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aft are shown here, two small and fast and the

Three new maodels of wday's fighting aircr
third slow and roomy, Can you identify these planes? Awmswers appear on the last page.
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CAN MY PLANE FIGHT?

oW DOES my plane stack up against those of other
H squadrons and any potential enemy? How far
can it go? What's its turning radius? How is it on gas?

Whenever any new airplane reaches fleet squadrons
these questions are inevitable and natural. To answer
them is the job of the Tactical Test Division at the
Naval Air Test Center, Patuxent River, Md.

Tack Test is a combination of civilians, enlisted
men and officers of wide knowledge and experience.
Their job is to make preliminary
evaluation on service type planes
before delivery to squadrons and
continue investigations in conjunc-
tion with the fleet after the planes
have gone into operational squad-
rons where new problems arise.

Included in tactical evaluation
are aircraft of every type, instru-
ments, aeronautical equipment.
Present and anticipated require-
ments are kept in mind in these
trials. Combat types are flown in
all kinds of weather and are evalu-
ated with other Navy planes and
those of other services by actual
comparison in combat maneuvers
in the air. It is a proving ground.
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LCDR. HILL CHECKS F2H-2 BEFORE HIGH FLIGHT

Skipper of TT is Cdr. W. J. "Gus” Widhelm, C.O.
of a carrier dive bombing squadron early in World
War II. He was later C.O. of an early night fighter
squadron, VF (N)-75.

Major sections of TT are devoted to carrier types,
patrol aircrafr, all weather flight, fuel consumption,
and special devices to aid operations from crew stand-
point. Projects are undertaken at the request of the
Bureau of Aeronautics and DCNO(Air) for new
aircraft and later in liaison with the
fleet as the planes go to the operat-
ing squadrons. In the resulting re-
ports findings are frank and many
a highly touted plane is found want-
ing in one or more departments.

Instead of the detailed instru-
mentation used in the testing of ex-
perimental models emphasis s
placed on realistic operations such
as will be found in the fleec. Ways
and means are found to improve
the efficiency of the plane itself and
the method of handling it. It is TT
that has made many high altitude
photographs of eastern cities and
pioneered in extremely high altitude
fighter interceptions over Patuxent.




CDR. WIDHELM & EXEC. CDR. FUNK ARE PROUD OF LOOK NO HANDS

Testers Have To Keep In Mind That The
Average Pilot Is Not An Aero Engineer

pIERH:\I'S the most difficult task of persons testing new
aircrafr is trying to keep the common touch.

In testing experimental models the rarefied atmosphere
of the engineering profession is appropriate. In tactical test-
ing, however, a plane must be analyzed from the view-
point that the average man flying it is neither an engincer
nor is he a pilot with years of experience behind him.

Every pilor and engineer in Tactical Test must keep the
average pilot in mind while working on problems relared
to operations in the flee. As a result many of the per-
formance figures forthcoming from TT aren't as sensational
as the original “leaks” in the press.

Pilot comfort cannot be overemphasized. Anything done
to ease his physical load increases his value as an effective
operator of a weapon. The days when Shorty had to use
an extra cushion underneath and an extra back pad and
still couldn't reach the pedals comfortably are past. Likewise
Long John doesn't sit doubled up with his head in the breeze.

When a TT pilot first crawls into the cockpit he takes a
good look at the enclosure itself and then goes over the
location of every instrumenr, handle and switch. In many
instances serious faules are found because company test
pilots haven't operated under service conditions and aren't
burdened with navigation gear in pursuing ractical opera-
tions. In such cases fixes are tried and recommendations for
changes are made to BuAer.

Once the cockpit is taken care of flights are made. Times
to climb to various combat alticudes are recorded and the
best climbing and descending speeds are determined through
trial and error. For carrier aircraft, handling at slow speeds
is investigated thoroughly because of the necessarily low
speeds used in carrier landing approaches.

Combar radius problems are run. In this phase the exact
unvarnished figures are demanded for it is on this informa-
tion thar fleet commanders will base their attack and defense
maneuvers.

In this connection fuel consumption figures are found
by exhaustive trial. Operating at combat loading the time
and distance that jet aircraft can go is limited and every
minute and mile must be tabulated. Climate comes into the
picture in fuel consumption. In warmer climates climb is
much slower and more fuel is used in operation, Level
flight must be analyzed in rhe light of the operation. A
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L. A. MILETO SHOWS OFF LATEST IN SELF-ERECTING GYRO-HORIZON

fighter on combat air patrol over his force uses less fuel
than one on a strike.

Tail end Charlie isn't neglected, It is well known that
the man flying wing uses more fuel in keeping in position.
An efficient flight leader can reduce rhis amount to 4 mini-
mum, but the poorer cection leaders must be kept in mind too.

Many flights are made of two or more planes to see what
difference in consumption is found. One FIF recently made
a long range navigational flight cross country. lts first
stop was Dallas, 1280 nautical miles from NAS, Anacostia.
Complete records were kept of the flight. Fuel consumption
was only one item. A cross section of the route traveled
was included in the report, showing true air speeds, alti-
rudes for optimum cruising conditions and altitudes to
fly over bad weather.

Reports written for BuAer edification are in engineer-
ing language. For the fleer, however, they are couched in
language which can be easily understood by every throttle
jockey in the squadrons. Reports aren't the opinion of
one man. Every pilor differs in his opinion of what consti-
tutes good operating procedure and what is convenient for
him. In the cockpit, for instance, Long John disagrees volubly
with Shorty. Result is thar reports are compromises of a
variety of opinions. In relation to tactical requirements there
is less compromise. The plane must be able to do a certain
job—climb so high, fly so fast, be a good gun platform,
have high rate of acceleration and be highly maneuverable.
If it doesn't fulfill these requirements because of basic design
there isn't much Tack Test can do. Minor items are taken
care of within the capabilities of the division.

O-.\'F. TYPICAL report of a minor nature which emanated
from TT concerned a jet plane which we won't identify
for security reasons. The test was of the autopilot installed in
the plane. Design of autopilots for high speed, high alti-
tude aircrafr is difficult because of the extremes in stresses
and temperatures encountered.

The plane was taken up on many flights. It was found that
the automatic control system was unstable in its pitch chan-
nel. While cruising at 25,000 feer this instability accounted
for variations in altitude on the order of 2,000 w 3,000 feer.
Because of its high speed a jer plane reacts faster and leaves
the norm in greater degree than a slower plane, so this
autopilot simply wasn't accurate enough to do the job.
Every three minutes the plane would go through a 2-3,000
foot change in altitude.

The pilots also found that in the low remperatures of
the rarefied atmosphere the engage-disengage conrrol froze
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and wouldn't work. Thus a report was submitred without
recommendation, but the result would be obvious—either
another autopilot would have to be developed or the bugs
removed from the one tested

In the above test there was assurance that the item rested
was operating at its best. Behind this is the TT instrument
shop, under a civilian, L. A. Mileto, who 1s a laboratory
mechanic. Mileto has a laboratory which specializes in see-
ing that all standard insiruments in a plane are in top
notch working order. In this respect it differs from an
activity which rakes new planes and gives them their first
flights. Mileto's instruments are not special ones to delve
into every phase of vibration, engine operation and aero-
dynamics. He rakes the ordinary, run-of-the-mill instruments
that come with a producrion aircraft and tests them in the
laboratory and in the air to see that they are accurate enough
and will help the plane fulfill its mission.

BELTZ, HAMPTON, ALBERTSON, LIVERMAN, KOLB, RUN INTERCEPTION
WHTI.I: CONDUCTING flights in the F2H it was noticed that

extremely high oil temperatures were encountered under
some operating conditions. Tack Test got busy immediately
and by some minor redesign the trouble was licked, not
only for their planes but for those in the fleet too.

One continuing problem which is being investigared
is that of jer engine rumble at high altitudes. This phe-
nomenon starts at a medium high alcitude when high engine
power setrings are being used. It is just what it says—a
roughness and rumble in the engine (s). If the high settings
are continued as altitude is increased a flameour occurs.

Westinghouse engineers have two theories as to what
causes the rumble. They have no facilities to prove either
one so TT is following through to see if it can find the
answer. One theory holds that che rumble comes from com-
pressor blade stall because of the low pressure air and high
speeds. The other theory, which is rapidly finding more
adherents, holds that it is a combustion problem in which
the chamber temperature goes beyond normal limits and
the flameout occurs. Ir is possible that both compressor stall
and combustion faults combine to cause the rrouble. Only
cure found so far is that of throtiling back, a distasteful pro-
cedure when as much power as possible is needed ar altitude.

For four years the Minneapolis-Honeywell Regulator Co,
maker of autopilots, has been working on an automatic
approach and landing system. It is known that an auto-
pilot can do a berter job on approach than a human pilor,
and rthe aim is to extend that to landing. Previously in
NANews the “Look No Hands!" riD in which Minneapolis-
Honeywell had installed its automatic approach system was
described. Now it has been applied to the F7r night fighter
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JOHNSON, VOS5, MITCHELL, LEADING CHIEF, TOW AUTOFLIGHT F7F

all-weather version. It is TT's job to try out this baby
under all conditions to see how it will work in Naval
operations. The idea is to relieve the pilot of as many
operations as possible so he can concentrate on his main task.

As head of the multi-engine section LCdr. W. ], Coley
last winter tested a P2v on skis in the below zero cold of the
Paul Bunyan country at the airport of Bemidji, northwest-
ern Minnesora. This is believed to be the heaviest plane ever
operated on skis.

A long-range task now underway by the multi-engine
section takes its planes over a great portion of the north
Atlantic ocean. Flight lines are being flown for a mag-
netometer survey in cooperation with the U. S, Geological
Survey. Flights are made between Bermuda and the follow-
ing points: Argentia, Newfoundland; Halifax, Nova Scoria;
Nantucker, R. 1; Cape May, N. J.; Norfolk, Va; Jackson-
ville, Fla: Nassau. Bahamas; San Juan, Puerto Rico.

Principle of the magnetometer is similar to the magnetic
detectors used in spotring submerged submarines. In this
case, however, it is used to measure earth’s magnetic field.

225 NATCNAV'Y

HERE 15 NEW, UNUSUAL SHOT OF F2H-2 BANSHEE OF TACTICAL TEST
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B. R. CRANNIS, AN, GETS BIG KICK OUT OF CARING FOR HIS BANSHEE

One Pilot In One Cockpit Requires
A Good All-In-One Computer Kneepad

ITTING on @ hill in back of Tactical Test is a small build-

ing surmounted with typical radar antennas.

“"Red Hill” is the place where the newest hghters are
put through their paces to see what they can do in high
alritude interceprions. How high, we can't say. but the
Navy is right proud of what it has accomplished along
this line. It’s one thing ro get a plane so high, but anather
to make it act like a fighter up there.

Almost every day LCdr. John Hutto has his "CIC" gang
up on Red Hill giving TT's test pilots the right directions
to find somebody else in the region of the black dayrime
sky. This landbased CIC has a most natural radio call—
Red Hill! Keeping the boys on their roes is R. C. Beliz,
AEC, who is also supervising the job of building up and
improving this newest acquisition of Tack Test.

His crew consists of G. H. Hampron, AT3, C. R. Albert-
son, AT3, J. D. Liverman, ALl and [. §. Kolb, AT3.

From this ground control setup will come the knowledge
of just how high shipboard CIC's will be able ro direct
their fighters and what speeds and whar maneuverability
they will be capable of.

Chief Engineer of Tactical Test is T. W. Davidson. Prob-
lems presented to him are many and varied. One of his per
projects at present concerns a method of helping jet pilots
help themselves in knowing just how they stand at any given
time.

SHEPARD, FALLIS, BABICK, MORROW & PICKRELL TEST ELECTRONICS

=
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LT, EVANS CHECKS OXYGEN SUPPLY WITH NOYES, AD3, BEFORE FLIGHT

Like the passage of time when having a quick drink or two
before going home, minutes in jer aircraft can rise up
hard and slap the unwary jet pilot down. He must ask him-
self, "How far can 1 go?” "How long can [ stay in the air?”
"How fast can | go?” "How long will it take me to get
there?”

In the December 1949 issue of Naval Aviation News there
appeared a story on several “compurers” developed by
squadrons vX-3, VF-51 and BuAer. Now, having talked it
over with Tack Test it develops that they weren't compurers
at all butr tabulators. The difference, it seems, lies in the fact
that a tabulator has precomputed information written on it
and the proper serting of the face of the tabulator reveals
the desired information, already worked out,

A computer, on the other hand, is a mathematical device.
In making them for use in aircraft they usually assume a
circular slide rule form.

D»\\'lnan‘ AFTER much brain cudgeling and hashing it
over with members of fleer squadrons, came up with a
computer which can do everything but use the relief tube.
His reason for seeking a computer over a tabulator is that
the latcer sometimes presents a false picrure. Ir doesn't allow
for wind or extra fuel, for example.

Computers have been developed for the Fur-2 and cthe
F2H-1 and 2. Davidson has traveled widely to operating
squadrons where he explained the intricacies of this time
saver and instructed in its use. Fleet squadrons now have
them and are using them.

This computer is called REST (Range, Endurance, Speed
and Time). Once a level Aight calibrated airspeed is de-
termined it gives ready reference in one setting on range,
endurance, rime, fuel and true airspeed corrected for com-
pressibility. It works for any amount fuel aboard by mulri-
plying miles per pound of fuel by pounds remaining and
comes up with the answers. It is based on optimum per-
formance as discovered by Tack Test. It takes into consid-
eration wind corrections either from predicted winds or
from information by passing check points.

The REST computer is a three disc circular slide rule.
The top disc has several windows, each for a different alti-
tude, in which calibrated airspeed values appear for the
pressure altitude celected. Speeds which appear cover the
range from maximum range to maximum speed points. The
log scale on the top disc represents pounds of fuel. On the
middle disc the log scale represents miles.

By taking the speed line on the top disc aligned with the
log scale, miles per pound is indicated on the log scale of
the middle disc. Further examination reveals speed scales

Restricted




Restricted

for same altirudes scribed on the outer portion of the bottom
disc. An extension of the speed lines to the bortom disc
points to the minutes per pound of fuel.

Orcher alignments reveal true airspeed and air nautical
miles.

There are computers for both single engine and twin en-
gine operation in the F2H.

Only incidentally LCdr. John Hill, VF section head, has
worked up a sideline in finding a suitable substitute for the
old Mark IIT plotcing boards which fitted under the instru-
ment panels

Jer pilors have to do all their navigating and cruise control
on a knee pad. That means that what was described above
and the EoB or equivalent navigating plotter and computer
must be condensed into knee pad size, almost like trying
to fit a size 4B shoe on 2 woman who has need of size
8 broguns.

The problem is almost licked. Already one company has
submirred an idea they dreamed up. The Sight Light Corp.
of Deep River, Conn., has one which might fill the bill.
Indirect red lights illuminare it and many layers fold in
and out. It's pretty complete but can’t compete with a
woman's pocketbook. Although there is a tendency to turn
up the nose at such gadgets they still are necessary. One item
submitted was a pencil which illuminated the area around
the lead with red light. But sometimes you can't think of
everything, they forgot to illuminate the eraser end of the
thing roo.

NYWAY, WHAT is needed is a complerely satisfactory

kneeboard and accessories which will work at night. All
the duries of the pilor, engineer, copilor and navigator of
the multiengined plane have been compressed into one
person in one seat, and, well, he isn't Superman. His tasks
have to be streamlined and the people in Tact Test are
the ones to do the job.

One important phase of. TT's work is evaluation of the
all-wearher flight capabilities of aircraft. Head of this sec-
tion is LCdr. Jack Boyum. Most all-weather flight tests are
made on aircraft destined for night fighter roles, alchough
some are day fighter versions.

All the component parts of instrument flight are tried out
in any particular aircrafr to find just how suitable it is for
the task. If instruments are found wanting they are modi-
fied to fit the need.

Instrument lighting in its fine points is studied. First of
all the flight surgeons recommended some years ago all
indirect red lighring, then the Aircrafc Instrumenc Labora-
tory developed the idea and now in the finished planes TT
finds only minor faults in arrangements.

| SRR |
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LTJG. HARDIN, CANFIELD, LCDR. HILL, LCDR. HALLEY DISCUSS KNEE PAD
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HExe IS VIEW OF THE TACTICAL TEST AREA AT NAS, PATUXENT RIVER

Some work is being done on applying omnirange, ILS
and GCA to carrier approaches. "Look No Hands!™ comes
into the picture also in that it has a sensing unit for angle
of attack racher than atticude in respect to the horizon, thus
controlling approach speed in closer limits.

Here is one typical report on an aircraft lown by Tactical
Test. The plane was flown as a normal fighter and in an over-
load condition. Here are some comments:

Plane was not steady enough to be good gun platform;
found maximum altitude at which 2G turn can be made;
checked TAS and actual fuel How: can't see backward from
cockpit because couldn’t turn around with buffet helmet on;
checked characteristics for night carrier landings; checked
oxygen :lssr:mhly, hose prevents full turning of head; cabin
pressurization; visibility in flight through rain was possible
through side only; stick forces—pilor farigues in short time;
trim speeds; aileron trim—too easy for instrument fHight
combar speeds; freezing of controls at high altirudes; derer-
mined compressibility correction in airspeed.

Currently undergoing scrutiny at TT are the F2H-2 Mc-
Donnell Banshee, the roF-2 and 3 Grumman Panther, the
TO-1 Lockheed better known as the Air Force F-80, the FiD
Douglas Skyknight, the p2v-2 and 4 Lockheed Neptune and
several others.

Other projects being pushed by Tactical Test are to see
what pilots can do in high speed attacks and to see what are
the racrical visibility limits of exhaust flames ar night

Tactical Test welcomes inquiries and suggestions from
fleer commands and squadrons.

P2V ON SKI5S WAS OPERATED AT BEMIDJI, MINNESOTA, LAST WINTER
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Standpipe Trouble

Sometimes it takes an accident to
bring to light the fact that a pilot has
been flying a plane for some time with
a misunderstanding of how the fuel
system works.

In this case the pilot was a Reserve
aviator transitioning from F6F to FG-1D
type aircraft. He had completed a writ-
ten examination on the FG-1D aircraft
in which he had given the correct an-
swers in regard to the fuel system. Nev-
ertheless near the end of the transition
syllabus in the F-1D, he flew the air-
craft with the selector valve on MAIN
unril all the gasoline above the 50 gal-
lon standpipe level was exhausted. At
this time he was making an approach
to a landing at NAS NEW ORLEANS.
He had wheels and flaps down and was
abour 100 feer above the surface of
Lake Pontchartrain when the engine
cur out.

The pilot states that he pulled up
his wheels, extended full flaps shifted
the gas selector from MAIN to RE-
SERVE and turned on the primer. Then
in a moment of confusion, he shifted
back to MAIN shortly before hitting
the water. He was picked up by the
station crash boat about six minutes
after the ditching and suffered no in-
juries.

The Corsair was salvaged and exam-
ined. The gas selector valve was found
on MAIN and approximately 50 gal-
lons of gas was available had the selec-
tor been placed on RESERVE, Further
questioning of the pilot by an Informal
Aviator's Disposition Board revealed
that he had always flown the ¥G-1D with
the selector on MAIN and thar he was
not familiar with the fuel system and
other information available in the
FG-1b pilot’s handbook. He also had
ignored the check-off list which plainly
states that landings and take-offs will
be made with the gas selector on RE-
SERVE.

% Grampaw Pettibone says:
‘@ Just about everyone else has

raised cain with this pilot and he’s current-
ly spending a year on probation—so I'd
like to direct my remarks to the training
officers. When pilots are flying at rela-
tively infrequent intervals, it's a pretty
good idea to operate on the basis that
someone may not have gotten the word or
got it but didn’t retain the needed infor-
mation, Even elementary facts concerning
the fuel system should be reviewed during
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briefings. You may be boring 95% of
your audience, but if you correct a mis-
conception on the part of just one pilot
you may save an expensive airplane.

To bring the record up to date, I should
mention that F4U-FG Service Change
Number 366 issued on 10 April 1950
and effective 1 May 1950 eliminates this
standpipe from the Corsair fuel system.
This change is to be completed not later
than the next 120-hour check on the air-
planes and those in storage will be modi-
fied prior to issue to the service.

Dear Grampaw Pettibone:

After a discussion concerning fuel
requirements on a VFR flight plan and
consulting ACL's, the question still re-
mains unanswered. “How much fuel
reserve is required on a VER flight >

I say it is a pilot's responsibility to
determine that he has sufficient fuel to
reach his destination and effect a safe

landing.

s ?;‘M\\\ Slow down a minute, bub Your

answer cuts the safety margin right down
to zero. Would you say that a pilot had
carried out his responsibility if he com-
pleted a three hour cross country flight,
made a safe landing, and taxied up to the
chocks just in time to hear his engine
konk-out for want of fuel?

A lot of pilots have done this or come
mighty close to it, and 1 know that it
makes for good conversation around the
bar, but let's take a look at the other side
of the picture. Every month we have two
or three fellows who figure their gasoline
supply so closely that they DON'T arrive
at the other end of the line. Almost in-
variably the accident is charged to—"Pilot
Error, Negligence, and Poor Judgment.”

Even on a day when the weather is
CAVU all the way, it is wise to allow your-
self an extra thirty or forty minutes of
flight time when figuring range. You may
hit unpredicted head winds, or you may
happen to get a plane that burns a lot

I, ————, 1SN

Grampaw Pettibone says:

Restricted

more gas than the handbook indicates.
You may get into the landing circle at
your destination only to find that your
wheel's won't come down. If this happens
you'll need a little time to ty various
emergency methods of lowering them.

You won't find a hard and fast rule in
ACL’s or Flight Safety Bulletins which tells
vou just how much fuel reserve you should
have for a VFR flight. The reason for
this is simple. One rule just won't fit all
conditions and all types of planes. Some
jet, for example, burn about half of their
total fuel supply in an hour of low level
flight even with economical power settings.
To require a one hour safety margin for
these types would seriously restrict their
usefulness,

Helicopters don’t burn up their fuel sup-
ply nearly so rapidly and have the advan-
tage of being able to land safely on almost
any flat space, so they don't require an
hour's safety margin over land. So far I
don’t believe that we've had a single heli-
copter accident caused by running out
of gas.

On cross country flights, particularly
over unfamiliar terrain, good judgment
demands that you maintain a greater fuel
reserve than would be necessary for a flight
where you are constantly in sight of your
home field. ACL 43-49 specifies that ferry
flights shall be planned to arrive at des-
tination with one hour’s fuel reserve when-
ever practicable.

Circumstances may make it expedient for
you to shade this rule on other types of
VER flights, but if you do, you'd better
be darn sure that you can justify your
decision in the event of an accident. Ex-
cuses such as “I thought I had enough,”
or “I had to go around a thunderstorm’
or “My radio compass went out” won't
keep you from being charged with negli-
gence if you run out of gas,

Props Reversed in the Air

In case any pilots are curious as to
the effects of reversing propellor pitch
while in the air, the following account
of such an occurrence should discour-
age experimentation:

The p2v-4 was making a second GCA
approach on the longest runway at
NAS QUoNSET POINT with a ceiling of
100 feet and visibility 3gths of a mile.
The plane was given a late wave-off on
this approach due to being above the
glide path as it came over the end of
the runway.

The co-pilot who was riding in the
left seat had been instructed by the
pilot who was making the GCA ap-
proaches from the ocher side to take
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over and land if they were contact at
100 feet or better. The plane broke
through the overcast ar an altitude of
75-100 feet slighdy past the end of
the runway. Speed was approximately
120 knots.

The co-pilot called our, "I've got
it,” to indicate that he could see the
runway and throttled back for a land-
ing, The pilot looked out acr rhis time
and saw thar the plane was going to
touch down well into the second half of
the runway. He therefore decided to
pull the reverse pitch levers rearward
to position them for immediate use after
landing. (Note: A solenoid lock is sup-
posed to prevent rearward motion of
the reversing throttles unless the weight
of the airplane has compressed the main
landing gear_struts.)

However, at this moment the pro-
pellors went inte flac pirch, noesing the
plane down abruptly from an alritude
of abour 20-25 feet. The co-pilot pulled
back on the yoke, bur was unable to
level the plane. The P2V-4 hit about
midway down the runway in a 10
degree nose down attitude. The nose
wheel carried away on the initial im-
pacr and both main tires were blown
as the plane was braked to a stop 700
feer from the end of the runway. The
pilot was unable to use reverse pitch
during this 2000 foor slide as the props
were hitting the runway. Pieces of the
propellor blades cur through the fuse-
lage and the initial impact buckled por-
tions of the fuselage and wrinkled the
center sections of both wings.

As a resulr this P2v-4 is a probable
strike. (Cost $1,090,246 less the salvage
value of undamaged parts.)

@; Grampaw Pettibone says:
Looks like a little money could

have been saved here by taking that wave-
off.

They set this plane up on jacks and
conducted nearly 100 tests of the reverse
pitch operation. It functioned normally
in all configurations—gear down, siniu-
lated airborne, simulated on the deck,
solenoid lock tripped and untripped. No
failure of material could be discovered
in these ground tests.

I think the commanding officer’s state-
ment in regard to this accident is worth
quoting:

“TIt is difficult to reconcile the perfect
performance check of the solenoid after-
wards with its apparent failure in the air.
It is possible that the solenoid latch was
manually tripped in spite of the evidence
available. Regardless of how the propellors
got into reverse pitch a most expensive
aircraft suffered severe damage. Fortunate-
Iy no one was injured. It is therefore urged
that this accident be given the widest pub-
licity to forestall any possible curiosity on
the part of any pilot as to the effects of
using reverse pitch in the air.”
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Dear Grampaw Pettibone:

I thought you might be interested in
the enclosed picture of a Corsair with

a badly chewed tail. The pilot taxiing
directly behind this plane was occu-

pied with retracting flaps, opening
coolers and adjusting his radio volume,
He failed to notice thar the plane ahead
had stopped to avoid crossing the dury
runway where a plane was just taking
off.

The impact caused strike damage to
the plane in the picture and D damage

to the other aircrafe.
Grampaw Pettibone says:

That's a downright sad looking
fighter plance. If that Corsair could talk,
I’ll bet it would say something like this:

Oh, once I was happy,
Now look at my rear.

A fine way to end

A Corsair’s career!

The Pilots I always
Endeavored to please;

Now look how my poor tail
Waves in the breeze.

They should get the pilot
Wheo chewed my behind

A seeing eye dog, cause

I'm quite sure he’s blind
Oh, my flight days are over
I'm done for they say

FOR MY TAIL HAS BEEN NIB-

BLED AWAY!

P. §. The same type of accident happens
on carriers too. The plane in the picture
below isn't landing, as you might think,
from its altitude. It has been taxied out of
the gear and right into the plane zhead.

One Jerk Too Many

After a flight of about 60 minutes the
pilot of an Ap-1 discovered dark brown
smoke coming from the rear of his
plane. The smoke had an acrid odor
and began to fill the cockpit. The pilot
cut all electric switches including bat-
tery and radio, but the smoke increased
in intensity. He then throttled back
and put the Ap-1 in a glide at about 120
knots. Smoke filled the cockpit, making
it difficult for the pilot to see. He
headed for a straight, level, stretch of
beach for an emergency landing, but as
he got down low he saw a number of
people in this areca. With his shoulder
straps tight, scat lowered, flaps down,
he ditched the plane parallel to the
beach.

Investigation of the salvaged plane
by O&R engineers showed that the fire
had started at the external power re-
ceptacle and was caused by a shorting
of the terminals when the insulating
block broke apart.

As a result of this accident, Com-
mander Fleet Air Quonset Point issued
a safety bulletin, a portion of which is
quoted below:

"Observation  of
that after an engine has been started with
the assistance of an auxiliary power unit,
the APU power plug is usually disconnected
from the aircraft by standing clear of the
prop wash and tugging on the cable. This
tugging causes cracking of the external power
receptacle insulating block at the mounting
SCrEWs.

line operations reveals

“Vibration during flight extends the cracks
until a rupture occurs and permits the ter-
minals to short together. Since the terminals
of the receptacle are connected directly to
the battery in most aircraft, they are always
‘hot" and there 15 no way in which the
pilot can remove power from the circuit
when a short occurs. RESULT—An elec-
trical fire, and in one case, the ditching of
an aircraft in salt water,

“It is necessary that APU’'s be discon-
nected by applying an even pull on the plug
in a straight line out from the receptacle;
and in the interest of conservation of air-
craft and pilots, it is recommended that ex-
ternal power receptacles of all aircraft be
pc[imlically Il‘lsp\.'i'li_'d for Cl"'li'ks and re-
placed if necessary. It is further recom-
mended that this bulletin be brought to the
attention of all line-crewmen, and that all
personnel using APU's be thoroughly in-
doctrinated in the proper removal of the
power plug from the aircraft.”

=

"Oh, once he was happy, but now

he's forlorn.

Looks mighty sad since those gold

wings were shorn,

He valued the orders, which once

read "DUFLY"

But one day forgot — his FUEL

SUPPLY !
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LT. TATE GAZES FONDLY ON THE EJECTION SEAT WHICH SVED HIS LIFE S BJ\NSII'IIEE FAILED

TATE 2ND PILOT TO 'EJECT

NAS JACKSONVILLE—Se¢cond Navy
pilot to use his emergency ejection
seat to bail our of a stricken plane was
Le. Hugh ]. Tare of vF-171, the same
squadron which claims the 1 man to
make such @ bailout, Lt. J. L. (Pappy)
Fruin.

Tate was forced to use his ejection
seat from his F2H on a ferrying mission
and was within radio range of Jackson-
ville when his plane developed trouble.
Listed as structural failure, it looked like
to onlookers on the ground tremendous
explosions as the Banshee tore itself
apart after starting to do snap rolls,

Tate reached up with one hand to
pull the curtain over his face to fire the
seat. Nothing happened, so he used
both hands, and this time the seat went
out of the plane. He fell from 2,000 to
5,000 feer before he kicked free from
his seat and pulled his chute ripcord.
His plane fell on the beach highway,
blasting a hole 20" square and a foot
deep in the road. He received only a
bruise under his right eye when he tore
his oxygen mask from his face some-
time during the trip down,

Fruin, Tate’s squadron mare, made
his ejection at a speed better than 600
mph on August 9, 1949, over North
Carolina. Nearly a year later he is still
taking treatments at the naval hospital
bur is expected to start flying again
shortly. He suffered a broken leg and
other injuries.

Tate broke into the news lasr summer
when he flew a Banshee over Washing-
ton, D. C, and took photographs from

48,000 of the capital city. One of che
pictures appeared in enlarged form on
a downrown cafe wall last fall and
created quite a furor during the B-3
Ill\'ﬁ'sflgiltloll.

Tare said definitely that he would have
lost his life if it had not been for his
ejection seat. With his plane deing snap
rolls, centrifugal force pinned him
against his seat so hard, he was able at
first to raise only one hand to grasp the
face currain handles. He suggested that
BUAER might study an alternate mechod
of firing a seat our of the plane where
the release would be somewhere around
the knees.

The third Navy pilot to bail out of
a crippled jet plane came five days after
Tate's escape on May 24. He was Lt
Alden M. Pierpoint of v¥-71. On an in-
strument flight from Quonset to Jackson-
ville in his FoF-2, he suffered an engine
flameouc at 37,000 feet over the Atlantic
ocean when he made a sudden increase
in power. He tried to restart at 16,000
and 12,000 without success. Finally,
breaking out of the overcast at 8,000
feer, he used his ejection seat.

A sidelight of the search for Pier-
point comes from MCAS CHERRY
PoinT. Lt. L. E. Lovert of VMF-223 went
out to look for the missing pilot. While
searching he found an old FaU wreck
which never had been found, near Sandy
Hook, N. C. Later on he found Pier-
point 30 miles away. A Coast Guard
helicoprer picked him up and took him
to Elizabeth City, N. C. His F9F was

not found by the searching planes.
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Capt. Graybiel Honored
1950 Lister Award Given Medical Man

The Theodore C. Lister Award for
1950 was presented to Capt Ashron
Graybiel, Medical Corps, USN, Direc-
tor of Research, Naval School of Avia-
rion Medicine, NAS PENSACOLA, by the
Aero Medical Association at its annual
meerting recently for Dr. Graybiel's out-
standing scientific contributions to avia-
tion medicine.

Capr. Graybiel, one of the world's
leading heart specialists, received the
award for his studies in disorientation
of pilots and illusions induced by an-
gular acceleration effects; for co-author-
ship of the book, “Electrocardiography
in Practice;” for his achievements as
director of the naval school, and for
his studies in aviation medicine,

The award commemorates the

achievements of Gen. Lister, first sur-
geon of the aviation section, Signal
Corps, U. S
War L

Army, during World

RUNWAY SERVES AS FIG CORRAL AT WHITING

Roundup Time In Florida
Hams-On-Hoof Give Sailors Chase

The day was still and sultry, and the
dust raised by churning men and animals
hung low over the barren plain.

It mingled with the perspiration and
clung to the bodies of the swearing,
sweating, lariat swinging punchers.

What is Texas? Was it Arizona?

Guess again.

Scene was the sailor-on-dry-land
NAAS WhHimiNng Fierp, Pensacola,
Florida. In need of rounding up were
two brood sows and 12-50 lb. shoats
who were wandering over the duty
runway.

After a merry hour-long chase, the
score was nine captives and five over the
hill and far away.

All nine prisoners were turned over
to the Master-at-Arms who banished
them from the station as unauthorized.
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Close Air Support With

NAT]W in central Bougainville
cornered a group of Japs in a
cluster of pill boxes and houses in a
clearing. Unable to rout them out, they
asked a Corsair squadron based on near-
by Piva airstrip to help

So the pilots could tell where the
Japs were, the natives marked the area
with red cloth and smoke. The 10
fighter bombers dropped 18 bombs on
the strong point, erasing all but one of
the 11 huts.

That s how close air support works.
Another version took place in the air
over shell-torn Iwo Jima and Okinawa.
Marines and Army troops were having
tough going against the Japs hidden in
caves. By means of ground communi-
cations centers, messages asking for
aerial help were broadcast to Navy
carrier planes orbiting overhead. Toald
just where on a grid map to drop their
bombs, rockets or napalm, the fighters
would dive on the targets below and
plaster them.

The Navy kept more than 2,000 car-
rier-based aircraft a few miles off Oki
nawa during the entire three-month
campaign, to protect the ground fight-
ers. It paid for the privilege by tak-
ing hits on eight Esscex-class carriers and
one Independence-class carrier. The Japs
sent hordes of Kamikazes against the
floating airfields, home of close air sup-
port pl:mcs. The ’]ups lost 7.830 pl;lncs
in that campaign.

Using Hellcats and Corsairs, the Navy
and Marines de\ciopcd close air support
and put it to increasing use in the Caro-
lines, Philippines, Iwo and Okinawa,
Close air support remains a potent mili-
tary weapon today and is a primary
mission of Marine Corps aviation, but
the tools to do it with have changed.

Fighters of a future war, unless it is
fought in the next few years, will all be
jets. How are these sleek, lightning-
fast jets going to work out on a job
where pinpoint rocket, bomb and gun-
nery work is required ?

Only recently have rockets and bombs
been hung under the wings of jets.
Since the war the main effort has been
to lick the bugs in the jet planes them-
selves. The Air Force, the Navy and
the Marines have not had much experi-
ence with anything more than cannon
in their jets. The Air Force has hung
32 5” HVAR rockets under the wings
of a single F-g4 jet fighter (see photo,
pg. 11). Experience with jets in Korea
was not good; pilots who flew them
said they were too fast and too short-
ranged for thar job.

The British have had some experience
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JETS A‘( PROVE A POTNT CLOSE AIR SUPPORT WEAPON IN ANY FUTURE WAR WITH THEIR SPEED

using their jet Vampires for close sup-
port of ground troops during exercises.
But the doctrines and techniques which
will be used in the event of another
war are still being argued and tried
out by military men on both sides of
the Atlantic.

T Was one thing to send a 200-mph

Hellcat screaming down on a Jap
cave to shoot rockets into its mouth;
it is another thing to give a 500-mph
jet whistling down to try to do the
same job. Being so fast that radar has
difficulty tracking them, jets will be
mighty hard targets for ground antiair-
craft to hit. They present smaller tar-
gets, going past machine gun AA em-
placements at such terrific speeds that
they are gone before the gunner can
swivel his gun around.

But, by going so fast, doesn't the
jet make it pretty tough on its pilot to
locate and aim his plane at a ground
target in the few seconds he has it in
view? That is the price that will have
to be paid. However, jets can be
slowed down to a few miles above their
105-mph  stalling speed, if necessary,
by use of speed brakes. The propellered
fighters of World War II do not have
such brakes.

Being slick and slim, jets accelerate
at terrific rates in dives unless brakes
are used. But test pilots have found out
they can dive straight down in a jet,

pop the brakes, and start their pullout
at 10,000 feet and still hit their targets.
The steeper the dive angle, usually,
the more accurate the dive-bombing.
Corsairs and Hellcats could not decel-
erate their dives on the way down as a
jet can with its brakes,

So, we may see the jet fighter of
World War III doubling for the old
spzc and the Fau together and doing
some prt‘tly accurate L'll'.')."‘(_' ilif support
work. The British reported that ac-
curacy of rocket fire since 1945 had in-
creased tenfold, thanks to better rocket
sights, better firing platforms in the jet
plane and to other factors.

Probably the first objection raised
against the possibility of using jets
for helping ground troops smash enemy
pillboxes or strong points is that thr:y
are short-ranged compared to propel-
lered fighters. They cannot orbit over
a battlefield for hours, waiting for a
radio call to come downstairs and sock
the enemy. They burn up three times
as much fuel at low altitudes as a con-
ventional fighter.

There are two answers to that one,
from jet advocates, You can put tip
tanks on jets, like the F2H-2, and add
several hundred gallons of gasoline to
the supply. This will give them longer
endurance. Many jets, like the F2H,
F3b and F7u, have two engines. They
can cruise comfortably on one engine,
shutting off the other to save gasoline.
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NAVY HAS A POTENT CLOSE SUPPORT WEAPON IN HEAVILY ARMED AD'S

Pilots like the idea, too, of being able
to get back to their carrier on one engine
should the other be hit by enemy fire
or suffer mechanical failure. Hellcats,
Wildcats and Corsairs had only one.

The second answer to the short-range-
of-jets argument is that maybe the
plane won't have to orbit over a battle-
field. Here is why: A pmpellcred air-
plane has to warm up its recipro-
cating engine about five minutes on
a warm day before it can take off.
There is a lot of talk about Arctic op-
erations—it would have to be warmed
up 15 minutes or more in frigid zones
before it would be ready. The jet re-
quires no warm up at all. The pilot
scrambles to the cockpit, starts the
engine and taxies right out to the
take-off spot. He doesn’t need as much
gas if he stays on the carrier or ground
till ordered to action.

CLUH_{ AIR support, then, might be
operated right from the deck of a
carrier offshore. It could be quite a
ways offshore, too, because the jet could
get to the battleficld mighty fast. Hav-
ing the carrier far offshore would make
it less vulnerable to enemy retaliation
attacks. Or close air support may be
operated from a rear area airfield, in-
stead of by having planes orbiting over-
head, for the same reason.

The kingpin of the aerial show, the
Commander Air Support, Control Unit,
could be on the carrier or at the airfield.
Only one plane might be orbiting over
the battlefeld to receive the calls for
aid from troops below. This air co-
ordinator could radio back to base for
half a dozen jets to plaster a strong
point. Pilots sitting in the ready planes
would immediately start their plane
engines and zip off at 500 knots, de-
liver the rockets where they were needed
and zip home to await more requests.

10

[t probably won't be quite as homey
as VMF-114 Marines on Peleliu during
the past war. Theit airstrip was so
close to the holed-up Japs in caves that
the Corsairs did not even bother to re-
tract their landing gear, Those "short-
est raids on record’ covered 1100 yards,
the planes dropping their bombs or
napalm and then turning around and
landing, all with wheels still down.
(See photo, pg. L1).

Chance of interception by enemy jet
fighters would be small against such a
surprise attack. The jets would be in and
out before the ground AA or protective
fighters knew they were around. It
might be necessary to keep a combat
air patrol aloft to protect a rear air-
field, used for CAS, just as they did our
carriers during the war, if jets operated
from the land bases.

There are other arguments which
favor jets as close air support weapons,
besides their speed. Whereas engine
changes were needed every 100 hours
in carlier days of the jet plane, sci-
entific progress has boosted this to
double that endurance and better. The
engines are complex but not so much
so as a high-powered reciprocating
engine like the Wasp Major. Advanced
base maintenance or overhaul should
be easier, The British found that dust,
dirt and sand at their African desert
ficlds did little damage when sucked
into a jet intake outside of scouring the
impeller blades slightly.

Since he is sitting in front of his
engines instead of behind a big fan,
the pilot has far greater visibility. He
can see targets; he can see to take-off
and land better. He can attack targets
closer to friendly lines because this
better visibility makes it easier to sec
terrain below or ahead. Plenty of our
troops were killed in all theaters of the
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F9F'S SPEED BRAKES ARE PERFORATED AREA ON BELLY AHEAD CF WING

last war by bombers or fighters who
undershot their targets or approached
parallel to the lines.

Sitting right in the nose of his plane,
he can get more hits on the target. Gun-
nery competitions with jets in recent
months have borne out the contention
that jet pilots are hotshots at gunnery.
Praise of the jet is high as a stable
gun platform because of its smooth
flight, positive and responsive controls
with light stick forces required to
maneuver, It is easy to keep "on tar-
get."’

Conventional fighter pilots who fly
in jets for the first time are struck by
the utter absence of engine noise. Used
to the terrific roar of the propeller and
engine, they find the jet cockpit cerily
quiet. This lack, however, helps combat
pilot fatigue on long hops and im-
proves his ability to hear radio messages

both important factors in close air
support operations.

Because of their ability to reach a
target at extreme speed, jets may make
it possible for battle commanders to do
the support job with fewer planes as-
signed to CAS. Pilots will get less tired
and can fly more missions a day, with-
out having the tedious boredom of sit-
ting upstairs long hours on station. A
few jets may be able to cover larger
areas, releasing other fighters for attacks
on enemy bases.

Ew.eawnmu is not all sweetness and
light when it comes to supplanting
propellered fighters with jets for close
air support. The change will bring with
it plenty of problems. Jets take longer
runways because they don't get off the
ground in 100 feet, like an FgF. There
may not be room on small islands or in
hilly terrain like the Americans found
in North Africa. Fields may have to
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be far from battle areas. Planes might
use JATO for takeoffs but it is heavy
and costly and imposes a supply prob-
lem at advanced bases.

They have smaller high-pressure tires
which can nest in the jet's thin wings.
This puts more concentrated weight on
the landing surface and requires smooth-
er fields. Landing at speeds of 100
mph or more, a jet would run into difh-
culty more readily on a bomb-pocked air-
strip. It might not be able to accelerate
and clear trees at the end of a runway
if it had to take a waveoff at the last
minute, because of a jet engine’s slow-
ness to accelerate. Jet exhaust blasts
are hot; they may burn the asphalt right
off an advanced base runways at the
takeoff spot.

CRI'I'I(LJ\Z of the jet point out it will
not be possible to have several
dozen planes orbiting over a carrier
deck, waiting their turn to enter the
landing pattern. Their fuel would run
out too fast. This problem might be
solved by sending out smaller numbers
of jets at one launch, but making more
launches at separated intervals. This
would call for a constant stream of

planes to come back to refuel in small-
er numbers, Gone, apparently, are the
days when the whole air group ren-
dezvoused over the carrier waiting for
the last man off so they could head for
the target,

MARINE F4U, WHEELS STILL DOWN, DROPS NAPALM ON
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VEGAS GUNMNERY MEET

LOW FLYING F-B0 JET PEFPERS TARGET AT LAS

On land, the problem of supply is
definitely a real one for jet operations.
Because they burn so much gasoline,
jets will require far more tank farms
and refueling trucks. They are slower
to refuel, too, than propellered fighters,
because of their added tankage space.
The Navy is working on faster refueling
systems for jets. More-numerous engine
changes will require greater stockpiles
of spares in rear areas and a faster
supply chain to the front,

Experience is short as yet on bomb
and rocket loads jets will carry, despite
the early experiment of putting HVAR's
on an F-g4. Heavy loads will complicate
their already-long takeoff runs and re-
quire still longer runways. For close
air support missions at battle areas not
too distant from a carrier or field it
might be possible to leave off the wing-
tip tanks on such planes as the FaH-2
and stick on a couple of 11.75” Tiny
Tim rockets instead. Gas requirements
will be less on short hops so a full gas
load would not have to be taken aboard.

There is little data, also, on what
will happen to a jet when hit by shell-
fire. Some hold it will disintegrate at
high speeds, pointing to the time an
F2H hit a buzzard at Patuxent River,
tore its whole vertical stabilizer off, and
wrecked the plane. Although not par-
ticularly applicable to close air sup-
port, which is low altitude stuff, jets at
high altitude will run into lots of

PELELIU . JAPS

32 FIVE-INCH ROCKETS ON AN F-84 SHOW JETS CAN SUPPORT TROOPS

trouble with their VHF. Radio at
heights catches a lot of talk from ex-
treme distances. And jets work best
high up. Communications in CAS work
are vital and leave little room for any
added impediment.

As a last final thought, ground troop
commanders reported that the morale
of their men was boosted hundredfold
by the sight of friendly planes buzzing
around in circles overhead and diving
on Jap targets. If jets fly off distant
carriers on 2 minute's call or from far-
off landing fields, without any orbiting,
that element of cheer to the infantry
will be lacking.

RIE(Z(J{.'NITI(JN will have to be swift
and accurate on the part of friend-
ly ground forces so they will not open
fire on friendly jets zipping past on a
mission near the front lines. There will
be no time to look up a silhouette in
a recognition handbook.

The use of jet aircraft for close air
support is still pretty much unexplored
ground. The Navy and Marines haven't
had their jets long enough to have
worked out battle tactics to any high
degree as yet. But pilots who have flown
them both believe they will be superior
to propellered planes for the job. Ways
are being found to overcome their
weak points. Their speed and shooting
accuracy put them way out in front of
competition at this stage of the game.

BROADSIDE OF ROCKETS FROM CLOSE SUPPORT F4U HIT OKINAWA JAPS
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SEINEREEREFS S HER

N ITS continuing experimentation to

add firepower to its attack planes, the
Navy during the war mounted 75 mm.
cannon in the nose of PBJ] Mitchell
bombers,

When the AD Skyraider attack plane
came on the scene, the Navy tried out
a new idea on it—spin-stabilized 5"
aircrafe rockets fired machine-gun fash-
ion through a launcher in the plane's
wing, Although the Navy is not today
using this weapon, details of the experi-
ment make interesting reading.

This largest and most powerful gun
ever fired from aircraft was called the
Aero X10A. Under design and develop-
ment at Douglas Aircrafc Company's El
Segundo plant for the Skyraider, the
rapid-firing cannon was tried out at
NOTS INYOKERN.

Two experimental rocket guns, each
firing 19 five-inch spin-stabilized rockets
were completely housed within the out-
board panels of the plane wing Ex-
haust from the rockers was directed
downward below the wing by canted
escape nozzles. The rocket gun weighed
only 160 pounds each as compared to
1500 pounds for a 105 mm. aircraft
gun installation another service experi-
mented with during hostilities.

The rockers could be fired ar adjusted
rates up to three rounds a second per
gun. The 38 rounds carried in the wings
weighed three quarters of a ron and

#

SKYRAIDER CARRIED 38 ROCKE

12

TS WITHIN WINGS

INYOKERN ROCKET TEST CENTER FIRED SPIN-STABILIZED MISSILES FROM STOVEPIPE LAUNCHER

could be fired in six and a half seconds
if desired.

Unlike the conventional rocket, the
AERO X10A was finless and was stabil-
ized in its trajectory like a gun projectile
by spinning. Canted nozzles at the rear of
each rocket caused it to rotate in flight
as a buller does from rifling in the gun
barrel. More recently, the Navy has de-
veloped small 2.75” rockets with fold-
ing fins, the Mighty Mouse, which can
be fired from “package guns”.

Quick Action Saves Plane
Lightning Sets Fire to VR-6 Transport
Quick action by H. C. Nichols, AD2,
alert mechanic of Transport Squadron
Six, saved a Navy R4D Douglas transport
after it had been struck by lightning.

While the plane was at 9,000 feet
near Lancaster, Pa., enroute to Westover
AFB, Massachusetts, a sudden flash more
vivid than those preceding was noticed.
At the ume the plane was passing
through a thunderhead, one of many
encountered on the flight.

Immediately after the flash the pilor,
LCdr. V. G. Sanborn, noticed a burning
odor. It was traced to the propeller de-
icer pump, located aft of the pilot’s seat.

The pump was turned off and Nichols
took a CO. bottle and stood by until the
motor had cooled.

As he rurned to station himself in
the radioman’s seat, he discovered flames
shooting up through the floorboards un-
der the seat. S

He seized the fire axe, chopped a hole
in the flooring and expended the carbon
dioxide, extinguishing the fire.

Later examination on the ground
showed thar the fire had been caused by
the lightning bolt which struck the fixed
antenna on the belly of the plane.

It melted the lead-in at the insulator,
then jumped to the nearest metal con-
ductor which was the supply line for
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the alcohol de-icer. The force of the
bolt fused the de-icer pump and punched
hales in the supply line, allowing alcohol
to escape and burn. Some hydraulic fluid
which leaked was also ignited.

Nichols" coolheaded action averted a
serious accident, for ceilings in the vi-
cinity were below 500 feet and a safe
immediate landing wasn't possible.

VF-12 Pilot Wins Three ‘E's

Scores in Gunnery, Rocketing, Bombing

Lt. (jg) Sherman E. Brent of VF-12
reached a mark seldom atrained by Navy
pilots when he qualified for his third
Navy "E" at NAS JACKSONVILLE,

The veteran pilot, who within three
months qualified for the Navy "E” in
gunnery, bombing and rocketing, is be-

GREB

THREE 'E' BRENT IN HIS BEARCAT FIGHTER

lieved to have set a record for the Jack-
sonville area and perhaps the entire
east coast in achieving ratings of excel-
lence in three phases of aerial gunnery.

Scoring his exceptionally high per-
centage of hits while flying an FsF-
Bearcat, Brent garnered his first "E” in
February of this year and his bombing
and rocketing "E's” in May.

During his combat flying in the Pa-
cific during World War II, Brent was
artached to vE-3 which listed among
other achievements that of being one of
the first fighter squadrons ro launch at-
tacks on the Japanese homeland.

Grumman Wins Competition
Is Twin-Engined ASW Plane For CVE's

Grumman Aircraft Engineering Cor-
poration has been awarded first place
in a competition sponsored by the Navy
for a carrier-based antisubmarine plane,

Winning design was a 21,000-1b
twin-engined plane powered by R-1820
Wright engines. It is intended for opera-
tions from “Jeep” carriers in all kinds
of weather. It will carry the latest in
ASW equipment.

A contract for two planes is being
negotiated.

Runner-up in the competition was the
Curtiss-Wright Corp. whose design was
also for a twin-engined 21,000-1b plane.
The company will be awarded a contract
for completion of detail engineering.
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Throw Away Those Good Luck Charms
Use The Check-Off List

AVE you ever stopped to think of

the various things an average
person forgets to do in the course of
a few days? One morning he sneezes
on the way to work and finds that he
has forgotten to put a handkerchief in
his pocket. Another day he rakes out a
cigarette and discovers that he left his
lighter ac home. Most of us can re-
member when some member of the
family locked the keys inside the car
and had to take a cab home for a spare.
Annoying as these incidents may be, the
facr remains that such errors simply
don't prove fatal. As long as you keep
two feet on the ground, you can even
forget to put your trousers on. You'll
be embarrassed and you may even get
thrown in the clink if you get on the
bus withour them, bur you won't be
killed.

Perhaps this accounts for the fact
that the average American home doesn't
have a check-off list at the front door.
If your life depended on never forget-

£

THEY SURE FLY BETTER WITH BATTENS DOWN
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ting anything, you'd want such a Hst
and you'd want it to be correct, com-
plete, and up-to-date.

Unfortunately, this is exactly the sit-
uation that exists when you get ready
to take-off in an airplane. Forgetting
just one small item may have a very
disastrous result. Even if you survive
the ensuing crash, you may have con-
siderable difficulty explaining the acei-
dent to an Aviator's Disposition Board.

The cases below are additional re-
minders of what happens when pilots
fail o USE THE CHECK-OFF LIST:
Case F#1

Pilot of a TBM-3E left the parking
area and rtaxied to the rturn-up area
near runway 14 which was in use for
night operations. After a sausfactory
mag check, he requested clearance for
take-off. Take-off was accomplished in
a normal manner, and since the pilot
intended to practice night touch and
go landings he requested permission to
remain in the traffic circle.

Upon clearance from the tower, he
lowered his landing gear on the down-
wind lag and his flaps on the base leg
at a speed of 120 knots. As he ap-
proached the runway in use, the con-
trol tower operator turned the lights off
on runway 14 and turned them on for
runway 17. At this momenrt the pilor
discovered that he could not move the
stick sufficiently to lift the nose of his
plane. Unable to take a wave off, he
grabbed his mike and requested that
the lights be turned on again on run-

way 14. The tower complied with this
request and the pilot continued in a
nose low approach with reduced power
after an unsuccessful artempr to raise
the nose by adding throttle and moving
the tab. The landing gear and pro-
pellor of the TBM hit the runway si-
multaneously.

Fortunately the pilot was not in-
jured and the damage to the plane
consisted of a bent prop. The external
elevator control locks had not been
removed prior to take-off.

Cases 2 to 13

These cases ure just about as much
alike as peas in a pod. All occurred in
the same type airplane, and each pilot
and co-pilot made the same error. They
forgot to check the position of the land-
ing gear switch in SNB’s and JRB's
before taxiing out for rtake-off. With
the switch in the UP position, most
of them ended in an ignominious belly
slide as the wheels retracted too socon
on the rake-off run. A couple of pilors.
however, managed to circle the field
with the props slightly curled.

NOW MAYBE g,
OILRERT ﬁf"’
WILLUSE THE

"\ CHECK-OFF
JLIST/
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LCDR. L. J. CHECK MAKES HIS FIRST LANDING ABOARD USS HANCOCK

500-L8. EOMB ON TBM WHICH CRASHED
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DECK BROUGHT DEATH AND FIRE

LUCKY SEVEN

WI'I‘H Air Group Seven, VF-7 shared
the good luck symbol of a horse-
shoe as a part of its insigne. Add to
this the fact that the nickname of CAG-
7's skipper happened to be “Lucky,” and
the omens were favorable.

Commissioned 3 January 1944, the
squadron aboard the USS Hancock
became a part of Admiral Halsey's Third
Fleer in October of that year. During
their first month, the squadron operated
along the Eastern coast of the Nansei
Shotoes, Formosa and the Philippines.

In their opening artack on 10 Octo-
ber, 17 vi-7 fighters escorted bombers
and torpedo bombers on a strike against
Amami-O-Shima, €AG-7 skipper, Cdr.
John D. Lamade led the group, flying
within 160 miles of the Japanese home-
land. Rocker hits were scored on two
merchant ships, several luggers and two
gunboats. Aircraft installations on Kikai
Jima were hit, and a 500-1b. bomb was
put down in one of the main hangars
ar Tokuna Shima airfield.

Three other flights the same day sent
six ships down, seriously damaged six
others, and knocked out 11 sampans.
VE-7 was off to a fine start!

Two days later strikes were launched
against Karenko, a town on the eastern
coast of Formosa, and Kiirun, off the
north coast. In the afternoon, Ens. B. W,
Adams and Ens. C. P. Sites broke up a
division of four Zekes. Initiating the
arrack, Adams splashed two Zekes and
Sites, one. The fourth got out in a hur-
ry. Later in the patrol, Adams sent a
Jil down in flames.

Lucky Seven made Friday the 13ch
as unlucky for the Japs as possible. At
Karenko in 1-2-3 order, seven fighters
led by Lamade reduced a chemical plant,
a nickel plant and an aluminum plant
to flaming ruins.

On the 14th, artacks continued over
Matsuyama and Taien airfields on For-
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A THIS IS the twenty-ninth of a series of
3{ sketehes of squadrons in World War IL It
is based on  reports filed with Aviation
History and Research in DCNO (Air),

mosa. In a doghight with 11 bandits,
two divisions led by Lts. Kenah and
Bridges shot down four enemy planes.

At 1515, the clanging warning of
General Quarters sounded through the
<hip. Pilots of Fighting 7 manned
their planes, hoping to be off the deck
before the enemy came in. Just as the
engines were turning over, a Judy poked
its nose out of the clouds, then darred
back. Its bomb came screaming down
and through the carwalk, port side for-
ward. It exploded harmlessly in the
water, This was a Ju#dy withour a Punch!

The next days were filled with strike
schedules successfully underraken and
smartly executed. Aparni and Laoag air-
fields on northern Luzon were worked
over. On the 20th, vF-7 lew sweeps over
a wide area in the Visayan Sea.

All this was a part of the preliminary
build-up for the Battle for Leyte Gulk.
Air Group Seven’s participation was ini-
tiated on 25 October when two strikes

were launched against the Jap force that
had sortied the San Bernandino Straits.

The fighters covered the bombers and
torpedo planes during their arracks.
Since no airborne opposition developed,
it was possible to dispatch some fighter
divisions to strafe AA fire just prior to
the bombing attacks, and the covering
fighters strafed and fired rockets in at-
tacks after the bombing runs.

On the night of 25 October, the Jap-
anese scurried back through the San
Bernandino Straits and dispersed. Scrikes
were launched on the following day to
attack stragglers. One of the groups, of
which VF-7 fighters were a part, found
a Japanese CL and a DD ro attack. The
fighters strafed both ships to divert and
silence AA fire while the planes of
Torpedo Seven made the runs and sank
the Agano-class carrier. The DD was
able to avoid the torpedoes launched
against it

S'rmm—. - PUNCTUATED, sweep - filled
days of barde followed. Nichols
Field, Clark Field, Cavite Field, and
shipping in Manila Bay were targers.
In the skies, Lucky Seven did a kind of
sky-writing thar spelled doom to the
Japanese. Below they blasted AA posi-
rions, ammunition dumps, hangars, and
dispersed aircraft.

Probably one of the most exciting
doghghts took place when Le. H. A.
Soli’s division ar 18,000 feer spotted
two Zeker and a Val at 24000 feer.
One of the Zekes made a head-on run
at Ens. R. G. Hanecak who was leading
the second section. The Val made a simi-
lar run at the first section. Ens. Hane-
cak opened up at 2,000 feer range. The
Zeke finally pulled out about five feer
over Ens. Hanecak who split-S'd and
tollowed him down, boch of them smok-
ing. When Hanecak tried to pull over
to the side of the Zeke, he spun three
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times, so he cut his gun and pulled out
at aboutr 10,000 feet doing 350 knots.
Lt. Soli and Ens. P. Holland came into
view chasing the Val. Both Val and
Zeke hit the sea.

After time out at Ulithi from the
Oth to the 14th of November, the Han-
cock was on its way again, On the 18th,
VE-7 was striking the Philippines again
with Nichols Field as the elected bulls-
eye. In addition to giving the targer
three solid goings-over, vFi-7 downed
two Tojor and three Oscars.

Shipping on Manila Bay and the
Cavite Base were targers of the second
sweep, and the end of the day found
vE-7 forces attacking West Lipa and
Batangas airfields. Installations, parked
aircraft, scattered shipping received a
full measure of bombs and rockets.

On 25 November, strikes were again
scheduled for shipping in Manila Bay.
Twelve fighters headed by LCdr. L. J.
Check escorted bomber and  torpedo
bombers. Approaching the rarger, the
bombers initiated rtheir dive from
10,000 feer. After that, vF-7 ook on a
military convoy, and to top it off, the
Skipper knocked our a locomotive.

Back on ship. a General Quarters
sounded when a Zebe bent on a Eami-
baze ion, started a crash dive out
of the sun. Ar 1200 feer, the Hancock's
AA fire got the Zeke, and at abour 300
feer, he started to disintegrate, It was
another near miss as one of the bombs
the Zebe carried landed 30 feer outboard
of the deck-edge elevator, The Zeke's
engine glanced off the ||E_ght deck by
the forward elevator, resulting in a very
smoky, bur brief, deck fire.

A four-plane division led by Lt. (jg)
A. C. Wockomurka, vectored out to
pick up more attacking Japs, swiftly
accomplished its miss'on—downed one
Val, one Zeke, one Frances,

During the one week of active com-
bat operations in December, VF-7 de-
livered irs daily punches. On the 14th
and 15th, the squadron struck heavily
at enemy airpower in Luzon. After
working over airfields in the area for
two days, V-7 was looking for targers.
In addition to the aircrafr and installa-
tions destroved, vi-7 demolished 6 loco-
motives, 16 cars, and damaged more
than

On the 16th, on general CAP, Lt
Odom's division, though greatly out-
numbered, knocked down four Zeker
of which Odom was credited with two,
Ens. Nygaard with one, and Lt. (jg)
Holland with one. L.Cdr. Check arrived
rear the end of the dogfight to send
a Betty spinning down, and Lr. (jg)
Barton wrote finis to another Zeke.

On 30 December, the squadron went
into action again, In the early part of

mis

A0 cars.
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F6F IS REARMED FOR NEXT STRIKE ON MANILA

January 1945, it supported Army land-
ings at Lingayen Gulf and hit Formosa.

Kashun and Heito airfields were the
first TATZers. Inrcrccptud by a |1\i5;‘t“:1[1}.‘
of Jap planes over Heito, LCdr. Check's
tlight downed five planes and put three
others our of commission.

January 4dch was Lucky Seven's un-
luckiest day, for the skipper went down
on a pre-dawn sweep when he collided
with his wingman afrer a dash through
the clouds. vE-7 lost a great fighter and
a grear leader.

On the Gth, VF-7 hit airfields in the
Cagayan Valley of northern Luzon. The
airfields ar Tuguegarao, Cabanatuan,
Mabalacat and Bamban were worked
OVET, hl[f fht‘ ri]?gf‘_‘fS WEere fﬁ'\\",

On the night of 9 January, the Han-
cock commenced to operate in the
China Sea. On the squadton’s firsc at-
tack on shipping, the fighters escorted
VB's and VT's against a convoy out-
side Camranh Bay. A DE and two gun-
boats went down while a third was left
beached and exploding. Other carrier
planes took care of rhe rest.

Cdr. Lamade led a succeeding strike
zgainst another convoy. About 70

planes from wvarious air groups partici-
pated in an atack which lefr few ships
efloar, none undamaged. The day ended
with a smashing attack on Saigon air-
fields, appropriately providing a climax.

On 16 January, VE-7's mission was
to sweep South China Coast airfields
and knock out all aircrafr which might
prevent strikes planned on the objec-
tive of the day—shipping in Hong
Kong harbor.

It was too much to expect airborne
opposition, but certainly there must be
some ground aircraft for vi-7 to li-
quidate. But Chung Chang—no planes!
Macao—no planes! San Chan Island—
still no planes! Frustrated, vF-7 worked

HELLCAT PILOT BOARDS HIS PLANE ON HANCOCK

the fields over and returned to base.
During the nexc days, VF-7 escorted
strikes on Hong Kong.

The last days of bactle operations
were a succession of hard-hitting strikes
and patrols. On the 21st, tragedy struck
when a bomb that had been jammed
in the bomb bay of a TBM fell out on
the deck of the Hancock, exploded and
killed 50 men. Of these, three belonged
to VE-7.

Strikes on Okinawa on the 22nd
marked the end of the tour. The battle-
hardened veterans of Fighting Seven,
who had lost wvaliant comrades, were
ready to go. On a quiet note, their
story ended: “Some of us received hon-
ors for actions of which we are all proud.
Many of us will not return.” And rhose
who did could be proud of vF-7's record.

VF-7 LEFT ALUMINUM PLANT AT KAQE, FORMOSA, IN FLAMING RUINS ON 13 OCTOBER 1944
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‘BARS’ DON’'T SPEAK EASY

Operation of the nose wheel and oleo of Chance Vought's F7U-|
is studied by Capr. A. €. Olney, BAR Dallas, Texas, and his aides

HERE'S no nonsense about Navy's Bureau of Aeronaurics

Representatives. When BARs say No, they mean No,
not Maybe. It is the terrific responsibility of their assignment,
rather than innate perversity, which makes the BARs tough,
for safe and efficient performance of airplanes is their busi-
ness, They can't afford to speak easy.

The road from contract specification to delivery of an
aircraft or one of irs parts is guarded by these watchmen for
BUAER, The Navy orders what it wants and wants what it
orders—not an approximation or a substitute, bur the exact
aircraft or article described in the contract.

The Field Inspection Service, which consists of the Bureau
of Aeronautics General Representatives (BAGRs) and
the Bureau of Aeronautics Representatives (BARs) with
their assistants, has its offices and branches located through-
out the country at strategic points. There are three main
districts, each headed by a BAGR with the rank of rear
admiral: Eastern District with headquarters in New York
City provides the inspection staff for the 4th, Sth and Gth
Naval Districes; Central District, Dayton, Ohio, for the 8th
and 9ch Naval Districts; and Western District, Los Angeles,
for the 11th, 12th and 13¢h Naval Districts. There are nine
BARs in Eastern; nine in Central and five in Western.

The BARs generally serve several contracrors, bur where
one contractor has a heavy workload of Navy contracts, the
BAR generally orders a Resident Representative (BARR)
to the plant. The BARR then handles all Navy conrracts of
the plant and is, of course, responsible to the BAR.

BARs are often called upon to represent other govern-
ment agencies, For example, if a plant is assigned a BAR,
the administration and inspection of Air Force production
contracts are undertaken by the BAR office. At Air Force
plants, the Air Force reciprocates this service for Navy.

Difficult as the task of inspection is, it is by no means
the only one for which the BAR is responsible, Security is
an equally great responsibility, With jet and rocker-propelled
aircrafr zooming by in every Sunday supplement and attract-
ing every kind of conjecture on the possibilities for their use,
it can be no secret that great things are underway, but the
what, why and how must not be revealed.

The secret projects of today are the planes of stomorrow,
and so secrecy has a value that must not be underestimared
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Here & group of Navy inspectors coordinate their work as they make
a final assembly inspection at McDonnell Aircraft Corporation

or compromised. The BAR must decide whar parts of the
contractor’s plant are closed to unauthorized visitors, and
he must always watch for signals of subversive activity.

The fact that the Navy has its widespread net of inspec-
tion in no way relieves the contractors of their own respon-
sibility in making sure that they are manufacturing materials
and components in exact accordance with contract speci-
fication. Indeed, so great is the stake of the manufacturers
in the proper building of their products that they have their
own inspectors too, only more of them than Navy. The ratio
of government inspectors to CONtractors’ inspectors is one
to 15. It is a useful double check, mutually advantageous.

Nothing can be left to chanze, and it can be stated axio-
matically that there is no such thing as too much inspection.
To make sure rhat the contract is followed in exact detail,
each BAR has a staff of aeronautical engineers, inspectors,
and clerical assistants. Where some minor change is recom-
mended by the contractor, it may be approved by the BAR.
But any major change must be reported fully to BUAER for
confirmation or rejection.

N EACH BAR organization, the Inspection Division is

divided into two sections: Technical and Inspection. When
a change is made in the original requirements—and an air-
plane never gets to completion without scores of them—
the Technical Section keeps the Inspection Section fully in-
formed. Technical Section also keeps the Inspection men
abreast of RUDM’s,

Quality control begins with a review by BAR's Inspection
Division of contractor’s purchase requisitions. If a Navy
inspection is required at the plant of the supplier, the resident
inspector takes action. Materials and parts which are Navy-
inspected at source receive only limited inspection later,
but there is general surveillance until the airplane or finished
part is complete.

Obviously, it is impossible for a government inspector
to conduct a 100% inspection continuously in every depart-
ment in the contractor’s plant. So this is how it's done! To
maintain effective surveillance over the contracror, sampling
inspec? is conducted by the Navy in receiving inspection,
proces®s and sub-assemblies. At critical points throughout
the plant, 100% inspection is conducted. Certain points on
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Louis, checks a
source-inspected  GFE  starter during routine receiving inspection

James Weldon, member of the staff of BAR St

all major assemblies and completed aircrafc are checked
100¢7 by Navy inspectors. This is true of the careful “look’
given flight safety equipment.

All manufacturing processes require rigid surveillance
Heat treatment is one of the most critical of these processes.
Highly-stressed parts are designed wich certain physical and
fatigue-resisting properties based upon a specific heat treat-
ment, so a high percentage of heat-treated parts are care-
fully checked by Navy.

Major assemblies, sub-assemblies and fabricated parts are
inspected at various stages. Before any compartment is
finally closed, it is inspected. After the unit has been com-
pleted, ir 1s inspected to determine thar all operations speci-
fied to be performed have been completed and that no un-
desirable strains have developed owing to improper rivet-
ing or welding technique.

INAL assembly inspection of the completed aircrafr is

the big event. It is in this final assembly and flight in-
spection that the highest degree of Navy inspection is per-
formed, and only the most highly-experienced men are
used. Here their experience counts heavily.

The executive officer of Chance Vought's BAR office, LCdr.
Hal Nelson, a man with a historical turn of mind, recently
added rtogerher the years worked by four civilians in the
BAR office and found the toral to be 109 years. If the four
men, Thomas L. Blakemore, Gustaf Ekman, Lawrence E
McHenry and Fred H. Godeman, had been combined into

Heat-treated parts are carefully checked by Navy; Inspector Joseph
Fry is taking a Rockwell hardness reading of a part before acceptance
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Inspector Andrew Jenkins is inspecting a center wing panel assembly
of an aircraft at the end of the center section assembly line

one man with a talent for longeviry, thar man would have
started his Navy work during the adminiscration of Presi-
dent John Tyler. George E. Badger would have been Secre-
rary of the Navy in those days, and this hypothetical patri-
arch would have been blissfully unaware of the intricacies
of jet aircrafr.

Production contracts include a provision for various types
of spare parts. These parts get the same degree of inspection
throughout the fabricating process. Then, because they will
probably not be used for some time, they must be preserved
for storage, individually packed and marked prior to ship-
ping Navy inspection follows all these procedures and super-
vises the actual packing for shipment. After final packing,
all shipment markings are checked for correctness in ac-
cordance with the Navy Shipment Marking Handbook.

All material which has passed the required tests and has
been accepted by the Inspector is stamped with the official
anchor stamp. Where possible, important parts, assemblies,
component and spare parts carry the anchor stamp as an
integral part of the component. Records of inspection stamps
are carefully kept.

The Navy has three inspection stamps: the Anchor Stamp
(final acceprance ), the USN Stamp ( provisional acceptance)
and the Star Stamp (rejection).

Once the aircraft has been accepted and the final YES is
given, the BARs know that it has paid off in safery and flying
efficiency not to speak easy. With pride the contracror can
realize he has now passed the highest tests with colors flying.

BAR, Cdr. J. O. Christan, explains some of the unique features of
Banshee cockpit to Capt. F. H. Brandley, CO of NAS St. Louis
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IF YOU WANT to see a really fancy
airplane they have it at the Elec-
tronics Test Division ar the Naval Air
Te:t Center, NAS, Paruxent River, Md.

Whar it carries is of vital interest to
every Navy pilor,

This Douglas RSD is loaded with
more radio gear than any ordinary self-
respecting plane would carry because its
job is research. Its name is the Navy
Delta.

The Navy Delta plane was converted
to test air navigational systems which
will improve the speed and safety of
flight in any kind of weather, especially
in fleet operations.

One particular piece of airways navi-
gition gear it carries will soon be in
every Navy plane.

It is the omnirange or VOR.

In January of 1952 CAA will begin
tearing down all low frequency range
stations. By the end of chat year all Navy
planes will be equipped with VHF om-
nirange receivers. Present plans call for
conversion of multiengined ractical and
logistic atrcraft in fiscal 1951 and other
rypes in fiscal 1952, This means that
every Navy pilot will have o acquaint
himself with VHF omnirange methods
of navigation in the next two years,

Before we discuss what is entailed in
this shift let's take a quick look at the
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Navy Delta which embedies all that's
new for airways and fleetr air operations.

The plane crew operates under the
direction of Cdr. R. E. Laub. LCdr. W.
W. Lamar is pilot, Lt. J. A. Montgomery
is copilor, A. Cariglino, ADC, plane
Capt,, K. L. Adkins, ATC, Technician,
and L D. Irby, AEC, electrician.

Navy Delra is actually a flight labora-
tory. In facr, one section of the plane is
ficted our as a lab. Here, in one airplane,
for the first rime are contained all the
various systems of the past and some of

—— ., . #
I. D. IRBY, AEC, USES SPERRY ENGINE ANALYZER

the future. Prominent are the omni-
range, LORAN, DME ( Distance Meas-
uring Equipment) and instrument land-
ing systems. The ILS has been linked
electronically with the autopiler o per-
mit very low approaches untouched by
human hand-.

The cockpit instrumentation  in-
cludes the zero reader, omeirange, ILS,
DME, and all the standard indicarors tor
ordinary flight by instruments.

Peculiar to the “front office” is the
lack of a bulkhead which permits ob-
servers to warch operations with ease.
Instead of earphones there are speakers
overhead close to the heads of the pilor
and copilot,

HIS SPRING a group of newsmen was

raken for a demonstradon ride. In
making the approach, completely auto-
matic, at Richmond, a snowstorm devel-
oped in such degree thar the runway
became visible only 30 feet underneath.
Embarassingly, after the group had lunch
at Paruxent the weather turned so bad
that even the Navy Delta wasn't per-
mirted off the ground. They returned
to Washington by bus.

o say what is in the Delta would be
cofect only for the moment. There is a
colstant change of equipment. So much
for the Navy's flossiest airborne job.
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As of June 1 the CAA had installed
294 omniranges. Goal for the end of
1952 is over 400 of them, entirely re-
placing four course low frequency
ranges.

The omnirange sits unimpressively
on a 15 foot tower and looks like a
squared off high hac. In the future when
it is used in conjuncrion with DME it
will look like a miniarure railroad water
tank with a pole DME antenna sitring
on top.

Congestion of the airways today made
necessary the demise of the four course
ranges.

Many Navy pilots who flew big planes
during the war are already familiar with
the principles involved in DME.

OMNIRAN(;E FURNISHES a course for
every one of the 360 degrees. It
operates in the VHF zone of 112 to
118 mc, and is thus relatively free of
atmospheric interference. Ordinarily om-
nirange can be received 30 miles by a
plane ar 500 feer and 100 miles at
5,000 feer.

An omnirange is tuned in the same
as any other station. It is identified by
its code signal and it has voice com-
munication ground to air. A bearing
selector can be rurned to any bearing
from 0 to 360 degrees. An indicator
with a needle indicates left and righe
and another tells the pilot whether the
bearing 15 "to” or "from” the station.

Omnirange must not be confused with
VHF direction finding. It is better than
that.

After tuning in the range the pilot
turns the bearing selector to wherever
it moves the right-left needle to the
center and the "to-from” indicaror reads
“to”. From there on in the pilor flies the
needle. In passing over the omnirange
station the “ro-from” needle will flicker
and shifr ro “from”. To make sure he is
flying on the course toward the station
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UNDERSIDE OF PLANE IS LINED WITH ANTENNAS; SOME ARE ON TOP TOO

LCDR. W. LAMAR AT CONTROLS OF NAVY DELTA

rather than its reciprocal the pilot need
only note his magnetic compass head-
ing, or, if that is unreliable, noze wheth
er the needle indicator is reversed or
not. The reason for this situation is that
the "to-from” refers to the direction of
the range and nor necessarily the direc-
tion in which the plane is flying. An
omnirange bearing of 090° “"to” the
station would appear whether the pilot
were flying 090° or 270°,

One beauty of this system is thart it
is already correcred for magneric varia-
tion and wind drife. Wind drift you say?
Impossible!

Y()LI SEE, the plane is placed in bear-
ing from the station. Keeping the
needle centered automarically crabs the
plane the right amount to keep a con-
stant mag. bearing and fly a straight-line
course to the station. This makes figur-
ing wind drift easy. Magnetic variation
is corrected in the omnirange itself.

The omnirange receiver works by
comparing a steady reference signal with
one varying in phase 30 umes per sec-
ond. The angle between the steady sig-
nal and the varying one is measurable
and where they cancel out is where the
bearing indicator makes the needle
center.

For the more distant future there will
be Distance Measuring Equipment.
DME is similar to the wartime Racon.
Operating in the 1,000 mc. range, the

CDR. R. E.

transponder receives a triggering signal
from the plane and then purs our one
of its own. The plane DME measures
time in milliseconds between its own
emitted signal and the one received from
the transponder. That gives the distance
to the station. Up to 100 planes can
use one DME station withour inter-
ference.

Without DME a plane’s position can
be fixed by cross bearings from two or
more omnirange stations, With VOR

and DME located ar the same site the

LABORATORY TABLE AN RECORDERS IN DELTA

pilot will have a bearing and distance
from cthat site at all times.

In some installations it is planned to
use DME in conjunction with Instru-
ment Landing Systems. With a twin
ILS and DME serup the pilot will not
only follow the glide path to the run-
way but he will know also just how far
he is from the end of the runway at all
times.

Rho-Theta navigation is a system
which combines use of information
from VOR and DME. To do this on
some sort of manual computer and plot-
ter takes time when flying between rwo
points neither of which is the site of
VOR-DME.

This job will be taken over by a
new electronic device called the Course
Line Computer. It will calculate in-
stantly deviations from any preser track.

o *

LAUB, ALL-WEATHER HEAD, SEATED AT REMOTE AUTOPILO‘]‘
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L. M. ODEN RECEIVES DCSA FROM RADM. DAVIS

DCSA Awarded Norfolk Man
At 65 He Invented Spark Plug Machine

Retired once, then back in active serv-
ice during the war and a successful in-
ventor at 65 is the record of Lewis M.
Oden, Sr., of Norfolk.

In recognition of his outstanding
work in designing a spark plug gapping
machine for the Overhaul and Repair
department atr NAS NoOrrork, Oden
was recently awarded the Distinguished
Civilian Service Award by RAdm. R.

0. Davis, Commandant, Fifth Naval
District.
Tremendous savings were realized

from Oden’s machine which simplified
the method of adjusting electrode clear-
ance on reconditioned spark plugs.

He originally rerired in 1936 and re-
turned in 1941. While stationed in the
spark plug shop, he perfected the ma-
chine and subsequently submitted it as
a beneficial suggestion. He received
awards totaling §1,500.

In addition the Navy secured a patent
for him. The machine may be used by
government agencies without cost but
every machine sold to private industry
brings royalties to the inventor.

Blue Angels Fly at Memphis
Betty Skelton Also Stars in Air Show

The Navy's famous team of aerial
acrobats, the Blue Angels, were head-
liners in the unofficial opening of Mem-
phis’ yearly Cotton Carnival extrava-
ganza. In the annual Air Show ar NAS
MEMPHIS, the Blue Angels enhanced
their reputation as they put their FoF
jet Panthers through their paces at bet-
ter than 600 miles per hour. They made
several low level passes before the crowd,
zooming almost straight up in climbing
demonstrations.

Their most thrilling acts were forma-
tion barrel rolls during which each pilot
stayed "right in there.” A single Pantber
flown by a Blue Angel swooped low
over the field several times, zooming
scraight up in a series of slow rolls.

Tiny Betty Skelton, women’s inter-
pational aerobatic titleholder, was also
featured in the show. She flew her “lit-
tle Stinker,” a specially built 568 pound
biplane, through an intricate and beau-
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tifully executed pattern of aerial stunts
that had the most seasoned pilots in the
viewing ranks sraring in open-mouthed
admiration.

Also included in the show were para-
chute jumps by riggers from NAS
LAKEHURST, a JATO takeoft by a p2v
Neptune, and helicopter and fire fight-
ing demonstrations.

Looking for unusnal bobbies? NAS Los Ala-
mitor hay an enlisted man in its recruiting

office wha bhay one. Charles E. Atkinion.
PN2, built bimsell a small greenbouse and

raiser orchids for the fun of growing them.

Marines Score Air Drops

R4Q Planes Work on Operation

VMR-252, CHERRY PoiNT—The Ma-
rines’ new R4Q cargo aircraft got their
first real test in Operation Crosiover,
supporting the "Allies” in the ma-
neuvers.

On "Dog Day,” four R4Q’s trans-
ported 19,400 pounds of para-cargo
over the drop area and, utilizing the
new mono-rail dropping mechanism,
disposcd of all cargo within 10 sec-
onds from their “on target” time. They
scored 759 effectiveness in the drop.
Again the same day, two mare Queens
dropped a total of 10,400 pounds of
air cargo in the same time, scoring ap-
proximately 90% cffectiveness.

On "D plus 1," one r4Q disposed of
8,000 poumls ol water cans to t'rit:nd]y
troops, and this time scored 100% cf-
fectiveness in the drop. Based on the

record 1 this Opemtion, Marines an-
ticipate that with more practice on the
part of pilots and loading crews, utiliz-
ing any opportunities available for fu-
ture supply drops, the r4Q will be a
handy and necessary airborne support
weapon.
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VR
SAFETY AuARD

RADM. GREER AND CDR. DAVIS, VP-22 SKIPPER

VP-22 Wins Safety Trophy

Fleet Award goes to Privateer Outfit

At an impressive ceremony held re-
cently at NAS BARBER's PoinT, RAdm.
Marshall R. Greer, Commander Fleer Air
Hawaii, presented Patrol Squadron 22
with the Commander Air Force Pacific
Fleet Safety Award.

In competition with all patrol squad-
rons in the Pacific, vP-22 received the
safety trophy on the basis of its out-
standing record—1,732 flying hours
without a mishap. Flying the famous
Privateer aircrafr, the sguadron com-
pleted an intensified training program
within the competitive period.

VP-22 was recently in the headlines
for its part in the rescue of the ill-fated
USS Elder which burned at sea. The
survivors were pinpointed in a search of
over half a million miles by the fliers
of vp-22 10.8 flight hours after the search

began.

BuAer Exhibit Goes North

New England States to See Aviation
The traveling Bureau of Aeronautics
mobile exhibit which has been selling
naval aviation over the nation will
spend the summer in New England.
After spending June and July in New
York, Connecticur, Massachuserts and
New Hampshire, it will open its Au-
gust itinerary on 5 August at Berlin,
N.H. Other dates on the calendar are:
Barre, Vt., Aug. 8-9; Glen Falls, N. Y.,
Aug. 11-13; Utica, N. Y., Aug. 15-16;
Watertown, N. Y., Aug. 18-20; Oswego,
N. Y., Aug. 22-23; Niagara Falls, Aug,
25-27; Jamestown, N. Y., Aug. 29;
Pirtsburgh, Pa., Aug. 31-Sept. 4; Johns-
town, Pa., Sept. 6-7; Altoona, Pa., Sept.
9-10; Harrisburg, Sept. 12-13: Allen-
town, Pa., Sept. 15-17; Lancaster. Pa.
Sept. 19-20; York, Pa., Sept. 22-24;
Washington, D. C., Sept. 25.

The mobile exhibit consists of half
a dozen huge truck rtrailers containing
aeronautic exhibits, radar, cutaway jet
engines and planes and other equipment
to stimulate recruiting and Navy pub-
licigy. On its winter tour, the exhibir
v#d 31 cities, travelled 4,550 miles
a had 183,575 \wvisitors checked
through its doors to view the exhibit.
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Taxi signalman with Briish-type bats directs pilor o

iy

Air Force Station near London; squadron serves Navy in Europe and Mediterranean area.
of

RAF Station. Hendon
LONDON, ENGLAND.

VR-24, LONDON—Would you like
to tour Europe and Africa? Would you
like to get in some instrument time?

i o
Cdr.
buthnot, CO of Hendon

statrown, return

Restricted

J. E. Johnson, skipper of VR-24, and Growup Captain T. J. Ar-

salutes

Then join this transport syuadron which
operates from Hendon Royal Air Force
Station in the Eastern Atlantic and
Mediterranean areas.

Flying weather from Seprember to
May is so rugged, 87% of the flights
are on instruments. The rest of the year
it is good—only 62¢/ instruments

Pilots see more foreign countries in
a week than the average tourist could
see in years. Mail, cargo and passenger
flights take them ro Stockholm. Oslo,
Copenhagen; Bremen, Frankfurt, Am-
sterdum, Brussels, Paris, Madrid, Athens,
Lisbon, Algiers, Nice, Naples, Malra,
Cairo and Isranbul

Since its December 1946 commission-
ing VR-24 has flown 314 million miles,
some 16 million passenger miles, and
214 million cargo ton miles over Europe.

from sentries.

f VR-24 toward takeoff position at Raval

Rugged flying weather ove
Jobn Dick, AP Ivan Edwards, Lt. Newton P. Byrd map conscious.

While RAF sergeant looks on, Moriority and
Puckert of VR-24 finish packing a parachute.

Two RAF wircraftimen get lathe tips from a
Navy chief, James Combs, at VR-21 bangar,

continent belps make VR-24 pilors Lz,
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One of VR-2'v more imereiting passengels

FECE f:.h""; fead L!. e/ Ge;’r{fm; {: ;\‘I{':\"é‘ffa"‘.'.

Nuvy doctor twbo went aboard the Marshall

Mars with bis family. T will spend 1he

wext 18 months on Tinian island treating

leprosy patients, following a spent

m training ar Molakai, Hawaii, leprosavium
& w &

Reserve Squadrons Set Mark
North Woods Air Puts Pep In Pilots

When four reserve squadrons attached
to NAS MINNEAPOLIS went to Bemidji,
Minn. over a recent weekend they es-
rablished a record for a two-day syllabus.

Squadrons VF-815, VE-816, VA-811 and
VA-819 flew past the 900-hour mark 10
and 11 June.

Sixty of the Corsasrs averaged more
than six hours per day/plane utiliza-
tion time and five and one half hours
per day,/pilot time, it was reported by
Le. (jg) A. E. Solberg, flight officer in
charge.

Six hundred seventy six rockets and
876 miniature bombs were expended
without an accident, and only two planes
were downed for maintenance.

Bemidji is in the Paul Bunyan north
woods country 220 air miles northwest
of the Twin Ciries.

wmonh

® i

: : e T 2
Second regular Navy Wave to graduate from
parachute rigger school at Lakebarst weighs
the gear she will wse for ber praduation
jump. Robeérta Jean Clevenger, PRAN, used
a chute she packed berself for fimal jump.
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P-1 AUTOMATIC PILOT SYSTEM

Ta—uz NEW instruments and devices
constantly being added to naval air-
craft have imposed a multitude of tasks
upon the pilots. But when another de-
vice—the P-1 automatic pilot—is in-
stalled, the job of maintaining the
proper heading, pitch and bank attitude
with trim adjustable, and properly exe-
cuted turns is taken off the shpulders
of the human pilot, Thus the Pp-
autopilot, which is as adaptable to a
p2v Neptune as it is to an AD S§éj-
rarder, has become the standby of naval
as well as commercial pilots.

This newest of autopilot systems uses
electrical sensory and motivating forces,
making the maintenance of the P-1
strictly an  electronic problem. The
maintenance of a system which controls
the actual flight characteristics of air-
craft must be performed by responsible
and well trained personnel.

For these reasons the Fleet Airborne
Electronics  Training  Unit,  Pacific
(FAIRBETUPac) stationed at the
Naval Air Station, San Diego, Cali-
fornia, has established a course of main-
tenance instruction on the p-1 autopilot
system for aviation electricians of the
Pacific Fleet Air Force.

Objective of this training is to de-
velop within the student the know-how
to properlysmaintain and trouble shoot
the p-1 equipment. All instruction in
theory and practical work, test equip-
ment, troubles and mockup design has
been carefully concentrated into a three-
weeks course.

The first phase of the course consists
of training in the directional signal sys-
tem, p-3 lightweight gyro flux gate com-
pass system. This compass system is
sometimes installed in aircraft without
the p-1 autopilot, so this instruction is
available separately to personnel of
squadrons using only the compass.

The second phase provides instruc-
tion on the complete p-1 system mock-
up. The mackup is constructed on a
ball bearing mounted platform with a
model aircraft hung between two gim-
bal rings, permitting rotation about the
three axis. All indicators and controls
are mounted on the model with the con-
trol surfaces being actuated by the
servas.

The functional operation is presented
first, so the students may fully realize
the importance of the system. "But
how does it operate?” The answer to
this oft repeated query is presented in
four steps: (1) Establishing references,
horizontal, vertical and directional, (2)
developing a signal, (3) sensing the
signal, and (4) developing the control
forces.

Full use is made of the operating

mockup and students are permitted to
study the various indicators and other
components in a discussion group.
Students learn to pick off all the various
operating circuits in straight line draw-
ing form from the master wiring dia-
gram of the p-1 system.

The students, by use of standardized
job plans, perform regular preflight
ground checks of the system,

When the students meet the “trouble
box,” they face the final and acid test
of their knowledge. A “'trouble box”
contains several switches which are used
to place typical circuit faults into the
system. Here the students are required
to perform trouble shooting in three
steps: (1) Ground check, determine
and state improper operation, (2) de-
termine the faulty part of the system
from the nature of the trouble, and
(3) using proper test equipment, local-
ize and isolate trouble.

A pzv type aircraft will be available
to FAIRBETUPac's p-1 autopilot stu-
dents in the near future., Then students
will learn the complete flight test pro-
cedure during actual flight,

In addition to the above formal
course, a local pilot checkout on the
autopilot has been set up for FAIR-
BETUPac duty pilots and student offic-
ers who fly the pav-type plane. This
short course will consist of functional
operation of the system, ground test
procedure, and flight test procedure,

GCA BOX SCORE

Actual GCA landings ser a new record
for the Navy during May. A total of 875
planes were brought in when GCA was
required—or else.

May approaches ..o, 12,041
May InStrUmMent .....cccccmiinnne. BT5
Total approaches ......................361,103

Toral instrument

G N i
Herg's a Navy Cadet who har an Air Force
Cutfin as an instructor! Exchange pilot
Ca®. F. [. Gibwandiner shows NavCad
Roberes maneuver at Corry Figld, Pensacola
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Reserves Score on All Fronts

NAS New ORLEANS—During May a
surprise group strike was launched by
pilots of vF-822 and vce22. Plans were
drawn up by ws-s2 ACIO and CIC
teams,

The complete problem was conduct-
ed under simulated battle conditions
with briefing on all phases. The ACIO’s
presented their briefings with the aid
of photographs and moeckups of the
general area with all the names of cities
changed to those of a potential enemy.
Fighter opposition and the various haz-
ards of combar flying were brought out.
Weather conditions, their advanrages
and disadvantages were covered by the
aerologist.

The flight took off as planned and
proceeded to the targer area. After the
strike, a post-strike interrogation of the
pilots was held and all information
evaluared by the ACIO's.

NAS OLATHE—A combined air at-
tack problem was launched at Fort
Leonard Wood Air Force Base, Olathe
planes made up the attacking forces and
NAS St. Louis was the defending sta-
tion. Wing Staff-88 ACI officers drew
up rthe complete operation plans which
included photographing of the terrain
and other preparations thar required
more than three months to complete.

NARTU MEMpPHIS—During its two-
weeks cruise, VR-791 operated a daily
round trip schedule alternating between
NAS Corrus CHRISTI and NAS Pa-
TUXENT River, A rtoral of 8,788 ton
miles were flown and in addition local
and cross-country training flights were
conduered

NARTU ANAcosTiA—Reservists in
ve-aal conducted ASW exercises off At
lantic City on a recent weekend. Hour-
ly Posit reports were received through
the help of NAS ANACOSTIA.

Organized Reserve pilots from NAS AKRON
plot course for a cross-country flighe

Restricted

G

=

! = S .
VF-822 Reservists ar NAS NEW ORLEANS
new T-shirts colored to march those worn

NAS OAKLAND — Organized Naval
and Marine Corps Reserve pilots have
racked up an Oakland record by averag-
ing 100.45 hours of syllabus flying dur-
ing the first eleven months of fiscal
1950. Last year's average for the same
period was 59.6 hours per pilot.

NARTU LakeHURST—During May,
zp-n11  reported aboard from NAS
SQUANTUM for its annual cruise. Pilots
averaged 27 hours during the cruise
despite the fact that 509 of their fly-
ing days were lost to weather.

NAS BmMINGHAM — Poor weather
on drill day failed to slow down syllabus
flying for vE-6s1. Seven pilots filed IFR
in FoF's from Birmingham to Campbell-
ton, Georgia, and return. A stack on
Birmingham's approach control and in-
strument approach to the field with a
1100" ceiling, completed the operation
for a 4.0 drill.

NAS OAKLAND—VME-141 has com-
pleted a series of missions with nearby
Marine ground units. Wich VMF-141 pro-
viding air support for ground personnel,
amphibious assaults were conducted and
beach-heads were established

Teamed for Defense

NAS Grosse ILE—Lt. John Ratcliffe,
Royal Canadian Navy, and Lt. Edward
Fallen, Royal Canadian Navy Reserve,
were aboard with CNO clearance to
make a survey of procedures and train-
ing methods in the administration of
the Organized Reserve program that
would be applicable to the proposed

drill

aboard

line up during a training

by flight deck personnel

Sportng
CArriers

Canadian Naval Air Reserve program.

NARTU NorrorLk—Fleet units srill
use the NARTU ground school facili-
ties on weekdays with ve-62 as the cur-
rent "lease-lenders”. Also on the list
were the Canadians who were down to
learn abour TBM's and were tempor-
arily with Fleet FASRON-3 They were
greatly impressed with the Reserve's
cutaway engines and panels.

NAS OLATHE—This station was the
staging point for the annual Marine air
lift in which 550 officers from the Fort
[eavenworth Command and the Gen-
eral Staff School were transported in 27
RiD Skymaster planes to San Diego to
observe the amphibious operation known
as "Demon TI17.

NAS MinNEAPOLIS—Ar 0030 the
GCA Unit was alerted for an Air Force
¢-47 which requested GCA when twenty
miles from Wold-Chamberlain Field.
The reported weather was visibility 'a
mile, heavy fog, ceiling obscured. The
aircraft made an excellent approach and
was landed to touchdown at 0030.

Local AF personnel now are able to
take classroom training with Navy 0-2
personnel, provided that no additional
workload is imposed on the instrucror.

NAS Los ALaMitos—During May, a
group of 20 Air Force Reservists from
the 452nd Bomber Wing's Communi-
cations Squardon visited the station to
attend a GCA movie and wartch the
G unit operations.

n Armed Forces Day, 16 fighter
pilots of vF-776, led by their skipper,
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awards Gen
11-12, Santa

Cdr. Sauer

Aviation Unit Maonica,

Le. D. A. Raymond, flew fighter cover
over 12 AF Reserve B-26's in an aerial
parade over Long Beach and the harbor.

NAS Grosse ILE—A fly-over of
Naval Reserve, Marine Rescrve, Air
Force and Natonal Guard planes

brought Armed Forces Day to the ar-
tention of more than 2,000,000 people
in the lower Michigan area. These
flights passed over 12 cities and numer-
ous large communities. The larpgst
flight was over Detroit, where 136 air-
crafe flew a parade formation

NAS OLATHE—As a prelude ro the
2472nd Air Force Reserve Training
Center move from Fairfax Field to this
station, Navy fighter planes provided
cover on 21 May for the first of many
p ojecred missions berween the two Re-
serve units.

The mission was a simulated air
evacuation of AF personnel from a fic-
ritious base in Des Moines to Olathe.

NAS MINNEAPOLIS—Instrument ap-
proaches were made by the GCA unit
on three Air Force aircraft carrying the

PIO Riester congratulates Navy veteran Andres Riel whose twin
the Naval

sons, Mervin and Melvin, just joined
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Excellence Trophy to
as Cdr.

Volunteer
look on

Turinetto, CO of
LCdr. Beckstrom

(lh

Kerschner and

Secretary of Defense, the Undersecre-
rary of the Air Force, Minnesota Sena-
tor Thye and Representative Hagen.

Volunteers On the March

ELEVENTH NAvVAL DisTRICT — In
competition with fifteen other Naval
Reserve aviation units in the Eleventh
Naval District, VAU-11-12, Santa Monica,
won the coveted honor of being named
the "Outstanding Volunteer Aviation
Unir of 1949",

The score of 94.97%%, compiled by
this VAU was the highest score ever
made by any aviation unit in 11 ND.

NAS Los Avramitos—Fourteen offi-
cers of the Volunteer Reserve from all
over the country came aboard for a
two-weeks refresher course in aircraft
maintenance. The original syllabus was
increased to 105 hours o include field
trips to Northrop Aeronautical Insti-
tute, Douglas Aircrafc Company, Alumi-
num Corporation of America, Goodyear
Aviation, Dupont and various other
aviation procurement sources.

‘Welcome aboard”

Air Reserve

says Lo
L. A. Douglas as son Charles and dJd-in-law Catherine smund by
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NAS GLENviEw—Eighteen Reserv-
15ts in VAU-1, Moline, were aboard for
two-weeks duty during May. Fighter
pilots were checked our in the FsF Bear-
cats, while multi-engine pilots flew the
SNB and R4D.

Make Theirs ‘Navy'

NAS NIAGARA FALLsS—The Douglas
family of Niagara Falls is Naval-Air-
Reserve-minded. Leon A. Douglas MEBZ,
a World War I vet, his son, Lt. (jg)
Charles R. Douglas and his daughter-
in-law, WAVE Catherine Douglas sg, a
hospital corps striker, are all members
of Wing Swaff 85. In civilian life, the
elder Douglas is a locomotive engineer;
his son, a medical student; and Mis.
Charles R., a research librarian for a
chemicals manufacrurer.

NARTU NorroLk—Following in
their father's footsteps, Mervin and
Melvin Fiel, 17 year old twins, recently
signed up with the Naval Air Reserve.
The boys' father Andres Fiel retired
from the Navy submarine service at the
end of World War IL

NAS Los ALAMITOs—Among the
s2aman recruit Waves now taking 'boot
training’ are a mother and daughrer
combination; another Wave ‘boot’ was
recruited by her father, a yeoman in
VC-774.

NAS OAkLAND—Nominated for "the
pilot who rtravelled the longest distance
ro drill” is Lt. Louis E. Rossi of VF-878
On one weekend he covered 2600 miles
via car, commercial air and his own
plane to get to Oakland “because he
liked ro fly jers.”

Lt. Rossi of Hardin, Monrana, has
been in the Organized Reserve since its
post-war inception and has I(}gged 4400
hours, civilian and Navy. A crop-duster
in civilian life, Lt. Rossi has missed drill
only once.

NAS DeENVER—Among the Organ-
ized Reserve officers who have chalked
up perfect drill arrendance records are

L. Wilson to new weekend warrior
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Air Reservists Miller, Prince, Maher, Matarese and Marcinik
check engine of ane of the 8 jet Phantoms at NAS WiLLOW GROVE S. Long, P. Harrell,
several who have to travel approxi- Navy was called upon in the middle of

mately 1000 miles to get to the station
and back each month. They come from
Albuguerque and Los Alamos, New
Mexico; Scotts Bluff and Crawford, Ne-
braska; Tribune and Goodland, Kansas;
Laramie, Cheyenne, Rock Springs, Pine
Bluff and Glen Rock, Wyoming.

Men Who Do Things

NAS St1. Louis—W. G. Berg AM-1
of vFo22 and B. H. Huene AMH-1 of
vE-923 designed and constructed a uni-
versal wing repair dolly under the super-
vision of R, L. Jones AMC of the metal
shop. The dolly accommodates all of
the smaller rype wings of both VF and
VA type aircraft in any position from
vertical to horizontal and simplifies the
job of the metalsmith working on the
wing panel.

NAS MINNEAPOLIS—As an aid to-
ward training personnel in the funda-
mentals of hydraulics, Donald Fransen
ami1 and Dwight Henson AD1 have de-
signed and constructed a powered and
acrivared basic hydraulic panel.

In the line of ingenuity, C. H. Abel-
son ADC has figured our an idea thar
permits the instant lowering and right-
ing of a nosed up or nosed over aircratt
in order to remove it from the runway.
The idea makes use of an adaptor which
is universal for all aircraft and is used
on rhe standard large Sterling crane.

Still another idea has been suggested
by H. J. Brunner am2 This involves
using a hypodermic needle for the ap-
plication of the new liquid ro cracks in
plexiglas to repair or reinforce them.

NAS Grosse ILe—]. M. Herman
AMC has constructed a  double-sided
rraining panel showing a complete set
of meral patterns on one side and a
complete ser of hand tools used in metal-
smithing on the other. All items are
mounted so they can be quickly re-
moved for close examination.

NAS MINNEAPOLIS — When the
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the night to fly six vials of influenza
Anti-H Typo-B Serum ro Rapid Ciry,
South Dakota, to be administered to a
three month old baby critically ill with
influenzal meningicis, LCdr. Robert L.
Feiten and Lt (jg) Thomas O. Milton
got it to the hospital within four hours.

Up the Ladder

NAS Miami—Two former srarion-
keepers, James W. Kirk AA and Herbert
J. Recker AA, are now enrolled in the
NavCad program at Pensacola.

NAS MinNEAPOLIS—Eleven candi-
dates were successful in passing the
compertitive examinations for appoint-
ment to the Naval Academy and as of
1 June 15 ROC candidates had already

received orders for summer training.

NAS OakLAND—From boor to En-
sign in seven years is the record of 2
]. Schaffer, former RM1 of the technical
training department, who has just been
given a commission in the Naval Re
serve. During the war Schaffer served
aboard the Maury and saw action at
Midway, Santa Cruz, Guadalcanal, Tassa-
foranga, Kula Gulf and Villa Gulf.

At NAS NEW ORLEANS, L.
rate from FASRON-321 CO Trapolin

Armstrong gets
chiet's

NARTU Jax PIO Coghlan with H. Moore, ]. Beaty, B. Thompson,

il

and M. Marshall who graced Jax Hoat

Three men of ve-g72, Don Walsh AA,
Guy McElroy AA and Harold Phillips
AA, passed their entrance examinations
for Annapolis. Walsh and Phillips were
accepred under the Naval Reserve quota
and McElroy has a senatorial appoint
ment.

NAS NeEw ORLEANS—Another Or-
ganized Reservist has made chief. His
name is L. A. Armstrong ADECA,

Station Round-Up

NAS Los Avramitos—This station
played host to 317 Boy Scouts and their
fathers on a "Fathers and Sons” over-
night encampment, which was the larg-
est gathering of this kind held here.

NAS GRrOssg ILE—Art a pistol match
in Tampa sponsored by the National
Rifle Association, aircrafr ordnanceman
J. €. Forman of Grosse Ile and his mates
on an all-Navy team set a new world
mark in the .22 cal ream event.

NAS Los Avamitos—AIll  seven
members of the Long Beach City College
volleyball team, one of the strongest in
the State, joined the 0-2 program while
they were aboard to play their matches.

NARTU ANAcOSTIA—VE-662 now
numbers 12 Calvin Coolidge High
School students among its members

NAS New OrLeEANs—On drill week-
ends, plane handlers now sport new T-
shirts colored to correspond to those
worn by flight deck personnel on carriers.

NAS WiLLow Grovi—Although jets
are now an old story ar this station,
pilots are still eager to fly them and
maintenance personnel like to work on
them

NARTU JacksoNviLLE—PIO's cer-
tainly had ro work hard to make Armed
Forces Day a success, but now and then
they had a few compensations. Take Lt
(jg) Frank Coghlan, for example. It
was his arduous task to line up local
beauties for the NARTU float (an F8F
Bearcat) in the parade. And he even
got his picrure taken with them.
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Heroism After P2V Crash

C. L BRILL, SN,

T}-i}'i tragic crash of a p2v-2 Neptune
at NAS QuonNseT POINT early in
June, which broughr dearh to nine mem-
bers of the 11-man crew, was a scene of
heroism.

Albert P. Metrolis, ADC, a chief pilot
attached to NAS Operations, saw the
doomed plane coming in for an ap-
proach. Upon the attempred landing, it
bounced from the strip and rolled over
cn its port side. The port wing snapped
off the fuselage.

"I started running toward the crash
as it burst into flames,” Metrolis said.
“The operations officer, Cdr. Fowler,
passed me in a car, followed by the duty
trucks of the Operations Crash and
Rescue Section.”

Three seamen from ve-7, Jay E Al-
verson, James ]. Heimann, and Charles
L. Brill, on duty with the Line Crew,
were standing by in a jeep. The three
men raced to the scene of the crash and
were among the first to get to the burn-
ing plane.

“When we got to the plane,” Alver-
son stated, "Heimann ran to the co-
pilot’s side, and I went o the pilot’s
side of rthe ship. Charlie Brill grabbed
a foam hose. We all stopped to see if
we could hear any voices inside, and
when we didn't, we looked around for
the easiest place to ger into the plane.”

Seaman Brill, manning the foam hose,
stood in a large puddle of the foam
midway berween the nose and broken
tail sections of the blazing Neprune. He
turned suddenly and found himself sur-
rounded by fire from the gasoline which
was leaking from torn tanks into the
foam puddle.

He dropped the hose, finding himself
alone, and siarted to run our of the
suds. He tripped and fell, breaking the
foamy blanker, and the gasoline-drenched
dungarees he wore started burning.
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THANKS PAUL POLLAKIS, AN, FOR SAVING HIS LIFE

He ran to dry land, but the wind in-
creased the intensity of the flames which
covered him from head to foor. Then
something hit him, and he found him
self again in the pinkish blanker of suds.

The “something” that hit Brill was
Paul Dixon Pollakis, AN, of the Op-
erations Crash Crew. Pollakis™ timely
tackle knocked the burning Brill intw
the suds.

"I saw someone surrounded by flames
in the foam,” Pollakis said. "He started
to run but due to the slippery sand be-
neath the foam, the guy fell down. He
was trying to get to his feet, bur kept
falling on his hands and knees. Then
he regained his feet and ran out of the
puddle, his clothing all aflame. I ran
at him and tackled him around the
waist, and borh flopped in the foamire.

"l had a raincoat and tried to smother
the fire on him by keeping him under
me, and it worked.”

That quick thinking saved Brill's life.

While rthis was going on, Alverson,
Heimann and Mertrolis joined in the ef-
fort to free the pilor and the co-pilor
from the smashed-in cockpit.

“T saw someone’s head and shoulders
hanging face down near the escape hatch,
so I started o dig with my hands,”
Heimann said. "I then saw some guy
with a shovel, so I grabbed it and with
some other men started to dig. Then the
guy in the plane (Co-Pilor Harold A.
Hamberg) mumbled something about
his shoulder straps holding him, so a
corpsman (P. B. Merriam, HM3 ¢) and
Cdr. W. W. Brehm ( Assistant Opera-
tions Officer) cut the straps and we
pulled him out.”

Cdr. G. E. Frauenheim, skipper of
vp-3 and pilot of the Neptune, was
pulled out in the same way. Both pilots
and Brill went to sick bay.

ON 1 JUNE THE CRASH

OF THIS NEPTUNE TOCK A TOLL OF NINE LIVES

The Operations Crash and Rescue
Crew, aided by the NAS Fire Depart-
ment, and scores of volunteers, joined
in keeping the blaze under control. The
fire fighters were in constant danger of
being caught in the blast of flames had
the gasoline tanks exploded.

The starboard wing, wrapped in fire,
was pulled away from the fuselage by
a crew who cut holes in the wing and
then hirched a cable to a cleat rrack. It
was towed to a spor where it could
cause no damage. This followed a sug-
gestion from LCdr. D. C. Carmichael,
Exec of vp-s

Typical of all-out efforts by civilians
and sailors in combatting the blaze were
Orto Kruger, a civilian, and John R.
Fleming, AD3 of NAS Operations. These
rwo men stoed directly beside the blaz-
ing airplane, directing their foam hose
into it. They stood their ground, ob-
livious ro danger even when ordered
to withdraw, in the hope of extinguish-
ing the fire and saving the wvictims
trapped in the wreck. Bur it was no use.
When reached, the crew had perished. Tt
is believed they died in the initial crash.

ST

I
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The Navy's war-tricd Privateer may be old
and decrepit in a jer age, but the public
il likes 1o look ar them. VP23 a
Moams pur one on display, and the public
wis Ingerested u:r/':.rg/} to stand in line. The
Blue Angels put on an exbibition to belp
recure atiention for receniting of NavCads.
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P&W MARKS 25th BIRTHDAY

HIs is initially the story of one man,
one company, and one institution,
and how they worked together.

Twenty-five years ago a lanky engi-
neer came ro Hartford determined to
build radial air-cooled engines. Once
he found the financial backing, he or-
ganized his company.

The Navy's part was Admiral Mof-
fert's expressed view that if such an en-
gine as this man proposed to build
succeeded, Navy wanted to use it.

The leading participants had stepped
on the stage—Frederick B. Rentschler,
Prarr & Whitney Aircraft and the U. S.
Navy.

Five men whom Rentschler chose to
work with him were George ]. Mead,
A. V. D. Willgoos, D. L. Brown, John
Borrup and Charles Marks. They started
to work on 3 August 1925, ambitiously
serting as their goal a 400-horsepower
air-cooled engine which was to weigh
no more than 650 pounds, a project en-
thusiastically seconded by Chance
Vought who knew he could use it. That
was the beginning of the Wasp.

This engine had an ingeniously de-
signed forged crankcase, which reduced
the weight of the engine, and a two-
piece crankshaft with a solid master rod.
This arrangement made possible 1900
rpm which was 250 more than its near-
est competitor and, of course, increased
its power.

On 5 May 1926, the Wasp took to
the air in the Wright Apache flown by
L. €. C. Champion ]Jr., BUAER test
pilot. The Navy was delighted with its
success.

That summer Cdr. Eugene E. Wilson,
then head of the engine section of the
Bureau of Aecronautics, wrote in Avia-
tion magazine: "The Wasp incorporates
some of the finest engineering yet seen

LT. FORREST SHERMAN FLEW
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THE FIRST CORSAIR

IN 1930 IN A WASP-POWERED APACHE,
in aircraft engines, plus workmanship
for which Pratc & Whitney is known.
There seems no doubt now rthat this
new engine is, even at this early point
of development, considerably advanced
over any other air-cooled engine of its
class that we know of. . . ."

In October 1926, the Navy ordered
200 Wasps, and by the end of 1927
Navy had its engines, and P&W had
chalked up a record of production of
which any firm mighe well be proud.

The Navy's need for an even more
powerful air-cooled engine for carrier-
based bombers and torpedo planes had
caused P&W to begin development of
the Hornet even before the first ex-
perimental Wasp had been completed

When the Hornet passed its test on 25

‘SARA’ IN

OFF THE OLD

LT, APOLLO SOUCEK SET A RECORD OF 43,000 FEET

March 1927 with a rating of 525 hp
and a weight of only 730 pounds, P&W
had accomplished the fear of designing,
building and qualifying two of the most
advanced power plants of that time in
less than two years.

The success of the Wasp in the ozu,
Foct and F2B and of the Hornet in the
T4M convinced the Navy thar the air-
cooled engines were here to stay. Navy
ordered 102 Hornet-powered TiM  tor-
pedo planes, and in 1927 announced ic
would build all its aircrafc around air-
cooled engines.

Iu\ 1928, the Naval Aircraft Factory
fitted two Hornets on the pN-12, and
60 days later it had made five world
records.

The demand for faster planes meant

1926, LT. C. C. CHAMFION, R,, TESTED FIRST WASP FOR THE NAVY
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the development of engines with more
horsepower, greater capacity and longer
service life. Through the years, P&W
made larger engines, designed them with
two rows of cylinders, installed super-
chargers, developed silver-lead-indium
bearings, improved lubrication, and in-
corporated water injection. During
World War II, one of P&W's great
achievements was rthe 28-cylinder 4360
Wasp Major with its four rows of cylin-
ders yielding 3500 horsepower.

A forerunner of the R-4300 was the
R-1830 Twin Wasp at which P&W was
hard at work in 1935, This was a 14-
cylinder, double row engine rated at
800 bhp—the highest takeoff rating at
the time—designed for such aircrafc as
the JF-1, Pay-1, and the TBD-1. During
World War 11, the R-1830 was used in

THE ORIGINAL WASP, RATED AT 400 HORSEPOWER
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the Catalina, the Coronado, the Libera
tar, the Privateer and the Wildeat; and
the r-2800 Double Wasp, developed from
the R-1830, powered the war-proved Hell-
cats and Corsairs, as well as the Ven-
turas. and  Harpoons, The Grumman
Tigercar, also powered by the Double
Wasp, arrived at Okinawa just as the
ar ended.

THOL.‘M NDS of Army and Navy pilots
were flying behind the Wasps, and
the thousands of men and wemen in
many parts of the councry cueting, grind-
ing, buffing, polishing and inspecting
the 14,000 parts in each engine knew
their jobs were essential. The challenge
of war had caused a tremendous ex-
pansion, so that in Connecticur, Massa-
chusetts, Michigan and Missouri, P&W
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LABORATORIES AND AIR FACILITIES

SHOPS,

Aircrafr had its forces at work.

In all, Pratt & Whitney and its li-
censees produced 363,019 engines in
World War 11, fifty percent of all the
horsepower required of the combined
American Air Forces.

The r-4360 Wasp Major was the larg-
est engine to be developed to the point
where it was accepred for military use
before the end of World War IL. In the
summer of 1940, P&W had become in-
terested in developing a multi-row radial
engine, and a few months later the en-
gineering deparrment had the green
light ro start on this program. Success-
ful flight tests were completed in May
1942, and the first engine was deliv-
cred o the Navy two weeks later. By
Junuary 1945, the Wasp Major with its
3500 hp rating was unequalled any-

HORNET POWEKED MARTIN'S T4M TORPEDO PLANE

WASP MAJOR IS ULTIMATE IN RADIAL ENGINES
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‘SARA° WAS PROUD OF HER AIHCRAFT ALL POWERED BY PEW ENGINES

where. The Navy uses it in the R-u0
Constellation, the PiM-1 Mercator and
the AM-1 Mawler; and the Air Force's

B-3i is powered with the same engine.

Bur the demand for even greater
speeds than rccipruc.mn;_ engines could
provide pointed the way ro the develop-
ment of gas turbines. During the war,
P&W had had to devote all of its effort
to the building of reciprocating en-
gines, bur with the end of hostilities, it
intended to dt\'t‘]np a gas turbine as
notable as its wartime engines.

A significant milestone in P&W's
postwar course was Navy's decision to
bring the Rolls-Royce Nene to this
country. Its rating of 5000 pounds static
thrust was attained with a total engine
weight of 1700 pounds, a weight ‘power

ratio that Navy was interested in for
use in its new fighrer, the Grumman
Panther.

WHH.\' Navy asked P&W to under-
rake this project, P&W seized the
uppnrmn:r\ The problem of doing the
engineering required to bring the Nene
into quantity production was a chal-
lenge, particularly since the Navy con-
tract specified that the first American

THE J-42 POWERED THE EARLY MODEL OF THE CARRIER-BASED PANTHER
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built Nene must roll off the East Hart-
ford assembly line in November 1948—
just 17 months from the time the first
Nene blueprints has been obtained.

Despite the obstacles — translating
British blueprints into American tech-
nical language and redesigning the ac-
cessory case and drive system—P&W
had the j-2 running in March 1948.
Just seven months later, the J-42 had
completed its 150-hour qualification test
at a rating of 5000 pounds thrust dry
and 5750 pounds thrust using water
injection—rthe highest power rating of
any turbojer in production in this
councry at that time.

The Navy had brought forces into
play that produced the very fruitful col-
laboration between Rolls-Royce and
Pracc & Whitney. The puolim, of the
engineering talent and research facili-
ties of these two grear companies yielded
a turbojet engine rated at 6250 pounds
static thrust, known in England as the
Tay and in the United States as the J-48.

In the fall of 1949, the P&W Turbo-
Wasp was flying in a later version of the
Panther. the

placement for
304

FUF-3, as an eventual re-
the j-12. It provided

increase in power without any

4-48

TODAY THE MIWAY LOOKS AT MDEN AIRCﬂkT IN ERY SAME WAY

substantial increase in dimensions,

At the time of its public debut in
February 1950, the j-48 Turbo Wasp
was the most powerful jet engine fiy-
ing in either the United States or Eng-
land. Shooting for stll higher power,
P&W added water injection and an
afterburner of its own design to send
J-18 soaring far above its basic thrust
for the shorc periods of operation so
vital in combat.

THE‘L decision of Frederick B. Rent-
schler to form a company 25 years
ago was a tremendously important one.
His dream of the furure of aviation was
intensely realistic—the engine’s the
heart of the airplane.

[t takes time to develop new designs,
time to perfect them, time to produce
them. The five men Rentschler gathered
about him in 1925 became hundreds and
then thousands until, in the war years
ar East Hartford alone, there were 40,000
men and women at work. It was on the
basis of the experience of the early years
that skilled engineers and crafrsmen met
the war crisis admirably.

With the J-42 and J-48, the Navy and

P&W are entering a new engine era.
(=]

IS MOST POWERFUL PLANE TURBO-JET ENGINE FLYING TODAY
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4 21 BEETLE, A PUSHER TYPE FIGHTER, HAS TURBOJET COUNTERPART

SWEDISH

THL—' FACT that Sweden has not fought in a war of ag-
gression for the past 135 years probably has some
bearing on her policy of armed neutrality. This policy was
reaffirmed when Sweden decided to take no part in the
North Atantic Pact.

To defend her long standing neutrality, the Swedish
Riksdag has ser aside rthe equivalent of $200,000.000 yearly.
The Royal Swedish Air Force figures prominentdy in this
budger. Since 1926, the RS AF. has constituted an auton-
omous branch of defense, side by side with the army and
navy.

The RS.AE, exceeded in strength only by the aeronau-
tical organizations of the United States, Britain, and the
Soviet Union, is composed mostly of fighters. The peace
time organization is comprised of four air groups (flyges
kadar) which include ten day fighter fotillas (flygflacedjer),
one night fighter floulla, four artack florillas and approxi-
mately two reconnaissance flotillas. An air fotilla (attack and
fighter) is composed of approximately 40 to 60 aircrafr;
a reconnaissance flotilla, of approximately 60 aircrafr.

Flying personnel of the RS.AF. consist of officers and
pilots who are on active duty for short periods. The basic
Air Force training lasts for one year and takes place at a
flying school located ar Ljungbyhed in southern Sweden.

The commander in chief of the Swedish armed forces
is General Jung. LGen, Nordenskiold, commander in chief

SWEDEN FLIES SUPERMARINE SPITFIRES FOR PHOTO RECONNAISSANCE
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USING SWEDISH P&W ENGINES, B 18A HAS TOP SPEED OF 296 KNOTS

IR FORCE

of the Air Force, is assisted by the Air Staff and Air Board.
The tasks of the Air Staff are of an operative, organizing
and instructive nature, whereas the Air Board deals with
technical, economic and legal martrers.

The principal aircraft manufacturing company in Sweden
is the Svenska Aeroplan Aktiebolager which is usually ab-
breviated to "Saab.” Founded in 1937 for the manufacture
of airframes and aircraft engines, the company has factories
at Linkeping and Trollhatean.

Foreign aircraft are included in the equipment of several
Royal Swedish Air Force units. These are given, in common
with Swedish types and those builr under license in Sweden,
» designation which indicates the service duty to which
they are to be pur.

Type Symbol Purpose

B ....Bombplan.. .Bomber aircrafr

A Attack aircraft

o s Torpedo bomber aircrafe
Jicas JERDYRIL, o/ csromsnernsrsssrresuasies Fighter aircraft

S.ciiicii Spaningsplan...... Reconnaissance aircrate
TP...ooerrererees Transportplan.......occivaneenns, Lransport ar ambulance
SK.ovorereer-Skolplan......oocccvevisessienenne. Training  aircrafe
GuinvansanGlidflyeplancaanii Glider

e SIS Segelflygplan......cccoeveevnnenns Sailplane

The manufacturer’s designation given to projects and new
designs is altered on acceptance for service use; for example,
the new jer fighter design, the SAAB-1001, was designated
J 20, Occasionally the manufacturer will assign a general
name, such as "Scandia” for the SAAB-90 transport or “Safir”
(Supphire) for the SAAB-01,

B 18—The Royal Swedish Air Force has no heavy hombers,
but is equipped with a standard light bomber, the B 18
There are two model designs of this three-sear, twin-engined
light bomber, each of which is 43.9 feer long and has a
wing span of 557 feet. The 18A is equipped with two
1,200 hp Prace & Whitney Twin Wasp sC3-G radials which
provide a maximum speed of 265 knots; the 188, is powered
by two 1,475 hp Daimler-Benz 605B in-line engines which
give a maximum speed of 290 knots. A peculiarity of the
design is the position of the cockpit canopy which has been
placed to one side of the center line of the fuselage to
improve the visibility of the pilot. Armament is lighe com-
pared with modern standards and consists of one fixed for-
ward firing machine gun and two flexible guns.

J 21—The J 21 Beetle, the main reciprocating engine-type

Restricted




Restricted

fighter used by the RS.AF, is a single-sear, twin-boom,
pusher-type aircrafe. It suggests our P-38 Lightning in gen-
eral appearance except for the position of the engine. The
pusher propeller driven by a 1,475 hp Swedish-made Daim-
ler-Benz 605-B in-line engine located aft of the pilot, gives
a maximum speed of around 350 knots. The J 21 is slightly
smaller than the P38, the Beetle having a 40-foor span as
compared with the Lightning’s 52 feet. The armament con-
sists of five fixed forward firing guns, one 13 mm. gun in
each boom and rwo 13 mm. guns and one 20 mm. cannon
in the nacelle, The Beetle was the first Swedish aircrafc to
be fitred with a tricycle landing gear. Because the design of
this aircraft had the inherent disadvantage of making it
rearly impossible for the pilot to escape with safery in
an emergency, Saab ficted the J 21 with an ejector seat
which has proved its worth on several occasions when
pilots were safely ejected.

SWEDISH ENGINEERS DESIGNED J 22 FIGHTER EARLY IN WORLD WAR 1l

J 21R—A modified version of the J 21, the J 2R, uses a
British Goblin 11 jer engine. It was the first jet-propelled
aircraft to be produced in Sweden for the RSAF. Its
initial flight the latter pare of 1947 indicated that no major
modifications were necessary, bur the horizontal stabilizer
was raised to clear the jer stream. The J 21R resembles the
British de Havilland Vampire (Swedish J 28) which is also
used by the R.S.A.E, but performance figures are not quite
comparable to those of the Vampire, because the J 2IR is a
slightly heavier plane and aerodynamically a compromise.
Maximum speed at sca level is estimated to be 435 knots.
J 22—This design, an attempt to obtain the maximum
performance from an engine of low power, was supervised
by a Swedish engineer who had spent some time at the
Vultee plant in California. The J 22, equipped with a 1,200
hp Prace & Whitney Twin Wasp SC3-G engine, was con-
structed under license by the Svenska Flygmortorbolaget,
Trollhiiten. Construction was based on a welded steel rube
skeleton with a birch veneer plywood skin. First flown in
1943, it has an estimated maximum speed of 300 knots.
Two 132 mm. guns are mounted in each wing.

The results of a test flight made in conjunction with an
F-31 Mustang (J26) indicated weaknesses as well as ad-
vantages. The J 22 has an extremely high rate of climb at
low altitudes; however, the F-51 is faster in level flight. It
would appear that in actual combat the j22 would be
extremely vulnerable because of its plywood and tubular
steel construction.

J 26 and J 28—Ar the end of World War II, Sweden
orocured a number of North American F-51 Mustangs from
the US.A.F. and designated them J 2.

The J 28 is actually the British Vampire 1 procured for
Sweden for its jet fighter units. Another version, the J 288,
bears a dual British designation, Vampire 5 for the R.AF.
and Vampire ¥B-50 for export. Delivery to Sweden of
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J 28 IS ERITISH VAMPIRE PRCCURED FOR RS.AF. JET FIGHTER UNITS

FB-50's equipped with British-made Goblin III units, began
it May 1949. Future Vampires will be equipped with
Swedish-built Goblin I11 units.

J 29—A-Thousand-and-One-Nights was the name given
by the factory workers to the SAAB-1001 jer fighter; later it
was designated the 7 20 by the RS.AF. and nicknamed the
“Barrel.” It is considered the first expressly designed Swedish
jet fighter. As part of the comprehensive research and test
program of the J 20, flying tests were made with a half-
scale wing of the same characteristics fitred to an experi-
mental SAAB 201, Safir light-cabin monoplane. The first of
the three prototypes flew in Seprember 1948.

A squat barrel-like fuselage houses a British de Havilland
Ghost jet engine of 5,500 pounds static thrust, which gives
the aircraft a maximum speed of more than 550 knots at
sea level. Arrangements have been made for the British
Ghost engine to be manufactured under license in Sweden.
The air intake for the single-jet engine is located in the
nose of a 33.5-foor fuselage. As in the case of the FoF
Panther, YAK-13 and MIG0 the exhaust is out the ventral
side of the fuselage forward of the rudder extremity.

Thin sweptback wings with a span of 36 feet, 45" at
root and 28" near the wing tips, are atrached just above
the midline of the fuselage. Four 20 mm. fixed forward
firing guns are located around the underside of the jer.
J 30, 5 31 and Tp 47—The de Havilland Mosguito 19,
designated 7 30 by the RS.AF, is equipped with radar.
To accelerate the training of the radar operators, radar
equipped B 3 twin-engine bombers ( Junkers 85K built under
license) have been modified for use as flying classrooms.

Another acquisition from Britain, the Spitfire 19, as the
s 31, is intended for use as a photo-reconnaissance fighter.
Completing the line-up the RS.AF. operate a number of
PBY Catalina which carry the Swedish designation TP 47.
The ubiquitous “"Cat” is used for air/sea rescue work.

THE J 29 'BARREL WAS DESIGNED FROM THE START AS A JET FIGHTER

31




closed down ar

When the Navy Midway,
vR-2 brought back the last Navy dependents

to be sent home, 86 children and wives.
Here LCdr. R. C. Hunr holds a lei-decked
boy as his passengers awair the arrival of

Navy Folds Up Air Group
Midway Returns from Tour to Europe

UUSS MipwAY—When this carrier re-
turned to Norfolk afrer its Mediterra-

nean tour of duty its air group, CAG-|
flew to Jacksonville for decommission-
ing.

VF-41, vF-a2 and VF-13, plus VF-45,

make up the air group, which was
headed by Cdr. R. H. Burns. It originally
was Air Group 75 and was stationed
at Chincoteague, later moving to Nor-
folk as cBG-3.

The air group used chessmen as its
insignia, with the Group Commander
being King, the artack squadrons flying
Skyraiders being the Knights and the
fighter squadrons in Corsairs represented
as Pawns, On its last .cruise, the group
combined with the Midway ship’s com-
pany to establish a record of 3,660 car-
rier landings without a landing accident.

Israeli Studies Navy Flying
Flying Loader Checks Flight Training

NAS PeNnsacoLA—Navy methods
of flight training were shown to Col.
Dantel L. Shimshoni, head of Israeli’s
Air Training Command, who visited
this station the first of June.

A graduate of Princeton, Col. Shim-
shoni reported students in his country
speak a number of languages, which
creares problems in instruction and
flight standardization.

Israeli uses Stearman Yellow Perils
for primary training, then switches to

32

officials from the Naval Air Station at Ala-

Most important "man” aboard the
plane was Lance Fuller one month old,
nine-pound boy, who was the last baby born
Midway is neacly deserted.

meda

on the island.

SNJ's for basic, as the Navy used to
do during the war. Col. Shimshoni said
the nation is considering adopting the
Navy's present method of starting pilots
out in SNJ's. Israeli's air forces use
F-51s and Britush Spitfires as combar
planes.

2,000 Landings on Carrier
British Pilot Claims a World Record

Claimant of a world's record for
carrier landings is British LCdr. . S.
Bailey, who made his 2,000th landing
on an English flattop on 24 May. Bailey
made most of his landings on aircraf
carriers during the war, His 2,000th

was aboard the MWlustrions while pilot-
ing a Seafire fighter.

Believe it or not, the sceme above iv om a
naval air station, The last of May NAS
Los Alamitos was host to 317 fathers and sons
at a Boy Scour encampment, climaxed by a
huge bonfire and Indian ceremony. The boys
slepe in pup tents; the fathers, in barracks.
Forty boys were given a hop in an R4D awid
all were given a chance to sample Navy chow,
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VC-10 Adopts New Mascot
Saves Goose From Chopping Block

According to a popular song hit,
the wild goose gets restless in the
spring and takes off into the deep blue
for green pastures in the far North,

Composite Squadron 61, based at
NAAS MiraMARr, San Diego, does the
same thing., Every spring since 1947,
the Navy's only Fleet photographic re-
connaissance squadron, has been mi-
grating north from sunny California to
conduct photo mapping operations in
the Alaskan wilderness not to return un-
til the snow begins to fly.

So it is only natural that vc-g1 should
adopt a goose for a squadron mascot.
Although Cdr. William H. Davison
searched far and wide in southern Cali-
fornia for an authentic- specimen such

a5 a Canadian "Honker” or a Brant,

he could only find the unstuffed variety
in the San Diego live poultry market.

‘ViIP*

AIRMAN L. B. NICHOLS HOLDS VC-10'S

Which is why vc-s1's mascot is a do-
mestic Touloose goose.

Issued a custom-made parachute and
survival gear, “Vip," the goose, is all
set to ride in a big Navy four-engine
photographic plane during the forth-
coming operations,

According to Cdr. Davison, "Vip”
should be happy in her new duty as a
naval air mascot, Prior to her rescue
she was scheduled for a San Diego
chopping block enroute to someone's
1950 Thanksgiving dinner. She can
now look forward to a secure career
in naval aviation, providing, of course,
that budget cuts don’t put vc-a1, itself,
nn the chopping block.

e MCAS CHERRY POINT—While
field carrier landings in his Corsair, MSgt.
W. G. Langley lost a landing gear in collid-
ing with a truck. In regaining altitude, he
lost oil pressure and bailed our, bur his
harness caught on the plane. He finally
struggled free ar 800 fr. and landed in the
Neuse river wet bur otherwise uninjured.

making

Restrieted




Restricted

CHEESECLOTH BARRIER AT TOP STOPS AIRPLANE

Model Tests Catapulting Data

To find out how a projected Navy plane
will behave during catapulting from a carrier,
Douglas Aircraft Company's El S

ceundo plant
has developed a unique testing method em-
ploving model planes.

A reduced carapult deck equipped with a
driving shurtle simulating an actual carrier
installation has been developed. The models
made of balsa wood and paper are carefully
weighted with lead to give dynamically sim-
ilar characteristics of the full scale aircrafe

The models simulate the range of condi-
tions found in actual service. Motion of the
models as they are catapulted down the
"deck™ is obtained with a high-speed motion
picture camera taking 700 frames a second.

This camera photographs through a hole
in the roof locared directly over the catapult
deck, giving a bird's eve view of the acrion
One of the most difficult problems in develop-
ing this test program was recovering the
model at the end of the catapult run without
damage.

This was accomplished by installing a stop-
ping barrier at the end of the run consisting
of 15 sheers of cheese cloth hung vertically
and spaced about 6" apart.

San Diego O&R Stops Fungus

Fungicidal treatment of electronics equip-
ment is being undertaken by the O&R De-
partment at NAS SaN Digco. Although
the process is not new, its further use in
overhaul acrivities will effect savings.

New equipment from factories has been
treated by drying and coaring with fungici-
dal lacquer in accordance with JAN-T-152,
Old equipment undergoing overhaul was
cleaned and similarly treated when signs
of fungus were present.

When radio equipment is to be used un-
der hot and humid conditions the fungi-
cidal treatment is of utmost importance to
lengthen the life of electronics equipment.
An attempt is being made o so treat all
parts going through overhaul, even though
this takes more time. It is believed this pro-
cedure will lessen furure costs.

Ordinary cleaning and sprayving facilities
are adequate for the job. The only problem
involved has been to provide an oven capa-
kle of processing the necessary volume of
equipment. At San Diego the load is approxi-
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mately 1,000 items a week. As each irem
should be in the oven about three hours at
a temperature between 120° to 140° F., it
would take too much time to place the items
cn a fixed table and keep time on all of
them, Likewise, a conveyor system would
ke too expensive.

Answer is to have several avens into
which loaded carts can be rolled for the
required time. Afterward the carts are rolled
to the paint booth, and the fungicidal lac-
quer spray is applied. In the booth, a four-
foot diameter turntable provides ap easy
method of handling the pieces to be sprayed
and also gives them a few minutes to dry.
Then the pieces go back to the reassembly
line where any spots which were missed are
touched up.

Carts are of three-shelf design. To and
disassembly and masking, a list of items is
furnished, and Air Force training film
MA4930 is shown.

Seattle Bomber Hits a Sub

NAS SiATTLE—An unnamed marksman
from the Reserve training unit here prob-
ably wins the 1950 prize for bombing
maurksmanship.

Flying in a PBY, he dropped a tiny prac-
tice bomb squarely on the slender periscope
of the submerged submarine Greenfish in a
recent ASW practice. The eight-pound bomb
contained a small explosive charge which
shattered the periscope lens,

Designs Beach Gear Wheel

NAS, Corrus CurisTi—Man-handling
PBM tail beaching gear weighing upwards
of 400 pounds is a back breaking task. It
practically has to be bulldozed up and down
the ramp.

In order to move the tail gear to its de-
sired position, one end must be picked up
and the gear pushed along on its two end
wheels.

A solution to this problem was thought up
by L. J. Sandusky, ADC, who reasoned
that if a small metal wheel were welded to
the underside of the end to be lifted, the
beaching gear could be moved along merely
by pushing.

Sandusky is attached to Advanced Train-
ing Unit 10 at Corpus. His idea has been
incorporated in gear used at this activity with
satisfactory results.

The idea has not only cut down on the
wear and tear of the beaching crew but also
saved money spent on repair of gear damaged
In operations.

L. J. SANDUSKY, ADC, WITH HIS BEACH GEAR

UPHOLSTERY SECURED WITH RETAINING STRIPS

Four JRM-1's Reupholstered

Like any housewife facing the problem
of spring redecoration, officals at  NAS
ALAMEDA picked up overhaul specifications
on four Mars flying boats with some hesi-
tetion. Orders called for reupholstering all
compartments  previously upholstered, plus
revision of head installations and putting 1n
additional upholstery.

The old upholsiery, fastencd with panels
and buttons, had buckled and sped, and
some of rthe buttons had rusted. Wood
Lroadeloth on the flisht deck of the com-
partments required repeated dry cleaning,
particularly during heavy maintenance check
periods.

To renew the existing installation would
he costly and unless a perfect alignment of
panels was achieved, the finished product
would be two loose and baggy or oo night
Fach panel would have to be fied indi-
vidually, sewn and then fibreglass backed
before installation.

But there was a more efficient solution,
and this was put into practice. All old panels
were removed from the big aircraft with
only the fibreglass backing on them. Metal
build-up was installed to provide retainer
mountings in corners and around obstruc
tions: then the fibreglass was cemented di-
rectly to the hull outer skin and strucrure.
Cloth-backed vinyl leatherette was fireproofed
by spraying with Flamort compound and in-
sralled over plastic retaining strips.

In the case of panels where periodic checks
and inspection were necessary, zippers were
installed. Upholstery panels were then added,
using plastic retaining strips and blind meuwal

b =3

edge strips secured with screws and cup
finish washers.

It is anticipated that the installation will
srand up well under normal usage. The
present upholstery has now been in service
for over nine months. It provides ease ot
maintenance and cleaning, removal and re-
placement, but above all, it presents an
exceptionally fine appearance.

b

® NAS OvatuE—Chief Gash of the elec
tric shop has completed what this activity
copsiders to be one of the best generator
test benches to be found outside of an over-
haul station. All kinds of generators, alter-
nators, regulators and reverse current relays
may be tested. Diagrams are available.
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Fireproof Hydraulic Fluid

HE fighter plane came in, struck a

barrier and burst into flames on the
carrier deck. Asbestos-clad figures rushed
to the aid of the pilot and managed to
get him our before the flames engulfed
him. The fluid in the hydraulic system
of the plane fed the fire and torally
destroyed the aircrafr.

Because that happened often enough
in the World War Il—and sometimes
the fire occurred in flight and the pilot
and crew were lost—the need for a
non-inflammable fluid was foreseen and
research accelerared. If it could be found,
the hazards of aircrafc fire could be
substantially reduced; at least, the hy-
draulic fluid the aircraft carried would
not accelerate its destruction. Qur of
BUAER's program of research and de-
velopment came non-inflammable fluids,

YDRDLUSE U-4 WILL NOT FEED THIS TYPE FIRE

called Hydrolnbes because of their water
base.

When fires in systems containing
mineral oil base fluids were analyzed, it
was clear that the fires were caused pri-
marily by external leakage of the system
under high pressures. The resulting
vaporization and carburetion of fluid
produced a highly flammable mixture
that was readily ignited by a hot ex-
haust manifold, an electric spark or any
other source of heat. Furthermore, minor
fires caused by other aircrafc systems
adjacent to hydraulic installations, which
would otherwise be readily extinguish-
able, became all too often major fires.
In addition, if a bullet ruptured hydrau-
lic installations concaining mineral oil
base fluid, a real fire might follow.

The hydrolube non-inflammable fluids
are basically mixtures of water and ethy-
lene glycol with additive materials
which improve lubrication, low temper-
ature operability and the viscosity index
as well as prevent corrosion. The non-
inflammable fluid now being produced
by the Carbide and Carbon Chemicals
Corporarion is made from commercially
available materials and is designated
Hydrolube U-4,

Hydrolube u-4 fluid (BuAer Specifi-
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cation 51F22 AER) was developed to be
used in systems currently using mineral
oil base fuid AN-0-366; that is, an hy-
draulic system which operates satisfac-
torily when filled with mineral oil base
fluid will operate satisfactorily when
filled with Hydrolube U-4 fluid without
changing the material or packings con-
tained in the system. This does not mean,
however, that the two fluids can be
freely mixed in the same system at the
same time,

Since so many questions have been
addressed to BUAER regarding Hydro-
lube U-4, these same questions are prob-
ably in the minds of many pilots, engi-
neers and maintenance men. Here are
the questions—and the answers.

Q. How can one determine which type
of fluid to use when filling an aireraft by-
draulic system?

A. The hydraulic system reservoir will
bear an instruction plate indicaring by speci-
fication number and color the type of fluid
required.

Q. Can Hydrolube U-4 fluid be mixed
with mineral oil base fluids in an aircraft
bydrawlic system?

A. Hydrolube and mineral oil based
fluids should net be mixed in a hydraulic
system. However, in the event of an emer-
gency, the following practices may be fol-
lowed when the main hydraulic hydrolube
system reservoir requires filling and no
Hydrolube U-4 is available:

1. If the additicnal fluid required o fill
the reservoir is in excess of one-half gallon,
drain the aircraft hydrolube system of all
Hydrolube U-4+ fluid. It should be refilled
with mineral oil base fluid AN-0-366 as an
interim measure, the change being noted by
a suirable log book entry and the attachment
of a warning rag to the reservoir filler cap.
Upon availability of hydrolube fluids, the

mineral oil base fluid should be drained
from the system as completely as practical
and refilled with Hydrolube v-4 fluid, this
change also being indicated by a suirable
log book entry and removal of the warning
tzg. Residual quantties of the mineral oil
base fluid will migrate 1o the fluid reservoir
where they can be removed by draining the
reservoir completely.

2. If the additional fluid required to
maintain the reservoir or hydraulic hydro-
lube system ar its full capaciry is one-half
gallon or less and no hydrolube fluid is
available mineral oil base fluid may be
added as an emergency interim fix. A suir-
able log book entry should be made, and
a warning tag attached ro the reservoir cap
indicating the quantity of mineral oil base
fluid ‘added. In no instance should the toral
fluid added exceed the one-half gallon limi-
ration, Upon the availability of hydrolube
fluid, the reservoir should be drained, a log
book entry made and the waening tag re-
moved. No immediate flushing of the sys-
tem s necessary after removal of the added
mineral oil base fluid from rhe reservoir.
Removal of small percentages of mineral
ail base fluid, whenever it is known to be
in the system, can be accomplished as shown
in the diagram. Under no circumstances
should water or ethylene glycol or Prestone
or any mixture of these be used as a sub-
sritute in aircraft hydrolube hydraulic sys-
tems.

0. What effect bhas Hvdrolube U4 fluid
on metals normally used in the aircraft hy-
draulic systems?

A. Results of laboratory and flight rtests
reveal that copper, steels and aluminum al-
loys normally used in aircraft hydraulic sys-
tems are not adversely affected by Hydro-
lube U-4 fluid and give no indication of
corrosion. There are a few exceptions, how-
ever. Cadmium plating and zinc plating,
normally used as a protective coating on
steels, are artacked, the Hydrolube v-+ fluid
forming a soapy, jelly-like substance. In one
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instance the depositing of this soap-like jelly
in a dead-cnd passage if the pump feathering
mechanism caused malfuncrion of the hy-
draulic system. By replacing two cadmium
plated steel components with stainless steel
parts the difficulty was overcome.

Serious corrosion of 50-50 solder, lead,
Fronze and magnesium make it impossible
ro use these materials in conjunction with
Hydrolube U-a.

Q. Is Hydrolube U-d fluid injuriouns to
personnel?

A, Hydrolube U-4 fluid will not destroy
or irritate human skin nssues by chemical
action. It is generally known that some
people are allergic to engine oil, others to
aluminum, and still others to almost any
material used in the aircraft. Similarly,
there are probably some people who are
allergic to Hydrolube u-a fluid, bur essen-
tially, # does mot comtain any injurious
chemicals. To remove Hydrolube U-3 fluid
from the skin or clothing, simply use soap
and water,

0. Does Hydrolube U-i flutd have any
toxic effects on personnel?

A. No. Hydrolube v-4 fluid is composed
basically of water and ethylene glycol, and
since the vapors of neither of these are
toxic, the fluid may be used suafely indoors
in test cquipment or in servicing aircrafr.

0. What color is Hydrolube U-4 fluid?

A. Hydrolube U-+ fluid is distinguished
from other aircraft hydraulic fluids by its
amber color, something like the color of
stale beer.

Q. Should Hydrolube U-4 fluid be wsed
ar a means of lubricating O ring packings

during the assembly of bydranlic system
com ponents?

A, Yes.

Q. When bydraulic  components  pre-

served with fluid conforming to Specifica-
tion AN-O-7 or AN-O-366 are to be used
with Hydrolube U-4, what steps should be
taken?

A. The components must be drained and
flushed with U-+ fluid before installation in
aircraft.

If the component is bench tested it can
he done on a test stand filled with AN-0-366,
AN-0-7 or Hydrolube U-4.

Components removed from aircraft hydro-
lube hydraulic systems shall be preserved
in accordance with ASO Preservation Pack-
aging and Packing Technical Supply Bulle-
tin No. 11, dated 17 October 1946, in order
10 prevent Corrosion,

0. What effect has Hywrolube U-4 fluid
on aircraft hydranlic system filter elements?

A. Laboratory and flight tests have indi-
ceted that any filter clement that uses a
cement containing protein compounds will
not hold up in hydrolube fluid. Filter ele-
ments assembled with a phenolic cement
bave been satisfactorily tested with no evi-
dence of deterioration. Sansfactory elements,
manufactured by Skinner Purifier, Inc. and
Purolator Company, can be identified by the
letter “H” stamped above or below the
manufacturer’s part number. Either of the
chove manufacturers elements bearing the
"H' stamp are considered satisfactory for
vse in mineral oil base fluid or hydrolube
U4 fuid,

Q. Are non-inflammable fluids ever in-
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tended for wie in landing gear shock struts?

A. Laboratory drop tests on shock struts
indicate the Hydrolube U-4 fluid under pres-
sure has a tendency to hold air in suspen-
sion for a relatively long time. Therefore,
Hydrolube U-4 fluid would not provide sat-
isfactory damping after initial contact during
a hard landing. For this reason, Hydrolube
U-4 fluid cannot be used as a replacement
fiuid in shock struts:

Q. Does Hydrolube U-4 have any effect
on paint, lacguer or enamel?

A. Yes, Hydrolube U-4 has a softening
effect on paint and lacquer. However, at
room temperatures the fluid would have to
remain in contact with the painted surface
some time before the paint was removed.

If hot fluid from the hydraulic system of
a plane were to leak on painted surfaces,
the softening rate would be increased. To
avoid any possible effect on painted sur-
faces, spillage of Hydroiube U-1 should be
wiped up as soon as possible. Enamel is not
affected to the same degree.

Q. Whar is the electrical conductivity of
Hydrolube U-47

A. Hydrolube U-1 has high electrical con-
ductivity, bur this problem is not a major
consideration in the selection of an hydraulic
fluid, The same precautions that one takes
against water near electrical equipment
should be followed when one is handling
Hydrolube u-1 fluid.

0. Whar effect bas Hydrolube U-4 fluid
on rubber components?

A. Hydrolube fluids have no noticeable
effect on the rubber used in aircratt hy-
draulic systems. Hydrolube U-4 causes sig-
nificantly less deterioration of the various
rubbers than did the mineral oil base fluid.
In some instances, however, flight tests have
disclosed failures of accumulator bladder
and diaphragm, but these failures have been
experienced in cerrain aircraft only and not
in others, and have been atributed to the
higher operating temperatures of the air-
craft systems involved.

Q. Is Hydrolube U-4 fluid to be used ex-
clusively in all naval aircraft bydraulic sys-
tems?

A. No. Hydrolube -4 fluid is currently
used in Models FoF and P2v-sw-1 aircraft

Q. Is Hydrolube U-4 fluid truly non-in
Hammable?

A. Yes. In one aircraft using Hydrolube
u-+ fluid, the engine section was severed
fiom the fuselage when the aircrafr struck
the ground. The aircrafr then burst into
fiames, the main system hydraulic tank and
all lines connected to it were damaged al-
lowing all the fluid to escape. The fluid
appeared to be unchanged despite the heat
of the burning aircrafr.

In another aircrafr, under similar condi-
tions, the main system hydraulic fluid supply
stand pipe on the tank was broken allowing
all the fluid above the stand pipe to escape.
The tank held its emergency reserve fluid.
The fluid appeared to be unchanged despite
the heat of the burninz aircraft. No gum
deposits, signs of burning or evidence of
solidificarion could be found.

What are the operating temperatiires
for Hydrolube U-4 Fluid?

A. Hydrolube u-4 flurd is satisfactory for
operation from —40°F to 160°F.

3 4‘

BEING USED ON AN F6F

HOIST WITH STA
Work Platform for Steel Hoist

On the basis of an idea submitted by
S. N. Mack, ADC, one of the structural
mechanics ar U. S. Naval Proving Ground,
Dahlgren, Va., has designed and built a
work platform for use with the portable
engine hoist crane (Rso-11-660200). The cost
of this addition is approximately $27 for
material.

The platform is 36 inches above the top
of the leg truss and exrends eight feet out
from the boom mast. The platform is solid
planked for five feet, and the rest is hroken.
The entire platform can be removed or
set up by two men in 15 minutes. It can
be boxed with the rest of the hoist for
shipment.

The stand facilitates the removal of pro-
pellers and engines from fighter and artack
type aircraft.

VP-1 Tests 1065 Engine Oil

During its recent tour in the Alaskan-
Alentian area, vP-1 conducted preliminary
tests of specifications AN-0-8 lubricating oil,
grade 1063, in the R3s50-26W and WA engines
installed in the P2v-3 aircrafr. The oil was
used in a toral of ten engines. The remaining
engines were lubricated with grade 1100 oil.

Owing to the variable weather and operat-
ing conditions, the results obtained are neces-
sarily qualified estimates. Best estimates on
minimum temperatures at which satistactory
undiluted cold starts can be made are:

Grade 1065 woil 10 1B,
Grade 1100 oil 25°°F,

Starting performance with undiluted grade
1065 oil at 10°F. was satisfactory, but con-
sidered marginal owing to low cranking
speeds and slow oil pressure rise. Undilured
grade 1100 oil was found to be unsatisfactory
at 10°F, because of these factors and con-
gealed external oil lines.

There was no difference in maintenance
requirements due to the use of 1065 ail,
except for a slight adjustment of engine oil
pressures. Oil consumption remained under
one gallon per hour per engine. Depending
upon the results of test engine inspection
during overhaul, grade 1065 oil is considered
w0 be excellent for use in all cold weather
operations. Dilution and/or pre-heat should
be used whenever predicted minimum tem-
peratures are below 107 Fahrenheit,
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INTERIM REPORT DIGEST

5

This digest covers the 15 June Interim Report
of Service Test, NATC Partuxent, and does not
necessarily reflect RuAer poliey,

HRP-1 (118 Hours)

A 120-hour check was performed on the

aircraft during this period. The aircraft was
rransferred to the USMC at Quantico on
12 June 1950 and returned to Service Test
on 16 June 1950,
Qil Pump Transmission, While the aircraft
was hovering, the forward oil pump warn-
ing light commenced to flicker. The woil
pressure was approximately five Ibs. below
normal, and the oil temperature was 10°
cbove normal. Posdlight investigation re-
vealed that the pump rotor shaft top bear-
ing was excessively worn, and the bottom
bearing scored. This is a new type pump
which had operated a toral of 17.5 hours
since installation,

During flicht ar 1000 feet alritude, the
aft rransmuission oil temperature rose from
normal to 60° C.., and the oil pressure
dropped from normal o 23-28 lbs. psi,
dependent upon rotor RPM. Post-flight in-
vestigation revealed that the pump shaft
was loose in the pump bearings. A previous
failure of the forward rotor oil pump was
reported.

Recommendation:  Manufacturer  should
investigate and take corrective action.

F2H-1 (415 Hours)

Status. Test is completed, and the final re-
port is being prepared. The J-34-WE-22 en-
gines were in the airplane during the larter
part of the test were operated as follows:
one for 356 hours, the other for 264 hours.
Spark Plug. A 200-hour "B" inspection dis-
closed thar pieces of the ceramic insulator
were missing in one spark plug, Inspection
of the wrbine assembly revealed rhar pieces
of the insulator were imbedded in two tur-
bine blades; This failure is considered to
be an isolated case. Recommendation: Re-
move the turbine and inspect the blades if
the ceramic insulator in a spark plug is
found to be chipped.
Under Investigation: (a)
shock mounts and (b)
rion chamber liner.

F9F-2 (497 Hours)

The airplane was flown to Grumman Air-
craft Engineering Corporation on 22 May
for installation of modified fuel cells that
are to be rested.

F2H-2 (105 Hours)

The project has been delayed because
of a wrbine blade failure which necessi-
tated an engine change and a failure of
the nose landing gear assembly during the

failure of ARN-6
failure of combus-
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first arrested landing made on the field car-
rier placform.

The following discrepancies have been
reported 1o the Board of Inspection and
Survey:

Light Assembly. The altitude low limit indi-
cator light is o bright for night flight op-
erations. Recommendarion: Provide a dim-
mer for the alritude low limit indicator light.
Turbine Rotor Assembly. During a major in-
spection of J14-WE-31 engine after 70.1 hours
of operation, it was discovered that the tips
of the first stage turbine blades were curled
on the trailing edge. It is believed that this
failure was caused by high temperatures that
resulted from unsaosfactory ground starts
and flame-outs at high aluwdes.
Qil Pressure Transmitter. The oil pressure
transmitter for the starboard engine failed
during flight and was replaced. Afrter 5.3
hours, the replacement transmitter failed,
Investigation of the first transmitter revealed
that the teeth to the lefr of zero center on
the sector gear had failed. Inspection of
the second transmitrer revealed thar the pin
connecting the link to the bourdon tube
had failed.
Generator Brushes. The porr generator failed
after 72.3 test hours because the brushes
were excessively worn. The generator was
replaced. After 21,6 hours of operation, in-
spection revealed that the brushes on the
replacement generator had worn to within
3/16" of the shunt rivets. Recommendation:
Provide generator brushes which satsfac
torily meet the requirements of specifica-
tion AN-G-1a dated September 1947,
Nose Landing Gear Strut. The nose landing
gear failed during the first arrested landing
made by this airplane on the field landing
platform. The shock strut had been properly
serviced prior to flight. The approach to
the landing was normal, and rthe “cut” was
given while the airplane was about eight
feer in the air ar abour 100 knots TAS, A
nose-high, free-flight engagement was made
with the No. 2 wire. The main landing
gear contacted the ground, and then the
aircrafe rocked forward, and the nose gear
contacted the ground and failed.
Investigation revealed that the nose land-
ing gear shock strut had bottomed and failed.
The forces transmitted to the aircraft caused
many other assemblies to fail. Recommenda-
tron: Investigate and determine the cause
for this failure.
Turbine Rotor Blade. While operating the
J-M-WE-34 engine at an alritude of 40,000
feet, the pilot fele a severe vibration and
noticed a rapid rise in turbine outlet tem-
perature and a decrease in RPM. The engine
was immediately shut down and allowed to
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windmill unnl the turbine outler tempera-
ture decreased to 200° C. (a period of about
five minutes). Inspection revealed that one
first stage turbine blade had failed in the
first root serration., This turbine had been
operated 21 hours since new and had a toral
of 3.5 hours at military power. Recommen-
dation: Provide satisfactory turbine blades.
UF-1 (192 Hours)

Discrepancies. Inspection disclosed that the
electrical conduit elbow attached to the port
alternate air door actuator was torn away
from the actuator and several wires inside
the conduit were severed. The electrical con-
duits and wires connecting the actuators and
the junction boxes in both engine nacelles
are approximately 3" roo short. The base
plate of the port actuator was secured ro a
mating plate between the elbows and the
actuaror with only two screws although pro-
vision had been made in the plates for four
screws. Recommendations: (1) Increase the
length of the conduit and wiring berween
the junction box and the elbow leading
into the alternate air door actuator motor.
(2) Manufacturer inspect assembly of parts
more thoroughly.

Exhaust Stack. The exhaust stack attached
to No. 7 cylinder of rhe starboard engine
failed.

De-lcing Boot. During installation of the de-
icer boots, it was noted that a port wing
slot de-icer boot was incorrectly labeled
“Starboard wing slot.”” During flight with
de-icer boots not in operation, the top of
the starboard inboard wing de-icer bhoot
balloons. This boor appears to be too large
and, therefore, is too loose on the wing.
Kecommendations; (1) Label de-icer boots
correctly. (2) Investigate and correct thar
cause for the ballooning condition,
Walkways. Walkway areas are not clearly
outlined as required by Specification SD-24-E,
pars, 221 and 369, A non-skid walkway is
not provided on the top of the fuselage to
prevent personnel from slipping when the
surfaces are wet. Recommendations: (1)
Provide a non-skid walkway on the top of
the fuselage from the after eatrance door
1o the flight deck emergency escape harches.
(2) Outline the limits of all walkway
areas, -

P2V-4 (167 Hours)

Pipe Assembly. The front exhaust pipe as-
semblies on cylinders No. 2 and No. 14
of the port engine failed. Similar failures of
front exhaust pipe assemblies instlled on
a Pav-i aircraft were reported by Service
Test RUDM's 22-49 and 6-30. Recommen-
dation; Provide satisfactory front exhaust
pipe assemblies.

R3350-26 WA Engine. The engine operated
crratically. Inspection of the ignition sys-
tem disclosed thar the magneto was timed
to fire the spark plugs at 13° B.T.C. in-
stead of at the correct position, 28" B.T.C.
Recommendation: Time engines correctly
prior to delivery of aircraft.

Engine Shield Assembly. Four flame shield
assemblies failed. P2V Aircraft  Service
Change 164 had not been incorporated in
this airplane. Tests under Project PTR MA-
362 on a P2v-i airplane on which Change
164 is instalied indicate that the change does
niot completely eliminate this type of failure,
Recommendation: Provide satisfactory flame
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shields.

Flange Connecting Clamp. A fange connect-
ing clamp and a snubber clamp failed. The
flange connecting clamp was installed at the
junction of the exhaust system and the front
cvlinder exhaust pipe of No. 16 cylinder on
No. 2 engine. The snubber clamp was em-
ployed on the slin joint connection of the
weld assembly located at cylinders 16 and
17 on the No. | engine.

RCM Stub Antenna. The RCM swwb antenna
which i1s mounted on the lefr hand side of
the fuselage failed.

Engine Cowl Flap Assembly. Five cow| flap
assemblies have failed during rhis test. Sart-
isfactory cowl flaps will have to be provided.
Escape Haotch Curtains. The overhead curtains
in the pilot's compartment are unsatisbactory
tor the following reasons:

I. Because of the large number of snap
fasteners, the curtains cannor be quickly
rigged or stowed. It is believed that a
window shade roll type curtain, installed at
the after end of the window would be a
more satistactory installarion.

2. The curtains are made of black ma-
terial and, when rigged, absorb heat trom
the sun and dissipate it in the pilot's com-
partment. Reflective top surfaces are needed.
Propellers. During a ground test of propeller
featuring and reversing with engines run-
ning. the propellers sometimes continued
fiom the feathered position into  reverse
pitch when the feathering swirch was held
out. Attempts to unreverse the propellers by
operating the throwle controls were not al-
ways successful. Unreversing could be ac-
complished if the feathering switch was
depressed long enough 1 permit the pro-
peller to enrer the governing range.

The propellers were removed and com-
pletely disassembled. Inspection revealed
that they had been assembled with the low
pitch stops ser at 14°, The basic pirch had
been established at 10°. The reversing con-
trol plate had been set with the 10° gradu-
ation aligned with the 10° graduation on
the segmental gear. This setting of rhe revers-
ing control plate permitted the blade switch
brush to contact a grounded portion of the
plate when the piston was only 1° from
the low pitch stops. This setring is insuf-
ficient to insure unreversing or to prevent
entering reverse pitch if the feathering
switch is held out.

The third sentence of paragraph 4-163 of
Handbook AN-03-22CC-30, revised 1 June
1949, is in error. It should read: "After this
has been checked, measure the blade angle
at which the electrical ground is established
when coming out of the reversing position
and broken when coming out of the feath-
ering position.” The last line of paragraph
3.20 is also in error. The word "insulated”
should be changed ro “un-insulated.”

Recammendations: (1) Inspece all pro-
pellers on P2v-a aircrafe for correct setting
of the reversing control plate. (2) Correct
the Handbook.

AF-2W (62 Hours); AF-2S5 (233

Hours)

Ring Cowl Panels. During the acceprance
checks of both the AF-2S and the AF-2W, it
was found that the junction of exhaust stacks
No. 14 and No, 16 had chafed against the
ring cowl panels rear support ring. Recom-
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wmendation: Provide adequate clearance be-
tween the exhaust stacks and the ring cowl
panels rear support ring.
Fuel Pump. During the acceptance checks
of both the AF-s8 and AF-2w, it was dis-
covered that the changes which had been
direcred by BUAER had not been incorpor-
ated. The TF-1n gasket in the Thompson
TH-3300-1 fuel pumps installed in the air-
plane was not replaced with a TF-3301 gasket;
and the filister head screws were not re-
placed with AN-74A-20 hexhead bolts. Recom.
wendativn: Contractor incorporate safety of
fhizht changes before deiivery of arcrafc
0" Ring Seal. Investigation of a leak ar
the outlet fitting of the auxiliary hydraulic
system hlter disclosed that the "0" ring
had failed.
Hydraulic Tube. The hydraulic tube, which
exrends trom smton 116 ro staton 138
tailed, and all hydraulic fluid was lost. It
is believed that misalignment and vibration
were the causes for the failure. Recommen-
datton: lnsure that hydraulic tubes are in-
stalled properly and have adequate support,
Protected Air Valve Actuator. The protecred
air valve actuator failed o operate. Inves-
tigation revealed that the radio noise filter
{Lear Filter Model 9134) arached to the ac-
tuator was burned out, Because spacers had
not been inserred in the mounting fitting on
the drive end of the actuator, the actuator
vibrated excessively and caused the capaci-
tators in the radio noive filter to break loose.
The broken electrical leads grounded against
the cover of the box. Recommendation:
Provide a sansfactory protected air valve
acroator installanion.
Mixture Control Lever. The pilor's lefr leg
contacts the mixture control knob. On three
flights, the lever was inadvertently moved
from "rich” to "normal” position by move-
ment of the pilot’s leg, and on two flights,
the control was moved to a position half-
way between “normal” and “idle cut off.”
In its present location, the control knob ad-
versely affects safety of Hight and is un-
comfortable to the pilot

Investigation indicates that the mixture
control lever might be straightened and the
knob placed on top of the quadrane, if the
propeller control lever were bent oputboard
approximately 177 and the throttle lever
lengthened approximately two inches and
bent outboard approximately 17 degrees.
This change in the throttle would also in-
crease pilot comfort: by allowing the pilor
to rest his forearm on the left console.
Tail Wheel. A section of the outer layer of
rubber separated from the rtail wheel. The
layer of rubber had not been properly wvul-
canized.
Flap Actuating Cylinder, Upon investigating
a hydraulic leak ac the fitting on the upside
of the flap actuating cylinder, ir was found
that the firting was loosed,
Vling Tank Fleat Switch. Gasoline could not
be drawn from the right wing tank by the
transfer pump, The contact points in the right
wing tank float switch were not properly
aligned and would not close. Recommienda-
tron:  Institute more rigid inspections and
checks on fuel system components,
Manifold Pressure Gage. The manifold pres-
sure gage would not indicate pressure ac-
curately, During take-off with full thrortle

and 2800 RPM, the gage indicated approxi-
marely 53" Hpg,; with closed throttle and full
high pitch propeller serting, the gage indi-
cated 30" Hg.

Microphone Wires, The pilot's microphone
wires, which are roured from the throtle
ever under the friction control hole, chafe
against the control belr and are subjecred to
tension when the throttle is moved to the
forward position. Recommendation: Route
wires so that they do not chafe against the
friction control bolr.

Canopy Hydraulic Control. The canopy hydrau-
lic bypass valve opens in Hlight and allows
the canopy to travel rearward. The valve is
opened when the slipsteam actuates the ex-
ternal lever which is installed Hush with the
fuselage skin and atached w the internal
hydraulic bypass valve lever. Recommenda-
tion: Install an overcenter linkage or a4 posi-
tive lock on the canopy hydraulic bypass
valve control.

PF Amplifier Tube. The AN/ARC-1A VHF trans:
mitter receiver operated intermittently. Tn-
vestigation  revealed that an RF amplifier
tube No. 6AKs had failed.

Dynamotor Socket. Upon investigation of
teed-back noise in the ICS systzam, the socker
for the dynamotor was found to be broken.
Hydraulic Pump Filter. When the main engine
hydraulic pump filter was removed during
a routine check, particles of rubber were
tound in it. The source of these particles is
unknown; however, several hydraulic seal
tailures have occurred, and it is presumed
that the particles found in the filter came
from the failed seals.

Flow Regulator. Upon investigation of a leak
at the hydraulic flow regulator, the "O" ring
scals were found to have failed. Two failures
bave occurred on each aircrafr,

Auxiliary Fuel Pump, The auxiliary fuel pump
failed. Investigation revealed rthar the shaft
in the reduction gear assembly had seized
and cracked. Recommendation: Return the
reduction gear assembly to the contractor
for investigation.

High Veltage Transformer. The APS/31 radar
tailed. Investigation revealed that the second-
ary winding of the high-voltage transformer,
TA0z, was shorted internally.

® VMF-115, EpnentTon—Lt. R, H. Bahner
claims a new rocket record for this squadron.
Making only his second rocket hop during
1949, Bahner scored eight bullseyes on eight
runs. He dived from 8.000 feet and fired at
1.800 feet.

o VMF-122 CHERRY POINT—AnR F2H-2 Ban-
shee was flown here in June by Col. ]. A.
Dunning, C.O. ot the Air Force's 20th

Fighter Group at Shaw Air Firce Base.

bh A e il PR
HEY JOE! HOW BIG DO ANGLEWORMS GROW IN
SOUTH CAROLINA?
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HOW TO CHECK YOUR GUNSIGHT

As the word gets around that spectacular
gunnery scores can be achieved with the
Mk 6 Aircraft Fire Control Systems by those
individuals who have mastered the requisite
techniques, some concern has been expressed
by field activities over the accuracy of the
lead computation of this system. In particular,
the adequacy of test procedures has been
questioned inasmuch as a series of home-
made systems for checking the operation of
the sight unit have been developed.

Some of these systems have semi-official
sanction in various publications. They include
timing various degrees of turn or taking the
rime required to achieve the various lead
angles in flight, While the concern of the
field acrivities can be appreciated, the Bureau
of Ordnance does not consider the exsisting
test procedures inadequate. If a sight unit can
satisfactorily meer existing checks, full re-
liance can he pliced on irs lead compuring
properries.

The Siehs Uniz Mk 8 incorporated in this
system yields a lead angle in air-ro-air gun-
pery that is dependent upon the angular
velocity of the target aircraft relative to the
boresight datum line of rhe fighter, and upon
the time of flight of the bullet from the
fighter 1o the targer, If these two quantities
are accurately determined as outlined below,
the lead angle generated is correct and a hit-
ting solution is obtained.

a. Angular Velocity, This quantity is cre-
aredd when the sight is rotated in space with
the gyro running. The gyro attempts to main-
tain its position in space; but is constrained
to return to the effective magnetic center by
the eddy currents induced in the dome. A
lag of the gyro-axis behind the BSDL (lead
angle) resuls, the magnitude of which is
dependent upon the rate of wrn of the air-
craft and the strength of the magneric held.
The field strength is a funcrion of the currenr
in the range coils:

h. Bullet Time of Flight. This quantity is
a Function of the range o the rarger and is
introduced into the range coils by means of
the throttle grip and gunsight controller or
by a signal from a ranging radar. It is this
range current that determines the strength of
the magneric field mentioned above.

Four Checks. 1f it were practicable 1o
furnish turntables o squadrons, a guantita-
tive analysis could be made of a system’s
lead computation by applying a rate of rurn
and a range input. However, since this is
impracticable, the following four checks, if
sarisfactorily met, should assure the pilot that
the system is operating properly:

. Ample freedom of movement of the
gyro is determined by the gyro friction check,
using Test Unit Mk. 19 Mod. O set to
"Gunsight Mk. 23 Mod. 1" position (p. 37,
OP 16).

b. Gyro-pip alinement check (p. 32, op
1216) .
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¢, Voltage repulator check (p. 42, op
6332).

4. In-flight check. The flight check is a
quick method to determine proper opération
and should be made subsequent to satistactory
checks outlined by @, &, and ¢ above. The pilot
in Highe should enter a turn and maintain an
spproximately constant rate of wrn. While
in the rurn, the pilot should rotate the rang-
ing ~hrortle grip from maximum range (caged
position) o minimum 1ange. The gyro-pip
should momentarily increase the lead angle
and then, as the ranging throttle is moved
to minimum rangze, decrease the lead angle.

Electrical Check. 1 doubt still exists or er-
ratic movement of the gyro-pip is noticed, an
electrical check (pp. 51 and 32, OD 63s2)
of the sight-unir circuits can be made in the
following manner:

a. Remove the sight-unit cable plug from
its recepracle.

b. Check the ranee coils by measuring
the resistance berween sockets 1 and 10
of the sight-unit cable plug. The resistance
should be between 15.6 and 18 ohms.

¢. Check the elevation coils by measuring
the resistance berween sockets 2 and 3. The
resistance should be between 1.6 and 2.1
ohms.

d. Check the range resistor by measuring
the resistance berween sockets 3 and 6. The
resistance should vary berween 0 and 73.2
chms =2 ohms as the range setting is varied
between minimum  and  maximum. ( This
contral is part of the gun circuits only).

e Check the remperature-compensating
circuit by rowating the ranging throule grip
to minimum range position and measuring
the resissance berween sockets 3 and 5. The
resistance should not be less than 8 ohms
nor more than 1,750 ohms, depending upon
the temperature inside the sight unit, (This
circuic is part of the gun circuit only.) At
75° F. the resistance is about 58 chms.

Gun Circaits. If circuits of the sight unit
check satisfactorily, check the gun circuits as
follows with sight-unit plug still discon-
nected:

4. Remove the + 22.volt lead from the
regulator to the control box.

b, Set the selector switch to gyro or fixed
and gyro and the fre-control selector switch
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¢. Using voltmeter check for leaks and
shorts by checking all pins to pin 1 and
all pins, including pin 1, to ground. All
readings should be zero.

d. Measure the resistance between the pins
of the sight unit cable connector (connector
from the relay box ), The following are the
correct values:

Apiprroximate reiintance
i obms

Between ping

e 2 (20 mm.)
semssrsssassess 0 (30 eald)
Throttle grip turned for mimimun: range
3 and 6... 1,000 (50 cal.)

3 and 6... <o-adnfinite (20 mm.)
Throtile grip turned for maxtmum range
30T 7, R TR «

WA WA BT

e. If the resistance berween pins 3 and 6
is not zero when the throttle grip is in the
maximum range position, the caging switch
(S102-E) in the controller may not be
functioning or contacts 2 and 3 on Relay
K-104-B in the relay box may be dirty. To
check the caging swirch, remave connector
ANG106-148-8 from the controller and short
terminals B and C. If the resistance now
drops to zero, the caging switch is fauley,
If any other of the above tests are not passed
satisfactorily, the relay box should be re-
p]:l.l'_‘cd.

If the units pass the above tests and the
sight still dees not function properly, the
interconnecting wiring should be examined
for opens and shorts, with special attention
directed to the connections in the connector
plug assemblies or terminal lug connections.

Since most of the tests are made at the
connector plugs and receptacles, care should
be exercised in connecring the tes: leads of
the ‘meter to the pin sockets. Do not force
the prongs of the test leads into the pin
sockets. If the prongs are larger than the
sockets, obrin spare connector pins and in-
sert them in the pin sockets being tested.

Ordnance Pamphlet 1688 to be issued in
the near future should be consuled for
detailed instructions,

BUORD Comment: 1f the sight unit does
not meet the above requirements, take it our
of the airplane and trn ir in o supply. Use
the spare that you are allowed on your
allowance list. Calibration of Sight Unit Mk
8 on a Gyro Turntable is possible bur is
ordinarily beyond the capacity of equipment
available to the squadron. The Aviation
Ordnance Supply System contains  ample
spares to replace every questionable sight
unit. Central facilities exist for the rapid and
econcmical repair of defective sights,

If you are having trouble with the oper-
ation of any part of this sight system or any
other Aviation Ordnance Equipment, sit down
and report it to the Bureau of Ordnance
by RUDAOQOE. Griping cboutr the operation
of your equipment may be a good alibi,
but it won't get you any more hits.

@ NAS Corrus CurisTIE—Two  colorful
floats, a4 Marine color guard, Marine rifle
platoon, four Navy plantoons and a Wave
marching platoon were furnished by this
station for the "Buccancer Days™” celebra-
tion of Corpus Christi before large crowds.
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New Trend in Preservation

When a mech or storekeeper has to break
out material that is effectively preserved and
packaged, he somerimes feels that a plot is
afoot to make his already dithcult job sull
more difficult. Before the development of
efheient preservation techniques, great quan-
tities of material “rusted in peace.”” The past
few years has proved conclusively that proper
methods of preservation increase the efhi-
ciency of the supply system and save money,
material and manpower.

In the preservation and packaging of
aeronautical materials, many irems are pre-
served  with  grease-like compounds, some-
tmes referred 1o 48 contact preservatives.
These contact preservatives set up and form
a hard, paint-like protective surface. Others
are known as “soft film"” types because they
form a soft grease-like surface. When heated,
many of these compounds have about the
same consistency as some of the heavier oils
and are commonly referred to as slushing
compounds.

In general, the hard film type compounds
have given greater protection over longer
periods of time. One reason for this is that
the hard film types are not eassily disturbed
by contact with wrapping or other protective
materials. A serious disadvantage is that hard
film type compounds are more difficult 1
remove. Removal usually involves the ex-
penditure of considerable manpower and
money before the parts can be used.

While the soft film types do not give the
positive protection afforded by hard film
preservatives, they have the distunct advantage
of being easily removed. With the need for
greater economies in all “make ready” op-
erations, there has been a decided tend to-
ward the use of soft film preservatives and
inhibiting oils, These oils are soluble in

USE ASO CATALOG
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common cleaning solvents and do nor re
quire the addirional expenditure of manuul
or mechanical effort o faalitie removal
This trend has been most apparent in cir-
cumstances requiring disassembly of the irem.
Precision instrument bearings are good ex-
amples of the type of marterial.

In preparing these bearings for indefinite
sturage, both the bearing manufacturers and
the services originally favored the use of
heavy-bodied slushing compounds with in-
hibitors. However, service complaints re-
ceived by the bearing manufacturers gradu-
ally altered this point of view. Investigations
revealed that when slushing compounds were
used, it was necessary for overhaul shops to
disassemble the bearings in order o0 obuain
the degree of cleanliness required. On the
basis of service reports, bearing manufac
turers claimed that overhaul activities were
not equipped to reassemble the bearings to
their ariginal precision state. This, of course,
resulted in peor performance of the instru-
ment.

It soon became apparent thar the real solu-
tion was to be found by developing protec-
tive oils which are either the same or can
be blended with the lubricants in which the
bearings normally operate. The bearing in-
dustry has made grear strides in the develop-
ment of these oils, but it still faces a chal-
lenge created by problems of dissimilar
metals and varying humidity conditions at
the time of application.

It is recognized thar the objective estab-
lished for instrument bearings cannot be ap-
plied generally to the problem of protecting
all aeronautical materials. Current emphasis
is being placed upon the development of soft
film preservatives and inhibiting oils which
can either remain as an operating lubricant
or be removed speedily and economically.

Armed Forces Day Program

Even though rain threatened, more than
12,000 people wvisited the Aviation Supply
Office "Open House” on the first Armed
Forces Day in Philadelphia. A four-hour pro-
gram climaxed with the extemporaneous re-
marks of Naval hero, Fleet Admiral William
F. Halsey, Jr., held the interest of the crowd.
Rear Admiral S. E. McCarry, the Aviation
Supply Officer, acred as host.

The Armed Forces Day prograia was off
to a flying start as components of the Na-
tional Guard, Naval Reserve and Naval Air
Squadrons from the Willow Grove air sta-
tions, zoomed overhead. Blimps from NAS
LAKEHURST cruised above the Depot, con-
ducting  air-to-ground communication exer-
cises which were broadcast over the public
address system. The versatility and maneu-
verability of the HO3S helicoprer in rescue
aperations were displayed when a crew mem-
ber climbed to safety by means of a rope
trailing from the hovering plane.

Before the beginning of the formal pro-
gram, the Philadelphia Police and Firemen
band salured the Armed TForces by playing
various military airs while the ASQO-NASD
civilian glee club sang.
William  J.

Representative Green  Jr.

stressed the importance of unification in the

OFFICER EXPLAINS MODERN INSTRUMENT BOARD

defense plan of the nation. "Being "Teamed
for Defense,’ " said the Congressman, “makes
it possible to keep the defense machinery
well greased and permits a faster shifring
into high gear if the need should ever arise.”

Admiral Halsey, after acknowledging an
ovation, stressed the important role ASO
played in World War II. He complimented
the personnel of the activity for their effi-
cient work which made war material “avail-
able when it was needed and where it was
needed.”

In the 10,000-square foor ASQ Aeronauri-
cal Training Room were featured the latest
in jet engines, ordnance, aviation marerials
and samples of USMC and USAF equipment
and material. A demonstration of GCA be-
tween the Training Room and aircraft Hying
above the Depor was held. The public was
invited to “operate” many of the mechanical
displays.

The efficiency of mechanized handling of
materials as compared with manual handling
was demonstrated.

Movies of the Navy's latest jer aircraft
and the Bikini bomb test were shown con-
tinuously in the museum projection room.

In order to stimulate the interest of the
youths in the Philadelphia area, contests were
held in which more than 300 students par-
ticipated. A poster and essay contest which
featured rthe theme "Teamed for Defense,”
drew the largest number of entries.

In the evening a 30-minute television pro-
gram spotlighting the theme of the day was
presented by a local television station,
WCAU-TV, Cdr. O. W. Stafford represented
the Navy; Major E. L. Hemingway, the
Marine Corps; L. Col. C. W. Cyr, the Army;
and Capr. J. W. Russell, the Air Force.
These four discussed unification in an open
forum. A 20-minute film featuring the prog-
ress made in the development of weapons
ended the program.

e VP-4—This squadron flew 1,280 hours
more in the first five months of this year as
compared with the corresponding period last
year, a rise of 76 percent, VP-4 averaged
592.2 hours per month over this period as
compared with 336.2 hours per month in
the same period in 1949, A new squadron
record was ser in May with 808 hours Hown,
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LETTERS

SIRS:

In a letter to the editor in the June 1950
MNANEWS, VR-2 claims they have ten lieu-
tenants with a combined wwl of 49,797
hours.

In checking the log books of our ten top
licutenants, the total 1s 49,6659, but in tak-
ing the time of our ten top pilots lieurenants
ur below, these pilots have a combined toral
of 50,979.3. This includes eight lieutenants,
one lieutenant  (junior  grade) and one
ADC(AP).

In checking over logs of some of the
pilots with lesser time, we have our second
team of ten pilots Lieutenants or below, who
have a combined total of 40,586.7 hours,
which is higher than the claim of the 10
men of Airship Squadron One ar NAF
WEEKSVILLE—306,850 hours—published in
March 1950 NANEWS,

Here is a list of the Ist and 2nd teams
to back up our claim:

diid Team
AR M. P. Durnold 4608.4

1at Team
W. D. Rall

. L. Nettleton 54972 R, H. Ebersole 46839
H. K. Smith 51761 W. R. Bloom 4446.7
C. H, Cox B11G. W. G. Coulter 4263.7
A. A. Nelson  BUGLA 18, €. Horton 4120.9
(i. €. Schoulda 5054.9 . H. Paske 149719
W. F. Hartman 5022.3 B. B, Smith A008.5
. P. Spinelln 49025 S. K. Sloan A500.3
J. T. Douglas 4875.0 . ¥, Blecha A4B4.8
J. Pedigo 4722.7 W. E. Deeds 3406.14

Totals nOdTH Totals 40686.7

It 5 my contention that United Srates
Naval School, All Weather Flight, can claim
ntle as champions until dethroned by some
other unit, These rtorals include flight rime
through 31 May 1950,

B. F. McLEoON
CAPTAIN, USN
NAS Corpus CHRISTI
1 Any contenders? Write in your elaim.

SIRS:

The men of VU-7 stationed at NAAS MIkA-
MAR, Calif,, are mighty proud of their sofr-
ball ream, the Invaders. And justly mighe
they be proud of their team which success-
tully walked off with the District pre-season
softball trophy.

They embarrassed the District team 9-0,

slipped by NAS SaN Dieco 2-0, had a

pitcher's Jduel with FAETUPac 8-7, and nar-
rowly escaped the wrath of Submarine Flo-
tilla One in an overtime thriller 1-0. Mem-
bers of the ream toss a lot of credit to Ace
Valenzuela who pitched for the All-Navy
championship team in 1949. By winning the
11th ND tournament, the Invaders took over
the defending championship  spot  from
FAETUPac who had enjoyed that position for
two Y[_‘Hrs.

Team members in the picture are; back
row, Snyder, Surles, Baker, McClain, Brokaw,
Valenzuela, Center row, Gwinn, Henderson,
Pressley, Frausto. Front row, Pina, Boatman,
Coon.

COMMANDING OFFICER
_ -
SIRS:

With reference to your "Power Canopy
Murder Case” article in the May issue of
NANEWS, the following is a supplemenr
o it

“"On a cross-country Hight, T had secured
an AD-3N prior to ROVNITE ar a west Texas
field when | had occasion to re-enter the
cockpit. When 1 went to close the canopy,
there was no hydraulic pressure. Standing
on the port side, 1 reached into the cockpit
with my right hand, turned on rhe battery
switch, and held the auxiliary hydraulic
pump switch closed to charge the system—
without first checking position of enclosure
control. With the enclosure control in CLOSE
position, the canopy immediately closed
against my shoulder. Fortunately, the lever-
age of my right shoulder and right hand
was sufficient to oppose the closing pressure
until a nearby assistant could release the
pressure by moving the control.”

It is noted that the spring-loaded control
handle on the AD-3W which returns to neutral
(upon release of manual pressure against
the control handle) from the close position
prevents inadvertant closing of the canopy
under such condirions as described above.

P. S, HARWARD.
L. (jg), USN
NAS PATUXENT RIVER

‘ R 't_.
SIRS:

The picture of the “rired lile Marine
mechanic” pictured in NANEWS ( May 1950)
and the recognition given to the men like
him . . . was warmly received by several
members of MAG-25(P) who recognized the
Marine “"whose name nobody knows.” He is
R. W. Greenwood, now residing at 139
North K Streer Needles, Ariz. He left the
Marine Corps afrer the war as 4 Master
Sergeant and is now an employee of the
Santa Fe Railroad.

At the time this picture was taken, Green-
wood was a member of vMO-251 (later VME-
251) and was one of many hne Marine
mechanics who so capably kepr the planes
fiying at Guadalcanal in 1942-43.

HARRY F. SCHWETHELM
Ma jor, USMC, vMF-152
MCAS EL TORO

Published monthly by Chief of Naval Operations (OR-501) and Bureau of Aeronautics
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@® THE COVER

Shown loading JATO bottles on the
side of a P2¥ ot NAS Guantanamo are
three members of VP-8. During Caribex
and Portrex exercises in  March, ths
squadron was busy qualifying PPC's
ond more-experienced second pilots in
JATO tokeofis, 11 being made in one
morning alone. In the picture ore D.
Razon, AOAN; J. H. Long, AOAMN; R.
R. logan, AOC. Photographer G. R.
Musal, AFAN, YP-8.

® RECOGNITION QUIZ

Top, left—MNew swept-wing version of
the F-B4 Thunderjet, called the YF-96A
becavse of extensive design and en-
gineering changes.

Tap, right—Grumman F9F2 Panther
with wingtip tanks. MNote leng nose,
wings fairing into fuseloge aft,

Lower—Fairchild R4Q-1 Packet, now do-
ing ftransport service with the Marine
Corps.
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PIRATE, favorite motif on many squad-

ron, insignia, features VF-24’s new de-
sign. The scimitar stands for eagerness and
readiness for battle; the eye-patch, the close
scrapes weathered. VF-113"s bumblebee signifies
its fighters planes; the stinger, their 20 mm.
cannon. VP-8 flies P2V Neptunes, so its in-
signe rightfully has the old gent astride the
world, armed with 20 mm. cannon, rocket,
and bomb, each indicating a squadron

on in antisubmarine warfare. The light-
‘ning streak is for the P2V’s speed. FASRon
8’s giraffes with crossed necks are unique.

—

STINGERS

FASRon-8
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v; E know that the Naval Aviation News is good enough to steal. But
be warned that it’s against the law. Nevertheless, it IS a steal, yet legal to get
12 issues of NANews for $2.00. Send a check or money order to the Super-

intendent of Documents, Government Printing Office, Washington, D. C.
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