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ROCKETING TO SAFETY

Unlike the boy jumping from the garage roof with an open umbrella, today’s supersonic airman
has little time to reflect on the wisdom of jumping. A split second of hesitation can ruin one's
whole day, particularly at low altitudes. Through extended research and development of ejec-
tion seats, the Navy and industry have built into today’s naval aircraft an escape capability
second to none. For a quick look at the U. S. Navy's low level escape systems, see pages 19-21.
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Outstanding Crews Picked
Individual Members Recognized

Crew One of Airborne Early Warn-
ing Sguadron 11 has been selected as
the Outstanding Crew of the Barrier
Force Atlantic’s two AEW squadrons.
RAdm. Robert B. Moore, Commander
Barrier Force Atlantic, presented the
trophy to Cdr. C. C. O'Hearn, Plane
Commander of Crew One.

Each crew member received an Out-
standing Crew Award Certificate,

To qualify for the trophy, a crew
must fly a minimum of 12 barriers
during the six-month scoring period.
Crews are judged on every operational
flight for the effectiveness of their
radar, electronic  countermeasures
equipment, communications, and their
ability to perform well their mission.

F8U NATOPS Test Issued

*Yardstick' for Pilot Evaluation

The first NATOPS (Naval Air
Training and Operating Procedures
Standardization) Supplement has been
issued for fleet evaluation. This sup-
plement provides test questions and
grading criteria for the oral, written
and OFT/WST portions of the an-
nual proficiency check given to all
pilots flying the ¥su Crusader.

The supplement was issued as a pro-
visional change to activities selected
to evaluate it, Eventually, Standardi-
zation Evaluation Supplements will be
issued for every NATOPS manual.

Several hundred test questions and
proficiency demonstrations are includ-
ed, most with a reference to the man-
uals where points are covered. The
Standardization Instructor or Stand-
ardization Evaluater administering the
test may select questions from the list.
No prescribed number of questions
are required for any check. If the tester
feels the pilot is weak in any particular
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area, he can increase the number of
questions or demonstrations,

Publications where answers may be
found include the NATOPS Manual,
Flight Manual, Handbook of Mainten-
ance Instructions, NWIP’s, NIWP’s,
Pilots’ Pocket Check List, Supplemen-
tal Flight Manual, Weapons System
Tactical Handbook, and Handbook of
Servicing Instructions,

Issue of the evaluation supplements
is an important step in the NATOPS
program, since it permits the “closing
of the loop”—the annual proficiency
check to be given every Naval Avia-
tor in cach model he is qualified to fly.
Since these evaluation supplements
provide the "yardstick™ against which
to measure proficiency, it was not
feasible to begin the checks prior to
the availabilicy of the supplements.

RETURNING A VISIT of the USS Euex fo
Hamburg, the Gernan Navy's dbraining s‘!.:if!,
Gorel Fock, enters New York Harbor, Fisex
officers and men arvanged enteriainment for
personnel of the threc-masted 1860-ton ship.

AVIATION

USS Midway Edits Glossary

Available to Visitors on Carrier

USS Midway (CVA-41) has brought
out a pamphlet entitled “Glossary of
Naval Terms.” Tt is designed for the
uninitiated visitor who may find such
words  as  JP-5, ComNavAirPac,
CHOP and brownbagger as foreign as
another language.

Recognizing that the field is large,
the Midway editors have sclected “only
those words, phrases and abbreviations
which a visitor could immediately en-
counter in a short briefing of shipboard
operations and procedure and which
are essential to a general understanding
of life on the Midway.”

Also included in the glossary are
lists of ranks, ratings and insignia of
the U.S. Navy, duties of ratings, divi-
sional duties and responsibilitics, Mid-
way combar aircraft, and Japanese
words and phrases.

Twelve Years of Safety
NAS Pensacola Accident Rate Low

An outstanding record of 31,503,-
745 man-hours with an accident rarte
of only 1.83 in calendar 1961 has
carned for NAS Pensacora its 12th
consecutive Secretary of the Navy
Safety Award.

RAdm. Magruder H. Tuttle, Chief
of Naval Air Basic Training, presented
the award certificate to Capt. Porter
F. Bedell, commanding officer of the
air station, at a special ceremony.

The frequency rate of accidents is
based on the number of disabling in-
juries per million man-hours of expo-
sure., NAS Pensacora was awarded
its certificate for 1960 with a fre-
quency of 2.4 for a total of 24,693,744
man-hours ¢xposure. The year 1961
showed an increase of exposure of
nearly 7 million man-hours, and a
decrease of frequency to 1.86.
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A HIGHLIGHT of the Armed Forces Day “open house” at NAS Olathe,
Kansas, was the dedication of FPlatley Field in honar of the late VAdm.
fames Ho Flatley, commanding afficer of the station [rom July 1950
to July 1952, The dedication cevemonies were attended by Mrs, James
Flatley and three of ber sons, Li. James H, Flatley 111, USN, Patrick, uw H.
Anather son, Brian, a midshipman at the US. Naval presents ber bushand's sword to Capt. Dailey ws a permanent trophy.

and  David,

Corpus Claims New Record
Radar Center Logs 150,000th GCA
The Radar Center at NAS Corrus

Christi reached what the center be-
lieves to be a record May 10 when
they logged ther 150,000th Ground
Control Approach (GCA) since their
commissioning back in 1946.

The Radar Center, which has both
Navy and FAA personnel, controls all
air trathic passing through the area,
acts as a radar approach control center
for Corpus Christi’s commercial Inter-
national Airport, and is the radar con-
trol for the Navy's air trathc,

The 150,000th approach was made
on a4 routine training assignment by
Lt. T. J. Spencer who was flying at
the time a Grumman sar Tracker
for Training Squadron 28,

James L. Lord, ACI1., and Donald
W. Cother, AC2, were the radar op-
erators who “talked” the pilot down.

Navy Opens a New Unit
Satellite Command is Announced

The Navy has established its first
space satellite command at Pacific Mis-
sile Range Headquarters, Point Mugu,
Calif. PMR is commanded by RAdm.
John E. Clark.

The new command, the Navy As-
tronautics Group, will operate the nav-
igational satellite system which the
Navy is developing for the Depart-
ment of The Group will
maintain and operate astronautics sys-

Defense.
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Roe Bartle,

tems assigned by the Chief of Naval
Qperations, including spacecrafr,
ground-based components and  sub-
systems,

In addition to the headquarters at
Point Mugu, the command will event-
ually encompass a satellite command
and injection station, computer center,
operations control center, and satellite
tracking facility, all at Point Mugu;
and other tracking facilities at Winter
Harbor, Maine; Minneapolis, Minn.;
and Wahiawa, on the island of Oahu,
in Hawaii, all associated with the Navy
navigational satellite system,

The Group’s first commanding ofh-
cer is Cdr. James C. Quillin, Jr., of
Hartford, Ala. Capt. Robert T. Tol-
leson, now assigned to the Astronautics
Branch, CNO, will assume command
of the group in August.

S_EEF«IAV Fred Korvth cougratulates three Navy
test pilots, NATC, Pax River, who flew the
HS85-2 belicopier to FAl-certified speed records.
They aves Cdr, P. L. Sullivan, Capt. Bruce
K. Dloyd and 1Lt Robert W.

Craftun.

» do attend,
the guest speaker for the dedication,
R.C. Dailey, C.0. of the wir station, introduces Adne. Ricketts wihao
was Adne. Flatley's classmate at Awnapolis. Seated wext to the admiral
Mayor

Adm. CV. Ricketts, Vice CNO, was
Iu lefthand pictwre above, Capt.

of Kansas City, Mo. Above, Mrs. Flatley

Flight Regulations Ready
First Part of FAA Rules Released

Part | of the new Federal Aviation
Regulations have been issued by N. E.
Halaby, FAA Administrator, under
the agency’s recodification program.

The new regulations are rearranged
and simplified, including the Civil Air
Regulations and the Regulations of
the Administrator. The recodification
has been done simply to make the rules
easier to understand and use. There
is no change in their substance or legal
meaning.

The regulations are issued in 8 x
10Va-inch loose-leaf form to permit
easy replacement of appropriate sheets.

The new Part [, “Definitions and
Abbreviations,” contains approximate-
ly 100 aviation terms used by FAA
and the aviation industry. The new
definitions will apply only to new
parts as they are published. They do
not apply to the existing regulations
where current definitions apply until
the part is recodified.

The new parts will be issued in the
next 12 to 18 months. FAA has ar-
ranged with the Government Printing
Office to sell the regulations, changes,
and revisions by single purchase or
subscription to one or more parts.

Part 1, however, has been distrib-
uted without charge by GPO. Part I
became effective May 15, 1962. The
recodification program is proceeding on
schedule, with July 1963 now desig-
nated as the completion rarget date.
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GRAMPAW PETTIBONE

Sand Blasters

Two young pilots were southbound
in 4 T-25 en route to the home station.
The rear seat passenger had just com-
pleted a lengthy survival training
course, and the pilot had flown up to
Georgia to give him a ride home, the
usual transportation by government
air.

The flight was uneventful and via
airways until they passed Jacksonville,
but they detoured directly over to the
ocean beach area and made an immedi-
ate descent from cruise altitude, A real
hop from here on.

Flying over the sand and inboard
of the water's edge, they cruised ar
from 100 to 200 feet altitude until
they approached the more populated
resort areas. Now they rRearry lower-
ed her down and followed the beach
contours, flying at about 10 two 20
feet, waving to bathers and fishermen.
A lifeguard reported the T-28 passing
down his beach, the prop wash tossing
up sand.

A woman sitting on the porch of
her country store saw only the aircraft
canopy pass by over the intervening
20-foot sand dunes. Two young

ol

women lying on the sand sun-bathing
saw it coming and, jumping up, ran
for the dunes. They reported that the
pilot smiled and waved to them as he
passed by at cye level.

He must have decided to take an-
other look, for he immediately pulled
up into a steep climb and wingover to
the left. The 1-28 climbed to about
200 feet, rurned, faltered, and plunged
steeply into the water, striking about
100 yards off shore. Both men rode it
in. There wasn't time to get out of it.

7

——1s The MoMENT of TRUH £or 4% FUATHATTERS

Grampaw Pettibone says:

| : .
o Great balls of fire, what a

WASTE! Two fine well-trained young
men lost because they had to “im-
press” a bunch of bathers and fisher-
men! EVERYONE knows that flai-
hatters get hacked but good, so why
do a few toss those wings away so
lightly? The main trouble is—most
of 'em end up DEAD and very few get
before a board.

We lost one a short time ago who
went in inverted while buzzing his own
home,  Another spun in out of an
attempted formation immelman. The
first survivor who gets caught at it
will now get hung higher'n a horse
thief.  OF Gramps sits on the Big
Board and believe me, the only dis-
cussion is not whether 1o hang the
flathatter up to dry, but HOwW HIGH!

Heavy-Footed Birdmen

A couple of old hands were out log-
ging some time in their trusty sNe.
They had an uneventful flight in
beautiful weather, but upon arrival at
their destination, they found only
one runway open, all others being
closed by construction work in prog-
ress. A good steady 12 knots of sur-
face wind was blowing and would
give them a 70° crosswind from the
left on landing. This was no sweat
though; they had plenty of experience.

The landing gear was lowered and
flaps set at 30° on the downwind leg.
The check-off list was completed as
they slowed to 85 knots on final ap-
proach. The pilot corrected for the
crosswind on final approach and after
the touchdown during the rollout.

The tail settled to the runway after
they passed an intersection where
heavy construction equipment  was
working, and immediately the Beech
swerved hard to the left! The pilot
used left throttle and right brake and
hard right rudder to stop the swerve,
and then as the sng straightened out,
chopped the throttles, pulled the yoke
all the way back and applied hard full
brakes!

The sxe's nose tilted forward and
down as the locked brakes took hold,
and it ground to a stop tilted up at 2

ILLUSTRATED BY (Zalari~
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Tve fooled £y
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457 angle on its props and nose sec-
tion, a dead bird.

Carefully unstrapping and securing
all switches, the two pilots climbed
up the seats to the rear door and slid
down over the wing to the ground
below. The Beech had scored again on
two more heavy-footed birdmen.

Grampawe Pettibone says
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‘!.I Doggone cantankerouns
heast! You've gotta have a lot of re-
spect for the old sNB and not abuse
it, or it’ll put the bite on you for sure.
Heavy-footed brake-busters won't last
long in the Beech or for that matter
in the Ap either. A little less flaps on
the landing, say 1537, and judicious
use of throttles will do more for you
than hard braking.

It's also a good thing to remember
that in a severe erosswind, say 70 10
90 degrees. the upwind wing  has
more lift as the flaps are retracted.
The fuselage pretty well blanks out
the downwind wing and away you go
in a wing-high downwind swerve. A
crosswind landing is never over until
vou've taxied off the runway.

Close Interval

A four-plane division of ap-g's ar-
rived upwind over the duty runway
at their home base, stacked up in a
right echelon and ready for the break.
After clearance was given by the
tower, they broke at six-second inter-
vals and tailed in one behind the ocher,
gear and flaps down, ready for landing.

While they were on the downwind
leg, the tower changed the runway
from SR to SL, and the interval be-
tween planes tightened up, owing to
the shortened pattern.

The first plane landed on the right
hand side of the runway, the second
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plane to the lefr and very close be-
hind. The third man, also very close
behind and holding 95 knots over the
numbers, suddcnl)‘ felt his left wing
drop sharply. He added power plus
right aileron and rudder, bur the wing
wouldn’t come up, remaining at 45°
of bank.

He added more power, more rudder
—still couldn’t get the wing up al-
though the ap leveled off at about 20
feer of altitude while still veering rad-
ically off to the left. It was a fight to
stay airborne now. The left wing tip
hit the ground several times as the
turn continued, and he couldn’t gain
another inch of altitude.

Trees loomed up ahead and feeling
sure he’d never clear them, he cut the
power. Very nose high and with the
left wing coming up to a level atticude
the ap crashed into a dense growth of
scrubby trees and stopped almost in-
stantly.

During the last 50 feet of rending
shide, a banner tow cable which was
draped over the dense tree thicket
scraped over the windshield, entered
the cockpit, slammed into the pilot's
hard hat and then cut into the seat
headrest as the ap stopped.

Picking the wire carefully away,
he cur all switches and climbed out,
unhurt—and lucky.

Grampaw Pettibone says:

y Too eclose an  interval on
landing or take-off can be disastrous
il anything happens to the plane
shead—Ilike a blown tire or a gear
collapsed. It usnally ends up in two
serambled birds and no
ance premiums for someone.

The phenomenon which got this
man was the swirling vortex of air
from the planes ahead, possible only
because of the close landing interval

more  insur-

here. The combination of prop wash
and left wing tip vortice of the lead
plane and the right wing tip vortice
of the second plane were more than
he could overcome with aileron and
rudder, Onee the angle of bank was
established at slow  speed. he was
through, Even the ap’s power couldn’™
pull him out of i

All Bashed Up

A wv-2 had just returned from de-
ployment to Iceland. The entire flight
crew was following the usual custom
of cleaning the aircrafr before secur-
ing for the day, Everyone was pretty
well pooped out, for they had averaged
eight hours of flight time per day for
the last 12 days. In fact, they had
been in the air for 20 of the last 30
hours.

During clean-up, all the aircraft
hatches were open, including a 2x2-
foot hatch located dead center in the
deck of the passageway leading afr.

The arrival at the plane of long-
awaited mail was a welcome break,
and all hands crowded around as it was
passed in through a forward hatch.

One young aircrewman was handed
a letter from his girl friend in the
States and opening it immediately,
walked slowly aft while he read it
He was completely preoccupied, never
saw the open hatch and stepped right
into the opening! Kasoom! Fortun-
ately, his momentum carried him for-
ward and, as he slammed into the side
of the hatch opening, he hung there,
half in and half out. X-rays showed no
broken bones, but he'll be laid up for
a while.

% Sufferin® catfish! They say

“love is blind,” and it sure proved out
in this case. Even in that big Connie,
you gotta watch where you're goin® or
vou'll get bashed, one way or another,

Fatigue is a murderous sneak. It
creeps up on an otherwise disciplined
and well trained man and allows him
to make errors he would NEVER muke
under normal  circomstances.  The
higzest factor is nol HOW MUCH hard
work you've had to do but HOW LONG!
Somewhere around 16 hours since
waking up is about the limit of a
man’s mistake-free expectancy. After
that, you could bhecome a statistie at
any lime.

Seems like a big wv outflit could
scrape up a working party 1o lake
over clean-up chores from a tired
flight crew.

Grampawe Pettibone says:
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CARPENTER ORBITS EARTH3 TIMES SAFELY
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Carpenter Is Rescued After 3 OI‘bltS’

Fate in Doubt for Hour on Re-entry

¥

NEPTUNE CREW FINDS
ASTRONAUT CARPENTER

e i e

ADMIRAL EAST LD and recovery force staff ponder pickup plans as PATRON EIGHTEEN Neplutnes zerocd in on signal from SARAH beacon
seaveh starts for astronaut Carpenter, down at sea after bis flight. in Aurora 7 flight vebicle, headed straight for remdezvous at sea.
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o AMerica’s second man in orbit

[ Cdr. Malcolm Scott Carpenter,
the familiar silhouette of a pav Nep-
tune flying overhead must have been
as welcome as meeting “an old friend
from home.”

For NASA astronaut Carpenter
bobbing in the Atlantic for 40 min-
utes, out of communication with the
world after his space vehicle overshot
the planned recovery area—the rav
represented  his first visual contact
with man after three dazzling circuits
around the earth.

As a former r2v plane commander
(VP-6, 1951-54, based in the Pacific),
Carpenter must have reflected, at least
momentarily, on the days when he
flew over-water, anti-submarine, min-
ing and surveillance flights in a sim-
ilar plane.

In retrospect the finding of Carpen-
ter in the sea was accomplished in

PRESSING HEADPHONES inside borrowed belmet to get better earful

O_f radio ehatter, astronaut rides

JULY 19862

TWO HSS-2 SEA KINGS bover over capsule to effect pickup of
Carpenter and two paramedics, leave vebicle for later pickup by ship,

bomeward in Navy helicopter.

relatively  uncomplicated  fashion.
However, in the fever of the moment,
the watching world, glued to relevi-
ston and radio sets, was worried and
excited by the unplanned extra mile-
age logged by Awurora 7, Carpenter’s
)P;lL'L' Cﬂ[)ﬁuit’. TO th SpCCtﬂlDrS, it
seemed as though he had dropped off
the edge of the world for 40 long
minutes.

But if the landing point was the
result of a miscalculation, the recov-
ery was not. For every manned space
shot, a tremendous force of men is
standing by for assigned duties.

The recovery portion of the Car-
penter flight, then, proved how thor-
oughly the American program is plan-
ned from start to finish. It proved
that a 250-mile overshoot was not
really cause for alarm.

Heroes of the day were a “little
black box™ and several rav crews of

sirides  toward

carrier's

LEGS DANGLING during hoist by "horse collar” from helicopter,
Carpenter is taken aboard HS-3 aircraft for irip to the Intrepid.

Patrol Squadron 18, an Atlantic Fleet
Air Force unit which had six aircraft
assigned to recovery forces in the Mer-
cury program. Under the squadron
C.O., Cdr. R, F. Lyons, VP-18 had
six erews deployed to Roosevelt Roads,
Puerto Rico, ready to fly search mis-
sions. Since 1958, VP-18 had been
taking part in space recovery missions,
such as the Able-Baker and Ham
primate shots. In carlier manned ve-
hicle recoverics, the Jacksonville
squadron had been in the assigned re-
covery area, but had not been needed
for search duty.

On May 24, the crew of VP-18%
Number Six aircraft, Lt. Jimmie
Hickman, plane commander, was in-
volved in a drama all its own. Short-
ly after departing Roosevelt Roads,
while Carpenter was in his third orbit,
the crew of Number Six experienced
gas fumes within the aircraft, the re-

SAFELY ABOARD Infrepid America's second intrepid man in orbit

aland  for  initial  debriefing  and  rest.
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COMEFAIR JAX, RAdm. M. Curson, cenfer,
preel VP-18" Number 'Six P2V following
sult of a leak in an auxiliary bomb

To ger rid of fumes,
the astrohateh in the navigator’s com-
partment was removed. This caused a
rush of air out of the hatch, creating
a noise problem in interphone com-

bay gas tank.

munications between the pilot and
navigator. Lt. Hickman already had
decided 1o return to base, calling by
radio for a relief aircraft, when word
was passed that Carpenter was in the
water after overshooting the planned
recovery area.

I]L‘.:ldmg Lo stay on p.llml. the [.‘II'.‘{I‘JL’
toward the
mated landing point of the capsule.
(The aircraft navigator, Lt David
Evans, later said the estimated position
of the capsule, as relayved from Cape
Canaveral, proved ro be within 15
miles of the acrual landing position.)

At the time he started for the im-
pact point, Lt. Hickman estimated he
was 150 miles away. With the firing
up of both auxiliary jer engines, the
pav indicated 260 knots en route to
the rendezvous with Carpenter.

Meanwhile, VP-18's crew Number
Nine, which was to have relieved
Number Six on station, picked up a
weak electronic signal on its SARAH
beacon receiver. (SARAH—an acro-
nym for the phrase, Search And Res-
And Homing e¢quipment—is a
lightweight [44.5 ounces, including
batterics| beacon which was keyed
automatically by the Amrora 7

commander turned esti-

cue

capsule
during the re-entry phase of the orbital
flight.)

Carpenter went into the ocean at
approximately 1340 EDT, and the
datum estimate was delivered minutes
later. Number Six aircraft, starting

com IrJ-"4 fidin of

watts with _f,mnl’!:'\ fo CREW OF NEPTUMNE which made contact with afronant relaves at Jox.

[ redovery.

its jets at 1342, soon had burned the
auxiliary tank fuel below the leak
level and thereby solved its fumes
problem. (The aireraft could have
t|rn{‘.p;d the tank at any time bur de-
cided to keep it in case rhe fuel was
needed for a long search.)

Crew Number Nine picked up the
first SARAH signal at 1345, and
Number Six heard it 13 minures later.
Both aircraft the
“dead ahead”™ on the bearing indica-
tors. At 1414 EDT, crew Number
Six arrived over Carpenter. The co-
pilor, Lt. Robert Goldner, spotted a
green dye marker on the water and
yelled, "Hey! There he is!”

Dropping down to 500 feet, Num-
ber Six's crew saw the downed astro-
naut wave, giving the first indication
that he had survived the trip without
trouble. Within one minute, VP-18"s
Number Nine Crew, Lt. James Wicke,
plane commander, was overhead.
Within another 30 minutes, the over-
head aircraft count had reached six,
including four p2v’s and two US. Air
Force S/R aircraft.

The remainder of the recovery found
everyone ready. A LLS. Air Force c-54
dropped two parachuting men, rafts
and flotation gear for the capsule. One
of the VP-18 aircraft, Number One,
Lt. G. W. Mc¢Donald, pline com-
mander, departed at 1456 to escort
the USS Intrepid’s pick-up helicopters,
two Hss-2's to the scene. They arrived
at 1633, made the lift of Carpenter
three minutes later. The return trip
to the lutrepid took approximately one
hour.

Number Six crew stayed on station
until 1727 when the USS Farragut

reported signals

Pilots Hickwan wnd Goldner are

kueeling a0 frond of the nosewbieel.
arrived to take up the vigil over the
capsule. The USS Pierce arrived later
to take the capsule aboard.

A fourth VP-18 crew, Number 11,
which took off from Roosevelt Roads
later than the other squadron aircraft.
contributed an important bit of infor-
mation to the search. While flying to
the area, Number 11 obtained a
SARAH bearing which crossed the
bearings given by the other aircrafr,
definitely fixing the position of the
capsule.

Flying with Lt. Hickman, Lt. Gold-
ner and Lt. Evans in Crew Number
Six were Lijg. John Cain, Jr., third
pilnl; F. W. Disbrow, ADRI, pl.lrlc
captain; J. E. Blythe, AN, second
mechanic; J. L. Riley, ATN3, first
technician: D. L. Van Brocklin, AT3,
technician, who received the first
SARAH indication for the crew: C.
V. Baji, AE3, technician, and |. A.
Robinson, A03, ordnanceman.

HSS-2 Sea Kings were given the job
of picking up Carpenter as the result
of the overshoot. Original plans had
again called for shorter-ranged Marine
helicoprers to make the pick-up if
the capsule landed in the prime recov
ery arca, near the USS Infrepid, flag-
ship of RAdm. E. R. Eastwold, Com-
mander, Carrier Division 16. The In-
.I'r'(‘.‘mi' was more than 250 miles away,
too far for Marine recovery.

The two Sea Kings picked up Car-
penter and the two paramedics who
jumped into the sea to place a rubber
flotation device around rhe capsule.
Pilot of the Carpenter pick-up heli-
copter was Cdr. John Wondergem,
C.0, of HS-3. Hoisting the astronaut
was Ltjg. W. J. Shufelt.
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THE FREEZE IS ON. T ra

resien awald

i “frozen

g session in the 2E-66 weapon system drainer

cottmenty of an ofserver on ffr'('fl Pr-

e

$2F-3 Weapon System Trainer

ASW SIMULATOR PAYS FOR ITSELF

A.\' ACCELERATED and  intensified
training program for Navy air-
craft crews engaged in anti-submarine
warfare is being carried our at San
Diego on a “double-time”

preparation for battles thar hopefully

basis in

never \\"l” [.1](\. |.T1i.1Cc.

Site of the training program is an
electronic classroom built for the ULS.
Naval Traiming Device Center, Port
Washington, N.Y., by ACF Electron-
ics, a division of ACF Industries, In-
corporated. User of the device is the
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Airborne Electronics Training

Unit, Pacihe.

Fleet

The classroom, a flight and ractics
simulator  of the four-man, twin-
engine aircraft, is
two. (The other simulator is being
used ar NAS Key West, Fla, by the
Replacement Air Crew  Training
Squadron, VS5-30.)

Technically, the device is known as
the "2r-66 weapon system trainer.” It
is said to be operating "double-time”
because the training unit, located on

S2F-3 one¢ ot

Feam b d .an'ur;g \,'m.hll.r.h'ul" THEESEEN .,
sard 2o increase advantage of trainer over actugl afreraft 30 per cond

r

This "sfop-po™ capability alone is
5

North Island, has crewmen

on it approximately 16 hours a dav.

traning

The realism provided by the simula-
tor is such that even the most hard-
bitten of pilots emerges from a “flight”
with an expression of disbelief. In
short, this mnl—l]}'uu: version of the
aircraft notr only exactly reproduces
all details of the aireraft itself, but
“feels” as though it really is flying.

Capt. Elton L. Knapp, command-
ing officer of the Naval Training De-
vice Center, said the combined savings
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in lives, dollars and time through use
of the simulator is “overwhelming”
when compared with use of the actual
equipment,

“Were the actual equipment—in-
cluding an airplane and a submarine
(acting as the target)—to be used
for training on a schedule equal to
that of the simulator, the cost differ-
ential between the two forms of train-
ing would completely pay for the sim-
ulator at the end of three months,”
Capr. Knapp said.

He added that sonobuoys expended
at this rate during one year of train-
ing on the real equipment would
cost approximately $8,000,000, “This
amount, plus expenses of an airplane,
submarine and necessary crews are
eliminated through the use of one sini-
ulator,” Capt. Knapp said.

His views were echoed by Capt.
Arthur F. Farwell, commanding officer
of the Fleet Airborne Electronics
Tramning Unit, Pacific. Capt. Farwell
said that crews training under his com-
mand “have none of the time-loss
problems such as are caused by inclem-
ent weather that grounds airplanes.”

This, plus time saved in not having
to fly to and from rraining sites—in
this case, over the water—adds to the

dollar savings incurred through use
of the simulator, Capt. Farwell said
in speaking of the device.

: e
CREWMAN GETS ready to select a sonobuoy fo
pinpoint @ target that bas  been located.

Capt. Farwell stressed, however, that
dollar savings to taxpayers are more
than matched by the improved train-
ing of crewmen: "The simulator allows
us to train cach of the four crewmen
individually, and then as part of a
smooth-working team that trains as

10

a unit, to intensify training on par-
ticularly difficult procedures and to
stop-start during a training session in
order to round out the instruction.
The pilot and his crew thus receive
considerable experience in a relatively
short time and are much more capable
of taking over an actual airplane after
safely forming their flight habits in
the simulator.”

The simulator is self-contained in
two mobile commercial van-type semi-
trailers. One of the trailers contains
the 32-computer-circuit “brain” that
makes the simulator “go.” The other
trailer contains the simulated aircraft
and stations for the two-nian instruc-
ror and operator team that trains the
“students.” Installing the simulator
in vans eliminates the need for a spe-
cial building and permits the place-
ment of the training device near the
flight line.

The “students”™—a pilor, co-pilot
and two ASW operators—are right at
home in the aircraft after “flying” the
simulator. For all practical purposes,
the trainer cockpit is exactly the same
as the aircraft interior. The pilot and
co-pilot, provided with all instruments
and controls they would have at hand
during an actual flight, receive simu-
lated responses identical to those re-
ceived in the aircraft.

Since the aircraft must perform its
mission on an all-weather basis, it is
considered important to train the pilot
and crew in the tactical use of the air-
craft under instrument conditions, For
this reason, the simulator comes equip-
ped with a translucent windshield and
all training is conducted under either
day or night instrument conditions.

§ .
COMPUTER RACKS, the backbone of the train-

er, are periodically checked by inspectors.

Two ASW operators also “fly” un-
der perfectly reproduced conditions.
They look for potential enemies with
the help of actual control panels, in-
struments and scopes that provide
them with simulated responses from
radar, electronic countermeasures, ad-
vanced detection systems, and other
electronic devices.

Every instrument functions in true
relationship with other instruments in
a simulated flight. Airspeed changes as
flaps and landing gear are raised during
the take-off. Instruments reflect
changing characteristics such as fuel
load, altitude, attitude and speed
(power) .

In addition to the “normal,” the
pilot and his crew can be presented
with practically every conceivable
emergency by the instructor and his
assistant, the operator. All thar is
needed is a flick of the wrist as the
training team puts the students
through their paces.

The instructor has in front of him
a duplication of all the instruments
and indicators in the cockpit. In addi-
tion, he is provided with numerous
telltale lights that indicate incorrect
procedures; these and the cockpit in-
struments permit him to monitor both
the “flight” and “ASW mission” from
the instructor’s station.

Failure input controls and switches
are used by the instructor and opera-
tor to introduce partial or complete
“failure” of components. These can
be in the form of engine failure, de-
creasing oil pressure, icing, inflight
fires and other emergencies.

The instructor also can alter physi-
cal flight conditions by supplying
“clouds,” “thunderstorms,” and sim-
ilar effects by means of crew seats that
bounce during “rough-air” conditions,
vibration and engine sputter during
engine trouble, the screech of tires
during touchdown and the variable-
shadow effect of clouds.

Cold cathode lighting tubes produce
simulated lightning flashes. The effect
of flight in and out of clouds is pro-
duced by rotating discs with openings
that are mounted in front of lighting
fixtures to cast light and shadows on
the cockpit windows. Two speakers,
one behind the pilot and one behind
the co-pilot, transmit tire scresch,
flight sound and engine noise, including
both normal combustion and sputter
from a faltering engine.

The instructor is the boss in a
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training session. He primarily moni-
tors. progress of the “flight,” observes
the crew’s reaction to problems and
establishes problems to be given the
crew, The simulator operator man-
ages the controls for the training ses-
sion. Emergency procedures and other
problems too dangerous to cope with
in a training mission in a real air-
craft can be practiced in the device.

The instructor can vary problems
as crew proficiency increases: he also
has freeze and reset controls that per-
mit him to freeze action in the simu-
lator to analyze an incorrect action
and then either reactivate or eliminate
the problem. This “stop-go’ capabil-
ity alone is said by the Navy to in-
crease the advantage of the trainer
over the actual aircrafe by 50 per cent,

APLOTTING board presents the in-
structor the path and location of
the aircraft and submarine at any mo-
ment of a mission. It also records
event chronologically for debriefing.
The instructor originally positions the
atreraft and submarine targets on the
plotting board, then controls evasive
actions of the submarine as it attempts
to escape the searching aireraft. He
also can control speed, position and
depth of the submarine as well as the
origination of radio or radar trans-
missions from the submarine and the
variances of complicated wind and sea
conditions.

The simulator crew, “airborne” over
the ocean, presumably is on a search
plan, The instructor, freed from the
responsibility for the safety of a crew
under actual flight conditions, is able
to devote 100 per cent of his time to
training.

As many as three "targets” may be
tracked at one time. The crew is pro-

vided with radar (that ‘sees” the
targets), electronic countermeasures
(that “deteet” electronic transmis-

sions from sources outside the aireraft
and present them on a display scope)
and advanced detection equipment.

Once the target is accurately lo-
cated, a system of explosive echo rang-
ing is brought into play. With chis
system, small depth charges are drop-
ped. The student operator measures
the time from blast to receipt of the
blast echo from the target through
a recorder in the aircraft. Radio re-
ceivers also permit the pilot and co-
pilot to listen to the transmissions of
these sonobuoys.
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THERE'S TROUBLE abead for the 2F-66 pilot ay instructor injects

Throughout the exercise, two other
means of detection operate to help
pinpoint the rarget. One is MAD
(magnetic anomaly detection), a sen-
sitive magnetic airborne detector cap-
able of measuring changes in the
earth’s magnetic field. (When the
magnetic field surrounding a subma-
rine changes the normal characteristics
of the earth’s magnetic field, this vari-
ation is detected in the MAD equip-
ment whth :lr‘llpliﬁcs thc Sign.ll re-
ceived and presents it as a deflection
on a recorder in the cockpit.)

The other means of detection is
Suiffer, a device that samples air from
the local atmosphere 1000 times a
minute to detect the presence of a
submarine’s exhaust fumes. The air
is pulled into a special chamber and is
processed and evaluated by the system.

Once the rtarger is zeroed in, an
intervalometer is activated in the air-
craft (simulator) and automatically
times and drops weapons to kill the
target. The intervalometer determines
the rate and distance between weapons
to be dropped.

Weapons in the system are advanced
homing torpedoes and an atomic depth
charge. So realistic is the simulation
of the weapons that explosions of these
devices, as “heard” by sonobuoys that
have been dropped, actually are heard
by the crew flying the simulator.

The pilot and co-pilot have a plot-
ting board in the cockpit of the simu-
lator that gives them a continuous
display of their “aircraft’s” position
within a designated area. Depending
upon the phase of the mission, the
board may be controlled to represent

mal fanction”
into the problem. "Hen tracks” on screen are picture of simulated aiveraft and “target”—a sub.

“engine

I, 4 or 20 square miles per square
inch.

Position of the aircraft on the plot-
ting board is indicated by a “bug” that
marks the flight path and maves from
the center of the panel in the direction
the aircraft is moving. For tactical
use, the range and bearing of the sus-
pected target may be entered into the
system. Using this latter information,
the “bug™ traces a course to the target
area, marks it and returns to the air-
craft position on the board. This en-
ables a pilot to fly the aircraft to the
area and continue with other ASW
procedures,

An armament C()I‘ltr()] pane[ Controls
the switches for arming and selecring
the stores to be dropped and for oper-
ating the torpedo bay doors. It is on
this panel that the intervalometer and
rocket selection devices are located.
A speed or interval drop of weapons is
provided for by a control (also on this
panel) for entering the ground-speed
of the aircraft into the system.

The sonobuoy indicator panel in the
cockpit contains 32 indicator lights
divided into two groups of 16 each;
the lights become illuminated as son-
obuoys are released. A radio control
set is used to receive signals from son-
obuoys that have been dropped and
are being used to locate the position of
an enemy submarine. Operation of
channel selector switches determines
which sonobuoys are to be monitored.

Twao different sonobuoys are used in
detecting  underwater sounds. They
contain a hydrophone and a transmit-
ter for relaying detected sounds to re-
ceiving equipment in the "aircraft.”
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AIR SUPPORT FOR POLARIS SUBMARINES

USS PROTEUS AND TWO OF HER BROOD OF §

E.\ium in Marcr 1961, a Navy-
manned c-118 Liftmaster landed
with little fanfare at Scotland’s Prest-
wick airport, some 30 miles south of
Glasgow. Designated simply as mis-
sion number 141, the four-engined
Military  Air  Transport  Service
(MA FS} plane carried no passengers,
nor did her cargo attract unusual
attention,

Yet, despite its look,
mission warranted recognition—possi-
bly as one of the most significant ever
undertaken by the Navy in MATS.
Indeed, it marked the beginning of a
vital, MATS transport assign-
ment, designed to manpower

evervday this

new
move

UBMAR!NES NAVY CARGO SHIP AT RIGHT

By Robert E. Wood, JOC

and equipment in support of our coun-
try's recently-formed weapons system,
the Polaris missile submarine fleet based

at Holy Loch.
Since that first Polaris support mis-
sion, more than 230 similar flights

have been flown by crews of the
Navy's Adantic Air Transport Wing
and the Air Foree's 1611ch Air Trans-
port Wing from McGuire Air Force
Base near Trenton, N. J. Cargo trips
are normally assigned to Naval units
who fly a typical payload which often
spans the gap berween nuts and bolts,

H'IL] II'IL‘ P()!’IH\ I:'I'Jlb'&llt’\ |ugh]\ com-

plex  guidance system. Passengers
scheduled for this flight are personnel
destined for the submarine tender USS
Profens, mother ship to the nuclear-
powered mussile fleer at Holy

Transportation of Navy men headed
for duty aboard Polaris submarines is
the job of the 1611th Air
Wing.
of the Navy's unique "Blue and Gold’
the system that
vides submarines with two complete,
Military Air Trans-
1611th Air

Loch.

'l—r;m\imrl
These passengers are members
crew concept, pro-
alternating crews.
port squadrons of the
Transport Wing shuttle entire "Blue
and Gold” McGuire
and Prestwick. The submarine crew
rerurning stateside continues training
at the Navy's submarinz school in New
This unusual applica-
tion of manpower furnishes maximum
operational effectiveness to each Polaris
submarine.

The Prestwick “anniversary run”
was logged this year on March 2nd
without formality. Its crew consisted
of MATS Navy men from Air Trans-
port Squadron Three, a unit of the
Atlantic Navy Wing, helped
complete a year of airlift operations
that saw close to a million and a half
miles of Polaris support flown without
an accident. The .-s.“lfcr}'-cnnscii_)m
MATS organization is proud of the
record achieved with this Air Fn.u—
Navy p.u‘tncrc]np

The Navy did not inherit cthe Polaris
cargo business simply because subma-
rines are operated by the Navy, but
rather, because it is assigned a daily

crews berween

London, Conn.

who

MEMBERS OF THE SUBMARINE USS PATRICK HENRY ‘GOLD" CREW BOARD PLANE AT MCGUIRE AF BASE FOR FLIGHT TO PRESTWICK, SCOTLAND

12
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PRIORITY-1 AIR FREIGHT IS LOADED ABOARD

MATS schedule made up primarily of
cargo flights. Cargo moved to the
Polaris submarine fleet during the past
12 months added up to over 1,300,000
pounds, most of it top priority mate-
rial. The average MATS cargo mission
leaving McGuire AF Base carries about
10 per cent priority one-type air
freight, whereas 90 per cent of the
141" payload is given this high prece-
dence.

“Blue and Gold” crews also are as-
signed a top priority. Since early in
May 1961, when the first complete
crew was flown from Prestwick to the
United States, squadrons of the 1611th
Air Transport Wing have transported
some 3700 Polaris missilemen. Many
of these Bluejackets, of course, have
made the trip more than once. While
the c-118 Liftmaster can accommodare
approximately 60 passengers, the nor-
mal “"Blue and Gold” submarine crew
consists of 135 men. Consequently,
when a crew s scheduled for move-
ment, three Liffmastfers are required to
do the job. The importance of the
entire Polaris support mission is fur-
ther emphasized in that it represents
the only regular air logistics support
for the submarine fleer operating out
of Scotland’s Firth of Clyde.

Before the Polaris airlift series
launched, various problems in the han-
dling of its special cargo had to be
solved. None was more perplexing
than the one posed by the Polaris mis-
sile’s sensitive component parts. These
delicate instruments, which constiture
the brains of each missile, demand con-
siderable care during each phase of rhe
journey to Holy Loch. As a result,
transport planes assigned cargo duties

Wis
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in the Polaris program required the
installation of a special ¢lectrical power
manifold which would assure a con-
tinuous supply of current to these
critical parts.  Maintenance men of
VR-6, also a unit of the Navy Wing,
set to work to design and manufacture
this equipment. To complete their task
however, it was necessary to locate a
particular rype cannon plug. The hunt
for this ¢lusive item might well qualify
as a separate story in itself,

MATS officials scoured McGuire for
this plug without luck. Telephone
calls to various agencies throughout
the country produced no results, Final-
ly, the Navy's Bureau of Supplies and
Accounts helped end the search. Six-
teen such plugs, they said, were lo-
cated at the U. S. Owverseas Airlines
Maintenance Facility in Wildwood,
N. J., normally a two-hour car ride
from McGuire, With the coming test
flight scheduled only days away,
MATS was able to "borrow™ four of
these plugs—but only after an eight-
hour drive through the winter’s worst
snowstorm. With the plugs safely in
hand, the 1417 series was ready.

The trial flight departed from Me-
Guire on January 23, 1961, Equipped
with mock-ups of the various pieces
of equipment the Polaris submarines
would need and carrying also the vari-
ous military and civilian observers to
monitor procedures, the Liftmaster
made the trip successfully and once
again proved MATS’ capability to do
the job.

Three times a week a 141" trip
departs with cargo, and twice a month
“Blue and Gold” submarine crews take
off from McGuire. Average flying
time to Prestwick rotals just under 13
hours, and covers about 2950 miles of
land and sea. The schedule calls for a
single stop, that at Harmon AF Base
in Newfoundland where the plane re-
fuels and makes preparations for the
long over-water haul that lies ahead.

Polaris support flights terminate the
next morning in Scotland, where both
cargo and submarine crews are off-
loaded for the Proteus, 43 miles away
at Holy Loch. This 600-foot-long
tender thereby replenishes her stock
of an estimated one million spare parts
and 120,000 blueprints. Submariners
will go directly to their “boats"” or re-
main with the Profens until a suitable
rendezvous can be made.

To accomplish its job of upkeep and
repair, the Proteus is manned by some

960 men, many of them skilled rech-
nicians who provide their brood of
“underwarer boats” with nearly every
imaginable service.

Working on an around-the-clock
basis, the Profeus has been in Holy
Loch waters since the Poluris program
was implemented there last year, Her
vigorous schedule, coupled with the
essential logistics support she receives,
gives our Polaris submarine fleet a self-
sufficiency almost unmatched in Naval
histary. For this reason, Poluris sub-
marines need return to the states only
once in three years for major averhaul.

MATS fliers and maintenance men
at McGuire AF Base realize the value
of their contribution to the Poluris
program. With uninterrupted support,
Polaris submarines will continue on
station, alert and ready to support our
nation’s concept of “Power for Peace.”

Flight Crew Scores High
VP-8 Unit Topnotch Three Years

Crew Three of VP-8, based at NAS
Paruxent River, has completed the
1962 AirLant competition with 100%
scored on all competitive exercises for
three years,

Crew members have changed during
the last three years, but the current
team has maintained the outstanding
record of its predecessors, LCdr. R, S.
Zeisel is Patrol Plane Commander.

LT. H. R. HEALY, flight mstructor why flew
Laxt Bour of V-9 10,000 accident-free flight
bowrs sinee comamissioning, i carried Iy Qapl.
T. E. Morron, USME, and Cilr. D, {7 B.rruf_wng
as Capt. P H. Saflade, USMC, looks on.
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USS BENNINGTON (right ) and autisubmarine DD, USS Epperson ( left),
mancuver into position for vefueling by the Bratsih auxiliary, HIMS Fori

Dunvegan. Thiriv-four ships of six SEATO nations
split-second s hedule for a rendezvous-replenishment operation at sea.

g

participated on a

SEVENTH FLEET SHIPS IN SEATO DRILL

O,\' THE TWENTIETH anniversary
of the opening of the Battle of
the Coral Sea, the South East Asia
Treatv  Organization (SEATO)
brought to a close a three-week ASW
exercise called Sea Devil.

Units of the Seventh TFleet, com-
manded by VAdm. W. A. Schoech,

REPRESENTATIVES of ull eight SEATO natiom—Ieft to vight, U.S.,

carried out their missions with aircraft
and ships from New Zealand, Pakistan,
Thailand, Australia and the United
Kingdom, as well as other units from
the United States.

The USS Bennington (CVS-20)
served as the main coordinating end
tracking station. The anti-submarine

France, Australia,

Philip

pines, New Zealand, U.K., Pakistan and T batland—zget together on deck of HMAS Melbourne,

14

destroyers—Rad ford, Shelton and Blue
—ijoined with similar ships of the
SEATO navies. Anti-submarine de-
stroyers Epperson and Collet were used
for air defense with their opposite
numbers in other navies. The anti-
submarine destroyers, Renshaw, Philip,
and Lyman K. Swenson, formed a pro-
tective screen around the convoy.

Fleer oiler USS Hassayam pa, in the
convoy proper, added her cargo to
that of eight supply ships.

Four submarines, including USS Sa-
balo and USS Catfish, acted as enemy
for the exercise. Teamed with the
submarines were strike aircraft which
made simulated attacks on the convoy.
They operated from the USS Hancock
with Royal Australian Navy jet in-
terceptors flying from the Philippines
during the exercise.

USS Pine Island (AV-12) served as
headquarters for long range aircraft
flying out ahead of the task force.
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AT MANILA, rhe Australians and U.S. "dressed ship” in bonor of Queen  THE HUNTER and the bunted vet a look at each other at exercise’s end,
Elizabeth's birthday. Photo by HMAS Melbonrne shows Bennington.  Shown are USS Catfish, HMAS Melbourne and an Australian Gannet.

W

BOARD US5 BENNINGTON ut sea, VIP's from the Republic of the Philippines and other SEATO  SUBMARINER'S DREAM cowmes frie as LSS
nations listen to their tour guide and observe five-inch rockets attached to anm S2F Tracker. Cutfish catches tanker refucling Melbourne.

: ,.,‘*? iR

MINUTES AFTER LCdr. Vince More, USN, landed his S2F on HMAS  TWO AUSTRALIAN Navy pefty officers (left and center) give a few
Melbourne, be canght LCdr. Pat Stewart, RAN, painting kangaroo on it.  pointers to USN CPO on the nose wheel of @ Gannet anti-sub plane.
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navigation bradge on the USS Li

peaple who

THE OPERATION of 1l

(CVA=TH

LEX HAS BUSY Fl

Nimpton

vhlained  fo some yonmng cane

_"Wﬂ
A STUDENT, oue af the 30 members of fh tutermational Students’ As-
i the cockpit of a jer fighter.

visited  the sl sty

3 j
socnafran Wi

G
DARK EYES shiming, a little grel tries an pilof’s

helmet during h

LEXINGTON CREW

Lexington “apen house”

16

aboard.

mremebers inowumbers un

viwercd  Hhe call for Blood donations al Kobe.

childven are especiafly welvome.

ON A GOOD WILL yisit, Here wofficoers

anil mew wssist the deachers in guiding childven up the ship®

E DAYS IN KOBE

US. Navy aircraft carrier makes a six-month cruise
f in the Western Pacific.
than 3000 Navy men aboard the huge attack ship when
they make a good will visit?

WY,

What is in store for the more

One answer to this question is illustrated by pictures
raken during a five-day visiv of the USS Lexingfon at Kobe,
Japan. With the gangway in place, the ship was open for
v siting, and a full schedule of activities gave the ]\c'}p'c
of Kobe a good look at the U.S. Navy,

In the fAve-day period, the Levington worked at reno-
vating two barges which serve as the home for 14 Kobe
Anchor Scouts. They painted the Lexinglon’s hull number,
the Japanese scouts.
pints—

16, on the barges ar the request of
Lexington crew members donated blood—227
the largest donation ever received by the Kobe Blood Plasma
Corporation, a non-profit organization.
Parties were sponsored on the carrier, and in turn the
Lexington crew was taken on a privately sponsored tour.

THIS KOBE Anchor Scout was the leader of bis

fellow seouts when they visited the Lexington.
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NAVAL AVIATOR #8 HAD GREAT CAREER

Vlu Apmirar Patrick N. L. Bell-
inger, Naval Aviator #8, died
May 29th in Clifton Forge, Va., after
a short illness and was buried with
military honors in Arlington National
Cemetery June 1.

A graduate of the Naval Academy,
class of 1907, he served with the sur-
face and submarine forces, but in
1912, he becamie a Naval Aviator and
began a career marked by “firsts.”

On June 13, 1913, Lrjg. Bellinger,
flving the Curtiss a-3 at Annapolis,
set an American altitude record for
seaplanes, reaching 6200 feet. In Au-
gust and September, he flight-tested in
the Curtiss c-2 flyving boat a Sperry gy-
roscopic stabilizer (automatic pilot).

In 1914, he joined the USS Missis-
sippi and was in charge of the Navy's
Aeroplane Section at Veracruz, Mex-
ico, during the occupation of that
port. On flights over the enemy's ter-
ritory, young Bellinger was under fire
by ground troops, and his was the
first American aircraft fired upon in
combat,

On April 23, 1915, he sot a seaplane
altitude record of 10,000 feet. In No-
vember 1915, he was one of the first
flyers to be launched by ship catapult.

In the summer of 1915, he was as-
signed to a special aviation detail and
piloted, spotted, and signalled solo in
a Burgess-Dunne ax-10. This was the
first instance of a Navy aircraft spot-
ting actual gun or mortar fire.

LCdr. Bellinger won the Navy Cross
when, in May 1919, he participated in
the first trans-Atlantic flight as com-
manding officer of the ne-1. His sea-
plane was forced down near the
Azores, and he was picked up by a
Greek steamer.

Nearly 30 years after becoming a
Naval Aviator and after many and
varied assignments, he was ordered in
November 1940 to Honolulu to as-
sume command of Patrol Wing Two
with the rank of Rear Admiral, In
May 1942, he was ordered to duty as
Commander Parrol Wings, Pacific
Fleer, and in August 1942, was ap-
pointed Deputry Chief of Staff to the
Commander in Chief, U.S. Fleer. 1In
March 1943, he was designated Com-
mander, Air Force Atlantic Fleet, and
on October § of the same vear, he was
made a Vice Admiral,

VAdm. Bellinger was awarded the
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LT. BELLINGER AT CONTROLS OF AH-3
Distinguished Service Medal in 1946

with a ciration commending him for
his “keen foresight and sound judg-
ment” in World War II in organizing
and expanding the Atlantic Fleet uir
companents,

He was rtransferred to the retired
list on July 7, 1947, in the rank of
vice admiral.

In addition to the Navy Cross and
the Distinguished  Service Medal,
VAdm. Bellinger was accorded many
decorations, including the Mexican
Service Medal, the WW 1 Victory
Medal, the Croix de Guerre with Palm
as well as the Legion of Honor.

Argentine Ship at Norfolk
Entertained by USS Greenwich Bay

The Inde pendencia, Argentina’s only
arrcraft carrier, recently spent a two-
week training period in the Hampton
Roads area. During her inport period

INDEPENDENCIA WAS ONCE BRITISH CARRIER

at NAS Norrork, the USS Green-
wich Bay (AVP-41), under the com-
mand of Capt. H.L. Harty, Jr., acted
as host ship for the officers and crew
of the aircrafr carrier.

The Independencia was purchased by
the Argentine government from Great
Britain in July 1958, and the name
was changed from HMS Warrior to
ARA Independencia. Her 695-foot
hull was laid in 1942 and work was
completed in 1946, With a peacetime
complement of 1076 men, the carrier
can handle a maximum of 3§ aircraft.

During the ship’s stay in Norfolk,
she participated in various operations
off the Virginia coast with three Ar-
gentine  destroyers  purchased carlier
from the United Srates.

Freedom Award Announced
South Weymouth Wins Recognition

Capt. Vincent L. Hathorn, com-
manding officer of NAS Soutn Wey-
mouTH, and LCdr, Richard S. Rut-
kowsky, former leadership officer at
the station, have received a Freedoms
Foundation award for the station’s
Operation Pafriotism, an American
flag project.

Goal of the program was twofold:
to get a new §O-star American flag
for display purposes into the home of
cach person attached to the air station,
and eventually to get a flag into every
home in New England.

Upwards of 3000 American flags of
all sizes were distributed aboard the
air station. Offshoot units of the air
station project were started by civilian
groups, and many are sull going
strong.

Shangri-La Aids in Greece
Orphanage, Kindergarten Helped

USS Shangri-La (CVA-38) con-
tributed greatly to the People-to-Peo-
ple program during time spent in
Rhodes and Athens.

While the ship was at Rhodes, Ma-
rine Fightcr S(]u:ldrcm 251, a member
of CVG-10, contributed clothing and
bedding to the children of the Queen
Sophia Orphanage.

When  the carrier anchored off
Piracus, Greece, members of the sl‘lip's
crew spent a full day painting—they
used over 30 gallons of paint—and
making repairs to the facilities of the
Moschatou kindergarten, in the town
of the same name.
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BRITISH AND AMERICAN naval aircraft from the attack carviers, HMS
Ark Royal and USS Hancock, joined forces at NAS Cubi Point,
Philippines, for a mock strike. Left to right are four Skyhawks, a

Intrepid to Become a CVS
Completes 8 Yrs. Continuous Duty

Eight years of continuous service
as an attack aircraft carrier have ended
for the USS Intrepid (CVA-11). She
is to become an anti-submarine sup-
port aircraft carrier.

In March, a little more than one
week after she arrived back in the
U.S. from a tour of duty with the
Sixth Fleet in the Mediterrancan, In-
trepid moved to the Norfolk Naval
Ship Yard, Portsmouth, Va. For the
next three and a half weeks, shipyard
workers riveted, welded, cur, ham-
mered and pounded the “Fighting 1"
into shape for her next at-sea period.

Machinery which had become worn
out or broken during the past deploy-
ment was overhauled, repaired or re-
placed. Ship’s supplies were replen-
ished and Infrepid was made ready for
immediate operations.

These included her latest rask as a
member of the recovery team for
Astronaut Scott Carpenter at the end
of his three-orbital flight. He was
brought to the deck of the Inmtrepid
by helicopter, and his first debriefing
was held in the captain’s cabin.

Later this year, the Infrepid will
again enter the shipyard. When she
emerges some months later, she will
have undergone her fourth post-war
period of major overhaul and conver-
sion. She will be fully ready for un-
derraking her ASW support job.

Medical Assistance is Given
USS Valcour Aids Merchant Seaman

Seaplane  Tender USS  Valconr
(AVP-55) went to the aid of an in-
jured merchant seaman from tche
tanker, SS Manbattan, in the Persian
Gulf.

A message received, from the Man-
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Squadron 212,

hattan, which was en route from Ku-
wait to Long Beach, stated that seaman
Walter Nance was seriously injured in
a 20-foot fall from the tanker’s stack.
Medical assistance was requested
from the Valcour. Manbatian's 60-
foot draft prohibited her from navi-
gating in the coastal waters surround-
ing Bahrain Island, the nearest place
with medical facilities. The tender
and tanker rendezvoused within 21/
hours. Seaman Nance was transferred
to the Valcour, then transported to
Bahrain Government Hospital,
Commanding Officer of USS Val-
cour is Capt. William W. Jones.

Air Shoe Shortage Solved
Flight Safety Boots for all Flyers

High-top flight safety boots, for-
merly available only to selected units
owing to limited supply, were released
for issue to all flight personnel July 1,
1962. They may be drawn on log-
book issue as part of personal flight
gear. The new boots will cost squad-
rons and other activities approximate-
ly $10.50 per pair.

Most flyers who have worn the new
boot consider it superior to the nN-1
field shoe it replaces. The boot is ex-
tremely soft on the inside, being
leather-lined in soft calf, but it pro-

PILOTS LIKE THE NEW BOOT FOR FLIGHT

Scimitar and two Sea Vixens. The A4D Skybawks were from Attack
The Sea Vivens represent British Fighter Squadron
890, and the Scimitar belongs to British Fighter Squadron 800,

vides good protection with its rugged
waterproof exterior and steel-cap pro-
tected safety toc.

During preliminary tests, Service
Test Division pilots at NATC Parux-
ENT River reported the boots com-
fortable, both flying and walking.
They also found it compatible with
stirrups and rudder pedals of the 20
models of aircraft flown during the
evaluation.

An earlier version of the boot had
a zipper up the side. In this model,
the zipper has been eliminated.

Constellation Acquires Art
Namesake Paintings Put on CVA-64
Two paintings of the U.S. Frigate
Constellation in battle with the French
Frigate Insurgente have found a home
in the world’s largest conventionally-
powered carrier—USS Constellation.

Cdr. Charles K. Ruiz, executive offi-
cer of the carrier, ordered the portrait
of the two ships for his stateroom afrer
visiting an art show. The painting,
done in vivid colors, so impressed the
commander, that he commissioned the
artist, Albert Drake, to do another
painting, which now hangs in the offi-
cers’ mess hall.

The paintings show Constellation
gaining victory over the Insurgente
while under command of Capt.
Thomas Truxtun, who supervised her
construction at Baltimore.

The first Constellation, launched on
7 September 1797, is now resting in
Baltimore, where it is undergoing ex-
tensive restoration.

The new Counstellation recently re-
turned from a shakedown cruise in the
Caribbean where she became the first
aircraft carrier to fire a Terrier guided
missile. She has been undergoing an
eight-week yard availability period at
the New York Naval Shipyard.
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THIS FAMOUS PICTURE OF A PILOT BEING SAVED IN SPITE OF S5INK RATE, LOW SPEED AND ALTITUDE DRAMATIZES NAVY PROGRESS

NAVY BETTERS LOW LEVEL ESCAPE 0DDS

T was NoT long ago thar ejection

below a thousand feet was litrle
more than a fuule gesture. Now,
thanks to Navy progress in low level
escape systems, that dire picture has
changed.

Navy jet pilots ejecting now from
level or climbing flight have optimistic
survival odds at low altitudes—down
to runway level with some systems. In
1961, 29 Naval Aviators who ejected
below 1,000 fr, survived to fly again.

Behind that gratifying progress lies

A DUMMY |S BLASTED
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years of hard work and research (see
NANEews, Oct. 1961, pp. 7-11). The
pictures on these pages are from some
of that research. Significant develop-
ment work has been done by Naval
Air Material Center, Philadelphia;
Naval Ordnance Test Station, China
Lake, Calif.; Naval Parachute Facility,
El Centro, Calif.; Naval Weapons Lab-
oratory, Dahlgren, Va.; and aircraft
builders.

Five different escape systems, with
varying degrees of low level ejection

capabilities, are now in Navy service:
a standard seat with zero-delay lan-
yard, Martin-Baker seat, Douglas
RAPEC T seat, North American
Rocket Ejection seats, and a system
installed in early models of the rsu
Crusader serics.

All ejection seat-equipped Navy jet
aircraft not having one of the more
modern systems have been equipped
with zero-delay lanyards. This system
gives pilots good escape odds down to
an altitude of about 200 feer.

TEM AT NOTS CHINA LAKE
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HE MarTiN-BAKER seat was the
first low level escape system in-
stalled in any naval aircraft. It has
been, or is being, incorporated in all
F8U-1-2, F3H-2, F4D-1, F9F-8T, FOF-
8B, F11r, 12V, and FJ-4B scries air-
craft, and is original equipment in the
azrF and newer rart's and rsu's.
The Martin-Baker system will give
a true ground-level escape capability
at take-off speed for most planes. With
the heavier seats required in the super-
sonic TsU’s and Fan’s, it has a capabil-
ity of about 50 fr. at 130 knots at

= - i

THESE GROUND-LEVEL TESTS OF THE ROCKET SEAT IN THE T2J BUCKEYE WERE PART OF NORTH AMERICAN AV
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the present rime. However, some cur-
rently planned changes in the drogue
and personal parachute systems, in the
drogue gun, and in time release mech-
anisms will give the seat a true on-
the-deck capability in those aireraft.

The pre-Martin-Baker Crusaders had
a built-in feature which was tied in
with the two-position wing. When
the wing was in the up, or take-off
and landing position, the seat was
snubbed on ¢jection by nylon lines at-
tached to the aircraft. This system
provided almost instantaneous pilot lap

RAPEC Ill ROCKET CATAPULT LIFTS 232-POUND

belt opening and seat separation and
gave an escape capability down to
about 150 feet.

The RAPEC I (Rocket Assisted
Personnel Ejection Catapult) system
is installed in all A4p series aircraft
and provides a ground level escape
capability down to 90 knots TAS.

The t27 Buckeye and azy Vigilante
are both equipped with rocket-pro-
pelled ejection seats. The ground-
level capabilities of these systems are
100 knots for the azy and 75 knots
for the 123 with the lighter seat.

“’;:::M - : - ; # - - . 2
IATION'S TEST PROGRAA
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E—118 FT. APOGEE—IN RECENT TESTS AT NAVAL AIR MATERIAL CENTER IN PHILADEL

All the above figures assume level
or climbing flight. All figures are con-
servative, but based on averages with
quite a bit of variation in individual
cases. The weight of the pilot, the
weight of the seat in the particular
aircraft. and other factors influence
two critical elements: altitude gained
by the seat in the ejection and time
for the chute to fully deploy.

Eiections have been successful well
below the above minimums. For in-
stance, on May 25, 1961, Marine Capt.
H. R. Smith successfully ejected from
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SEAT PACKAGES ESCAPEE FOR SUPERSONIC ROCKET RIDE,

oy . b
FHIA

a 123 at what he estimated to be 60
knots as the plane was going off the
¢nd of the runway at Kingsville.

[he capability of the Martin-Baker
system in F4#, FsU and A2l aircraft
will be greatly improved when the new
RAPEC 11T rocket catapults take the
place of the present cartridge cata-
pults. These systems are now in an
advanced stage of testing.

RAPEC I will give the Martin-
Baker system an improved capability
for ground level and sink rate condi-
tions, while at the same time substan-

J

o

)

10.1;1‘. on Ll‘Ju

tally reducing peak G
aircraft pilot.

As a direct consequence of the
higher ride provided by RAPEC III,
it is possible to equip the Martin-
Baker seat with a larger parachute and
thus give the pilot a slower descent.

Since the larger chute takes longer
to deploy, it could not be used with
the cartridge ejection catapult now
standard with the Martin-Baker series
seats. Thus this new development neat-

“The higher

ly reverses the old truism:

they go, the harder they fall.”

IT CAN BE TRIGGERED BY FACE CURTAIN OR ARM REST SQUEEZE GRIP
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STANDARDIZATION MAKES FOR SAFETY

T HAT INSATIABLE searcher for truth
in Naval Aviation safety matters,
Grampaw Pettibone, was still seeking
answers to the question, “How did a
training squadron reach and pass 100,-
000 hours without a major accident in
more than a year of teaching flight
students?”

“Give me 100 airplanes,” said Petti-
bone, “and let us assume that these
aircraft are in perfect mechanical and
structural shape. Then give me 100
instructors and 100 students and just
one hour of perfect Florida or Texas
sunshine. Put the airplanes, instruc-
tors and students into the air for one
hour and I'll find you at least a couple
of hairy stories for my files.

“When you put the human element
into the flying machine, you open up
a box full of intangibles and pretty
soon, ‘Up pops that old gremlin!” He'll
"think’ some student into a corner real
fast, and there goes your accident
rate.”

SECOND FLIGHT LINE photo. taken 16 minutes later,

¥ 5

shows empty VI-21 line. Matching of stu-

dent fraining and maintenance schedules is all-bands effort in Naval Air Training Command,

§00-hours-per-day clip leading up to
the 100,000-hour mark, they did not
claim complete elimination of all
troubles in their maintenance or train-
ing programs. During the 12 months
of accident-free flight, VT-3 had more
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than 100 rough-running engines, §3
sump warning lights, seven fires and
numerous other emergencies,

What Grampaw was really asking
was the question, “So if you get a
sort of Quality Control over material

FLIGHT LINE PHOTO, before start of training period
While VT-3 was rolling along at a  maintenance personnel. “Will they all be flyablez?

s represents hour-by-hour challenge to all
Tratning schedules requive bigh availability,

and maintenance failures, how do you
get control over the human element
in Naval Air Training?”

VAdm. Fitzhugh Lee, Chief of Na-
val Air Training, places principal
credic for improvement of the human
element to an all-inclusive word,
Standardization.

“Standardization is not a new sub-
ject to the pilot training program,”
Adm. Lee declared. “For years we
have had a well established and very
effective  standardization  program
within that part of the Training Com-
mand. Of primary importance in pilot
training has been the standardization
of instructor techniques. This, of
course, has been continued with the
adoption of the Naval Air Training
and Operating Procedures program. It
is not mere happenstance that the
Navy-wide NATOPS program, estab-
lished by the Chief of Naval Opera-
tions, is almost identical with that
program long in effect in pilot train-
ing.

NATOPS is an effort, directed by
CNO, to standardize pilot and crew
techniques in all aviation units. Sep-
arate operating manuals for each type
of aircraft are now either available or
in the publication stage. The check-
rein on pilots to make sure they ad-
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here to the standard procedures is the
requirement for the annual standard-
ization flights in each type they fly.

In the training commands, standard-
ization extends to instructors and stu-
dents alike.

When a Naval Aviator checks into
the Basic Training Command for duty
as an instructor, he has at least four
years of sea duty behind him and has,
on the average, logged 200-250 car-
rier landings.

Basic sends the prospective instruc-
tor to the Flight Instructors Indoctrin-
ation Group (FIIG) for a course of
instruction to sharpen up his technical
knowledge and to teach him the rudi-
ments of instruction techniques. In
103 hours of classroom instruction, the
FIIG student receives 48 hours in Ap-
plied Aerodynamics, much of it new
material even for a fleet pilot. Other
courses at FIIG cover oral communi-
cations, Naval Leadership and Instruc-
tor Orientation.

In three weeks at FIIG, the prospec-
tive instructor receives an appreciation
of the fact that “no student ever be-
comes completely predictable.” A sum-
mation of vears of instructor safety
tips is handed to the FIIG student to
keep him aware of pitfalls in the job
he is about to undertake.

Having completed FIIG, the in-
structor-designate finds he is starting
the standardization trail in the Basic
Air Training Command.

RAdm. Magruder H. Tuttle, Chief
of Naval Air Basic Training, has on
his staff a primary duty Standardiza-
tion Officer, who in turn has five staff
inspectors assigned to monitor the
standardization program at the many

LANDING GEAR SYSTEM
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is explained to students during a pre-flight
indoctrination at the Advanced Training Command's Kingsville base.

Gramps Says:

THIS
MAKES
ME FEEL
GOOD!

squadrons in the Basic complex.

At the squadron level, primary duty
standardization officers are selected
from among the most senior and most
experienced flight instructors. On the
squadron level, the standardization
officer and the squadron C.O. are mem-
bers of a squadron standardization
board, which keeps its eye on instruc-
tor and student programs. Each
squadron instructor is given a written
examination each quarter and a flight
check every six months. Results of
the squadron’s program are checked by
Basic during staff inspections.

Seaff and unit efforts are “married”
into an integrated program for
CNABaTra by the command’s Flight
Standardization Board, which meets
quarterly to monitor the command-
wide program. Members of the com-
mand board are all unit standardiza-
tion officers, staff maintenance ofhcers,
safety officers, medical officers and the
staff training officers. All problems re-
lating to standardization are discussed
and recommended solutions are sent to
CNABaTra and CNATra,

When the FIIG “graduate” moves
to his assignment at VT-4, for ex-
ample, he starts as a “beginner” him-
self, regardless of his fleet experience.
Before he climbs into a VT-4 7127
Buckeye, the instructor receives in-

chance to

EJECTION SEAT sysfems [framer provides
learn  all

struction in T2J maintenance systems
trainers. Combined with the NAMT
training are lectures and demonstra-
tions in engineering, safety, and course
rules, Tests are given after each
course.

Before hopping into the 127 on the
flight line, the instructor receives four
Operational Flight Trainer (OFT)
simulator flights to learn procedures.
Satisfactory completion of the OFT
course is the final factor in qualifying
the instructor on the ground. He fol-
lows with an “in-flight” (type famil-
jarization ) training syllabus and final-
ly passes into the Instructor-under-
Training syllabus at the squadron level.

The pilots assigned to instruct in
the multi-engined training squadrons
in the Naval Air Advanced Training
Command, under RAdm. L.]. Kirn,
are treated similarly on standardization
before permission is given to fly stu-
dent training hops.

In VT-28, where the sar Tracker
is the training aircraft, the new in-
structor receives up to 30 hours of
flight time in the instructor training
syllabus. In the p2v/psm training
squadron, VT-31, the newly reported
Instructor-under-Training is required
to complete a 10-weck syllabus cover-
ing everything from aircraft systems
to flight rules, and takes 40 hours of
flight instruction before his qualifying
flight as a plane commander. General-
ly, the complexity of the aircraft and
its systems governs the amount of
training the instructor must complete.

Having proved his ability to fly and
teach flying, the instructor finds him-
self teaching a student who also has
veceived standardized ground instruc-

ructors and sindents
evacuation syslems.

st

phases of emergency
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tion in all phases of the assigned syl-
I.i}'}il‘\,

Pettibone is quick to warn everyone
in the training command that too
much standardization can be danger-
ous. “You've gotta throw in a pinch
of common sense trainin’ in there, too,
to make the product berter, like addin’
spice to a stew."

Widely-quoted in the training com-
mand is an article by a former Saufley
Field commanding officer. The article,
published in 1960, savs:

"Why do we have silly crashes? 1
have only one suggestion. We have
tried to assume the student's respon-

PERSONAL FLIGHT GEAR inspection by

sibility: we are trying to do the learn-
ing for him. We have tried to estab-
lish a hothouse environment where the
student is bathed in aeronautic know-
how until he is completely "standard-
ized.” Then we gently pin on a pair
of wings and send him off to the Fleet
in the hope that he will draw a squad-
ron. commander who will ‘wer nurse’
him through his obligated service,

"Those students deserve 1 batrer
break. They arrive in Pensacola with
visions of becoming an Eddie Ricken-
backer and a Joe Foss combined with
Buz Sawyer. They are tigers. They
find this is the place with a *procedure’
for everything, After a couple of
months, the student aviator comes to
regard himself as an IBM
We punch the buttons, and he is sup-
posed to produce from his memorsy
cells the right answer.

"M colution is not radical. . . . It
s ].‘1'(_I|_‘}0‘§\,'ti that we Wil the svudent
frankly that the learning process is
his responsibility. Here he should be

machine.
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VT-2j5

surgeon and C.O. assures that students bave beit avatlable equipment,

come i competent T-34 driver, per-
form any maneuver of which the T-34
is capable, and he should be able to
handle any emergency professionally.
We are here to teach, demonstrate, en-
courage and correct. The student is
here to learn. If he cannot, or will
not, we will ger rid of him—with no
tears,”

Since that piece was written, the
system at Pensacola and Corpus has
gone through many changes and shifts.
Implementation of the training squad-
ron concept was made in 1960, giving
more responsibility o the squadron
commander and direct relationships

sufety officer, flight

dent  pilots

receir

between the instructors, maintenance
personnel and student training officers.
Standardization and NATOPS manuals
lay down the rules, what to do and
how to execute every maneuver in
the manner that has proved best
through past experience.

The command-wide leadership pro-
gram has its effect in promoting safety.
As one C.O. stated it, "Generally the
actitude of the squadron pilots is a
reflection of the attitude of those in
direct supervision of the program.
Someone must do the selling, and the
quality of his product must be the
best available.

“A successful standardization pro-
gram is one in which all participate.
Each pilot not only uses the selected
procedure, but he also understands
why it is the best. He becomes a
salesman of that particular procedure.
He wants to sell it to his students and
e wants them to understand why it
is the best ‘buy.” ”

Although  the

students  receive

CUTAWAY ENGINE wiodel provides “inside”
check-ond by

standardized training from instructors
who also are standardized, there is still
room for improvisation and individual
initiative in the training process.
One advanced training squadron
has posted a progress board on the
results of instructors’ weekly safery
quizes. The heading on the board is
"How safe are you?” Another squad-
ron has an Enlisted Aviation Safety
Council which discusses both air and
ground safety. Two-way flow to and
from the squadron commander is ac-
complished through the council. One
squadron asks student pilots to fill
out a form on completion of the train-

it f‘i
f voLtARE |

view af jef engme as sty-

experivaced  mechanic-instructor,

ing period, with safety suggestions
flowing from individuals ro the avia-
tion safety officer, and to the safety
councils.

In VT-27, student pilots are sub-
jected to a “Safety Point System” to
keep them on their toes. Each student
pilot is assigned 100 points atr the
beginning of training, is docked a set
seale for each safery mistake in the
syllabus. When the student is down
to 50 points, he gets a hearing before
a safety board and recommendations
are made to the commanding officer.
The C.O. decides whether to let him
continue, [f a student loses all 100
points, he appears before a Disposition
Board.

Some training command units hold
All Pilots" Meetings daily, others once
a week. One unit publishes emergency
procedures (for a given set of cir-
cumstances) in its daily schedule, re-
peating each procedure every two
weeks. Safety officers make flight line
checks, ride student hops, give fre
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RUNWAY DUTY wnit monitors T-34 lundings al Saufley Field, site o}
first flight for Nuval and Marine avigtor candidates in Pensacola arca.

quent lecrures and generally try to
prevent accidents by noting trends
and neéar-miss situations. Instructors
and students in the advanced training
stages often are scheduled for regular
OFT hops, given checks on their ad-
herence to procedures.

The Runway Duty Officer is now
an accepted member of the safery
team. He sometimes spots dangerous
habits and “un-standard flying” while
serving as a constant check on the im-
portant take-off and landing phases of
training. If an approach “looks”
dangerous, he can give a wave-off;
there is no way of knowing how many
accidents have been prevented by
RDO's.

VT-3, which has as its motto,
“Srudent Quality is our policy—Safety
is our approach,” requires students to
pass a safety exam with a perfect mark
before they enter the cockpit for their
first flight. Instructors and students
think safery at all times. The 12-
month run to the 100,000-hour safety
mark produced 10 instructors with
1200 accident-free hours, 12 with
1000 hours and 31 more who passed
the $00-hour mark. Lt. Marty Schu-
man, a 13500-hour accident-free in-
structor, said, “This is a serious busi-
ness we're in and only a fool would
risk his own neck through careless-
ness.”’

For many vears the training units
have been passing out Accident-Free
Performance Awards to instructors;
Student-of -the-Month cerrificates to
selected cadets and officer flight stu-
dents. Enlisted men receive Man-of-
the-Month awards at many stations.
Additional awards, such as VT-37s
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Old Pro award, given for prevention
of accidents, act as morale builders
around the command.

The Training Command story—en-
compassing the Pensacola and Corpus
Christi areas, varying aircraft types,
thousands of students, instructors and
mainténance/support personnel—is a
day-by-day story of people at work
trying to produce a continuing flow
of quality pilots for the Navy.

As one C.0O. stated it, "1f the most
important part of the program had to
be singled out, 1 believe it would be
the active cooperation of all echelons
within the squadron working together
to find the best way to accomplish the
mission in the safest manner.”

To which Grampaw says, “As long
as we have manned aircraft, there will
always be two sides to safe flying . ..

on one side MEN and the other
MACHINES.
“If every maintenance man would

TRAINING SQUADRON THREE, [resh

LOCALLY FABRICATED curt eases the stram [or Corpus Christi run-
way duty officer as he

rom. oUer

monitors touch-and-go. landings of frainees.

work on his job just like he wants the
dentist to work on his teeth, or like
he wants the yeoman to work on his
leave requests, or like he wants the
paymaster to work on his pay record,
we'll have a lot safer aircrafe to fly.
And if every instructor judges his
students carefully, asking himself if
he'd like to have the man flying on his
wing in the Fleet, we'd keep the qual-
ity of pilots way up there.”
Editor's Note te Gram ps—"Some-
body down South has been reading
what you've been saying for almost
20 vears. How about easing up on the
boys now?”
Gram paw's
“Never!”
The dramatic and nearly unbeatable
record by Training Squadron Three
was broken on May 31 at 125,896.2
wafe flight hours. The t2s involved
in the accident was a strike, but the
student pilot escaped wninjured.

Note to Editor—

a year af aceident-free flying, wisembles ut

s pection mavking ity 100.000-br. safety record, Unit Dy swon 4 CNO Safety Awardy in g row.
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U. S. NAVY AIRCRAFT FROM 1921 TO 1941

v

NAVY PURCHASED « number of European types for evaluation in the
early "20%. Among them was British Blackburn Swifi torpedo plane,

i
FLYING BOAT development in the early and mid-Twenties was carvied
on by the Naval Aircraft Factory. Progressive improvement in bull de-

PROTOTYPES of three designs for observation am phibian types fo re-
place the Vought Corsairs were builf in 1934, including this X02D-1.
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DAYTON-WRIGHT WA-I prototype was one of first Navy amphibians.
This olservation type was equipped with a 325-bp Wright Hisso.

sign, comstruction, engines and other features led to the first model
with air-cooled engines, the twin-tailed PN-11 of 1927. Two were built.

CURRENT NAA FJ Fury series bave the same designation as Berliner
leyce fighter prototype of 30 years ago; XF[-2 version is shown here.
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re built untder many designations. XSU- CIVIL TYPES were purchased in cmall guantities for adminisivative

VOUGHT CORSAIR lipluanes u
Like other SU%, it was a carrier scout, flying, This Stinson Reliant saw service as XRIQ-1 in wmid-Thirties.

was one of the lust madels.

pr arpraraxce of William T.

Larkins' new book, entitled U. §.
Navy Aircraft, 1921-1941, serves to
emphasize that not all of the basic
models of naval aireraft were illustra-
ted in the series of historical sketches
presented in Naval Aviation News
last year. While every effort was made
to include illustrations of each basic
model developed for and/or used by
the Navy and Marines, this was not
always possible.

On these two pages are shown < few
of those of the colorful 1921 to 1941
period which were omitted. Except
for the two Vought models, none of
these were built in quantity for use
in the Navy.

A final installment of our series,
covering research types, gliders, piloted | ey ;
drones, and other odds and ends, is VOUGHT SB2U-3 wuas 1941 production carrier type, convertible to twin floats. Float
planned for an early NANEWs issuc. of other conlemporary carrier types were lested, but were mot put info production.

s T

versions

s e

NAVAL AIRCRAFT FACTORY production turned fo desigus of other  prototype was 1941 XNIN-1 primary trainer. Design was not pro-

sanufacturers i late Thirtivs, Last NAF-designed conventional aiveraft  duced, but modernized profolype was later wsed as a glider towplane.
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RESERVES FORM FOURTH MA

REORGANIZATION of the Marine

Corps Organized Reserve program
started on July 1, affecting all 86 Ma-
rine Aviation units and almost half
of the Corps” 218 ground units.

Organized Marine units will form
major elements of the Fourth Marine
Aircraft Wing and Fourth Marine Di-
vision under the revised reserve struc-
ture. Some 45.000 Marines now par-
ticipate in the Qrganized Reserve.

According to Gen. David M. Shoup,
Commandant of Marines, the designa-
tion of Marine Reserve units into cle-
ments of the air-ground team will
“enhance realistic long-range training
and provide for rapid unit response
in event of mobilization.”

Major units of the Fourth Marine
Aircraft Wing, which will be formed
within the structure of the Marine
Air Reserve Training Command, Glen-
view, Ill., are:

Marine Wing Headquarters Group-4
NAS Grenview, Il

Marine Wing Service Group 47
NAS Los Avcamiros, Calif,

Marine Air Group 41
NAS Darras, Texas

Marine Air Group 42
NAS Avramepa, Calif.

Marine Air Group 43
NAS Wirow Grove, Pa,

Marine Air Group 44
NAS Minxearorts, Minn,

Marine Air Group 46
NAS Grosse [re, Mich.,

Under the plan, Commander, Marine
Air Reserve Training (COMART),
would become Commanding General,
Fourth Marine Aircraft Wing, upon
activation of the Wing. Formation of
the Wing does not affect the present
training sites of Marine Air Reserves
now attached to 17 Marine and Naval
Air Reserve training units and stations
from coast to coast.

The Fourth Aircraft Wing was one
of five air wings established by the
Marine Corps for service during World
War II. Commissioned in 1942 as
Marine Base Defense Air Wing, the
Fourth originally was positioned in
Hawaii, Midway and Samoa with air
defense, search-patrol, air-sea rescue
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Air Reserve and two Marvi

and shipping escort missions. In 1943
it moved to Tarawa and was shifted
from a defensive to an offensive wing
during operations in the Marshall
Islands. Its title was changed with the
change in missions. In 1945, the
Fourth Wing was spread across the
Pacific ac Kwajalein, Majuro, Engebi,
Guam, Tinian, Iwo Jima, Ulithi and
Peleliu. Its decommissioning came soon
after war’s end.

Ground units of the Fourth Marine
Division are the 25th Marine Regi-
ment, composed of infantry battalions
from New York, Massachusetts, New
Jersey, New Hampshire, Connecticut,
and Ohio; the 24th Marine Regiment
(infantry) from Michigan, Illinois,

RINE AIR WING

FIRST SKYRAY is wilcomed abuard NAS Olathe frll’fn.’rmg delivery from the Floer, Twa Navael
Air Reserve squadrons will wtilize phe " Ford® i weekend Iraining,

Mississippi, and Louisiana; the 23rd
Marine Regiment (infantry) from
Texas and California; the 14th Marine
Regiment (artillery) from California,
Texas, Alabama, Tennessee, Pennsyl-
vania and New Jersey, and several re-
connaissance, engineer, anti-tank, rifle
and  medical companies  scattered
around the nation,

NRA Honors Reserves

The Naval Reserve Association. na-
tional Naval Reserve officer organiza-
tion, has presented special plaques to
all 18 Naval Air Reserve squadrons
recalled for active duty during the
1961 Berlin crisis. To each of the 13
destroyer and 27 destroyer escort crews
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recalled, the NRA presented a set of
steak knives. The gifts were made as
tokens of appreciation for the emer-
gency service performed by air and sea
reservists. (For a statement from Sec-
retarv. of the Navy Fred Korth, see

inside back cover.)

Skyray Assigned to Olathe

Marine Fighter Squadrons 113 and
215 at Olathe will be first Marine Air
Reserves to train in the ran Skyrays.
Two Navy squadrons also will fly the
delta-w ||1_L:L'd aircraft.

BGen. L. B. Robertshaw,
mander of Marine Air Reserve Train-
ing, heralded the May arrival of the
Skyrays as
mobilization potential of the Marine
Air Reserve. Navy and Marines will
rl_\ the new aircraft on alternate wee
the month.

Com-

another increase in the

ends ot

4.0 With GCT Exam

Olathe recruiters signed up a recruit
who registered a perfect score on the
General Classificacion Test, first time
in memory that the 4.0 mark has been
achieved at the Kansas air station.
Michael Shanick, of Shawnee, Kansas,
the recruit, was assigned to VE-881 as
an Airman Recruit. His announced
|1]_111_ 1S 1O ;.'um}!ic[c LWOo years of Cu“c_‘.;t'
training and then join the Navy flight
training program.

SECNAV FRED KORTH receiver plague from Capi. Roger Muld aby, Naval Reserve Association
vice president. NRA i presenting plagues to all Naval Air Reserve sqaadrvons vecalled to duty.
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FECTITHS

i
RECENT RESERVE
Holzapfel, family sword  from bis
father, Capt. V.G. Holzapfel, C.O., NAS

Dallas. Sword was worn by Jon's grind fatler
an USS Tevas, USS wWwr.

enlistee, Jon

Murnre wnid  in

Double the Pleasure

Almost doubling the normal work-
load, GCA Unit #5 handled 1140 ap-
proaches during the month of March,
setting a new local high for a one-
month puriod at Los Alamitos. The
usual monthly approach total ranges
between 500 and 600.

In 14 years, the unit has accom-
plished some 72,441 approaches.

East Coast Office Closes

After five years of work in public
information and public relations pro-
grams, the Radio City offices of the
Naval Air Reserve closed down June
30. Work previously den: by the
office is being handled out of Glen-
view CNAResTra headquarters or
through the C.O. of NAS NEw York.
A similar liaison office on the West

Coast, based 1in Hollywood, closed

carlier in the year.

HOLDING GIRL he saved in April 1961 by ad-
ministering ardificial respivation, F.D, Gurtler,
AF3, VS-891, Seattle, accepts telephone
company's Vail Award from official. Squad-
ran C.0O.,, Cdr. Walter Ring, observes.

NAS New York Adds Chapel

Built by volunteers working in
off-duty hours without appropriated
funds, a chapel was dedicated by NAS
New York personnel late in April.
The heretofore churchless air station
partially reconstructed what had been
a WW II mess hall, a building which
had been unused for years.

“All hands” were praised by Capt.
W. D. Bonvillian, C.O., for the volun-
tary work thar made the chapel trans-
formation a reality. Special congratu-
latory greetings arrived at the dedica-
tory service from VAdm. Fitzhugh
Lee, CNATra, and RAdm. William 1.
Martin, CNAResTra, The chapel will
serve all faiths.

Dallas High Scorer

William S. Cook, AR, set a record
at Dallas May 12 by making a perfect
score in a General Clagsification test
and an arithmetic examination.
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CRUSADERS MEET ‘A FRIEND INDEED’

P ICTURE YOURSELF in this situation:
in a 1000-mph jer over your des-
tination airfield, temporarily closed be-
cause of a crash, with weather variable
above and below GCA minimums—
and not enough fuel to reach an alter-
nate. Would you be . . . well . . .
apprehensive?

Some Marines played out this lictle
drama over MCAS Iwaxkuxt and re-
ported it was "no sweat”—thanks to
some Gv-1 Hercules which happened
to be in the area.

[t all started when a dozen Air
Group 14 aircraft were trving to get
back to their carrier. the Lexingfon,
from Atsugi. Thev waited most of
the afternoon with the weather bad at
the ship. Since the ship was sailing
southwest, it was decided to move
down to MCAS Iwarunt on the In-
land Sea to be ready to intercept the
ship the next morning.

Iwakuni weather was predicted to
be 1000 to 1500 overcast, visibility
34 to a mile in light rain and fog for
the ETA of around 1700 local time.
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By LCol. O. R. Davis. USMC
Aviation Safety Officer, Ist MAW

Tops were 15-17,000 with solid over-
cast in the approach areas.

When the 12 planes, an asp Sky-
hawk, an ¥J-4 Fury, and 10 rsvu Cru-
saders of VMF-323, led by their C.O.,
LCol. Frederick T. Watts, Jr., arrived
over Iwakuni, the weather was actually
a little worse than the prediction and
quite variable. The first aircraft broke
out near GCA minimums of 34 milcs
and 250 feer. Later planes rcportcd as
high as 800 feet and one mile visibility.

Capr. T. R. Moore with a flight of
four Crusaders called in at 1655. He
was assigned an expecred approach
time of 1720, with the rest follow-
ing at five-minute intervals.

When Capt. Moore, in 211, got to
GCA minimums at 1732, he was sull
in the stuff with the field not in sight,
so he executed a missed approach,

The second plane, 207, could not
contact GCA on the '.issigncd channel,
and so made a TACAN approach. At

"<M%

1745, 207 broke out but found the
runway fouled because of a Crusader
in the pond off the end of the runway.
The accident happened just moments
before.

By the time 207 had climbed back
on top, he was down to about 1800
pounds of fuel. The pre-flight briefing
called for the Crusaders o start for
their alternate of Atsugi, which was
VER, with not less than 3200 pounds.

He could have diverted to Itazuki
Air Base, 96 miles away, but the
weather there was about the same as
at Twakuni.

When the other two planes of the
flight, 208 and 210, heard the leader
waving off at GCA minimums, they
stayed on top. At the time the acci-
dent temporarily closed the field, they
were a little below the briefed fuel for
returning to Atsugi, but probably
could have made it with enough re-
serve fuel for a safe landing.

However, for 207, with his 1800
pounds, the situation would have been
tight except for the 6v-1's on another
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exercise. Although these particular
transports did not have their fuselage
refueling tanks aboard, thanks to the
Navy-wide policy of carrying the
wing refueling pods at all times, they
were able to share their own reserve
fuel with a “friend in need.”

The Crusader in need found a friend
in 6v-7s8, piloted by Capt. A.R. Reh-
bock of VMGR-152 who, though
rather short himself, let 207 have 1800
pounds. This took the pressure off.
Maj. Don Argo of VMGR-352 in GV-
890 then invited 207 over for a drink
and gave him another 1500 pounds be-
fore the now well-fueled Crusader set
out for Atsugi.

The two planes who had stayed on
top, 208 and 210, joined up with GV-
891, piloted by LCol. John Urell of
VMGR-352 and drew 3000 pounds
between them. Capt. Moore in 211
borrowed 2000 pounds from GV-792
piloted by Maj. George Cullen before
returning to Atsugi. The last of Capt.
Moore's flight lefr the Twakuni area
at 1815 local time, 17 minutes before
sundown and about 40 minutes before
full darkness.

It wouldn’t be strictly accurate to
say the 6v's saved the flight from “cer-
tain disaster,” but, on the other hand,
it also wouldn’t be true to say the
Crusader pilots weren't glad to see the
GV's.

The lowest plane, 207, had enough
fuel for two GCA’s at Iwakuni. The
runway wasn't actually blocked, and
the field could have been opened if he
had to try the extra passes. The rest
of the planes probably would have been
able to make it to Atsugi.

The cv's ability to deliver fuel at
any time has been used in the First
Marine Aircraft Wing before. In fact,
using this capability to improve the
safety odds is a routine procedure.

When the Hercnles arrived in No-
vember, 1961, tests were made to see
how fast one could be airborne in an
emergency. It was found that with
the tanker crew on the alert, it could
be off the ground in five minutes and,
thanks to its high rate of climb, at
refueling altitude in 15 minutes.

It is a matter of interest that not
one of the pilots in Capt. Moores
flight had ever hooked up with a 6v-1
before, though all of them had refueled
from asp's and £1's with buddy stores.
The “no sweat” way this incident was
handled reflected the professional abili-
ties of all the pilots involved.

JULY 1962

ONE OF HS-10°S HELICOPTERS WITH A DESTROYER PRACTICES TRACKING A SUBMARINE

HELICOPTER SQUADRONS TRAIN IN HSS-2

EFORE ITS DEPLOYMENT to the

Western Pacific on the USS
Hernet, HS-2, based at NAAS Ream
Frerp, Imperial Beach, Calif., engaged
in two 10-day cruises with the riss-2
helicopter aboard the carrier. On the
second ten-day cruise, the squadron
accumulated approximately 400 hours
of flight time with an average aircraft
availability of 81 per cent.

For the five HS squadrons based
at Ream Field, Sikorsky turbine-pow-
ered Hss-2 replaces the piston-engined
fiss-1N.  HS-10, the replacement air
group squadron, also has been phased
into the new aircraft, and other HS
squadrons will also be equipped with it.

A significant advance over the older
Hss-1, the new turbocopter can fly a
four-hour mission in all kinds of
weather. Holding the helicopter record
with a speed of over 210 mph, the
tss-2 has an extra margin of safety
for over-water operation with its twin
engines and boat hull,

At sea the helicopter’s mission is to
work with fixed-wing aircraft and de-
stroyers in tracking submarines. A
typical mission might find a Grum-
man s2F making an initial contact
with its radar. Helicopters are quickly
sent to localize and assist in tracking
the sub. Any member of the ASW
team—helicopter, saF or destroyer—

will then make the kill. Another phase
of this ASW mission for the helicopter
is to provide a sonar screen around a
steaming task force.

Training at Ream Field is directed
toward perfecting this basic mission.
Many, many hours are spent in the
classroom and in the air to forge the
squadron personnel into a proficient
ASW team. Cdr. Owen R. Toon, HS-2
skipper, says that his men made “a
good transition” from the mss-1. Each
HS-2 pilor had 120 flight hours in the
riss-2 before he was fully qualified as
an ASW plane commander.

Integrating a new aircraft into a
squadron is a complex task. The train-
ing program must be developed, a new
maintenance support effort set up, and
a tight training schedule met.

Director of replacement training at
Ream Field is Cdr. William L. Bennert,
C.0. of HS-10. HS-10 puts pilots
through a RAG syllabus to train them
in aircraft familiarization, instruments
and ASW rtactics. About a third of
the syllabus is spent in night flying,
including night carrier landings.

® RAdm, James R. Reedy, USN, now serving
as ComCarDiv 20, has been named successor to
RAdm David M. Tyree, USN, as Commander
U.S5. Navy Support Force, Antarctica, head of
the Navy's Deep Freeze polar operation.
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W ; o e ;
DETACHMENT 43 of VAW .33, based abowrd
USS Suratopa, flew 361 4 in ane wonlh
in ity three AD-3Q) Dt 43 provides actii
and  passive afrforne. ECM services and triin
ing for US. and NATO Aevet and shore units

10,000th Buoy is Dropped
Maine Range Mark Passed in May

The Navy’s no-nonsense sonobuoy
Lest program 1'cpt>|‘[uf in the NANEws
February 1962 issue (To Build a Better
Buoy, pp. 32-33) passed a milestone
at 1630, May 21, 1962 when the 10,-
000th buoy was tested on the Pema-
quid Point, Maine, range,

The record drop was from an NAS
Brunswick pav, piloted by Lt. Dick
Williams of the station aircraft main-
tenance department. The record buoy

passed its tests with flying colors.

From each lot of sonobuoys the
Navy buys, a random sample is tested
on the Maine range. If more than a
certain percentage of the test samples
is defective, the Navy does not accept
the lot untl the manufacrurer has
corrected the defects at his own ex-
pL'I'I_\'L"

The vest program is conducted joint-
ly by the NAS aircraft maintenance
department and Vocaline Corporation
which conducts the actual 1c.\'tin‘u,
Britannia Award for Marine
VMF-334 Lieutenant Given Trophy

At MCAS E1 Toro, 1st Lr. Robert
W. Spackman of VMF-334 was hon-
ored by the Royal Navy when VAdm.
William G. Crawford, KBE, CB, DSC,
Commander of the Bricish Navy Staff,
presented to him the Britannia Trophy
for 1961. Lt. Spackman was the third
conszcutive Marine pilot to win the
annual award.

The Britannia Trophy is given to
the Navy or Marine Corps student
lll:dct'guing advanced i]ill.:hl training
who attains the highest rotal weapons
score in bombing, aerial gunnery, rock-
etry and missiley in a calendar year,

The award was established by the
Lord Commissioners of the Admiralty

ALMOST DWARFED, ['SS Kearsarge (CV8=335) slowly steams it the world's L gest drydock at

Puget Sound Noval Shipyard, Bremerton, Wash,

The V4-acre dock (DD-6) is 1180 feet long

180 feet wide, 64 fect deep, and bas @ water capacity of §8,000,000 gallons. The "Mighty K,”

which bad the bonor of participating in the dedication cevemonies, recenily cumpleted a

SIX~

montlh converon at the yard. Capt. L.E. DeCamp is C.O., and home port is Long Beach.
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of the United Kingdom in appreciation
of the assistance rendered by the U.S.
Navy in training British naval pilots
from 1952 through 19§6.

RN, GIVES AWARD

VADM. CRAWFORD,

New Seats Ease Flight
HS-7 Flew Over 1000 Hrs. in April

Prior to departing on a routine ASW
cruise  aboard the USS Randol ph
(CVS-15), Cdr. ].R. LeTourneau,
commanding officer of Helicopter
Anti-Submarine Squadron Seven, in-
structed his aviation equipment officer
to install new sponge rubber seats in
the squadron’s #ss-1N  aircraft to
rep the hard par.

HS-7 pilots found themselves de-
lighted with the comfort and chalked
up 1003.4 hours in the month of April.

With the pilots practically refusing
to leave their new seats, the squadron
began to run out of its allotted money,
ComNavAirLant granted permission to
exceed by 200 flight hours the regu
-1]Illw'il|1fl_'. .'Irl.(l ‘.lii.' \:llﬂ-‘i—(‘rt.ih]&’ r‘i][‘:["
continued to fly.

Med Bombing Derby Held

Saratoga Pilots Win Top Awards

Pilots of CVG-3, aboard the USS
Saratoga (CVA-60), out-bombed a
selected Royal Hellenic Air Force
team to claim top awards in the sec-
ond annual Bombing Derby held ar
Tanagra Air Base, Greece.

ace seal

ar

The closely contested event matched
}‘1[(![\ of VA-34 and VA-36, flying the
A4D Skyhawk, against pilots of RHAF
Strike "iqu.uh'un i35, who flew the
r-s4r  Thunderstreak. The winning
Navy pilots led by Cdr. G. L. Avers,
C.O. of VA-36, were LCdr. J.H.
Wynn, Lt. K.R. Cameron, Lt. D.M.
North, of VA-36: Lt. T.]. Linchan
and Lt. D.C. Brown of VA-34,

“Top Bomb™ award went to Lt,
K.R. Cameron, who posted the top
score for the day’s competition.
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'YOUR DEAL, CHIEF’

CARD SHARP MAINTENANCE YIELDS BONUS

VAH-7 VIGILANTE wnars by USS Ewmterfprise, CVA(N)-65, its teagoing
buse. This maguifivent ship i wpavmed except for its planes, wnd s

grL, its your deal, Chief.”

Sounds like a card game is get-
ting started, doesn’t it? Well, you're
right. Only it’s a new game you prob-
ably haven't played before. Here are
a few of the basic rules:

I. No chips are used; all wagering
is with tools, equipment and knowl-
edge.

2. No bluffing is ever permitted.

3. The stakes are the highest pos-
sible; life and defense capability, or,
if vou prefer, safety and time.

Most card games have interesting
histories. So does this one. Perhaps
its real beginning can be traced to the
days just prior to fleet introduction of
the first Navy jet. How many of us
remember  this  reassuring  remark?
“Maintenance problems are over. New
airplanes  have just a few moving
parts.”” Well, believe it or not, that
was the story not too long ago. We
k]'ll)\\' now th;lr T.}'IIQ was more Ll".'ln
optimistic. It was pure hogwash.

The fact is that as the airplane be-
came more sophisticated and its per-
formance increased, the maintenance
requirements multiplied at an astound-
ing rate. Notice how the check sheet
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1.Cde. Edward ). Kingshury, Jr
Maintenance Officer. VAH-T

grew from a few pages, which could
be completed in a couple of days, to
a volume that could run into weeks
before the job was done. Add to this
trend a few dollars and cents consid-
erations, such as the cost of keeping
a complex weapon system (such as
VAH-7's asj-1 Vigilantes) out of
commission, and the necessity for mak-
ing the best possible use of the time

SZECHY, AQCS, studivs “hand” of the cards
bis squadion wses to win a "pile” of time.

blames cannot fight when they ure down far maindenance, Autbor tells
Bow "Card System™ atid sonnd plansing belp cnt down time™ to bane.

Ehhw

of the trained men available will be
evident.

The fact that we need to ger the
most defense out of what the country
gives us to work with is nothing new.
However, the new way of dividing
the Defense Budger (see Naval Avia-
tion and Program Packages, NANEWs,
December 1961, pages 14-15) has
emphasized the nced. Cutting the
time a weapon system is out of com-
mission improves its cost/effectiveness
rating and helps it compete for its
share of the Defense Budger. Under
the new system, defense dollars will
more than ever tend to flow to the
programs and weapon systems where
they will buy the most defense. Down
airplanes have high cost, but no effee-
fiveness.

The costs of having an aircraft
“down” can mount at a truly amazing
rate. Here is a little cost }n'ublcm.
Figure it out for yourself. Take the
cost of an airplane and divide it by its
average life, say 3500 days. Call the
resulting figure “daily depreciation.”
Add to that the salaries of all the peo-
ple contributing to that airplanc’s sup-
port. Call the figure “overhead.” Now
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SEQUENCE CHART prowides a frre-plasmed order for accomplishing the work on the cards and
helps achieve smooth workflow where parts, people, and cquipment needs are fully coordinated.

assume vou are aboard a carrier that
is the roost tor about 100 birds. Take
one-hundredch of the daily cost of
the carrier and call the figure “rent.”

Each day this airplane is not ready

ACCESS DOORS are opened only once each in-
spection under the planned work sequence,

to flv and fight, we spend the same
money and get nothing for it. As pro-
fessionals in the nation’s defense forces,
we must exert every effort to mini-
mize these lost defense days.

The logical place to start saving
time is in the periodic or scheduled
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maintenance field. Here, with careful
planning, we can shorten the time
down for periodic maintenance. By
keeping quality at a peak, we can re-
duce unscheduled down time. These
are the aims of periodic maintenance
procedures now in use in VAH-7 with
the A37-1 weapons system.
Vigilanie’s maintenance needs were
carefully studied so that we would
neither waste time and parts on un-
needed inspections nor neglect any-
thing really important. Decisions on

PLANNING belps to keep all check-crew men
working steadily without mutual interference,

what periodic maintenance was to be
done, when and by what maintenance
level, were made after an extremely
thorough part-by-pare study of the
a37. The analysis also determined the
parts, people, tools, technical informa-
tion, etc., needed to do the jobs.

From this study are developed the
Maintenance Requirement Cards and
the Calendar Inspection Sequence
Chart  (see  WRAP  Unwrapped,
NANEews, April 1962, pp. 32-3%).

Each maintenance card shows:

® Work card number. This symbal
identifies the card for sequencing in
the deck, scheduling in the sequence
chart and assignment of personnel.

® Rating recommended for the job.

® Esumated e¢lapsed time to ac-
complish the job.

® Power requirements, electric and
hydraulics.

® Additional personnel required.

® All tools, equipment and mate-
rials to perform the task properly.

® Estimated man-minutes to ac-
complish the task,

® General airpline work area.

® Access door or opening in the
airplane; ie., the specific place on the
aircraft where the work will be done.

® The task write-up that directs
the action of the crew members per-
forming the job.

The back of the card may contain
a photograph or illustration of the
work area. This is used to assist in
defining the work to be done.

Each card contains complete, valu-
able information for both the planner
and the worker. The cards are design-
ed to answer questions which normally
come up when a maintenance task is
assigned. The written instructions and
diagrams help eliminate the confusions
and misunderstandings which some-
times result from verbal instructions,

The secret of cutting “down time”
to the bone is in making the best use
of the time and talents of skilled main-
tenance men. When it takes a me-
chanic or technician eight hours to
get a two-hour job done, it usually
isn’t because he is incompetent, lazy,
or on the wrong side of the cold war.
His lack of productivity can more
often be traced to time lost just wait-
ing—waiting for an airplane to work
on, waiting for parts, waiting for com-
pletion of other work which must be
done before he can do a job. For ex-
ample, an AT waits for the AME’s to

remove the ejection seat. Coordina-
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tion is the key to cutting wasted time
to the minimum. Sound planning pro-
duces coordination.

The Calendar Inspecrion Sequence
Chart provides a pre-planned sequence
for accomplishing the work on the
cards. This sequence has been care-
fully engineered to give the best com-
promise in terms of these considera-
tions.

® Manpower leveling. When a
man finishes one job, he should be able
to start right in on another.

® Work separation. Work is sched-
uled so that people do not get in each
other’s way any more than necessary.

e Work requiring a specific condi-
tion accomplished at one time. All the
work which must be done when there
is power on the hydraulic system, for
instance, is scheduled at the same time.
Oxygen system work can’t be done
when the aircraft’s electrical power
is on.

e All work in one arca completed
with one opening of the accesses.

® Coordination of use of support
equipment and test equipment.

Since the same sequence chart is
used for each aircraft of the model,
and for every periodic inspection, it
was economical in working out the
sequence chart to spend, say 100 hours
of the time of factory and industrial
engineers and maintenance experts to
save 30 minutes of an AD1’s time on
each check,

The sequence chart does not elimi-
nate the need for planning within the
squadron, however. Let's run through
the procedure for getting a check un-
derway. Here we go. . ..
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END RESULT of well planned and effective maintenance is a Pplane ready
to carry out its mission with minimum time lost for periodic inspection.

CARD SYSTEM lelps make betler use of time
of the trained and .'\Iu’rf'r‘m‘rJ technicians.

Three of four days before the calin-
dar inspection is due, a team consist-
ing of the Maintenance Officer, the
Maintenance Superyisor, and the Plan-
ning, Quality Control, and Material
Divisions review all requirements. A
list of total maintenance, manpower
and material requirements is prepared,
covering: (1) Scheduled maintenance
to be performed, (2) personnel sup-
port to be provided; (3) material re-
quired; (4) support and test equip-
ment required; (5) service changes
or other unscheduled maintenance to
be performed along with the period'c
inspection.

The decisions from this conference
give the Maintenance Supervisor the
guidelines for his detailed planning.
Incidentally, this Maintenance Super-

‘GOOD BIRD," Skipper

visor has to be quite a man. Here is
an outline of his functions:

® Plan, organize and control the
Calendar Inspection.

@ Schedule the “unscheduled™ work
into the Sequence Chart.

® Assign the work cards to indi-
vidual members of the check crew.

® Maintain accurate record of work
progress and juggle the schedule when
ﬂi.'CL‘h"-‘ll'}'.

@ Schedule repair work for discrep-
ancies found during inspection.

® Order the parts needed for this
work.

@ Initiate FUR’s on discrepancies.

e Have all known supplies and
parts on board before the check starts.
Sounds like a full-time job, doesn’t

It is.

If all goes as planned, the check will
proceed without a hitch. Unfortun-
ately, this never happens. It seems that
when you're right on schedule, doing
nicely, a hydraulic power cart fails
or some other unforeseen factor comes
up. Then the beauty of this system
really shows. With the handy flexi-
bility of the sequencing system, the
manpower is immediately repositioned
and gainfully employed while the de-
layed cards are returned to the work-
pending file for re-issue when the
equipment is ready.

There is 2 bonus with this system
that is not written in any directive—
morale. Good morale stems from the
fact that every man knows he is work-
ing effectively on an important job.
This gives him a real feeling of pride
in his work, and pride in one's work
is the “key to quality.”

it?

Louis B. Hoop notes on return from post-check

fight as author, under the guns, beams, NAA Reps and B/N look on.
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FLYING

ISLAND HOPPING i the sunmy Caribbean s a favorite sport for mem-
f Puerto Rico, flying clulr and their dependents,

Saar [ riass

O VER TWO DOZEN flying clubs affili-

ated with naval acrivities: have,
At no government cxpense, JC\:CPLCd
the invitation extended in OpNav In-
struction 1710.2 and have borrowed
Navy 134 Mentfor trainers for club use.
Here are certain details of the program
and reports of the experiences of clubs
mn operating the Mentor.

To be eligible to borrow a T34, a
club must have its organization, by-
laws and regulations set forth in writ-
ing and approved by the activity com-
manding office. The OpNav instruc-
tion contains a sample club constitu-
tion, by-laws and flying regulations.

Clubs operate as self-supporting rec-

biers of

INSURANCE regalations require T34 pilots to
have 100" flight bowrs and 10 bonrs in £y pe.
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CLUBS REPORT ON THE T34

clubs keep their

reation activities, legally organized as
“instrumentalities of the Federal Gov-
ernment.”” This last provison gives
the clubs a break on insurance require-
ments, though they are stll required
to carry full liability coverage. As
self-supporting activities, the clubs are
not eligible for subsidy by recreation
funds.

Membership in the ¢lubs is open to
members of the Armed Forces, their
dependents, and Navy civilian empley-
ees and their families.

The borrowed aircraft stay on the
Navy inventory and are subject to
recall. However, they must meet all
Federal Aviation Agency regulations
and are operated as though they were
civilian planes.

Clubs with T34's aboard range as
far cast as Rota and Part Lyautey,
north to Argentia and Adak, west to
Cubi Point, and south to San Juan.

In continental U.S., clubs normally
flv from civilian fields handy to the
base. However, if a suitable field is
not available, application may be made
to base aboard the station, provided
operations do not interfere with the
mission of the station and no additiona
expense to the government is involved.

Most of the clubs responding to
NANEws queries reported they were
generally  happy with the arrange-
ments, bur emphasized that clubs
should not underestimate the expense
and problems invelved.

One of the first problems is modify-
ing the airerafr control system to meet

vys @ full-time Spanish mechanic (¢).

NAS ROTA club em)
Mentar up

Other

n'-ffr."l' ﬂli'?ﬂ[{'l'f In’fr'l’)?' oOr f’“i’ it ufHJ}t'.

FAA requirements. This change in-

volves incorporating a change kit
which costs a little over 5300 for
i Some clubs installed the ki

parts. Some clubs installed the kits

with member labor and others had it
done under contract, Clubs were able
to obtain an FAA waiver for a one-
time-only ferry flight from Litchfield
Park or Pensacola, where the surplus
aircraft are available, to the c¢lub’s
home base. However, the kit must be
installed before the aircraft can re-
ceive the necessary FAA license.
Another problem is insurance. The
clubs must carry liability insurance.
Though the cost is only a little over
$200 per vear for most locations, be-

DAN KAUFFMAN of Corpus Christi works on

the starter, Parts are available bt expensive
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cause of the retractable landing gear,
insurance companies require all T34
pilm,*. to have at least 100 hours total
flight time and 10 hours in type. For
most ¢lubs, which generally have other
aircraft, this requirement makes the
majority of members ineligible for 134
solo flight.

Many clubs were surprised at the
cost of operating the T34. The club at
NAMC Jonnsvitte has made exten-
sive calculations on both direct oper-
ating costs and the pro-rata share of
maintenance and overhaul, They fig-
ure costs for gas and oil at $4.20 per
flight hour. For recurring expenses the
NAMC club set aside $1.40 per hour
for maintenance inspections, $1.00 per
hour for spare parts, and $3.00 per
hour for engine overhaul. In addition,
fixed charges for insurance, aircraft
tie-down, and a few other expenses are
estimated at $84.00 per month and
are covered by membership dues.

At first glance, the reserve for en-
gine overhaul may appear excessive.
However, regulations specify that
planes available to clubs shall be air-
craft “awaiting overhaul.” Normally
the engines have several hundred hours
on them.

Johnsville’s expenses for getting the
club and its T34 in operation totaled
$1180 which was raised by a $100
membership fee. The $1180 covered
the conversion, ferry expenses, licens-
ing the plane and the first year’s li-
ability insurance. This club is limited
to 12 members, each of whom must
have at least 100 hours flight time to
fly the 124, the club’s only aircraft.
Johnsville members charge themselves
a straight $10 per hour which, accord-
ing to their accounts, just about cov-
ers the expenses and reserves.

Most clubs reported good availabil-
ity once the plane had been converted.
Some clubs use straight member main-
tenance; some have it performed under
contract. The NAS Rota club has its
own Spanish mechanic, Manolo Del
Gado, who—with the help of main-
tenance manuals in Spanish borrowed
from the Spanish Air Force which also
operates the Mentor—performs most
of the maintenance on club aircraft.

Several clubs reported spare parts
to be something of a problem. Though
the parts are available from commer-
cial sources in the United States, most
people who are used to just filling out
a requisition when they need a part
were surprised at how expensive they
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worthiness certificate.
are. The Rota club has applied for
and been granted permission to draw
parts from the supp[y system on a
reimbursement basis.

Even though the problems of pro-
viding a foster home for a spare T34
should not be minimized, clubs report
the benefits well worth the trouble.
Several clubs have applied for a sec-
ond aircrafe.

The San Juan Club reports “island
hopping” as a favorite sport of its
members. Flying is the only conveni-
ent means to get from island to island.
“The club planes and pilots make fre-
quent trips to the nearby islands of
St. Thomas, St. Croix, Vieques, Mona,
etc., sometimes carrying dependents or
friends.”

Many of the clubs reported cross-
country flying as a favorite use of the
134. Many of the Johnsville members
use the plane when traveling on gov-
ernment business. They report the
cost is less than commercial transpor-
tation, while many hours are saved.
The NAAS Wwuimine Frerp club
reported its 134 off on cross-coun-
tries about two weekends a month.

HARD WORK und hard cash are needed to make a surplus Navy Ti4 ready for its FAA air-
At NAS South Weymouth, members turn to on their T34 Mentor

Johnsville members have taken their
134 to the Bahamas several times. They
also use the plane on business trips
which allows the members to ger flight
time during the week when the plane
would normally be idle.

The Rota club is a member of the
Spanish Aero Club Organization and
thus gets special port of call privileges
at all Spanish airfields. The aircraft
are licensed under the FAA and oper-
ated under Navy, FAA, Spanish,
ICAO and NS Rota rules.

Club members have become traveled
connoisseurs of such exotic places as
Casablanca, Tangier, Lisbon and Ma-
drid. The club has a waiting list of
prospective members and has received
the loan of another T3s Mentor.

BuWeps officials in charge of this
program advise people thinking of pro-
viding a foster home for a 134 to "look
before they leap.” Unless all club
members have at least 100 hours and
plenty of money, they will probably
find a light civilian plane cheaper and
better. However, for a going club

with a stable of planes, the T34 may
be near ideal as “top of

the line.”

left 1o right, Cessna, T34,

Cham pion and Cessna, Most clubs bave other planes, bat prefer T34 Mentor for cross-countries.
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SEALS SIGNIFY QUALITY ASSURANCE

F-124, the rsu squadron in the
Pacific Fleet’s Replacement Air
Group 12, has come up with a new
wrnkle in the never-ending search for
highest possible reliability of the Mar-

tin  Baker L'pu‘lim‘l seats installed in

.‘-L]Ll"llii'(JIl aircraft.
Several of the seat mochanisms and

W.R. SMOOT, AMS2 of VEF-124, imprints seal
of quality on gudlotbne-firing  weebanisnn
fittings, some of which contain explo-
sive charges, must be lock-wired in
accordance with the Handbook of
Maintenance Instructions. New Mar-
tin Baker seats, as well as those over-
hauled by an O&R, have the twisted
ends of lock wire joined by a drop of
brittle paint, which serves as a seal.
If the paint seal is intact, it indicates
the explosive charges have not been
disturbed since installation.

Periodic inspections and other seat
maintenance make it necessary to re-
move the lock wire and the paint
seal.  After reassembly, VF-124 has
been installing a unique lead seal to
the new lock wire with a special pair
of pliers.

These special pliers Lead
Seal Fsn ex-5120-301-1078) have dis-
tinctive dies on the pressing faces, so
that a “signature” is left on the face
of the seal. Each quality control in-
spector has his own personalized die.
When he “squeezes™ off a job, the mark
on the seal tells pilots and supervisors

( Press,

the identity of the man standing be-
hind the guarantee of quality work.
Lock wire and lead scals are used
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inscribe seal

DIES IN JAWS of bamd

wridd Twark™ of man certifving work gualify.

press

in the following locations on the Mar-
tin Baker e¢jection escape units:

® Primary firing head.

@ Upper secondary cartridge.

® Guillotine firing mechanism.

® Drogue gun barrel.

® Time
plug.

@ Time release mechanism barostat.

@ Time release mechanism inspec-
tion cover,

® Drogue gun trip rod “PIP” pin.

® Time release trip rod "PIP” pin.

® Top latch mechanism,

According to the endorsements for-
warded with the story {rom San Dicgo,
CAG-12, ComPFair/ ComNABS-11,
and ComNavAirPac heartily endorse
the idea of “personalized” quality as-

release  mechanism "G"

surance.

BuWeps also favors this approach
to seat safety certification. In facr,
Aviation Clothing and  Survival
Equipment Bulletin No. 57-61, "Mar-
tin-Baker Ejection Seats, Lock Wire
or Lock Wire and Lead Seals, installa-
tion of,” will provide -:anliully the
same SI\'S[L'“-! a5 Th.ll .'lJrL':]dl\' ]Irl use i-n
VE-124. BuWEeps expects the bulletin
to be in the Fleet by late August or
September.

Martin Baker Seat Memo

VF-124 has also developed a con-
venient "Pilot’s Pre-Flight Check-off
List” for the Martin Baker unit. This
check-off list is printed on a 3147 x

415" card which is laminated in clear

plastic and secured to the face curtain
safety pin.  During the flight, the
check-off list is stowed with the safety
pins in the stowage bag on the port
side of the seat.

These are the check-off points:

1. Drogue gun-cocking
proper extension.

2. Drogue gun Irip rod pinned lo bulk-
head.

3. Link
trap and

indicator  for

through guillotine
to parachute

line paossed
securely connected
withdrawal line,

4, Top latch knurled nut tightened. Hex
nut properly recessed within knurled nut.

5. Drogue chute withdrawal line routed
atop all others.
6. Canopy
and canopy lanyard attached.

7. Drogue shackle retained
shackle,

8. Pin at top of time delay mechanism
not free to slide or allow scissors shackie to
open.

9. Time delay
pinned to bulkhead.

10. Emergency harness release handle
stowed and attached to guillotine cartridge

interrupter mechanism clean

in scissors

mechanism tip rod

seaqr.

11. Bailout oxygen-pressure (1800 psil
and lanyard secured to cockpit deck.

12. Parachute & harness attached
securely, Harness in sticker clips.

13. Face curtain cancpy override handle,
parachute D-ring and alternate firing handle
properly stowed,

Forrestal Visits Trinidad
Calypso Land Welcomes Carrier
USS Forrestal (CVA-59), serving
with the Second Fleet in the Atlantic,
visited Port-of-Spain, Trinidad—land
of calypso, limbo and steel bands.

The three-day stay was primarily a
period of rest and relaxation. At the
same time, the crew strengthened good
will with our West Indian neighbors
during the visit.

In keeping with the People-to-People
program, over 1000 Trinidadians were
given guided tours of the big artack
aircrafr carrier.

Other special events were arranged,
including a boxing exhibition, band
concert and a round robin softball
tournament. Members of a church
group attended aboard the
Forrestal,

RAdm. R.D. Hogle, ComCarDiv
Four, and Capt. D.M. White, C.O.,
hosted a luncheon aboard the carrier
for Mr. William Christensen, U.S.
Consul General, and Mr. Harvey de
Costa, who is the acting Governor-
General of Trinidad.

SETVICEeS
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NORFOLK SIMULATES OPEN SEA LANDINGS

LATEST TECHNIQUES in artificial

reafiration

Nuty pilots at NAS Norfolk's Underwater Survit al Traiming Program.

A"c ASUAL” waLk under water is
part of a Water Survival Train-
ing Program being conducted at NAS
NokrolLk by the Medical Department.
The word “casual™ is .1pp1'opri'.nf:, be-
cause the intent of the underwater
stroll is to convinee pilots that, with
proper equipment and knowledge, they
can survive a dunking under water.

In a six-hour course Naval Aviators
receive lectures, demonstrations of sur-
vival gear, parachute escape tips, life-
saving drills, swimming tests and view
But the meat of
the program is the individual pilet

water survival films.

checkout in the equipment he uses in
his daily flying chores.

Donning the parachute harness type
which is part of his flight gear, each
aviator is lifted above the pool for a

SIMULATED WATER-ENTRY [ram parachule rig-
gives pilot @ "fecl” of

Ling water landhng,
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are demonstrated  for

pl:lu.lic:ﬂ water entry demonstration,
Those who fly on oxygen are given a
portable oxygen cylinder and mask,
and told to walk across the pool sub-
merged. Those who fly in the regions
above 50,000 feet and must wear the
full pressure flight suit, don the flight
suit and learn to live with it in the
water element. The full pressure suit is
buoyant. Pilots learn that underwater
vision is excellent and that breathing
oxygen is effortless. Suired pilots also
are dropped into the pool in aireraft
seats, giving additional practice in es-
caping underwater. A ride in the fa-
miliar Dilbert Dunker, wearing oxygen

equipment, is another means of build-
ing up the pilot’s confidence in his
breathing apparatus. Such underwater
exercises help the pilots “keep coul

"

CABLE DRAGS PILOT

WATER CRASH simulation in the Dilbert Dunkir
teaching procedures for escape from a submierged and fnverted cock pit,

ny the surface of the pool to stimulate parachute drag of open sva Tirsadd -

is w Fested method of

STRAPPED

e fierienee In

INTO ¢jection seal, pilot i

meen

|'I'II|’.|"|HJ’_'< )‘.’rfl s TSRS N3,

ings. While being dragged, the pilot learns to rolease hemself quickly from the harness fittings.
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~ LETTERS

The Twentieth Anniversary of the found-
ing of the WAVES will be celebrated July
26-29 in Washington D.C. with headguarters
of the convention av the Statler-Hilton Hotel,
The celebration is open to all WAVES, Regu-
lar or Reserve, active or inactive.

Registration for the Convention may  be
made on either of two plans: §20.00, which
covers the entire convention weekend, or
$10.00, which iv for the Saturday evening
banquet at the Sheraton-Park.  Registration
sshould be mailed to the WAVES' Twentieth
Anniversary lals K  Street
Northwest, Washington 6, D.C.

IrEnE Worensky, Con., USNR
Convention Chairman

Convention,

Sins:

770.7 hours! That's what an all-hands effort
can do. The Sereaming Eagles of VF-51 wha
just the month before had flown a §70-hour
month, outdid themselves and flew 770.7 hours
in April.

The first three weeks of the month were
spent in & gunnery deployment at NAAS
Farron where we launched 485 sorties, flying
a half day Saturday, none on Sunday and no
night flying. Following our return to Miramar,
we flew better than 40 hours cach day for
the remaining weeks, launching only 16 sorties
per day.

The squadron aircraft complement with
which this job was accomplished was com-
pased of 11 Chance Vought's newest F8U-2NE

aireraft, However, we had three aircraft in

a MOD program at all times and that does
not include checks!

We think that these figures speak for them-
selves in displaying what a concerted effort
by all-hands and an outstanding maintenance

‘THE VIGILANTES ARE HERE,' reparts the White Sands Missile Range in
sondbern New Mexico. North American A3 [-1's at the Naval Weapons
Evaluation Facility (NWEF) at Kirkland AF Base, Albuquerque, streak
across the desert at wear somic speed, then climb rapidly into the
clear blue sky while executing loft manewvers and delivering practice

40

department can do, While we realize there
may have been higher F8U-flight-time months,
although mot in recent records, we sure
couldn’t find anyone who did it with eight
aircrafr.

J. L. Fixvey, L1,

Fighter Squadron §1

ABOUT THE AUTHORS

LCdr. Edward J. Kingsbury, Jr.
{"Card  Sharp Maintenance Yields Bonns?
pp. 33-35), entered the Naval Academy from
enlisted status in 1942 and was commissioned
Ensign in 1945, Afrer three years of gen-
eral service shipboard duties he went to flight
T.r:lining.

As a member of various fighter squadrons,
he acquired tailhook experience flying from
Midway, Coral Sea and Franklin D, Roosevelt.

The professional training leading to  his
present assignment has been so lengthy and
intensive that it has delayed his promotion.
LCdr, Kingsbury was selected for commander
effective July 1, 1961, but will have to wait
until November of 1962 to complete the
required sea dury.

This lengrhy training included acronautical
enginecring at the Naval Postgraduate School,
Monterey, Calif., as well as over two years
of intensive training at the Columbus, Ohio,
Division of Narth American Aviation where
the A3]'s are built. While ar Columbus,
Cdr. Kingsbury helped formulate the A3]
maintenance program he writes about in this
issue and carries out as maintenance officer of
Heavy Attack Squadron Seven.

Journalist Chief Robert E. Woaod
(An Surpont rFor  Poranis  SUBMARINIS,
ppb. 12-13) is now located at the Headquarters,
Commander, Naval Air Transport Wing,
Atlantic, McGuire AF Base, New Jersey.

A New Englander by birth and background,

NATOPS
NOTICES

Latest Manual Changes Issued

HSS-1 Change |
FJ-3 Change 1
F3H _Change 1
FJ-4B Change 1
F4D Change 1
PiM Change |
A3D Change 111
F9I-8T Change 111

Wateh this box for notice of
changes to NATOPS manuals.

bombs on instrumented targets. The A3]'s are flown by NWEF flight
crews in prosecution of projects assigned that activity and by flight
crews of Air Development Squadron Five, Detachment Alfa, who are
developing operational tactics for use by fleet Vigilantes. Above, ane
of the A3 ]'s is bemg [lown by LCdr. Jor Akins, OinC Detachment Alfa.

he has since 1945 seen a great deal of the
world, He has filled assignments in the Far
Fast, Pearl Harbor, served aboard the cruiser,
USS Newport News in the Meditersanean,
and at Bermuda.

Chief Wood regards as his most significant
assignments: public information duty with
the United Nations truce team in Panmunjom,
Korca, prior to and including the signing of
the armistice in 19§3; duty with the USS
Springfield operating with the Seventh Fleet
in the Far Fast; and duty on the staff of
Commander, Cruiser Force, US. Atlantic
Fleer, which included public information
work in connection with the selection of the
Unknown Soldier of WW II.

PHOTO CREDIT

The photo of the SBC-4 on page 29 of the
June 1962 issue of Nuwval Aviation News was
made available by Peter M. Bowers, a member
of the American Aviation Historical Society.

NAVAL AVIATION NEWS



THE SECRETARY OF THE NAVY
WASHINGTON

24 April 1962

MEMORANDUM TO ALL NAVAL PERSONNEL
Subj: The Naval Reserve

We have witnessed during the past several months officers and
enlisted personnel of the Naval Reserve once again responding to a
call to build up the active forces of the Navy.

The willingness with which the officers and men answered the
call to duty is worthy of special recognition. It demonstrates the
effectiveness of the Naval Reserve program and emphasizes the well
known fact that the Naval Reserve can be depended upon to carry out
its assigned mission.

Many of the officers and men have served on active duty during
war or national emergency. As voluntary members of the Naval
Reserve they pursue training by attendance at weekly or week-end
drills. They perform active duty for training each year in ships and

on stations of the active Navy. The Naval Reserve training ships and
Naval Air Reserve squadrons have been included in exercises with
regular fleet units. The skill that they are demonstrating today and
will demonstrate in the future depends in considerable measure on
the training that has been and will be received during the periods of
active duty for training.

Officers and men of the active forces can take justifiable pride
in the results of their efforts to provide training for Naval Reservists
when reporting for active duty. I urge each and every one of you to
continue these efforts not only to provide training but to encourage
continued participation in the Naval Reserve when the reservists re-
turn home.

To all Naval Reservists, may I extend the heartfelt appreciation
of a grateful Navy for your responsiveness to emergency situations.
To those of you in the active forces who contribute so much to the
effectiveness of the Naval Reserve, a hearty ""well done."

Dad Raithy—

FRED KORTH
SECRETARY OF THE NAVY




TWENTIETH YEAR FOR WOMEN IN BLUE

AL CONEE
h’a\
e X

Navay Aviarion

NEWS

On July 30, 1942, President Roosevelt signed a bill authorizing forma-
tion of the WAVES—‘'Women Accepted for Volunteer Emergency
Service.” At the peak of World War I, 80,000 WAVES were on duty,
freeing an estimated 50,000 men for sea billets in a rapidly-expanding,
fiercely fighting Fleet. Naval Aviation put WAVES to work as parachute
riggers, tower operators, training and gunnery instructors, mechanics
and aerologists. In 20 years, 1942-1962, there have been 138,727
WAVES. Today they are respected members of the Regular Navy and
Naval Reserve aviation teams. Naval Aviation News salutes the
WAVES, past and present, on this anniversary.



