15,000, 20,000, and 25,000
feet) and get into position for penctra-
tion of the storm. Actual traverses were
begun with the ground controller giv-
ing the aircraft vectors which would
take them through the heart of the
storm.

Each plane would average five to ten
traverses during a mission. During each

traverse, the weather and radar observ-
ers kept a log noting time of cloud
entry and exit, location and intensity
of areas of precipitation and turbulence,
lightning flashes, formation of ice on
the aircraft. Pilot comments were
picked up by wire recorder. After each
flight, the crew—pilot, radar observer,
and weather observer—were questioned
as to the conditions found.

LL PILOTS were trained to use as

little aerodynamic control as pos-
sible. Attitude flying with a minimum
of elevator control action prevents
sctting up a pitch oscillation which
could ultimately lead to excessive con-
trol movement and possible structural
failure.

Most of the storms were crossed
without undue difficulty, but enough of
them gave positive proof that a thun-
derstorm can never be regarded lightly.
At some time and }"1.!['(‘ within a storm
the going is likely to be tough; so "the
word,” as detailed on the next pages,
is this: Expect trouble, but keep cool.
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PROJECT OFFICERS REPRESENT USAF, NAVY, NACA, WEATHER BUREAU; F-61 AND CREW IN REAR

Easy Does It —With Thunderstorms

EACH thunderstorm contains cells
which may be in any development
stage. A majority in any one storm,
however, are either at peak or dissipat-
ing stages. The cells are turbulent areas.
The in-between air is calm. The worst
time to fly through a cell is between the
end of the building and the start of the
peak stages, for the cell at that stage is
in its most turbulent cycle.

Turbulence generally is regarded as
one of the most dangerous hazards
associated with thunderstorm flying, be-
cause of its effect on the aircraft and
the pilot. The disturbed angular mo-
tions of an airplane in turbulent air,
even with fixed stability and proper
piloting technique, are dependent not
only on the maximum intensity of a
single gust, but also on the sequence,
spacing and intensity of all gusts en-
countered.

The sharp edge gust with its steep
gradient delivers that solid jolt so
familiar to anyone who has flown in
rough air. A series of these occurring
close together will shake an airplane the
way an automobile reacts to a roadbed
of railroad ties. These gusts because of
their steep gradient can impose great
stresses upon aircraft. The stress in-
creases with the velocity of the gust and
the speed of the plane,

Drafts are the huge columns of rapid-
ly rising or descending air which form
an integral part of the thunderstorm’s
structure. Although the effects of drafts
are quite spectacular from the pilot's
point of view, they are not so import-
ant with regard to stress loads imposed
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upon the aircraft. However, attempting
to maintain a constant altitude in heavy
drafts can easily be a pilot's first step
down the road to serious trouble.

The possibility of a downdraft forc-
ing an aircraft into the ground or dan-
gerously close to it seems remote. The
lowest altitude used during the project
was 6,000 feet, and there were no in-
stances where the aircraft at this altitude
lost more than 2,000 feet. The down-
drafts would subside when the airplane
broke clear of the clouds underneath
the storm.

ON THE basis of pilots’ reports, cer-
tain altitudes seem to contain de-
finite limits of turbulence. Scaled from
one to six, ranging from extreme to
minimum intensity they are: (1) 14,000
to 20,000 — turbulence severe: (2)
25,000 to 29,000 — turbulence less

severe, much snow; (3) 20,000 to
25,000 turbulence less severe to
moderate; (4) 10,000 to 14,000—tur-
bulence occasionally severe, mostly

moderate; (5) 6,000 to 10,000—tur-
bulence from moderate to light; (6)
6,000 and below—turbulence generally
light, occasionally moderate.

A general rule of thumb is to stay as
low as you can, yet safely clear all ter-
rain obstacles, to avoid the severest
turbulence,

There is no reliable way of recogniz-
ing in advance a thunderstorm which
may provide hailstones. The greatest
frequency of large hailstones is found in
the Nebraska and Colorado regions, and
the Thunderstorm Project, operating in
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Florida and in Ohio, encountered no
hail of serious consequence. Damage
to aircraft was limited to punctured de-
icer boots, dented propeller spinners
and intercooler shutters, and battered
nose sections. The F-s1 s equipped with
4 composition nose section which is far
less durable than the metal used in the
rest of the fuselage. Hail damage was
quite annoying to the maintenance sec-
tion but proved to be no actual hazard
in flight.

Flight procedure to minimize the haz-
ard of hail appears to be limited to
altitude selection. Staying as far below
the freezing level as practicable should
be the first choice.

LtiHTNlNG is one of the greatest psy-
chological hazards to pilots flying
through thunderstorms. Twenty light-
ning strikes on aircraft were recorded
during the project. All occurred around
and above the freezing level at free air
temperature readings from plus 2 to
minus 25 degrees C.

No major damage by lightning was
experienced by the F-e1 thunderstorm
aircraft. However, lightning strikes
burned off radio antennas and static
discharge wicks, drilled holes up to the
size of a dime in wing tips, rudders and
clevators, and bent one airspeed pitot
head 15 degrees from the horizontal.
In this case the pilot reported he was
flying through a thunderstorm at 26,000
feet in heavy snow. “Radio static kept
building in intensity until it was so
severe that I couldn't kecp the ear-
phones close to my ears. I heard what
sounded like the sharp burst of a Ger-
man 88 mm. A sheet of flame simultane-
ously enveloped the entire cockpit. My
airspeed indicator jumped from 190 to
500 and stayed there. Everything looked
a bit fuzzy.

RAVAK GeAR IS HOUSED IN NOSE OF THE PLANE
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GROUND STATIONS KEPT TABS ON THE WEATHER

"The air was so turbulent and the
instruments jumped around so much
that I couldn’t tell for a moment what
was going on. [ just let the airplane
buck through. After what seemed
hours, the airspeed came back to nor-
mal.” (Film records showed that the
airspeed indicator maintained an errone-
ous 300 mp}'] re.u‘ling for .ipl‘mxnnatc—l}
30 seconds.) The radar operator, who
was not wearing dark goggles, said he
could not read his panel for about two
minutes. 8

AI.-!\-H:'I AL aircraft, properly bonded,
act like a Faraday cage. The metallic
structure acts as a shield to shunt any
discharge current around the occupant.
Consequently, there can be little differ-
ence of potential between points on the
bonded metal surface of the plane.

It does not scem likely that a direct
lightning hit will seriously injure the
aircraft occupants unless there is defici-
ent bonding of metallic parts. Where
bonding is defective or lacking or where
the aircraft 18 constructed of non-con-
ducting materials (wood and fabric),
large differences of potential may be
established during a thunderstorm, creat-
ing a definite hazard to both occupants
and aircraft.

NACA analyses indicate that the
faster an airplane travels through a
thunderstorm, the more rapid is the
rate at which it will produce and ac-
quire charges. Reduction in airspeed
allows charges to fall off and permits
corona discharges to diminish in in-
tensity.

Advice to pilots: Reduce airspeed. 1f
precipitation static or St. Elmo's fire is
severe and outside air temperature is
between minus 25 and plus 2 degrees C,
fly out of that zone. Seck a level above
or below that temperature band. If air-
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craft has trailing antenna, make sure it
is reeled in. Turn cockpit lights full
bright or put on dark goggles. Do not
keep phones too close to ears. This will
prevent possible accoustic shock. The
tendency for St. Elmo’s fire and precipi-
tation static sounds to build up rapidly
in intensity should be t'ug.mHuI 45 a
preliminary warning that a discharge
may be imminent,

Conclusions of the USAF report out-
line pilot techniques for safe thunder-
storm flying with two major points: 1.
The airplane muit be readied before
penetration. 2 Fly attitude.

® When warned by radio crash static
of thunderstorm proximity, the pilot
must slow down to the best penetration
speed and constantly keep the aircraft
prepared for long periods. He should
check his instruments, lights, pitot and
carburetor heat, de-icing and oxygen
equipment, safety belts, mixture, RPM's
manifold pressure, etc. By the time he
hits the storm he knows cverything is

ready. This 1s important because it 1s
the pilot's first safety valve and gets

him set for the actual entry.

@ In approaching the storm, increase
RPM for gyroscopic stability. If flying
jet aircraft, extend dive flaps. This will
tend to keep the airplane from quickly
picking up too much speed in unusual
attitudes.

® Keep mixture rich, pitot and car-
buretor heat on. Uncage gyro instru-
ments and check for proper settings.
Check vacuum pressure and make men-
tal note where pump switch is located.
® Be sure altitude control is turned
off if auto-pilot is being used. Tighten
safety belts. Turn off any radio equip-

ment made useless by static. Make sure
trailing antennas are recled in. If at
night, turn cockpit lights full bright or
put on dark glasses to minimize effect
of lightning.

ONt.l-‘ iN the storm, devote all atten-
tion to flying the plane. Expect
turbulence, precipitation, lightning, and
don't let them cause undue concern.
Thunderstorms must be flown pri-
marily with gyro instruments and air-
speed, since barometric instruments give
false readings because of rapid changes
of pressure, Concentrate principally on
keeping a level attitude by the gyro
horizon. You may gain or lose several
thousand feet, but by using a minimum
of elevator control you can ride the
most severe storm with a minimum
amount of stress on the aircraft.
@ Do not ‘chase' airspeed, It will
result, especially in high-speed and
heavy aircraft, in excessive attitudes. It
is easy to visualize the results of the
nose being high and a sudden gust in-
creasing the angle of attack to a stall.
Don't forget that heavy rain may slow
down the indicated airspeed reading as
much as 70 mph.
@ Mauintain original heading— it's the
quickest way out. Don't make any
turns unless absolutely necessary. Re-
member that sound planning, proper
procedures,  as outlined above, plus,
above all, common sense and an intelli-
gent  outlook will see you safely
through. In the opinion of the Thun-
derstorm Project experts, the reduction
of mental strain upon the pilot through
enlightenment, proper training and ex-
perience holds the greatest promise for
safe flying through thunderstorm areas.

PROPELLER HUB SHOWS WHY HAIL WAS MAINTENANCE BOTHER ALTHOUGH NOT TOO HAZARDOUS
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Naval facilities at Pt. Barrow are 'kept alive’ by the an-
nual supply expedition of ships; here barges do unloading

Northernmost oil well on North American continent stands
on shore as first task fleet ships offshore unload their cargo

Supplies unloaded from barges line Pt. Barrow beaches dur-
ing the few days when ships can sail up to the naval facility’s

16
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Barges off Pt, Barrow await their turn to pick up another
load of cargo; ships can visit only once yearly, during August

Point Barrow

OINT Barrow, northernmost segment of land on the North

American continent, under U. S. jurisdiction, is a beehive
of activity a few days during August when the frozen Arctic
ocean unfreezes long enough to permit ships to enter and
unload their supplics.

These pictures taken by a unit of ve-s1 under Lt. Cdr.
Charles A, Van Dusen, show the barren, muddy land where
the Navy has been drilling for oil for several years. VP-61
returned to the U. S. recently after photographing large
areas of Alaska’s southern panhandle for natural resources.

Most of the year, Navy planes can operate to Barrow and
land on the airstrip shown below, to keep workers supplied.
Big and little Quonsct huts, plus a few wooden houses, make
up the town of Point Barrow, near which Wiley Post and
Will Rogers were killed in an airplane crash some years
ago. After the August "thaw,” the Arctic takes over control.

front door; runway with PBY’'s and R4D are on lett, above are
several of the thousands of frozen lakes dotting Arctic area
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RESERVES OPERATE ON WRIGHT

P y i 5

HREE years after they made their last

carrier landings off Okinawa and
Japan, a detachment of Naval Air Re-
serve pilots from Dallas, Texas, flew
their planes aboard the USS Wright and
operated from the CVL for three days
in the Gulf of Mexico.

It was the first Reserve group in his-
tory to complete a full scale simulated
combat operation in peacetime aboard a
carrier and the first time a Reserve pilot
had landed on a flight deck since the
war was over, So successful was the op-
eration that it drew praise from John
Nicholas Brown, Asst. Secretary of the
Navy for Air; Vice Admiral ]. D. Price,
Deputy Chief of Naval Operations
(Air), and Rear Admiral J. W. Reeves,
Chief of Naval Air Training Command.

The Dallas Naval Air Reserve detach-
ment consisted of two air groups mak-
ing up eight squadrons of 56 carrier
plancs—C orsairs, Hellcats and Avengers
—plus a patrol squadron of three Cata-
linas, four v's and one R4D. In the en-
tire operation 320 carrier landings were
made with only one prop nicked and
two tail wheel malfunctions.

The whole operation was a part of
the Dallas men’s two-weeks active duty
training., A total of 103 officers and 138
enlisted men participated. Officers were
all seasoned war veterans but of the
enlisted men 757% had never been on
an aircraft carrier.

The group arrived at NAAS WHiT-
NG FIeLp, a satellite of Pensacola, to
practice field carrier landings. Un fortu-
nately, 2 Gulf hurricane was in the area
at the time, so pilots got in only a mod-
erate amount of advance practice before
going aboard the Wright. They brought
their own landing signal officer, main-
tenance men and deck crewmen, who

Restricted

DALLAS TEM COMING IN FOR LANDING ON WRIGHT, GETS A CUT FROM LANDING SIGNAL OFFICER

worked with the Wright's crew in hand-
ling the planes aboard.

Reserves flew off for gunnery prac-
tice and performed other carrier opera-
tions without hitch. It was regarded as
a significant commentary on the value
of the Reserve aviation training program
under Rear Admiral Richard F. White-
head and points the way for greater use
of carriers in the Reserve training pro-
gram,

The pioneering achievement brought
the following message of congratula-
tions to the Dallas Reserves from John
Nicholas Brown, Asst. Secretary of the
Navy for Air:

“This is the first occasion of its kind
in the history of the Naval Air Reserve
Training command, and a great step
forward in their activities. This prece-
dent reflects great credit on the state of
training, and on readiness for more ad-
vanced operations.”

Vice Admiral J. D. Price said, “The

LT. HUNT, RESERVE LSO FROM DALLAS, GUIDES IN A PLANE AS REGULAR SHIP'S LSO LOOKS ON

carrier training operation was a small
scale experiment before the Navy estab-
lishes the policy to make this type of
operation a general annual requirement
for Naval Air Reserve training.

Admiral Reeves' comment was that
“The outstanding success of the project
was the result of good planning and
preparation by CO, NAS DaLLAs and
staff, of the enthusiastic ability and
capacity for hard work on the part of
all members of the detachment and of
excellent support by the USS Wright,
NAAS WHiTING and NAS PENsA-
coLa.” The CO of Dallas is Capt. M.
A. Nation.

Adm. Whitehead issued the following
statement on the maneuvers: "We have
moved steadily forward, making notable
strides in the preparation of peacetime
Reserves for wartime mobilization.
Throughout the country, other stream-
lined Reserve st[us.drons stand by, ready
to follow them aboard and prove their
merit,”

THE DaLLAS detachment was under
command of Lt. Cdr. J. W. Scoggin
and was made up of parts of two car-
rier air groups—cvG-55 under Lt. E. B,
Crawford and cvG-g3 under Lt. Cdr. R,
W. Jarvis, Jr. Also included were parts
of vP-ML-53 and VR-74. The two groups
took turns attacking and defending the
Wright in the training cruise and the
experiment resulted in great success.

The patrol squadron started its cruise
by making a patrol flight to Guanta-
namo Bay, Cuba. After completing this
assignment, it returned to assist in the
carrier operations.

One highlight of the operation came
when Lt. Cdr. Robert Jarvis, first Texan
to land aboard, unfurled the Lone Star
flag of the state of Texas as he rose out

—
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of the cockpit—and all the Texas men
aboard came smartly to attention.

In honor of the outstanding success
of the maneuver, the Texas fag was
thereupon ordered flown from the car-
rier by her commanding officer, Capt.
Dale Harris.

A:.\H[ml_ Reeves himself was flown
aboard the carrier by Ens. Joe
Simoneau the last day of the operation
and spent almost the entire day watch-
ing the Texas fliers complete their train-
ing schedule. He went ashore also via
Reserve “taxi,”

Ens. C. E. Franklin of vF-g4-A was
the high-time carrier pilot with 57 hours
in his Fgr. Lt. E. §. Clinkscales, pBY
pilot, led all Dallas men with 70 hours.

The Dallas operation aboard the
Wright was the highlight of the sum-
mer as far as the Reserve training pro-
gram was concerned, but it had numer-
ous competitors for public attention in
other parts of the country,

Earlier, Reserves from NAS Los ALA-
MITos and Oakranp "defended” the
Southern California coast from “attack”™
by the First Task Fleet and scored a
success in intercepting the ships. Two
VF squadrons, 3a and ¢4, composed of

18

75 PERCENT OF DALLAS ENLISTED MEN HAD NEVER BEEN ABOARD CARRIER

18 fighters, made a coordinated attack
on the carrier force which drew a favor-
able ruling from the intertype exercise
umpires. Air Group 63 leader was Lt.
Cdr. A. Trusso and the squadron com-
mander Lt. Cdr. J. Farley. The Oakland
group of 12 Helleats, five Corsairs and
five TBM's was led by Lt. Cdr. H. F.
Greene. Opportunity for coordinated
long range operation of patrol planes
with submarines in searching for and
attacking a high speed surface force was
included in the exercises and provided
important training seldom obtained for
the VP squadrons and subs.

The Black or attacking force was to
hit and run air strikes on West Coast
installations around San Dicgo and San
Pedro. The White force made up of
subs and shore-based Reserve planes
protected the target areas.

Weather hampered operations of both
the Oakland and Los Alamitos Reserve
“defenders.” The latter’s fighters sneaked
through the overcast to make an excel-
lent attack on the surface forces during
the exercise, demonstrating that the war-
tried veterans of the Reserve squadrons
had not forgotten the craftiness they
used so well against the Japanese.

The atom-bomb-weary APA Gascon-
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L/C JARVIS, FIRST DALLAS MAN ON WRIGHT, UNFURLS THE TEXAS FLAG

ade was sunk during the exercises by CV
and CVE strikes and by DD gunfire
(iee photo). Other operations during
the exercises consisted of a sortie, anti-
submarine operations, search and rescue
drill, and air operations. Helicopters
were used on the CV’s and proved valu-
able for plane guard duties and utility
operations. One helicopter made a res-
cue at sea, picking up a pilot who had
been forced to make a parachute jump
after a midair collision. The pilot was
recovered shortly after he came through
the clouds in the immediate vicinity of
the CV group. ’

The Los Alamitos-Oakland participa-
tion of Reserves with the regular fleet’s
exercises was the largest to date, al-
though Marine squadrons attending the
1947 annual active duty cruise at El
Toro had a chance to operate in coopera-
tion with several carriers on the West
Coast. They made no landings or take-
offs, however.

R-r:SI'R\'E fliers got good wartime ex-
perience in another, small-scale op-
eration this summer when NAS GRrosse
[LE's cvG-50 cooperated with the Air
Force in a large scale attack on Oscoda
Air Force Base in Michigan.

Restricted



Restricted

Photo planes took pictures of the base
before the attack for target analysis and
photo interpretation study. The morn
ing of the strike, the Air Group was
briefed on targets, opposition strength
and primary mission. That afternoon
42 Reserve planes went in and hit the
base with good results. Also during the
cruise. units of vF and vA-60-A made
coordinated attacks on an 83-foot Coast
Guard boat in Lake St. Clair. The
highly-maneuverable target gave the
pilots some of the best practice they
have had since joining the Reserve.

This fall, Reserve squadrons from
Seattle. Oakland and Los Alamitos will
work with the Pacific fleet in another
intertype exercise which will see the
pilots “defending” the West Coast from
ships steaming offshore.

As a part of the general Navy pro-
gram of building up its strength, a call
was put out the past summer for 2,600
Reserve pilots to sign up for active duty
with the fleet for at least a year. The
first segment of this quota was for 1,300

0-2'S FROM DALLAS RELOAD WING GUNS OF CORSAIR ON WRIGHT'S DECK

s

men. Enough applicants showed inter-
est to have filled that figure in a month,
although the processing took a little
longer.

Of the first 1,300 men to apply, about
60 percent transferred from Organized
Reserve squadrons and the rest from
Volunteer Reserve lists. About 400 of
the men went to the Air Training Com-
mand as instructors and the balance to
VF, VA and VP squadrons, to MATS
or to the Office of Naval Officer Pro-
curement and aviation ground duties.
Of the total, 1,150 were aviators.

o weLL grounded n combat-type
flying were the first 600 Organized
Reserve pilots called up that they went
directly to the fleet without any re-
fresher training. Fifty-five Volunteer

PILOTS FROM DALLAS RESERVE UNIT GET LAST MINUTE WORD AT WHITING

pilots called back were sent to Advanced
Training at Jacksonville for refresher.
A study is now being made to determine
whether Volunteers need a short re-
fresher training course before participat-
ing in all fleet squadron drills.

Many of the Reserve pilots called
back went into newly-formed squadrons
which were made possible by the recent
Navy move creating five squadrons in
an air group instead of three. For in-
stance, VF-173, commissioned at Quonset
Point in August, laid claim to being the
first squadron to have a USNR majority
in its squadron complement. Of a total
of 25 pilots, 18 were recalled into active
service from civilian life under the ex-
pansion program. Two midshipmen
were included in the total pilot comple-
ment,

ot il i ;
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HURRICANE CUT DOWN FIELD CARRIER LANDING .PRACTICE OF TEXANS BLITTHEY WERE UD.&UNIED

19

'"GASCONADE’

PACIFIC FLEET EXERCISE SINKS

Restricted



RESERVES PLAY

A CONSTANT battle is being waged
by Naval Air Reserve units to
keep their weekend warriors safety con-
scious. As Grampaiv Pettibone has often
pointed out, “There are old pilots and
bold pilots, but no old bold pilots.”

Top honors for safety during fiscal
1948 go to NARTU Anacostia, NAS
WirLow Grove and NAS Los ALa-
MITOS in one-two-three order. The
Reserve Lighter-than-Air Unit at NAS
LAKEHURST chalked up a perfect record
during the same period.

Key man in the safety picture at the
squadron level is the aviation safety
officer in each Organized Reserve squad-
ron. He is directly responsible to the
squ: adron CO for uim within the anit.
It is his job to see that “the word” on
safety gets around to all squadron mem-
bers. The Manunal for Safety O fficers
is his guidebook.

Overall rupmmbjlm for mu} falls

upon the aviation safety officer at the
various stations and units within the
Reserve circuit. He coordinates the
efforts of the squadron officers and
supplies them with the L{tesl data.

A continual barrage of safety infor-

SHOULDER STRA P.S
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mation and material from CNO, DCNO
(Air), CNATra, CNAResTra is also
sent out to give latest pointers and to
keep Reservists safety-minded. Regular
features include WRECKord posters,
distributed by DCNO(Air) to all stat-
ions and units, and the Awviation Safety
Bulletin, sent to all squadrons and units
from Command headquarters in Glen-
view. The Bulletin contains safety ad-
vice as well as a resumé of accidents
reported each month to CNAResTra.

To drive home important safety pre-
cautions, a catchy character known as
"All Wise" Thunderclond, Chief Week-
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IT SAFE

Here's vour INsuraNcE
EVEN BETTER THAN '6.1."

YOUR SAFETY
OFFICER SAYS

THIS EFFECTIVE BULLETIN BOARD AT NAS WILLOW GROVE WAS DEVELOPED BY LT. CDR. W. HAAS

end Warrior, expounds words of wis-
dom on the back page of the Nawval Air
Reserve Bulletin, This cartoon, which
is the brain-child of Lt. Cdrs. Matt Portz
and Uncus Fretwell, is set up to double
as a salety poster.

Stations and units also come up with
some novel ideas for plugging the safety
angle. Organized Reservists at NARTU
SEATTLE, for example, are greeted with
a life-size cut-out ot Grampaw Pettibone
giving forth with a typical comment,
"Miss Happ™ is the local sage at NAS
WiLLow GrovE, She is pictured telling
such sad tales as that of ]mcph J—
a good pilot who got careless and ' ‘bluf-
fed his way through, riding his luck as
some guys will do.”

‘But one day near the end of a hop

His engine coughed and came to a stop,

L “q n many moons,
J him heap wise to hove

Check- Qut before
make'um like eqgle |

* Concr Wetn-sne Wanmion

Now Joe is as cold as yesterday's egg,

He was too d---- wide on his downwind

leg."

Another eyecatcher that g:iincd atten-
tion at NAS New York is the shoulder
strap cartoon, drawn by Armand O.
Troncone, Abz,

The aviation safety officer at NAS
WiLLow GrovEe, Lt. Cdr. Walter Haas,
has placed bulletin boards, specially tail-
ored for the effective presentation of
safety material, in each ready room and
in operations at that station,

Nor is safety information beamed
only at pilots. Enlisted men are given
generous slices. Down at NAS New
OrLEANS, for example, the line main-
tenance division has made up a set of
safety rules which are read to all incom-
ing 0-2's and which are also posted in
all line shacks for further study. In
addition 0-2's are given safety ins-and-
outs of taxi procedures, preflighting of
aircraft, fueling, oiling, visual checking
and general line maintenance,

Climax of the Reserve safety cam-
paign was the two weeks course for
station officers held at Glenview in Sep-
tember by NAResTraCom.

This constant Jrummm;k on the safety
theme has paid off. The low Reserve
accident rate shows that Reservists take
their weekend training seriously and
not as a vacation junket. But until the
rate goes down to 0.00 the safety drive
will still be set for full steam ahead.
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Radio-Controlled Models

WIHTE-CAPPED “boots™" at San Diego naval training sta-
tion lined the shares of the dredged-out estuary across
from Lindbergh ficld to watch a gleaming white seaplane
take off and land on the water.

It was an airplane, and it wasn't. From a distance, its
141/5-foot wingspan was deceiving. It acted like a real plane
as its four engines turned up 5000 rpm, but it had nobody
aboard. Making as much noise as one of its PB2Y ancestors,
the plane roared up and down the estuary while engineers
across from the boot camp peered at it through binoculars
and took photographs of it.

Actually, the plane was a real flying model of the newest
of the company’s new seaplanes, then under development. To
test how its hull design functioned in actual landings and
take-offs, Consolidated-Vultee had constructed a radio-
controlled free-flying model. It is an exact 1/10th scale
model of the real airplane, scheduled itself to fly in a few
months. Tt gives Consolidated data on what to expect when
its big new seaplane first takes to the air.

Wind tunnels can give certain static scientific data to help
engineers, but this model gave greater information because
it was not tied down to anything and was subject ta all the
dynamic forces that affect a real plane’s flight.

Photographs of the flying models, accompanying this
article, are of a four-cngined research model, and two ex-
perimental flying boats.

Not only are the models built to exact scale, but their
weights and performance, as well as the dynamic forces
acting on them, are to scale. By flying the model, the de-
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signer can tell how the big plane will behave and head off
hazardous and costly difficulties.

Just as the Navy controls its target drones from ground
stations, Consolidated has a radio hook-up with its scale
models. First it had to solve the weight problem since the
assembled model weighs only 90 pounds and the radio con-
trol system had to be held to 20 pounds. A power plant
turning out 11/ to two horsepower and weighing only three
or four pounds was another requirement that had engineers
stymied for a while since none existed at the time,

NOTH]NG had ever been heard of a radio receiver capable
of actuating seven controls with positioning accuracy
of 1.25% and weighing no more than 20 pounds, complete
with battery pack. Both had to be built especially for the
model program. In four months the motor was ready, a
midget power plant with two-cycle twin cylinder opposed-
type gasoline engine, producing scale power and rpm for
the 2100 hp R-3350 engine used in the full scale airplane.
The model itself was a geometric duplicate of the full
scale airplane except for the leading edge wing slots which
were necessary to \Eilpli('ilte full scale lift characteristics.
The wing and hull were of balsa monocoque construction
resulting in a higher strength weight ratio than the full
scale airplane. Another saving in weight was made by
Metl-bonding the wing spars and using plexiglas fitting
wherever possible. Tail surfaces are the conventional ribbed
type and covered with silk. Propellers are machined from
24 ST dural and are adjustable in pitch, as in a big plane.
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STATIONWAGON YOKE PERMITS AERODYNAMIC TESTS ON SEAPLANE MODEL

T'rl{-‘. MODEL is equipped with a special 16 mm. moving
picture camera, trim indicator, speed indicator, sweep
second timer, accelerometers and electric contacts which give
a time history of the step, bow and sternpost contact with the
water., The camera is interconnected with the starboard
throttle and can be operated at will, enabling continual
flight records to be made of take-offs and landings. The
radio controls are capable of handling the plane up to dis-
tances of 3,000 feet. Engines have throttles that can be
controlled by radio or shut off completely. If the plane gets
in a bad attitude, the controls automatically revert to a pre-
determined position upon cutting the carrier signal. If the
plane flies beyond the range of the transmitter, the maximum
amplitude of the signal will gradually reduce. The model
then goes into a gradual left turn and returns into range.
Beyond 3,000 feet, normal visual control of a model is im-
practical.

One of the unique features which resulted from the de-
velopment is the method of measuring the acrodynamic
forces. A station wagon was rigged with a quickly detach-
able trusswork supporting a roller cage in front of the car.
The model was mounted in a yoke which was fastened into
the roller cage. Strain gauges located on the yoke measure
the forces acting on the model. Simultaneous readings were
made of the strain gauges and a sensitive low speed airspeed
indicator mounted near the model. This enabled six com-
ponent aerodynamic data to be computed readily. Compari-
son with wind tunnel results showed good agreement of
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TWO HP ENGINE ATTACHES TO NACELLE JUST LIKE ON A BIG PLANE

life, moment and control effectiveness for the small model.

Not only is the model geometrically similar but it is also
dynamically similar to the full scale airpane. Weight of the
xpsy-1 model complete with engines, propellers, fuel, instru-
ments, receiver, battery pack of B, C, and 14 volts of wet
cell A batteries, is 83 pounds—42,500 pounds full scale.
Since the scale gross weight is about 90 pounds, this per-
mitted six pounds of lead ballast to be added to balance the
model with the pitching moment of inertia to scale.

Engines are started by hand from a booster battery. The
fuel-air mixture is also adjusted by hand. When everything
is ready, the booster is disconnected, the radio turned on and
the model becomes controlled from the transmitter.

The transmitter is equipped with trimming knobs which
trim the zero position of the rudder, elevator and throttles
in case of any variations. This feature saves considerable
time that might otherwise be spent in adjusting for a slight
day-to-day variation in radio equipment.

With the 3,000-foot range of the radio, center of gravity
limits of hydrodynamic stability can be obtained readily.
Landing characteristics can be studied with variations of
trim and sinking speed, and seaworthiness determined for
various degrees of wind and sea conditions.

A.\I INTERESTING feature of the miniature engines is the
large external intake manifolds which carry the mixture
from the crankcase to the cylinder instead of drawing it
through an internal by-pass located in the cylinder wall,

BOOIS AT TEAINING S5CHOUL WAICH COUNSULIDATED FLYING MODEL
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FOUR TWO-HP ENGINES DRIVE THIS SLEEK EXPERIMENTAL PLANE MODEL

Gas tanks of the xp4y-1 model are in the engine nacelles
behind the fire wall. The four-engine model shown here
has power plants completely buried in the leading edge of
the wing. It also incorporates a pressurized fuel system.

Dmum; early stages of development, considerable trouble
was experienced with engine stoppage. This was caused
primarily by faulty carburetion and salt spray shorting the
ignition system. This problem was licked by using direct
fuel injection and redesigning the shielding. The model
has gasoline capacity for 25 minutes of operation and in most
cases the model has been beached under its own power at the
end of each run. This is accomplished by taxiing to the
ramp and slowing down the model by intermittently cutting
the ignition.

Consolidated also built motorless models and launched
them from a catapult similar to ones used to toss TDD
drones into the air for Navy gunners to use in target prac-
tice. Launched out over the estuary waters, the model gives
hydrodynamic data on landing characteristics of the plane.

To handle the plane from the ground, a complete station
similar to a cockpit was constructed. It has a wheel control
column, rudder pedals and two throttle-control levels. The
instrument board has radio instruments, an elapsed-time
clock, flap and ignition switches and control surface trim
adjustment knobs. It even has an adjustable seat for the
operator’s comfort.

Elevators, rudder, ailerons, flaps and independent throttles
are operated by small, electric position servo motors. To
prevent overriding and hunting, the servos have magnetic
armature brakes that are instantly released whenever an
()p(:rating current flows to the servo.

A free-flight model has two advantages over a towing
basin system of testing plane designs. In the basin, models
can only pitch and rise and their speed is limited to that
of the 16-ton towing carriage to which the model is attached.
Acceleration effects accompanying the reduced power load-
ings of modern seaplanes have a big effect on spray and
stability. With the scale model, all effects which free fight
could put on an actual plane were possible for Consolidated
to duplicate.

To make it easier to keep track of the models in flight,
one wing tip and the rudder were painted bright orange.
The same color scheme is applied to corresponding controls
on the ground transmitter. This helps the operator keep
straight in his mind the flight direction and orient himself
to execute a flight maneuver.

Excellent results obtained thus far during take-off and
landing tests have stimulated studies on the possibility of
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TEST ENGINEERS AT CONVAIR TUNE UP EXPERIMENTAL PLANE ENGINES

determining dynamic flight characteristics by use of free
flight remotely-controlled models. Consequently, an auto-
matic gyro-pilot which weighed about five pounds was devel-
UP(‘.'(!.

In addition to stability criteria, this equipment will lend
itself to all forms of hydrodynamic research such as hydro-
foil studies, hull forms, auxiliary sustention and high lift
devices. Effects of modifications to existing flying boats can
be determined quickly and accurately. The time from con-
ception to production of the full scale airplane will be
measurably reduced, with resultant saving in cost.

SEVEN-CHANNEL RADIO CONTROL PANEL HANDLES PLANE WHILE IN AIR
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Li. AY TALKS SHCP WITH LT. COR. HAMILTON AND SKIPPER ASHWORTH

TORPEDO SQUADRON ELEVEN

bomb loading, radar bombing and navi-

To THE regular commissioning of
Torpedo Squadron Eleven 10 Oc-
tober 194’} at NAS SAN DieGo was
added a special ceremony, the awarding
of the Navy Cross to Lt. (jg) Gforge
C. Gay. He was the lone survivor of
the gallant but futile attack of Torpedo
Squadron Eight at the Battle of Mid-
way. Symbol of daring in the face of
odds, Gay as a pilot of the newly formed
vT-11 represented part of the past that
held promise for the future.

Commanded by Lt. Cdr. Frederick L.
Ashworth, the squadron was made up,
for the most part, of personnel who
had had no combat experience. Thus
the insigne of the squadron designed
by Walt Disney portrayed a baby hurl-
ing a torpedo, a skull on the warhead.

On 23 October, the squadron em-
barked for Hawaii, and after some time
there headed for NAS Nanpi, Fiji
Island, 15 February 1943, Two months
later they were stationed at Henderson
Field, Guadalcanal, for combat opera-
tions. From the middle of April to the
middle of July, vr-11 pilots extended
the area of destruction as they engaged
in almost daily strikes against the
enemy. Again and again they left
areas in the condition defined by two
words in one of their action reports,
“completely plastered.”

One of the brilliant accomplishments
of the tour was a night mine-laying mis-
sion in which 14 TBF’s of vr-11 parti-
cipated, cooperating with 12 BTF's of
VSMB-143, 14 B-17's and a New Zealand
PBO, the latter plane carrying flares for
navigation. Twenty TBF's carried one
mine each while the other planes were
loaded with bombs. The target was
Kahili Harbor from Buin to Tonlei on
Bougainville, an area which was soft-
ened up by four B-2¢'s the night of 23
May at 2400, just three hours ahead of
the main and highly successful attack.
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The force was over the target at 0300.
The approach to the harbor was made
at 1800 feet by the mine-carrying planes.
These dropped to 1200 feet for the
crucial run. The mission was an
unqualified success; the mines were
dropped accurately and safely on the
first run. This completely coordinated
operation effectively befuddled the en-
emy so that there was only a token op-
position of light AA. All planes re-
turned undamaged.

Every pilot deserved credit for his
part. VT-11 pilots had nothing but
praise for the B-17 pilots who laid
string after string of bombs along the
beach to put searchlight and AA posi-
tions out of commission. Similar tar-
gets on two nearby islands were at-
tacked by four supporting TBF's who
used dive bombing tactics to accom-
plish their mission.

In strikes against Munda and Vila
airfields, Kolombangara, the Rekata Bay
area and Kahili Harbor, all of which
they struck again and again, vr-11 pilots
carried out hazardous missions. Marc
A. Mitscher, at that time ComAirSols,
in commending Air Group 11 at the
end of the tour wrote, "No unit has
excelled you in exacting . . . the maxi-
mum toll for your honored dead.”

On 19 July, the squadron flew to
Espiritu Santo, and exactly one month
later arrived at NAS ALAMEDA.

September 25, 1943 marked the re-
forming of the squadron under the
command of Lt. Cdr, Radcliffe Denis-
ton Jr., USN, as well as the opening
of a year of training—six months at
Alameda and six months at Hile. In
Hawalii, training in group attacks, live
kK

THIS IS tha eleventh of a series of ahort

aketeches of aguadrona in World War II. It

is based on reports filed with Aviation
History and Research DCNO (Awr).

CHRISTMAS PARTY ABOARD HORNET WAS WELCOME RESPITE FROM WAR

gation was emphasized. By 29 Sep-
tember 1944, vT-11 was ready and eager
to add its stinger strength to the Hornet.

VT 11 PILOTS engaged in several
training exercises before the squad-
ron hit Okinawa on 10 October. On
that day, they made three strikes against
Naha airfield and one strike against
Naha town. Devastation was meted out
sufficient to crater the airfields, knock
planes and installations out of commis-
sion, and destroy or damage buildings
in the town. The enemy's AA fire,
heavy though it was, failed to damage
the vr-11's.

In seven strikes on the 13th and 14th
of October, vr-11 hit three airfields as
well as shipping and installations in
Takao Harbor, Formosa. These strikes
marked three important “firsts” in the
squadron’s second tour: first encounter
with enemy aircraft, first damage by
AA fire and first water landing in com-
bat operations.

On the 18th and 19th of October,
four strikes against the three largest
Japanese airfields on Luzon—Clark,
Nichols and Nielson—dealt heavy
damage to planes and hangars. In the
attack on Nichols, anti-aircraft fire sent
Lt. William H. Winner's plane down,
It was the first vr-11 crew lost in enemy
operations on their second tour.

NTER another strike 20 October on
the beach at Dulag, Leyte, in sup-
port of the landings there, the Hornet
headed for port, but on the 24th, it was
ordered to intercept the Japanese Fleet
headed east toward the San Bernardino
Straits. At 1040 the 25th, a strike was
launched at a distance of 340 miles
from the enemy force which was at-
tacking CVE's off Leyte.

VT-11 planes carried four 500-Ib.
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bombs each. Although they carried no
wing tanks, they made a 600-mile round
trip combat flight without the loss of a
single plane.  Success crowned the
flight, for vr-11 made five hits on a
battleship and two hits on a Nachi-class
cruiser, A second strike spelled dam-
age to two other cruisers. On the fol-
lowing day three strikes were launched
against the scattered units of the Japa-
nese Fleet, resulting in damage to a
light cruiser off Mindoro and a destroy-
er west of Panay.

On 5 and 6 November, the squadron
again hit Clark field in five strikes. A
few days later on the 10th, a convoy was
reported heading for Ormoc Bay, and
on the morning of the 11th, a strike
was launched. By the time vr-11
planes arrived, there remained only
three destroyers and one DE of the
original convoy, other air groups hav-
ing accomplished the destruction of the
other vessels. Air Group 11 went into
action, sank one destroyer, left one dead
in the water, slightly damaged the third,
and left the DE butning heavily.

On the 13th and 14th of November,
the squadron participated in six strikes
against shipping in Manila Bay. Anti-
aircraft fire was intense. In this action,
the squadron commander, Lt. Cdr. Den-
iston, Ensign Burton T. Oberg and
their crews were lost. Retribution was
exacted to a small extent in that the
squadron sank or helped to sink 18,000
tons of shipping and damaged an addi-
tional 22,500 tons during these strikes.

The squadron made its eighth strike
on Clark Field the 19th of November.

The Hornet returned to port 23 No-
vember, and there were no squadron
operations until 10 December. By that
time it was clear that from now on it
was largely a fighter war. On the 14th,
15th and 16th of December, there were
18 daylight fighter sweeps and strikes
against airfields and shipping in the
Bataan area and only four VT strikes.
Even those strikes lacked suitable
targets.

COMBAT CREWMEN HEAR JUST HOW IT HAPENED

On 25 December 1944, Lt. Cdr. John
A. Fidel reported aboard as the new
skipper. Five days later the Hornet
sortied on what was to prove the most
rigorous, most profitable and most
disastrous period of operations in the
history of vr-11. The mission of Task
Group 38.2 was the support of the
Luzon lands.

Strikes on 3rd and 4th of January
against shipping and airfields in south-
ern Formosa were hampered by foul
weather, While planes were forced
back on one strike, a few strikes were
accomplished on instruments. Contin-
ued bad weather blocked strikes on the
Gth and 7th of January when only one
of five strikes got through to the target,
Malabat airfield on Luzon.

On the 9th, two strikes against Takao
Harbor netted one medium cargo vessel
and three luggers sunk and damage to
31,500 tons of shipping. But the cost
to the squadron was high . On the first

strike, a small caliber bullet penetrated
the fuselage of David Mangum's plane,
wounding Roy Balcombe who died
within 15 minutes despite instant first

aid. On the second strike, Lt. (jg)
Gordon Bell and his crew were knocked
down by AA fire. They were seen in
a rubber boat about a mile off shore
but were never seen afterward.

N 12 January, four strikes were

made on shipping off Phan Rang
and Qui Nhon, Indo-China. The first
strike scored two torpedo hits on a
2500-ton tanker, one torpedo hit on a
large tanker and four hits on a medium
cargo vessel, all of which sank. Two
DE's were damaged by strafing, one of
which exploded. The second strike was
unable to reach its target because of low
ceiling. During the third strike a
Kalori-class cruiser was sunk by two tor-
pedo hits. During the final strike a
destroyer escort was damaged with one
bomb hit, but misfortune again dogged
vr-11 in the loss of Lt. (jg) William
Maier and his crew,

On the 16th, strikes against Hong
Kong spread destruction over a dock-
yard. On the third strike, the target
ships were surrounded by DD’s and
DE's which put up intense AA fire
and downed Lt. (jg) Edwin McGowan
and his crew. Another plane was hit,
but there was no injury to personnel.
On the fourth strike, vr-11 damaged 3
enemy tankers,

Strikes on Formosa on the 21st
which netted 21,000 tons of shipping
damaged or sunk concluded the tour,
The Hornet headed for port.

In support of the Leyte, Mindoro and
Luzon invasions, vT-11 had sunk 51,400
tons and damaged more than 100,000
tons of shipping, flown 68 strikes and
made a formidable record of destruction
in ground installations. In addition to
sinking a light cruiser and a destroyer,
vT-13 could list as “probably sunk" or
damaged 13 Japanese war vessels.

On 1 February 1945, vr-11 left the
Hornet. Battle-proved warriors of the
Philippines and China Sea, they had
played their part valorously in the Pa-
cificc. And now due east—and home!

WHEN THIS PICTURE WAS TAKEN FOR THE RECORD, 8 DECEMBER 1944, BATTLE-PROVED VT-11 WAS READY FOR FINAL ROUND OF THEIR SECOND TOUR
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Denver’s Air

Reservists
Fly High

THI NAVAL air station at Denver
truly may be said to sit on top of
the nation. With its altitude of 5,680
fect, it is the highest naval air station
in the world. It is also the farthest
from any large body of water. Set
against the impressive backdrop of the
Rocky Mountains—ijust where the wide
midwestern prairies begin to relinquish
their hold—the station itself makes a
dramatic appearance with its hangars
and planes gleaming in the crystal clear
dlir.

Contrary to popular belief, the
weather at this station is good enough
to permit flying 94% of the time. This
figure is not based on guesswork but on
an analysis covering the last five years
which was part of an extensive weather
c]mrtma{ program undertaken by the

Navy, the Army and local weather sta-
tions. The worst month last year was
March—the weekend warriors could

SQUADRON CO'S LINE UP WITH R. ADM.
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WEEKEND WARRIORS FROM NAS DENVER FLY THEIR SB2C'S HIGH OVER THE ROCKY MOUNTAINS

only fly 89% of the time.

However, don't get the idea that fly-
ing at Denver follows the usual fair
weather pattern. The difference in at-
mospheric pressure between sea level
and Buckley Field (15 psi as opposed
to 13.8 psi) requires various changes in
aircraft practices. To set your plane
down smoothly at this station, for ex-
ample, you have to land at a considera-
bly higher ground speed than would be
feasible at sea level. Failure to do this
accounts for the stalling-out occasion-
ally performed by visiting firemen.

The rarefied air also explains the long
runways at Denver, for it takes a longer
run to get a plane off the ground. Car-
buretors have to be leaned out to over-
come loading up in ground operations.
Similarly, since “'snmatching” gunnery
tow sleeves off the ground is impossi-
ble, these sleeves have to be placed in
cans, from which they are pulled after

WHITEHEAD AND CAPT. HOERNER AFTER NAS INSPECTION

take-off, for use in gunnery exercises.

AS DENVER is located at Buckley

Field 10 miles from the city.
When the Navy acquired this former
Army air base in 1946, it found the
field in a bad state of repair. With the
public works department bearing the
brunt of the assault, hangars were re-
painted and strengthened, runways were
resealed and, in short order, the station
was put in first-class condition. At this
time personnel had to bring their own
lunches or snatch a few bites from the
solitary hot dog stand concession on the
base,

On 16 February 1946, the station was
officially commissioned and thus took
its place among the 22 in the original
Naval Air Reserve Training network.
Commander Thurston H. James, the
present executive officer, served as CO
until the presenl commanding officer,
Captain H, L. Hoerner, took over. Both
of these men have contributed much to
the smooth functioning of present
operations,

During the war, Captain Hoerner,
an Academy graduate of the Class of
1927, was assistant operations officer for
Staff. ComSoPac and later for Staff,
Commander of the Third Fleet, serving
under Admiral Halsey. From 1945 to
March 1947 he was air officer for Staff,
ComWesSealron,

Cdr. James, a naval aviator who has
been associated with the Reserve since

1926, fought with numerous squadrons
in the Pacific during the war. He was
especially selected for the job of set-
ting up NAS DENVER on the basis of
the record he chalked up in the Mar-
shall Gilbert area in base development.
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0. R. PILOTS FROM NAS DENVER HOLD UP GUNNERY SLEEVE THEY SHOT UP DURING PRACTICE HELD AT AIR FORCE RANGE

IGHT FROM the start Denver has been
fortunate in having an enthusiastic
and hard-working group of station-
keepers. Immediately after the station
was opened all billets were filled. Three
months later there was a good-sized
waiting list. Local businessmen claim
that the Naval Air Reserve treats its
personnel so well that they make well-
satisfied and useful members of the
communities in which they live.

The nine Organized Naval Air Re-
serve squadrons at Denver are virtually
up to complement. They include 155
aviators, 63 ground officers and 913
enlisted men. In addition, over 50
Associated Volunteer Reserve ofhcers,
only about five of whom are in a drill
pay status, take part regularly in week-
end training,

NAS DenvER also has a Marine
Corps Organized Reserve squadron,
comprised of 54 officers and 174 men.

The head of the Marine Air Reserve
Detachment is Lt. Col. Wayne McElroy
Cargill, who flew with a Marine Head-
quarters Squadron in the Pacific during
the war. The detachment includes 3
officers and 37 men.

At the two weeks training maneuvers
held at El Toro in August, Marine avi-
ators averaged 30.3 hours. With plane
availability hitting 100% for the entire
period, VMF-236 ended up in the top
spot for availability for the second con-
secutive year.

The station supports an Associated
Volunteer Unit at Salt Lake City. This
AVU(A), which is composed of 153
naval and Marine aviators and ground
officers and 19 men, is one of the most
active units in the country and is chalk-
ing up a fine record in its training
activities.

WavEs are doing an excellent job at
Denver. There are nine WAVE station-
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0-2 MEN ON FOURTEEN DAYS CRUISE ANSWER UP TO MUSTER BEFORE GOING TO THEIR CLASSES
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IN WENDOVER, UTAH

keepers. WAVE Volunteers come out
regularly on weekends to help in dif-
ferent departments on a non-pay basis.
Recently the latter were rewarded for
their efforts by being flown on an R4D
training flight to San Francisco for a 12
ND WAVE reunion.

Denver has a number of Organized
Reserve pilots with outstanding war rec-
ords. Typical of them is Cdr. H. C.
Hollenbeck, veteran NATS pilot who
helped blaze air trails to the Aleutians
and Pt. Barrow.

On the facilities side, the hot dog
stand has long since been replaced by
a large and comfortable snack bar op-
erated by Ship's Service. TFrom the
money made in the snack bar and the
ship’s store, Ship's Service has contri-
buted to the Welfare and Recreation
fund, and given money to help make the
Service Club a fine recreational center
for the men on the station,

WARNCETE
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WAVES G. LEISTER AND L. SANFORD BO& JOB
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JIM BREWER, JOE PETRAGLIA AND PAUL GILMORE STUDY RADAR GEAR

The station maintains close contact
with local civic groups and holds its
regular quota of open houses for visi-
tors from surrounding communities. An
interesting project has been set up for
the local Boy Scouts. Once a month
these scouts are brought out to the base
in a station bus for practical instruction
in the fundamentals of aviation. With
the help of the two officers and one
enlisted man, who supervise the project,
the boys have built their own hobby
shop where they turn out such items as
gas model airplanes. Needless to say,
this program has aroused great enthusi-
asm not only among the Scouts but also
on the part of their sponsors in the
community,

HINGS ARE never actually quiet at
Denver. All during the week sta-
tionkeepers are getting planes and
equipment geared for Organized Re-
serve training activities. Facilities on

the station have been made available
for the Colorado Air National Guard
are busy

and National Guardsmen
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A. COFFIELD MM3 AND S/5GT. A. CLOYD AT WORK IN MACHINE SHOP

training and maintaining their own
planes and hangar. There is a steady
succession of flights in and out of the
station, for Denver is a convenient lay-
over and refueling spot for east to west
and north to south hops. On the new
cross country flight operated by MA'TS,
which replaces (temporarily at least)
the Hotshot, NAS DENVER is a regular
stopping point,

But it is on the weckends that the
station really comes to life. It is then
that Organized and Volunteer Reservists

DENVER RESERVE SQUADRONS

FASRon-155—Lt. Cdr. F. R. Clark, Jr,, CO; Lt.
Cdr. R. L. Norton, Exee.

CYG-85—Cdr. J. B. Espy, CO.

VF-86-A—Lt. Cdr. W. R. Frank., CO;
C. H. Fliesbach, Exec.

Lt. Cdr.

VF-85-A—Lt. W. C. Kelly, CO; Lt. C. J. Ray,
Exee,

VR-75—Cdr. H. C. Hollenbeck, CO.

FASRon-55—1Lt. Cdr. F. J. Tuck, CO; Lt. Cdr.
G. W, Rienks, Exee.

VA-B5-A—Lt. Cdr. R. J. Rugen, CO; Lt. 8. B.
Pittman, Exee.

VP-ML-75—Lt. Cdr. J. H. Kilker, CD; Lt. Cdr.
T. M. Wilson, Exec.

YA-B&-A —L.t. Cdr, . H, Cheyney, CO; Lt. (jg)
L. G. Jacobs, Exec.

YMF-236—Capt. Leslle €. Reed, CO; Capt. Ed-

ward G. Weber, Exee.

J. D. SWIFT, W. MELLANG AND F. LONG CHECK DISCREPANCY SHEETS

CHIEFS C. W, CULBERTSON AND G. E. PENNOCK CHECK OUT PLANE RADIO!

pour onto the base, driving their cars,
riding their horses or even flying their
own planes to get there. It is then
that training really goes into high. If
anyone ever doubted that the Rocky
Mountain area would be a good place
to locate a new naval air station, just let
them go out and watch operations at
NAS DENVER on a typical weekend.

Ti[i-: FOLLOWING officers are shown
in the picture taken during the an-
nual inspection of NAS DENVER: left
to right, Lt. P. F. DeWees; Lt. Cdr. R.
J. Rugen; Lt. Cdr. F. R, Clark, Jr.; Lt.
Cdr. J. H. Kilker; Lt. Cdr. C. H. Chey-
ney; Cdr. H. C. Hollenbeck; Capt. G.
A. T. Watson; Rear Admiral Richard
T. Whitehead; Capt. Hoerner; Lt. Cdr.
F. J. Tuck; Lt. W. C. Kelley; and Lt.
Cdr. ]. B. Espy.

Pilots holding up their gunnery
sleeve are: Lt, Cdr. H. L. Thorp; Lt.
Cdr. W. R. Frank; Ens. L. G, Shan-

non; Lt. (jg) E. W. Jones; Lt, C. H.
Fleisbach; Lt. (jg) J. H. Jacoby; Lt
(jg) W. H. Maztin, Jr; Lt. R, K

Whitney; and Ens. D. C. Kirkpatrick.
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Joint Training Program

TR.-\ENIN(} courses to prepare person-
nel for industrial management bil-
lets in naval aviation industrial activities
and for inspection billets in the field of-
fices of the naval material inspection
service have been developed and suc-
cessfully carried out as a joint project
by the Office of Naval Material and
the Bureau of Aeronautics.

Both military and civilian personnel
have been enrolled during the past year
in a series of 12-week courses given at
the Office of Naval Material Training
School, NAS Aramepa., For those se-
lected for the training school by BUAER
emphasis has been placed primarily on
phases of training in industrial man-
agement engineering; whereas, for the
selectees of the office of Naval Material
the stress has been on phases of in-
spection services.

With the introduction of industrial
management offices in overhaul and re-
pair departments at naval air stations
and the adoption of management ¢n-
gineering staffs at bureau level, the
need for training additional personnel
in the practical application of the prin-
ciples of industrial management has
been recognized by the Bureau of Aero-
nautics.  Consequently, personnel or-
dered to the school from aviation activi-
ties are specifically trained for industrial
management billets at O&R's and man-
agement engineering billets in BUAER.
Likewise, personnel ordered to the
school from inspection activities are spe-
cifically trained for inspection billets in
field offices of the Material Inspection
Service.

The overall curriculum schedule in-
cludes courses in industrial relations,
organization, plant layout, office layout,
conference leading techniques, work
simplification, production control, plan-
ning, color conditioning in ndustrial
plants, statistical quality control, man-
hour cost accounting, specialized opera-
tions applicable to administering indus-
trial management offices in overhaul and
repair departments. Since the classes
comprise two separate groups, repre-
senting the Office of Naval Material
and BUAER, specialized instruction rela-
tive to the requirements of each group
has been fully developed and such in-
struction is presented independently to
each group for most effective results.
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So far, 414 students have successfully
completed these courses of instruction.
In addition to the regular curriculum
presented to officer personnel on active
duty and civilian personnel employed
by the Navy, three two-week summer
courses are offered for volunteer reserve
officers on inactive duty.
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STEAM PIPE FROM ENGINE HEATS THE BUILDING

Old Engine Heats Building

NAS Avramepa—Faced with the problem
of tearing through a half mile of solid
concrete roadbed to lay steam pipes to heat
a big out-building, officials here decided on
a better idea to warm employees working in
the structure,

The old locomotive pictured here was
switched onto a siding running parallel with
the building and converted into a steam
plant. Built in 1901, the engine was a coal-
burner designed to pull freight cars at 250
Ibs. steam pressure.

A 3" pipe fitted to a steam dome supplies
10,000 lbs. of live steam an hour to keep
workers in the 400%x200° building warm.
In the center of the structure, an overhead
vent and fan throws hot air through four
18" ducts, which scatter heat throughout the
building.

Contaminated Oxygen Lines

VR-3, SEATTLE—A contaminated oxygen
system was discovered on a plane during a
routine service check. Samples of a liquid
found in the system were analyzed and prov-
ed to be trichlorethylene. This product is
classified as an anesthetic, and, if inhaled
over a prolonged period, could result in
nausea, apparent intoxication and, in extreme
cases, death.

Upon receipt of the laboratory analysis,
further investigation was initiated to deter-
mine when this liquid could have been in-
troduced into the system. It is believed that
the product was used as a cleaning and
degreasing solvent, when the oxygen system
wis renovated during heavy maintenance at
Lockheed. The oxygen tanks on this aircraft
were replaced and the entire system purged

to remove all traces of the contamination.
The alacrity with which this discrepancy
was resolved may have eliminated a serious
crash due to the ill effects experienced by
pilots using contaminated oxygen.

A BuAer Comment —T.0. No. 10-47 pre-
scribes safe procedures in the operation of
trichlorethylene cleaning systems and
warns that breathing air shall not exceed
200 parts of trichlorethylene per million.
Since instructions for handling and instal-
lation of oxygen equipment warn against
contamination with oil or grease, and only
pure dry oxygen is specified for oxygen
systems, degreasing should not be necessary.
If oxygen lines become contaminated, it
is recommended that they be replaced.

Idea Speeds Work on Flaps

To facilitate svnchronization of the flap
position autosyn transmitters on RsD aircraft,
an instrument mechanic at Moffett Field,
Charles W. Vaughan, has suggested use of
a seven-wire extension from the cockpit long
enough to reach the position of the person
adjusting the flap transmitter. The exten-
sion uses two cannon plugs, AN 3106-165-15,
female, and AN 3100-168-5P, male, and 420
feet of #20 wire. Time of manufacture is
three man-hours.

In the previous method of performing
this operation the flaps are set approximately
“on" by use of an electrical harness installed
at the flap transmitter. Final synchronization
is done by oral direction because the flap
harness and test indicator must be removed.
The test gear must be removed since the
master indicator in the aircraft and the test
indicator do not read the same because of
overhaul tolerances and the electrical charac-
teristics of autosyn indicators. The indica-
tors are sluggish because of having two indi-
cators on one transmitter.

The main disadvantage with this method
is that the person setting the flaps cannot
see the indicator in the cockpit as he sets in
any adjustments at the transmitter. At least
two men are necessary for this operation, and
it takes an average of 16 man-hours to
synchronize flaps.

Under the suggested method, after the
indicator is calibrated it is removed from
the extension and placed in the center panel
of the aircraft. Inspection requirements pro-
hibit substitution of another instrument after
an indicator has been synchronized for any
individual aircraft.

The proposed method can be used in con-
junction with an idea developed in the
hydraulic section, making it possible to con-
trol flaps from under the plane. With use
of the flap control and the extension from
the cockpit, a set of flaps can be synchronized
by one man in a fraction of the time formerly
required by two, The originating activity
estimates annual savings of $1,560 from this
idea, submitted under the Navy Beneficial
Suggestion program for its employees.
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‘OPEN AIR’ FLYING

VP-61, Araska—Take another look
at the picture of the Bell helicopter ac-
companying this article—would you like
to fly around in it in Alaska's frigid
temperatures ?

The picture shows Lt. Cdr. Charles
A. Van Dusen, skipper of vr-g1's aerial
survey detachment at Big Delta, Alaska,
inspecting the 47-8 helicopter owned by
a commercial Seattle firm. Unique part
about the plane is the fact it has no
plexiglas bubble or canopy to protect the
pilot and passenger from slipstream and
has no skin on the fuselage.

The plane was used for hauling field
survey parties and supplies for the U.S.
Geological Survey which 15 working
with the Navy in a photographic survey
of Alaskan resources.

After the Navy .\;qn:ldl'(m had helped
do a small repair job on the helicopter,
the pilot, a Lt. (jg) in the Naval Re-
serve, took Van Dusen for a hop. High-
light of the somewhat windy flight
came when  the helicopter chased a

2500-pound buffalo down the Big
Delta river,
“"He got kinda mad at us, looked

like a prize bull in the ring, snorting
and pawing preparatory to trying to
gore his tormentor. It was an exciting
tide and reminded me of what it must
have been like to ride with the good
old Wright brothers,” Cdr. Van Dusen
reported afterward,

Second Cable Saves Target

VFF-211, Pactric—To save towed gun-
nery targets from being shot off, ordnance
has adopted the following arrangement. Two
separate strands of seven-strand cable are
attached to the target harness. Quick splice
loops are made on both ends of these cables.
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LT. CDR. VAN DUSEN INSPECTS STRIPPED-DOWN PLANE, TALKS TO TOMMY HALL, PLANE'S PILOT

The other ends are fastened to the single tow
cable,

Statistics show that four out of five tar-
gets  previously in practice are now
being retained by the second cable. Depend-
ing upen individual squadron experiences,
the length of these cables may be varied.

lost

Jettisoning F8F Wing Tips

NAS ArLamMepA—A unique “moulting”
process is currently being installed at this
station on F&F Bearvears, The modification
synchronizes shedding of the wing ups by
jettisoning  the remaining tip automatically
and instantaneously if either tip should fail.

Development of this process began when it
that an F&F wing tip could
np off during a high-speed dive with exces-
sive pull-out acceleration. With one wing
aircraft roll violently
uncontrollable at  high
lead to

was learned

tip gone the would
and could become
speed. At low altitudes this could
a crash.

Equipment for the moulting process con-
sists of an electrical circuit routed from one
wing to the other through the fuselage, A
micro-switch is attached to a detonator,
which synchronizes the jettisoning of the
wing tips. Jettisoning is accomplished by
electrically energized blasting caps which
ignite a  pliofilm-covered  detonating  cord.
The detonator blows off the remaining tip,
ong- rip off arrcraft s
coming out of a dive

Synchronizing the jettisoning of the wing
tips eliminates the hazard of the FsrF lurching
out of control if one tip fails, Pilots can
make sate, albeit almost wingless, landings
when the new modification is installed.

VR-2 Devises Flying Hood

VR-2, ALAMEDA—The training division
recently designed and tested a new type in-
strument flying hood, which has met with
the approval of squadron pilots.

Designed after the venetian blind prin-
ciple, the hood increases the visibility of

should when the

P .
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the instructor in the starboard seat to ap-
proximately 70° off the port bhow, while
still restricting the vision of the student.

Also embodied is a feature which enables
the pilot on instruments to revert immedi-
ately to contact flight by simply pulling the
black cloth panel hanging in front of him.

Marine Squadron Sets Mark

VMF-322, Paciric—So you think squad-
ron life is one long round of sitting around
the ready rooms reading magazines? Take a
look at this squadron’s activities for a month,
for a little more accurate example.

In May 1014 flights were made, covering
2,020 hours in the air. These included 42
familiarization flights, 338 gunnery, 29 in-
struments, 24 tactics, 4 GCA, 55 test, 135
utility, 11 administration, 126 bombing and
rockets, 3 navigation, 31 rockets and strafing,
19 rockets, bombs and strafing, 44 JANA.
FEX, 4 air spot, 2 photographic, 2 observer,
26 GCI and 119 bombing.

Total hours was believed a new record for
a day fghter squadron with only 24 aircraft.
The previous two months had seen low

availability due to transfers and replacements
of old aircraft, so the intensive training was
designed to bring all pilots back up to peak.

]

CHART SHOWS PILOT FLIGHT HOURS OF VMF-322

All flights were tactical. The squadron
fired 82,147 rounds of .50 cal ammunition,
1,394 miniature bombs, 1,338 scAR rockets,
60 100-1b, water-flled bombs and 40 500-
Ib. bombs. VMF-322 had only 25 available
pilots during the period with 80.8 average
hours per _pi|nI.

Undue Wear On Torque Tube
VP-28—A discrepancy noticed in
the elevator torque tube assembly on a
PBAY-2 when, 1n accordance with ey Bulle-
tin 258, the elevators were removed and in-
spected on a routine 120-hour check.

Over 50 percert of the bolt holes on the
flange end of the elevator torque tube were
tound to be clongated. The wear on the
holes is peculiar in that it apparently hap-
pened within @ one-month  period, since a
careful inspection a month previously had
shown no discrepancies in the clevator torque
tube assenibly.

The plane is in its fifth month of service,
and logs and discrepancy reports give no
indication of any reason for undue wear on
the torque tube.

To be prepared for any future recurrence,
and to insure against excessive loss of service
of aircraft due to lack of parts, the squadron
has ordered an elevator torque tube assembly
unit through local supply. The worn as-
sembly has been sent to O&R for replace-
ment of the flange ends which were worn.

WwWiis
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BLASTED SHADE KEEPS PILOTS EYES IN COCKPIT

USCG Has New Shade Idea

From the Guard Air Station at
San Diego comes another version of the
instrument flying eyeshade described in the
July issue of NANgws, developed by vame-
354,

Whereas the Marine photo squadron used
blue goggles and an amber eyeshade, the
Coast Guard idea was still simpler. Instead
of goggles and hood, the former are dis-
pensed with and the underside of the hood
sand-blasted, preventing vision outside the
uukp:‘l

Sand-blasting prevents the glare and re-
from the plexiglas. Any color
material can be used, although green was
found most satisfactory. The entire elimina-
tion of blue goggles provides better observa-
tion of the instrument panel and eliminates
"fugg)' gng}_.;fcs."

The hood may be mounted on an old
welder's mask frame, or it can be riveted
to the regulation hood used for instrument
training, Two wing nuts on either side
permit proper adjustment. Measurements of
the hood are 1514” in length and 2014"
in width.

Barge Will Be Mars Berth

NAS AvLaMeEpa—A 120-foot barge, the
size of an average city lot, is being reas-
sembled into three sections to form a new
U-shaped dock for Mars aircraft docking at
NAS Avamepa. The prefabricated 360-ton
Army surplus barge will replace the present
Mars slip, which was built eight years ago
from construction battalion pontoons.

The steel barge was obtained as surplus
without cost to the Navy, Original cost of
the structure was $200,000. It will be floated
and moored into place within several weeks,
and 1s to be a permanent fixture

Lens Cuts Down Eye Strain

NAS NEw OrLEANS—A civilian worker

Coast

Aections

in the O&R shop worked out an idea to
cut down eyestrain caused from watching

LENS CUTS DOWN ON INTENSITY OF PLUG SPARK
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sparks jump from electrodes while he was
testing spark plugs
Charles E. Redler noted
deteriorated after working at the test machine
for a few minutes and that he had dithculty
10 seeing later. To prevent
injury to his eyesight, he placed a lens taken
from o pair of welder's goggles over the

that his wision

several hours

spark-viewing window on the tester. He
has noticed no eyestrain since. This idea
may be useful to other O&R shops.

Chart Aids Pilots of HU-2

HU-2, LakeHurst—A Reserve naval avi-
ator getting helicopter training with this
squadron is shown using a density and pres-

sure altitude conversion chart which has

proved helpful to pilots here.

Since density altitude varies greatly from
day to day and hour to hour, especially in
summer months, the board was developed so
pilats can rapidly caleulate the altitude just
prior to flight.

The board, shown being used by Wyman

}Jr " F .
. g*f
W. ELLIS FIGURES DENSITY ALTITUDE ON CHART

Ellis, CAA inspector, was made with a
salvaged altimeter permanently set at 29.92"
HG. Thus the altimeter constantly indicates
pressure altitude, Tn addition, the outside air
temperatureé is required, so a thermometer
was installed with the bulb mounted outside
the hangar and shielded from the sun.

Now pilots can predict the helicopter's
performance by entering the ordinate with
temperature, following it to the intersection
with the diagonal pressure altitude line and
reading the density altitude at the bottom
of the chart. Right below this scale is a rel-
ative density scale by which variations in
the useful load of the helicopter may be
computed as density altitude varies.

A miniature chart is being prepared to
carry in each plane. Density altitude then
may be determined within the accuracy of
the instruments when the aircraft is on ex-
tended flight or away from home base.

Pilots Briefed on Weather

NAS Quonset Point—Past experience
has demonstrated the need of some aid in
briefing and issuing identical weather clear-
ances to a large number of pilots at the
same time, in connection with hurricane evac-
uation and other mass fights. For this pur-
pose a display board, (see photo) was recent-
ly developed by aerological personnel at
NAS Quonser Poixt,

The double plexiglus panels are 207 x
50" in swung free on hooks. Either
panel may be reversed, or the entire rack
and display may be The upprr
punel contains, as background under the
plexiglus, #n exact replica of the weather

size,

reversed.

DISPLAY BOARD BRIEFS WHOLE GROUP AT ONCE

section of the Aircraft Clearance Form
(NavAer 423).

The reverse of this panel is similar. The
lower panel background shows the direct
route profile from Quaonset Point to Albany,
New York, and from Albany to Burlington,
Vermont, Quonset’s two main evacuation
airports. The reverse of the lower panel has
as background a blank cross-section on which
the profile for any other flight path may be
entered together with the weather.

The weather clearance panel and cross-
section weather are filled in, using various
colored grease pencils. On group briehngs
and clearances, the pilots copy the weather
information on their own clearance forms
which are then signed by the szerological
clearance officer.

Truck Saves Wear on Units

NAS NorrFoLk—This station has develop-
ed a hand truck for moving AN/APS- radar
cquipment which cuts down on damage,
saves 50 percent on labor of handling and
saves G7 percent on space required to store
them, Other activities may want to copy the
idea.

The two-wheeled hand cart was developed
and made of salvaged material by O&R
department, Each truck holds a radar ynit
vertically, One man with the truck can do
4 job which formerly required two men.

The devices cut down on the amount of
handling since the radar units are placed
into the rack upon removal from the plane
and stay there during transportations and
storages prior to overhaul and after,

TRUCK REDUCES WEAR AND TEAR ON RADAR UNIT
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COLD WEATHER
FLYING SENSE

THE savvy pilot, the well-informed
bird man doesn't pretend to love
cold weather. He would no more choose
a regular run over the South Pole than
a penguin would put out 50 cents for
a Turkish bath.

Flying in cold weather is tough be-
canse the weather is cold. Drastically
low temperatures mean lower human

)

efficiency. The lower the mercury, the
longer it takes people to get things
done. Yet cold-weather flying requires
the best a pilot can offer in alertness
and precise, pains-taking preparation.
It means planning ahead when the nor-
mal impulse is to find a warm sack and
hole up for six months.

In addition to extra alertness and
expert pre-flight preparation, flying in
the frigid zones makes other demands
on pilot, flight equipment and airplane.
Clothing must fit perfectly if it is to
give reasonable protection. The plane
has to be fitted out with elaborate de-
icing equipment. Tougher-starting cn-
gines need a smart hand at the controls,
Quick shifting weather requires a quick
shifring pilot. Icing is a real menace.
Some instruments go haywire in certain
areas, Navigation is sometimes a full-
time job. And survival may mean a
tight struggle between the rescue forces
and time.

Fortunately, the carrier-based pilot
gets a cold weather break. Land-based
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people, contending with ground tem-
peratures of 50 or so below, have to
start, warm up and take off in an almost
perpetual cold blow just as some Alaska-
based Navy and Army squadrons did
during the war,

But carriers don't operate where the
seas are frozen over or icy spray plasters
the flight deck. Flying from flat-tops is
confined, for the most part, to regions
where mercury readings on the deck do
not fall much below minus 9°C (plus
15 F) and the temperature of the sea is
above freezing,

In terms of you and the body beauti-
ful this is cold, but in terms of your air-
plane it means relatively easy starting,
warm-up, and launching. But even so,
you'll be doing business a long way
from the Equator . . . so dress for the
occasion. There’s nothing like cold
hands, cold feet, or a cold rump to
make a sissy out of the toughest cookie
in the Navy. You can start beating the
frigidity by padding yourself with the
proper cold weather flight clothing. But

Son_give me one of your Oil Dilition Specials
ol %) < i bgﬁf,;-r .:o?.-lre ‘

the stuff is useless unless it fits, Try it
for size, then try it again . . . Dilbert
can't waggle a finger in gloves that are
too small and he is all thumbs in the
giant size, Calf-length pants give him
the New Look and also pneumonia.
The idea is to protect yourself. If

Restricted
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(This is a condensed wversion of the newest
daviation training pamphlet, Carrier Cold
Weather Flying Sense, just off the press. Sense
pamphlets have long been favorites with naval
aviators)

* % %

you draw an electrically-heated suit, get
the word on the way to operate it. And
the straight dope on which hooks to
fasten and zippers to yank to drape it
around you correctly,

The Well Primed Plane

Your airplane will be set up for
cold-weather flying too. With only a
few alterations, the same plane you flew
around San Diego can make its way
around Greenland, but the differences
must be understood.

Oil dilution, for instance. Anytime
the temperature seems likely to fall be-
low 2°C, engine oil will be diluted
with fuel for easier starting and quicker

.

warm up. These remarks do not apply
to jets. The princi[al reason for dilu-
tion is to get a quicker flow of oil mov-
ing around through the engine on cold
days. Properly performed, the process
cannot possibly harm your power plant.
All you have to remember is that you'll
take off with about 10 percent less oil
in your tank than in warm weather and

make your plans accordingly. Used
aboard ship, dilution helps to eliminate
the clumsy coverings and engine heating
devices employed by landbased people
at their frozen-over bases and maﬂes
quicker launchings possible.

Because warm up has to be performed
with a certain extra amount of care in
cold weather, the smart pilot never
neglects the idle-mixture test set forth
in TO 80-44. Fail to make the test on
an engine getting too rich a mixture and
you can wind up with fouled plugs.
Skip it and you may let yourself in for
that supreme aviation thrill—an engine
failure on take-off. In cold weather
the tendency is to set too rich a mixture,
a trick which can lead to what the
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statistical people call sudden stoppage.
Take the time to check.
Too rich an idle-mixture will partially

foul your plugs as you taxi out of the
gear after landing. Watch for smoke.
If it comes out black and heavy when
you open the throttle, you're fouling
‘em fast,

The experts warn against allowing
the engine to heat up or cool off too
rapidly. Even in the most frigid weather
it's possible to overheat an engine by
closing it off completely from outside
air. In a prolonged glide or long ap-
proach, of course, it's sensible to shut
the cowl flap to avoid fast cooling, but
the word is to open them again as soon
as you hit the deck.

Watch Those Watts

Until more efficient cold weather
batteries are developed, you must coddle
the one you have. Battery capacity, like
the price of ice in Alaska, goes down

with the mercury; and even normal use
takes more out of the juice box in cold
season than in July. For this reason,
auxiliary power units are used to crank
up your plane and you are urged to
avoid excessive drain on the battery
during long periods of idling when the
generators are cut out,

Another villain is Ice and he ain't
nice. The discomforts of cold can be
endured , . . The first step is to find
out all you can about ice and its sneaky
habits, the second is to find out about
the de-icing equipment on your plane.
Not even the most elaborate de-icing
gear works itself: it has to be turned
on at the right time by a pilot suffici-
ently savvy to know icing conditions
when he sees them.

Restricted

Carriers can skirt around the margins
of extremely cold regions of the world
where overcast is commonplace. Some
pilots are so cautious about icing inside
the overcast that they don't dare do
the smart thing, which is to get over it
as quickly as possible.

No one in his right mind would
start a flight with visible ice on any
part of the plane surfaces because of
its obvious menace to the aerodynamic
qualities of tthe aircraft. There’s no
reason to feel any different about snow
just because you think it m/ght blow off.
The pilot who strings out fogey after
fogey is the one who wipes off snow
(a) by hand, or (b) with a large whisk-
broom kept specially for the purpose.

If you take off from a wet deck, it's
a good trick to limber up landing gear,
ailerons, flaps and bomb bay doors to
make sure water splattered over them
hasn't frozen stiff once you're in the
air. Intense cold makes oil sluggish, so
when you come around into the down-
wind leg, pump your brake pedals as
you let the wheels down to help out
oil circulation.

Making Like a Pigeon

The contact-weather, plotting board
system of carrier plane navigation is all
right for normal flying, but there are
two large factors working against it:
Terrific winds and frequent instrument
conditions. When Dilbert makes a navi-
gation error in a 10-knot wind over
Florida, he winds up somewhere in Ala-
bama, with a fair chance of finding a
field to sit down in. The same kind of
foolishness in a 40-knot gale around
Greenland can dunk him a hundred
miles off Cape Farewell.

Not even the canniest dead reckoner
gets along on that system alone in a
howling wind or when he's on instru-

ments a good part of the time. Some
pilots report a 180-degree reversal of
compass bearing in the Greenland area;
where this leaves the dead reckoner is
anybody’s guess . . . cold weather opera-
tions demand a knowledge of every
kind of navigation possible to CV pi-

lots, The best navigators know all the
systems and check one against another.

If You Get Into Trouble

The best dope is not to ditch in really
cold water if it can be avoided but to
make for the nearest shore. You can’t
set up housckeeping on a grand scale
with the limited gear in your plane but
you'll wear better for a longer time on
land than in the sea.

Of course this does not apply if land
is far off and you can arrange to dunk
within hailing distance of an escort
vessel. In that case the recommended
procedure is to go in about a thousand
yard ahead of the ship, into the wind.
In that way the rescue people can break
out their equipment and prepare the
swimmer while you're drifting toward
them. When one of your buddies
ditches, don't ever let him out of your
sight. Keep orbiting within a reason-
able distance and give with the radio,
ever mindful of proper wireless dis-
cipline. A crowd of frantic pilots yel-
ling into their radios will foul up a
detail at a time when a minute can
mean a life. A pilot in ordinary winter
fight gear will be paralyzed and near
death n from eight lo fifteen minutes
if dunked in sea water that is near
freezing.

The smart operator doesn’t let him-
self in for trouble in cold weather areas.

He watches his gas like a beagle. Ever
mindful of erratic winds and weather,
he always allows himself a fat margin
for getting home. He knows his radio
aids the way Fatima knows her dance.
He checks and double checks his navi-
gation. His only contact with ice is in
cokes.

As you can see, carrier cold weather
flying has its problems. Not a one of
them can’t be solved by constant alert-
ness, keen preparation and smart
piloting.

Every naval aviator will meet the
cold as part of the all-weather program.
When you put on your ear muffs, it's
up to you to know the situation, face
it squarely, and come out with the
answers.

That way, you'll meet and beat the
cold.
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VMR-152 HAS NEW PROPELLER CONTROL KNOBS

Knob Aid for Busy Pilots

VMR-152, SanNTA AnNA—This squadron
has undertaken modification of propellér con-
trol knobs on all rsp aircraft as shown in the
sbove picture. This modification is designed
to prevent pilots from inadvertently grasp-
ing the throttles instead of the propeller
controls, while observing the propellers to
adjust their synchronization.

FH-1 Belly Tank Is Tested

BUAER Ships Installations division recently
completed tests to determine if FH-1 jets
could make arrested landings with external
fuel tanks attached.

Field tests resulted in stopping the dead
load in the barriers in all cases. In two
out of four engagements, both barriers en-
gaged both main landing gear struts and the
external tank came to rest under the dead
load after separation from its attachment fit-
tings.

In the remaining two engagements the first
barrier caught the right strut and second
barrier the left strut, Inherent slewing of the
airplane caused the tank to become free and
proceed about 60 feet forward of the arrested
position of the dead load.

BUAER lifted the restriction on FH-1 arrest-
ed landings with drop tank and outlined
the results from barrier engagements with the
tank installed. Because of tank missile and
fire hazard, it was strongly recommended that
the tank be empty when landing.

Cover Protects Radio Gear

VMT-2, Er Toro—This squadron con-
ducts GCA qualification flights in the snj-
type aircraft. In order to do this, planes
have to be equipped with two transmitters,

WATERPROOF JOB SHELTERS SNJ TRANSMITTERS
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necessitating radio installations in the after
cockpit—on the shelf behind the student.
Frequently riin leaks from the cockpit
into the transmitters. When this
water reaches the tube sockets it causes an
arc from the screen gud to the lg.:l'mrr‘ltl.
Tech. Sgr. Maurice H. Alexander, wco
in charge of the radio shop, in conjunction

enclosure

with the parachute loft, has devised a rub
berized canvas, waterproof cover to fit over
these transmitters, thus protecting them from
leaking water.

Naval Air Facility, Annapolis, has de-
veloped a portable tire bead breaking
device which greatly aids removing of
airplane tires from wheels and cuts
down on damage from hammers. It is
made of scrap material and will take
any size of tire.

Two O&R’'s Are Reactivated

Under the expanding naval aviation pro-
gram, two former "A&R's" are being reac-
tivated under the new designation of Over-
haul and Repair. They are at MCAS EL
Toro and NAS SEATTLE.

Col. Elliott E. Bard will be in charge of
the activity at El Toro, and the Seattle O&R
will be under the command of Capt. Roy
Jackson.,

It is believed that the reopening of the
maintenance organization at El Toro will
more than double the station's present Civil

Service complement of about 900. The
former A&R employed more than 2,100
workers.

The Seattle O&R workload will consist
mainly in handling patrol type planes from
the Boeing storage pool at Renton. Employ-
ment is estimated at approximately 2,000,
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prehensive study., Previous articles May 28,
June 11 and 25.)
The Soviet Air Foree. The Aeroplane, August

G, 19048, pp. 158-161, illus,

Your Big Customer: Government. Aviation
Week, Sept. 6, 1048, pp. 11, 12 (Guide to
government aviation buying. This issue of

Aviation Week features information on pro-
curement for U. 8. air power.)
U.S.AF. Wants More than 70 Groups.
Weels, Sept. 6, 1048, pp. 18-17.
Government Aviation Obligations Under
Fiseal Year Appropriations. Awviation
Sept. 6, 1948, p. 18.

Aviation
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Week,

Navy Now Expanding Aviation Program. Avia-
tion Week, Sept. 6, 1948, pp. 19-26.
Eleetronle Alrways Open New Market. Aviglion

Week, Sept. 6, 1948, pp. 29, 80.

Munitions Board in New Role. Aviation Week,

Hept. 6, 1948, pp. 356, 36,

F-86A Hits Record; Cameraz Miss. Awviation
Week, Sept. 18, 1948, pp. 12, 13,

U.5.AF, “Unveils"” Speed Designs. Awviation
Week, Sept. 13, 1948, pp. 25-27, illus,

New IHigh Speed Planes for USAT. Robert
Hotz, Aviation Week, Sept. 27, 1948, pp. 12-14,
illas.

Avigtion Week,
{Research to
survival at high

Man Girds for Supersonic Role.
Sept. 27, 1948, pp. 21-24, illus.
insure pilot  efficiency and
speeds. )

Napier Naind. Flight, Aug. 12, 1948, pp. 180-184,
illus.  {Novel design features in most recent of
British airscrew-turbines,)

Exit in Extremis. Flight, Aug. 19, 1848, pp.
190-201, illms., (Latest development of ejector
seat for high-speed escapes.)

Today's Navy Looks to the Air. Adm. Louis E.
Denfeld, USN. Flying, Oct. 1948, pp. 15, 65, 67.
Alr War in Palestine. John C. Ross. Flying,
Oct. 1948, pp. 16, 17, T4-76, illus.

The Truth about Russian Plane Production.
Charles M. Cook. Flying, Oct. 1948, pp. 18-20,
48, 50, illus.

Development of the Escort Carrier. Henry M.
Dater. Military Afairs, Summer, 1948, pp. 79-90,
The 11.5.A.F.'s Technical Miszsion. Plane Faets,
Sept. 1948, pp. 18-19, illus.

The U.5.A.F.'s Training Mission.
Sept. 1948, pp. 22-32, lus

The U.8.A.F.'s Tactical Mission.
Sept. 1948, pp. 23-39, illus.

The U.S.AF.'s Alr Defense Mission.
Fucts, Sept. 1348, pp. 40-50, Hllus.

Jets for the Air Novy., Lt. Comdr. W, H. Huff,
USN. Skyways, Oct. 1948, pp. 14-18, 41, 45,
illus,

Shoulder Harness—A Must. John P, Jefferson.
Skyways, Oct. 1948, pp. 28, 29, 54, 55, illus.
Problem of Alr Safety. Robin Beach. Skyways,
Oet. 1948, pp. 40, 81, 39, 40. (Control of electro-
statie hazards.)

Plane Facts,

Plane Faects,

Plane

Navy Makes New Records with Martin Flying
Boat. U, 8. Air Servicea, Sept. 148, pp. 12-14.
Safety in the Bkies. Cdr. Harold Bradiey Bay,

USNR:. U. 8. Naval I'nstitute Proceedinigs, Sept.
1948, pp. 1111-1119.  (Navy's transports flying
record.)

Aireraft Reconnaissance
Charles R. Contes, Chief
U, 8 Naoval Institute Proceedings,
pp. 1127-1134.

High Speed Alreraft Navigation., Cdr. Wallace
A. Bherrill, Western Flying, Sept. 1ME, pp.
1, 20,

Storms.
Mate.
1948,

in Tropieal
Aerographer's
Sept.
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Provisioning the Skyraiders

In provisioning spare parts for Ap-1 and
AD-2 aircraft, only the known critical short-
ages of material common to both aircraft
were considered. To provide for urgent in-
terim requests at subsequent dates, the full
expenditure of funds allotted was not re-
commended,

The contractor advised that in addition to
showing plane boreau number applicability
of parts on the ap-z Illustrated Mainte-
nance Parts List, the numerical parts list
will be columnized by type modifications,
i. €. AD-l, AD-1Q, AD-2, AD-2N, ADp-2W and
ap-2q, for ready reference.

Douglas hydraulics experts attended the
provisioning conference to advise regarding
maintenance difficulties on the 3.000 psi
hydraulic system. The Navy policy of non-
procurement of line assemblies was reviewed,
and it was agreed that while continued
procurément of steel lines was not desirable,
it was necessary until suitable bending, flar-
ing, and test equipment is made available to
O&R establishments.

Thirty sets each of all hydrauile lines were
procured for immediate requirements. The
contractor reported that the cost of special
equipment to bend and flare steel tubing 1s
£3,000. Since, according to the contractor,
the rejection rate on tubing received from
steel manufacturers is 709, a thorough in-
spection is recommended for all steel tubing
received or used in bulk lengths by the
Navy for ap aircraft, including test and
check as indicated in Douglas specification
drawing 4264626. The contractor also stated
that no change to the 3,000 psi hydraulic
system is planned.

Designation Changes

An official change by BUAER of designated
AD airceaft on contract NOa(s)-9238 is as
follows:

Farwmer New Serinl Nos. Total
AD-2 AD-2 125
AD-2Q AD-3Q 23
AD-2W AD-3W a1
AD-2N AD-SN 122908-122022 10

The majority of items formerly peculiar
to the ap-3 program are slowly being as-
similated in part or completely into the
AD-2 program, all aircraft under contract
NOua(s)-8522 being still located at contrac-
tor's plant. Changes are being accomplished
by the "quick fix” program now under way
on AD-2 aircraft. Therefore, very few major
assemblies will be peculiar to Ap-3 aircraft.
However, equipment items and some small
assemblies will be peculiar. Such major
design changes, as they now exist, between
ap-2 and AD-3 are as follows:

AD-3 P/N 5266156,-1, landing gear shock
struts  (AD-2 P/N  5256376-500,-501 ) —struts
lengthened 47 to give greater shock absorption,
plus  telescopie setion. (Contemplated, under
test)

AD-3 P/N G5263698-6,-7, main landing gear
fixed fairing (AD-2 P/N 5254078-6,-T)—Change

Restrieted

In contour, better fairing, clearances.
AD-2 P/N 5265718, door assembly oil eooler
{AD-2 P/N 5258801)—New 227 oil cooler being

installed,
AD-8 P/N 82522490, regulator installation,
pilat oxygen (AD-2 T/N 5263800) —New

loeation, slightly different method of attachment
used, new regulator,

AD-2 P/N 5265259-500, gear installation, tail
wheel (AD-2 P/N 5256880-502) —New link ss-
sembly, new yoke assembly.

A3 P/N 8263730, switch installation, land-
ing genr control,

“B" Lists Expanded

There was a marked tendency toward in-
clusion of items formerly included only in
“C" or overhaul lists into "B or mainte-
nance lists. This action was advisable as
maintenance activities have shown usage of
such parts prior to O&R overhaul of Ap air-
craft. In general, such parts now have been
included in both "B" and “C" lists. Per-
sonal experience in field installation of such
parts by Lt. Franck of Attack Carrier Air
Group Nineteen is basis for changed or
modified listings.

Procurement of elevator and rudder tip
assemblies has been made only tentatively.
Visual inspection and the progressive method
of assembly within the manufacturing de-
partment show that these tip assemblies arc
not removable by maintenance activities and
would require very careful removal hy O&R
of 75 ST skin in order to drill out the in-
ternally riveted structure, plus use of over-
size flush cherry rivets to replace skin, Ex-
cessively high issue of elevator and rudder
assemblies on  AD-1 wircraft  susbstantiates
this. At the request of conferees, the con-
tractor has initiated engineering action to
provide an improved method of replacement.

Maintenance activities have been request-
ing P/N 5261223, enclosure assembly, as com-
plete assembly, when replacement of only
/N szerz2snz, plexiglis canopy, was re-
quired. The contractor advises that no
kaown failure of the structure has occurred
and that maintenance activities request the
complete installation since only the simple
removal of six bolts is required on assembly,
compared to  approximately 75 screws on
plexiglas. The plexiglas is jig drilled for
ready installation. Recommendation of con-
ferees is to remove P/N 326122 from section
“B" and replace with P/N 526122332, Stricter
rationing control by supply activities of the
complete assemnbly has previously been  re-
commended by ASO.

The total quantity of parts which aré
peculiar either to the AD-2w, -2N or -2Q are
shown in the "D or add list to contract
NOa(s)-9238 and will be delivered concur-
rent with completion of each 10 aircraft of
the particular designation involved with parts
common "B quotas,

Major differences of the
follows:

Fuselage fuel tank (360 gal.) removed
from fuselage and replaced by five wing
fuel cells with capacity about 413 gallons,

AD=2W  are as

Wings, engine mounts, lower cowling,
fuselage structure, oxygen installation and
flight controls differ.

Provision for three-man crew in lieu of
single place by type aircraft,

It is strongly recommended that provision-
ing teams continue to convene at contractors’
plants for best utilization of the technical
services available to the contractor, It is
also recommended that the assignment of
personnel qualified by reason of personal
and detailed experience with specific type
aircraft be continued.

Panther Supply Problems

Structural fuselage-powerplant parts which
may be interchangeable between the Allison
and Nene engines are not yet known by the
prime contractor, inasmuch as the Nene en-
gine has only been installed on the experi-
mental F9F-2 aircraft, Engine control in-
stallations are known for the Nene¢ engine
only and many are undergoing changes.

Each engine has its own peculiar water
injection system. The Nene engine requires
a reservoir with a water capacity of 25
gallons. while the Allison requires one with
4 capacity of 15 gallons. It is impossible
to supply only the larger tank since the
contour and overall dimensions of the Alli-
son engine prohibit sufficient area for its
installation.

Mounting trunnions are also peculiar to
cach model engine. Very little interchange-
ability is anticipated between these engines,
their peculiar control systems, or their struc-
tural requirements, This establishes a double
load on the Navy supply system since both
types of spares must be procured because of
these peculiarities.

For the first time the source-coding team
encountered the problem of control rods,
made of aluminum alloy and which go
through air-tight bulkheads, being chromium
plated. These parts, which are relatively
simple to manufacture and which ordinarily
would be coded "M1," were actually coded
"P1" because of the inability of O&R acti-
vities to chromium  plate aluminum  alloy
parts.

The prime contractor has assigned his part
number to specified lengths of certain rolled
section that he easily forms from standard
gage sheets of aluminum. These rolled
sections are coded P since it was con-
sidered more economical for O&R activities
to have on hand lengths of these sections
from which they may cut any desired length
and bend as required.

At the time of the ¥9¢ provisioning con-
ference, final decisions had not been reached
regarding the following:

1. Whether or not the covers for the
engine ram-air-ducts should be made so as
to be airborne.

2. Whether the folding wing struts are
overloaded when required to lift the outer
wing panel after it is made structurally
heavier to incorporate the newly designed
wing tip fuel tanks.

The results of these considerations will be
published at a later date.

GCA BOX SCORE

August Approaches ...... . 8.201
Instrument Approaches .........ovvenns 298
Total Approaches ,..........c... 142,058
Total! Instrument ..o o 6,377
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This digest covers the 156 September Interim
Report of Service Test, NATC Patuxext, and
does not necessarily reflect BuAgr policy.

AD-2 (206 Hours)

Exhaust Stack Clamps. Two of the latest
type Marmam clamps installed on after posi-
tion of Nos. 10 and 3 cylinders failed at 42
and 56 hours respectively. In both cases
cracks developed along outer edge of spot
weld depression.  Although present clamp
design 15 improvement over original, its
service life is still unsatisfactory,

Engine Control Quadrant. Difficulty was
found in making power adjustments with
the engine control quadrant friction knob
partially tightened, as the propeller control
moved when throttle was moved, and vice
versa. Examination showed that the hxed
lamination hetween throttle lever and pro-
peller lever rotated slightly when either lever
was moved. The length of 5/16" O.D.
tubing used to hold the fixed lamination
stationaty was a loose fit on the 3/16" bolt.
Holes provided in the casting for the 3/16"
laminated stop bok were too large, permit-
ting propeller control lever or the throttle
control lever to move approximately 347,
thus making small changes in engine power
difficult.

As temporary fix the fixed lamination in
the engine control quadrant was made sta-
tionary as follows:

1. Holes in quadrant casting used to at-
tach fixed lamination stop bolt were reamed
to .250",

2. The 3/16" bolt was replaced with a
14" bolt having same length.

3. The 5/16" O.D. tubing spacer was
replaced with one 33" OD. x 14" 1D,
having two grooves 1/32" deep and 33"
wide cut around its outer circumference to
interlock with tines of the fixed lamination.

Recommend that contractor redesign con-
trol quadrant to remove all interference be-
tween the throttle control lever and the pro-
peller control lever,

Oil Cooler Air Duct. It is difficult to in-
stall the oil cooler air duct for the following
reasons:

1. Chafing strip cemented to  inner
perimeter of the after end of the duct is dis-
lodged when edge of chafing strip contacts
oil cooler flange during installation of duct.

2. Because of the small holding power of
oil cooler duct clamps, the oil cooler duct
is easily dislodged from its position on oil
cooler flange when oil cooler forward fairing
is installed and mated with oil cooler duct.

3. Oil cooler duct does not fit properly
over flange of oil cooler because the position
of the oil cooler duct is controlled by the
oil cooler forward fairing and sufficient ad-
justment is not provided.
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4. Inner edges of duct wall at mating
point of oil cooler duct and oil cooler for-
ward fairing are bent during installation;
this prevents proper mating of the two
picces.

Because of vibration, the cam lock used to
join the oil cooler duct and forward fairing
pulled its securing rivets out of oil cooler
forward fairing.

Recommend that oil cooler duct and oil
cooler forward fairing be constructed as an
integral unit to facilitate removal and in-
stallation. In lieu of this. recommend that
two quick disconnect adjustable legs be pro-
vided for forward corners of oil cooler duct
to position duct in relation to engine mount
prior to installation of oil cooler forward
fairing and that present cam lock latches be
removed. Also recommend that a durable
chafing strip be provided between oil cooler
duct and oil cooler flange.

Spark Plug Leads. No part number is
provided for the spark plug leads in the
parts catalog, AND2A-33)G-4, revised 15 May
1948. Paragraph 7-78 of AN o02-3576-2, the
service instructions for this engine, states
that the spark plug leads cannot be rewired
and must be replaced as a unit. Recom-
mend that a revision notice be issued to pro-
vide a part number for the spark plug leads.
Cylinder Fin Separators. Separators lo-
cated to left of front spark plugs were found
loose or missing on all cylinders except No.
2. The separators installed to the right of
the spark plug were all tight except cylin-
der No. 9 which was missing. The three fin
separators installed between the rocker boxes
of No. 10 cylinder were loose, Examina-
tion showed that the amount of the fin that
is upset over the fin separator to hold the
separator in place on the cylinder is not
uniform for all the separators on all cylin-
ders. Recommend that engine manufacturer
investigate discrepancy and provide cylinder
cooling fin separators that will last the life
of the engine between overhauls,

Exhaust Stack. After 104.6 hours oper-
ating time, exhaust stack for cylinders 8 and
10 broke at a point adjacent to weld at-
taching the tail pipe connecting flange. Rec-
ommend that design of this exhaust stack,
P/N 523809-12, be improved to increase service
life.

Cloth Boot. Boot for oil cooler door ac-
tuator disintegrated. Temporary fix was
manufactured from water proof canvas. Ree-
ommend that contractor provide boot with
increased service life.

Crankcase Drain. After 110 hours engine
operation, an oil leak developed at after end
of crankcase main oil drain tube. Lower
half of line was galled on surfaces where it
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entered supercharger housing and contacted
oil tube flinge, p/N 130p85. Oil seal ring,
p/N 4036D11, had its inner diameter cut away
by the galled surface of the tube during ex-
pansion and contraction of the engine. Rec-
ommend that closer inspection be made for
misalignment during installation of the
crankcase main oil drain tube and that crank-
case main oil drain tube expansion joint be
redesigned to hold tube in suspension with an
0" ring seal in such a manner that chaling
and galling between drain tube, supercharger
housing and the drain tube attaching flange
will be prevented.
Armor Plate. After 110 hours, left hand
forward and after anti-drag ring armor plates
were found loose. The riv-nuts had pulled
out of the anti-drag ring skin. Armor at-
tachment bolts were safety wired and had
not loosened in the riv-nuts at time of failure.
Recommend that contractor reinforce anti-
drag ring in the area where the armor is
attached.
Intake Drain Lines. Four of the six lower
cylinder intake drain lines failed after 144
hours of airplane operating time. Two lines
were broken at flare and two were broken
flush with external end of sleeve. Four
light steel sheet metal clamps were also
broken. Drain lines are supported approxi-
mately every 10 inches, and this support is
insufficient because of wvibration present in
this area. Neither fuel nor oil has been ob-
served to drain from these lines, either during
starting or after idle engine periods as much
as 16 hours. Maintenance required to keep
drain lines in operation is excessive. AS
temporary fix, drain lines have been removed
from the engine and the fittings capped.
Recommend that 1, engine contractor de-
velop a lower cylinder and intake pipe drain
system that is integral with engine; 2.
drainage for all installation attitudes be pro-
vided and all external drain lines be more
rigidly supported; 3. external drain lines
have a service life equal to overhaul interval
of engine.
Fuselage Skin. Crack was found running
spanwise between the rivets attaching the
fuselage skin which forms the after oil cooler
discharge air duct to the fuselage at station
96.000. Crack was 12" long and centered
spanwise in duct opening. Fuselage skin
was also cracked longitudinally at all three
Dzus fastener holes and the center fastener
was missing., Recommend that contractor
reinforce fuselage skin which forms after
part of oil cooler discharge air duct to pre-
vent recurrence.
Ignition Leads. A number of defective 1gni-
tion leads for the R3sso-26w engine were re-
placed because of cracked insulation at spark
plug end. Outside side rubber covering on
leads was cracked and on some was split
at seam. Recommend that contractor develop
ignition leads which will last the service
life of engine.
Oil Consumption. Oil consumption flights
were made on the engine at 30 hours and
144 hours, consisting of 2.0 hours at maxi-
mum cruise power and 1.0 hour at normal
rated power, Results were as follows:
Azr 30 howrs:
1 hour NRP (2600/45")—.012 lbs/BHP/hr.
(3.75 gals)
2 hours Max. Cruise (2300/32")—.007
Ibs/BHP/hr. (2.75 gals for two hours)
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At Ld4 bowri:

1 hour NRP (2600045" )—0187 lhs/ BHP/-
he, (5.8 gals)

2 hours Max, Cruise (2300327 ) —.0106 lbs/-
BHP/hr. (6.25 gals for two hours)
Maximum allowable il consumption  at

normal rated power s 7.7 gal/hr. or 0221

ihs/'BHP/hir, tor the majso-2ew engine.
Believe that most of the oil consumed s

being passed trom rocker boxes through the
intike and exhaust valve stem guide cleat-
ances to lower ovlinders.  Crankcase breather
outlet line shows indication of some ol pas-
sage after each flight. Duc to the cutoff
angle of the breather tube with the air
stream, a slight negative pressure is believed
to exist at breather outlet.  Condition under
Investigition.

AM-1 (320 Hours)

Engine Qil Strainer. Aciess for the cngme
oil strainer and sump plugs through the side
accessory punels 15 not adequate for inspec-
tivn and maintenance.  Engine oil struner
and sump plugs are located at arm's length
from side adcessory panels, which compli-
cates replacement and safety wiring, Recom-
mend  that contractor provide  readily  re-
movable dcess door in oil panel
assembly, PN (140, 0 IMProve accessi-
bility for muantenance of engine oil screen
sump plugs wnd to comply with paragraph
227 of Spec. sp-24-1,
Brittle Connectors.
tithe jonnt t'].'tmp CONNECtor, P/N SALLZAL wWis
found to be very brittle. It is apparently
cast from u non-terrous metal. Re-use of
these  connectors 15 considered  an unsate
pructice us thewr strength s unknown after
clump connector ears have been opened and
closed as required during removal and rein-
stallation: of propeller control.  Reconomend
that contractor provide a tube jomnt clamp
connector made of tougher material and that
tube joint clump connector not be re-used.
Propeller Control Installation. During
engine build up, dithculty was found  in
tightening clamp used to hold propeller con-
tral centered an hole at engine mount ning
fire seal because access to clump s obstructed
by other installed cquipment.  Recommend
that propeller control support clamp riveted
to after side of engine mount ring fire seal
be removed and rveted to forward side of
fire seal 1 order to make Clamp bolt accessi-
ble and to simphify instulliation and adjust-
ment of propeller control,
Emergency Landing. During routine test
flight, the hvdraulic pressure dropped  to
zero shortly atrer wheels were retracted. Un-
sugcessful attempts  were made  to lower
wheels hydraulically and by means of ener-
geney extension air bottle.  Awrplune was
finally landed wheels up on concrete runway
Investigation showed that  pressure loss
wis caused by open pressure vent walve,
The valve was opened accidentally by the
pilot or through vibration.  Muam gear had
been  attached  improperly by muaintenance
personnel.  The access provided for the pull
cable installation and  adjustment s highly
inadequate. Following damage resulted from
the landing: propeller damaged beyond re-
pair; engine sudden  stoppage: ettt hand
halt tork door damaged beyond repaary right
lind balf fork door minor damage: leh
homb pylon damaged beyond repuir

Cooler

The propeller control
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I said pull not push on the stick!

P2V-2 (235 Hours)

At 2358 hours, seven evlinders on starbourd
engine were found to be losing compression,
necessituting w complete engine chunge,  One
evlinder was changed on the port engine.
All eight cvlinder failures were result of
concentric groove valve seat bailures.
Distributor Assembly. During engine mag-
neto check, erratic operation with excessive
rpm drop off vccurred when employing one
magneto. Exammation showed that o shorted
out condenser had caused arcing and burn:
ing of vne set of breaker points in left dis-
tributor of port engine

Thermostat Assembly. A short circuit in
the cam driving motor of the thermostat as-
sembly rendered the automatic feature of the
air exit door inoperative on the
starhourd engine.  Brushes showed oo ab:
novmal signs of wear and no foreign e
ticles were found which might have ciused

ol couler

clectrical contact between armature and hous-
ing.  Thermostat assembly was replaced.
Fuel Leaks. After 251 test hours, ftuel
leaks developed between inner diameter of
fuel cell interconnector gaskets and intercon-
nector tube, P/N 1336354, located between two
outer panel cells of port wing.  Cold How
set in the gaskets was quite evident, and
marks from tool scoring were present. Scor-
ing murks on gaskets were pot in alignment
with each other.  Torque loading on fHange
bolts was satistactory. Ten days prior o
leukage, fuel had been changed from 100130
to 1157145 octane.  As action,
gaskets were locally  manufactured with all
specified dimensions except that inner di-
ameter was reduced to 24807 or 005" less
thun the mimnimum specified on the drawimg
for this purt.  Cure was tuken to insure o
smonth contour free of tool marks on inner
sealing  circumference of  gasket.  Material
usedd was rubber, synthetic, aromatic resistant,
N]K‘tililﬁlillﬂ E-150 AMI1 (1-00). Recom-
mend  that contractor provide
pendable seal at the tucl cell interconnector.
Hydraulic Packing. hydraulic
flurd and sluggish operation of bomb  bay
doors resulted when an "O" ring packing,
ANz, failed. The O png provided a
seal between the bomb bay door actuating
evlinder gland nut and the piston rod.
Propeller Control. During a preflight on-
gine turn-up the propeller on the port engine
would not respond to switch control for rpm
selection.  lovestigation showed  that - the
soap ring which positions the phenol socket
insert in the cannon connector shell hud
vibrated out of the ring retuning slot, allow-
ing the insert to move away from the pin

remedial

more  de-

Liss o

contact.  Diserepancy wis corrected and after
one flight of 2.1 hours, an identicul failure
ocourred on starboard engine.  Recommend
thut connectors be used which conform to
specification AN-W-C-301b, paragraphs Dlc(4)
and Die(4)a

Spark Plug Leads. Six spurk plug lead
sleeves were found cracked, necessitaring re-
placement.  Inspection of the replaced sleeves
and those in stock revealed that a large per-
centage hud & well-dehined line resembling
grain the entire length of the sleeve.  Some
of the sleeves had o second line diametrically
opposite the other:  The failed sleeves had
cracked along these lines; in some cases
cracks were evident in new ones prior to use,
Rocamniend that contractor investigate.
Varicam Control. In event of an electrical
short or switch fatlure which may cause the
viricam  motor o continue to opernite and
move the varicam o the full nose up or nose
down  position, there is no provision  for
stapping the motor except to turn off all
clectrical current, or open the viricam con-
tral circuit breaker, both of which are un-
suitable us emergency procedures.

Three degrees out of trim, either nose up
or nose down, is considered the Limit that
a pilot could manually hold the plane in
level flight at an air speed of 150 knots.
As the varicam control 15 used most fre-
quently during take-off and landing opera-
tions and the travel of the control s ap-
proximately one degree per second, @ posi-
tive emergency electrical shut off switch s
considered  necessary.  Recommend that an
on-off switch be provided on the pilot's
center control stand  so that the electrical
cireuit between the varicam motor and elevi-
tor trim control switch in the cockpit can be
opened inevent ot an electrical short or
switch failure,

Ponel Assembly. After 251 test hours, o
two-inch tear developed in orear channel of
outhoard punel assembly, side engine cowl
The tear started in bend of the inboard leg
at the lower extremity, [t followed the bend
for upproximately one inch, then continued
dingonally across the leg and stopped at a
rivet.  Failed area was remnforced  with
metal parch.  Recommend that panel assem-
h|)‘ he ru!m‘ignul.

Exhaust Manifold.

S1745-105,

Weld assembly, p/N
drawn from new stock could not
be hitted into exhaust manifold,  When it
was attached to the cylinder stck, a gap of
14" existed between one edge of connecting
flange and connecting fange of an adjpining
assembly. Beheve that flange was improperly
welded to body of assembly,  Recommend

closer  factory  mspection to insure  inter-
changeahility.
Cylinders. During pretlight turn-up an ap-

preciable loss of power from the starbourd
engine was noticed,  Compression was being

lost through the exhaust valves or valve
seats on Nos, 2, 7, 9, 13, 15, 16 and 17
cylinders.  Three cylinders were  removed

trom the engine, and in all the valve seat
was found to be floating lovsely in the con-
COntric Zroove sett retaining ring.

Port engine wis inspected for compression
and results showed that ovlinder No, 5 had
turled wath same discrepancy,  Recommend
that engines cquipped  wath Litest modihed
exluust valve scats be furnished as soon as
practcal to replace those now in use.
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BNOUIRIES SHOULD BE ADDRESSED TO THE CHIEF OF BUREAU OF ORDNANCE

ORDNANCE

20 mm Springs Give Trouble

Our friend, _]H:‘, Iunking at the 20 mm
driving spring, seems a bit confused. Tr all
started when Naval Proving Ground, Dahl-
gren, Va. reported that many 20 mm driving
springs (A2::06) used on the 20 mm auto-
matic gun M3 and 20 mm automatic gun AN-
M2 were defective, BUORD was just as con-
fused as our friend.

An investigation revealed that many springs
were manufactured from improper steel, and
it was determined that the following con-
ditions existed (1) Springs coiled in a clock-
wise direction with a dab of green paint on
the ends were satisfactory; (2) springs coiled
in a clockwise direction which were not
marked with green paint were unsatisfactory,
(3) springs coled in a counter clockwise
direction satisfactory  regardless  of
whether paint had been applied.  (The -
companying fizure illustrates cotl direction)

were

COW, STRRTE HERE

/77 N
.,f’/ P
5

COUNMTER-CLOCK:
WISE

COHL STARTS HENE —-

AN

1

CLOCK-WISE

DIAGRAM SHOWS 2 METHODS OF SPRING WIND

A number of naval supply activities have
completed segregation of  unsatistactory
springs following the above method of -
spection. The table below indicates the num
ber of unsatisfuctory springs reported by cer-
tain of these activities:

Tatal
on Hind

Total

Avtivity Unsatisfietory

ASD, N8O, Oakland 20,058

ASD, NSC, Norfalk

NSD, NSC, Peirl Harhor not

reported

NAS, Ban Diego 13 1.7

NAS, Alameda 1.042 2118
Inspection instructions to operating e

tivities, NAVORD oMr1 vi-ig, have been 1s-

38

sued.  Army Ordance has agreed to replace
all  unsatisfuctory
theretore BUrOrp desires a prompt report on

the quantities of unsatisfactory springs found

springs  free of charge;

as a result of this inspection.

TWO VIEWS SHOW MECHANISM FOR 20 MM. FEED

20mm T-22 Feed Mechanism

The 200 mm 71-22 feed mechamsm develuped
at Naval Gun Factory, Washington, D.C
uses the forward portion of the electrie w3
(113)  feed mechinism  combined  with
power spring unit to replace the motor

The spring 1s wirnd f\f.' gun reconl through
a bracket bolted to the top of the receiver
A belt pull capacity of 100 Ibs. and the abil
ity to feed three rounds without rewinding
las been realized. The low profile of this
feeder und the lack of external power re-
quirements mke a highly advantageous com-
bination

This mechamism 15 now undergomg feld
tests at the Naval Proving  Ground, Dahl-
gren, V.

Dahlgren Tests Plane Mines

The prototype of an important improve-
ment on aircraft laid mines was tested re-
cently at the Naval Proving Ground, Dahl-
gren, Va.

This device, which fits the Mk 25 mine,
provides an casily attached unit incorporat-
ing stabilizing hns  for flight and a
parachute which opens at Jow altitude to
provide a low impact velocty. Mines with
this unit can be laid accurately but gently by
hombsight from any altitude.  Altitude at
which the parachute opens 15 automatically
set between 3,000 to 5,000 teet. Since the
opening 1s late o the trajectory, nooesti-
mate of wind drift 15 necessary. The unit 15
self-contained and bolts into position.

In the tests at the proving ground, mines

tree
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were dropped from altitudes of 5,000 to

28,000 teet with encouraging results, Tt is a
very interesting sight to sce the parachute
open and hold on a 2000-pound mine which
has fallen 25,000 feet unchecked.

MOBILE ORDNANCE LAB, LOOKING TO THE FRONT

Push-Button Mobile Lab

The world's frst push-button mobile lab-
OFatory built at
Naval Gun Factory, Washington, D. €., for
rocket blast nvestigation.
muohile and labyori-
tory wiath ats own ten-kilowatt power gener
ator, meterological data recording equipment,
rocket thrust and hlast recording equipment,
temperature  measuring apparatus and racks
of automatic electromic analyzing machines

The laboratory s fully automatic and s
L|'L-~1‘1¢||L-.| so that when driven into positen,
pitk up circuits connected, and the equip-
ment turned on, the operator pushes a button
and automatic timing circuits do the rest ol
the work.

Four built-in cameras automatically record
data from 68 signal channels. A small but
complete built-in durkroom allows the oper
ator to produce finished records in a few

his  heen  developed and

It 15 a complete

self-contained  scientific

minutes

The temperature of this push-hutton lah-
aratory 18 maintaimned automatically
tric heat and  air uinnlilinnil‘lg. No factor
has been overlooked to make this the most
modern and most .nrz'q\[l'tl]\' l'ig||i|\pn[ mubile

by elec-

laboratory it s possible o build.

.‘\|r||1:|r_i_{it S |I:1.:||_\' d;'»lli:m'ai by the Naval
CGun Factory, at the direction of Bureau of
Ordnance, for use in rocket this
muobile push-button laboratory is in demand
by all parts of the Navy, including Burcau
of Medicine and Surgery and Bureau of
Ships for use in allied problems connected
with guns, bombs, aircraft and ship instal-
lations and high explosive investigations,

Much of the new-type equipment in this
Ll]n-r;‘!l‘nr_\' wWas -lc':ulgm'd .\p(:i.lfl:_.i“_\' tor this
purpose and s duplicated nowhere else 1n
the world. It is estimated that this laboratory
i3 worth more than a halt million dollars,

rescarch,
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LETTERS

Nivy Cameras Over Alaska

SIRS

Your article
published in the July edition was very in-
teresting. The pictures of the old Loening
ampliubian aireradt that  took part in the
1929 expedition hrought back old memories
to the wrier.  Your statement  that the
Alaskan area Lad not been photographed since
the 1929 l'.‘C]‘\'L![illlﬂ. however, 18 ain error

In April, 1932, an expedinon  left San
Dicgo, Culif,, under command of Lt. R B.
Harrel, with Lt. J. P, W, Vst ds executive
ofiver, Two other pilots, Ch. Bosn., Richer

and Aviation Pilot 1 John €. Lafferty,
made up the crew
Two Loening amphibin  (or-s)  planes

flew from San Diego to Seward, Alaska,
where they were disassembled and  placed
aboard the U.S.S. Guannet, Liter sunk by a
German submarine off Bermuda in 1942
The entire Alaskiun peninsula and all of the
Aleutian islands were mapped from the i
by this expedition.

The entire expedition  crew
aboard the Guauer and all plane servicing
and maintemnunce work was done from and on
the ship. A special cradle was built to hold
one 01-4. The other plane was purtully dis-
assembled and secured on deck below the
cradled plane, The Gauwer travelled
one asland to another. Planes were hoisted
out upon anchoring of the ship and wir
photagraphic work was carried on,

Approximately 540 hours were flown by
this expedition without o single minor i
cident. The mission was completed  well
ahead of schedule and the expeditionary
force returned to San Dicgo in August of

1952,

wiis  hased

Frovm

Joux C. Larverry, L1, Cor

Barix Frirp OrFicrr v CHARGE

—

Sins:
For a long time we have been reading
Grampat Pettthone's sage advice on how to
become o gray-bearded aviator.  We
henefited much from the cireful collection
af wisdom and experience (hard won by
others) that he dispenses each month.

We feel sure that he will be gratified to
know of an outfit in the Navy that has
profited from his wise counsel and has proved
this recently by turning in a bang-up job,
We think he'd like to hear about Attack
Carrier Air Group Ning, recently returned
from a four-months tour of duty in the
Mediterranean, under the command of Cir
1. H. Pennoyer, with an outstanding record
of safety in a prolonged and intensive
period of carrier-based operations,

In bricf, Ac-9 left for Europe on the
Philippene Sex on 20 February 1948 with 93
arrcraft aboard. It returned four months and
six days later with 92 of those 93 aircraft
still flyable.

During this period they flew a total of
8,534 hours and made 3,299 day lundings
and 46 night landings aboard the carricr
with only a few minor mishaps. One air-
craft that didn't return went into the drink
off Crete duc to engine fatlure. The pilot
wis picked up promptly.

We feel this is a

hive

record for any carriet

Restricted

o ?f:p“g:i.v Sare, Ll ¢

Are you sure we pulled outa that dive?

ar o group to shoot at

Best wishes for your continued suceess in
persuadiog oaval avistors that while perbaps
I SOme “expenience is  the
teachior,” only a top-priocity Dilberr insists

CASES best
that this includes personal investigation of
the techmiques of major crashes.

Tue Stary or CanDBDiwFoun

Slis:

This  squadron that the ap is un
excellent gun platform  in addition to ats
primary aussion of attack bombing. Duning

feels

August, va-os conducted Formal hir to ar
gunnery  excerises, making  overhead  runs
from 2,500 feet above the sleeve. This

squidron's average for the 21 pilots hring
was 189, The four best pilots had averages
of 34929 3305 32.2% and 29.2%.
Gren B Buriek
CoOMMANDING OFFICIR
That sounds like good shooting for a big, single-
man plane like the AL Any other AD squaidrons
huve any better marks
SIRS!

Free  balloons  provide an effectie

method  for practical training of  acrology
and acrostatic students. Shown in the picture
s one of these balloons which was assigned
to NARTU Lakeuurst for the trmmng of
Air Reservists,

MNaval

This balloon contains 35,000 cubic feet of
heliwm gas and carries up to six students
The secord flight endurance tor balloons of
this type and size 15 61 hours; record flight
1,056 miles.

R. C. GossoM, Cor.
COMMANDING OFFICER
NARTL LAKEHURST

- T
SIKS:

In o recent Oukland  claumed  that
they have the only Organized Reservist to
hold the rank of captuin—Captain - Albert
Boles with 31 years of naval service.

We hate to be constantly clanung superi-
ority in one respect or another, but we hap-
pen to have Captain C. €. Troensegaard who
is attached to veemi-ee and instead of 31
years of naval service he has over 38 years,
having joined the Naval Reserve June 2,
1910, Inadentally, the Captain s a good
friend of Captuin Boles, and Qukland was his
first duty stution.

E. C. Incramam, Lv, Cog,
Pusiic INFORMATION OFFICER

distance is

i“.)uL’

NAS Los ALAMITOS

SIRS:
The mascot of vMmE-214 may be a little
fuzzy, but squadron operations definitely are
not.  For overall performunce in all forms
of exercises, VME-214 was recently awarded
the Navy “E The award carries with 1t an
unspecified amount of prize money as well
as the right to wear the Navy "E” and to

chisplay 1t on all squadron planes.
Miduighe 11, vMmE-214's mascot, shown in
the picture, thoroughly approved of the
award. Not only did the squadron deserve
it, but it still left him the unique distinction
of being the only black sheep in the outht.
COMMANDING QOFFICER
VMF-214

USS Renbova

Going my way?
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Bail Out-.. o vivames
Grampaw Pettibone . ....
Flush Deck Carrier . ......

Planes Sink Cruiser ...... 9

SIks

a4 prcture of a4 jet enging You say i'soa
Te-180, We think it's o Westinghouse 23t
Are we night ¢

Jer Tursixe Overuatie Div

o o~ -

NAS ALasina : Squantum Reserve Telecast 12
You're rizht ratin. We bow to the boys whio we Bluy just us we work—hird
ou're g e rain. v by ' e hoys M < 3 N
fix ;T orr Inesperleneed ovis the J-34 Shown in the photograj h are three cham- Rldmg Rough Sluff 2iH e 13
and J-35 engines look a lot alike when they pmnklnp teins o thece oujor sports n Fleet .
] ) 5 ] t Barrow ........... 16
hizve thelr outslile “elothes'" off, Air Wing Two annual antermural - sports Point Barro
classic. Reserves on Wright ...... 17
14 I he Ciles Po K. Blesh
et 1o bhe front row are s . . = .
SIRS €0, Lt. Cdr. Gy B Pittom, Esee.. and members Reserves P‘ny it Safe .... 20

The temperature at NAS Los ALAMITOS »-.I' the s-l. o \ul.ll' ‘lmll ~«I|I[il““ |1-‘I"I Lis |'i-,;h|»: Radio-Conirolled Models. . 21
s .- 5 . ; K. H. Neff, anl; ChGun. . C. Lacy: H. R.
st so hot that Chief Mickey 7l visgnant

s = : Baker, aol: J. B Aheaen, ave; K. J. Meharg,
cen oand € E. Atkinson BN3 of the recruat- ru2; H. L. Swails, aol, The second row tennis VT-11 Ciheaa seeas e 24
ing department have to check the thermo-  champions arve Lic T. K. Swmithy Fns M. L NaNews Visits Denver ... 26

Wray: V. RKervigan, axd; W. W. HRowntree,

Anc; I M. Farley, sg20 B, F. MeNeal a2, open Air Flyll’lg = . 30

tion building: Actually they are Inspecting [ the renr row sre the ehampion baskethall

meter on the quirter deck in the administra-

the recruiting thermometer which measures !-.-um.' R, W. _I)i.-ul;uu. Aney R. W, Ryan, apc: Cold Weuiher SEI'ISE J— 32
the number of men taken aboard in the v-u ChMuch, H. G. Brown; R. D. Bexton, apl; P.

program. During Auguost, when this picture VTS BEE ¢ T Did You Know B, Wing Tips 34,
wis tuken, the station surpassed its quota of OMMANING QEFICER Supply News 35, Service Test 36,

FASRoxN 117, Paciwie Tk IF

2400 men by 31 : Aviation Ordnance 38, Letters
_[H vrder to n.mkt- mn.ln. for :l]('lll\(_'rﬂﬂ\.\ ~k 39-40.

of recruits secking to join the Nuaval Alr
Reserve, the station painter was forced to _
paint an extension on the thermometer by While reading your very wonderful maga

swinging it around and down—now it's &

SIRS:

@ RECOGNITION QUIZ

zine, | came across an article concerning. the (Inside front cover)

case of down being up. flight hours put in by vMme-211, (The article Top—5Sea Hornet. British corrier-based
E. C. INGHAHAM, LT, Cog said the outfit set o new _~t1|.|.|-1rnr1 record of version of the Hornet fighter; a single-
DURLIC INFORMATION OFFICER 1,357 hours i1 a menth and 124.7 hours in seal medium range fighter and sirike
! one day.) aircraft is the Mk 20, The Mk 21 is a
NAS Los Avramitos LRI, o :
'l admat that their record of 1247 hours two-seat night fighter, recco plane.
15 a high but 1 think 1 have a better record Lower—U, 5. A, F. B-36, world's largest
to relate which was set I\_\ my -qls.h[l'ull imn land-based bomber, 5ix PAW engines
May of this year during & JANAFEX we wert of 3,000 hp push the plane at 300 mph.
having. In the 24-hour period our squadron Wing span is 230 feet, length 163 feet.
flew 2022 hours and was operating unde Gross weight is 278,000, Claimed range
slim help at the tme. During the JANAFEX is 10,000 pounds of bombs 10,000 miles.
pir line consisted of 24 men and in engineer-
ing there were six, Y THE COVER

I do believe this to be close to a record
if not one. During the 24-hour period, only
two planes went out of commission and were
immediately put back in by expert and fast

Four TBM's of NAS Ookland’'s YA-61 Re-
serve Squadron wing their woy westward
over plcturesque Golden Gate Bridge ot
San Francisco. Under this bridge sailed
thousands of ships during the war ond
over it flew thousands of Navy planes

hands of their plane captiains

Also, 1 can beat 211's monthly record by
relating the flying status of our sister squad-
i, VME-2335 MAG-15, who flew 2.020.2 hours headed for Hawaii.

i d0-day period. They also were at the

time  short-handed. 1 believe they set the ® THE STAFF
Marine Corps record, as the last known re U5, G Aatbior L Schoen

cord was about 1,700 hours,

Just thought U'd tell you of this because Editor
the flying that our MAG has done really Dorothy E. Ames
shouldn't be sot aside as qust another operit- Ass), Editor
ing squadron’s flight time, And when you Lt. Cdr. William H. Huff

ome tight down too i, 1,200 hours 15 just .
e : : . l Feature Editor

SIKS: an ordinaey monthly operating time for vae-

In .\[‘le of the constant and  heavy work 13 N hll;tj;}:i:‘l}_r or trying to domincer L'. Cdr. ROSG]IE W. Murlm
load of processing transpacs, salvaging  varzi just relating the truth, Nooone could Reserve Editor
stricken aircraft, lending maintenance support  say anything against 211 as they were @ crack Lt. Cdr. Andrew W. Bright
to tour multi-engine squadrons and operat-  outhit during the war, as now, no doubt. No . )
! AN i Flight Safety Editor
ing and maintaining o contingent of eight  offense boys,
utility aircraft, FASRox 117 personnel find R. P Brpener, Prc James M. Springer
time to exhibit therr atheltic prowess, and VMF-115, Paciric Art Director

Published monthly by Chief of Maval Operations (OP-50-D) and Bureau of Aeronautics ® The ‘printing of iy publication thas

to disseminate safety, survival, maintenance and technical data. Air mail should be
used if practicable, address to: Chief of Naval Operations, Naval Aviation News, Navy Bureau of the Budget, 28 April 1945
Department, Washington 25, D. C. Direct communication can be made to Naval
Aviation News, Room 4927, Main MNavy Bldg., offica telephona extension &1662.

been opproved by the Director of the
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HIS month we present four station in-
I signia, representing activities from New-
foundland to the Philippines, Unique among
them 1is that of Argentia, Newfoundland, which
bears the aurora borealis and two rock forma-
tions, called ‘Isaacs Heads’, which were land-
marks near the field, Ice-covered water forms the
insigne foreground. Paxtuxent River's insigne
has on it indications of three types of work
done by the active air test center—testing of
new planes, support of fleet operations and
a base for transport squadrons of the Navy.
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Wherever you are you'll want to

keep mn touch with what's new in

@ ®
Naval Aviation
_ to Naval Aviation News, the official publi-

cation of the Chief of Naval Operations and the Bureau of Aeronautics. You get 12

big issues for only $2, a bargain you’ll go a long way to beat. The time to get aboard is now!

Don't misi another isine of this news-filled
magazine. Mail §2 and the enclosed coupon
to the Superintendent of Documents, Gov-
ernment Printing Office, Washington, D. C,



