standard Navy de=fueling pump at the ship's oil Putlet ahead of the!/ proportioner

thereby boosting the oil pressurc to that desired for optimum operation of
propcrtioners, _

(2) ihen a static bond inspection (Reference NavShips 250-332) was /
conducted, a numbewr of hoses failed to show a closed circuit from flange to
flange. In the intercst of conservation, this discropancy was alleviated R
by inserting a copper wire through the. fhulty hoses and soldering it to the.
inside of the terminal fittings.

. 6. Safety
a. General | : )

(1) During the cntire cruise the safety record of the Air Deportment has
remained excellent., Three accidents have occurred which resulted in serious
injury to three personnel, but with no fatalities, Onc accident was the
result of a hook failure on an F9F-2, ' The airplane crashed into the aftor
part of the island at Repair 8, A 20mm cammon discharged onc round into the
island when the nose of the plane smashed into the bulkhead of Repair 8, and
flying metal fragments struck the eye end forehead of the Air Group Fllght
Surgeon who had rctrented into the compartment. - 4s a result of this accident,
further emphasis was placed on the evacuation of all possible personnel from
danger areas during flight operations, Ancther accident occurred when an
F9F-2, with its wings not fully sprcad, was toxied off the deck edge elevator
during a jet launch, The cambination of rclative wind and to 1lpipe blast
from a jet turning up on the port catapult rotated the plane in such a manner
as to direct the tailpipe blast dircctly upon persomnel and a2 starter jeep
on the deck edge elevator. One man received internal injuries when the
starter jeep plnned him against the guard rail due to the force of the blast,
Lacking the protection of blast deflectors, this ship has found it necessary
to obscrve specicl precautions in the movement of all aircraft during jet
"~ leunching operctions, This however was the only scrious accident of this
nature occuring during the entire cruise.

(2) A broken leg resulted from a tow bar accident. The tow bar had
/ Just becn rcleascd from the tractor which was pulling an 4D aft, Before .

' the aircraft. came to a couplete stop, the port whecl struck a cross-deck -
penden® sheave housing which caused the plane to. spin with the tow bar still
attacner to the tail wheel. /s a result, thc tow bar was wrenched out of
the hands of ¢ handler, swung, and struck a plane pusher across the legs,

Tow bars have accounted for scveral other less scrious injuries, most of
them too fect and tocs when the tow bars were inadvertently dropped,

(3) One minor accident occurred in which a "hook runner” was run down
by g crossdeck pendant, This illustrates the hozards of an cager crew cutting
éorncrs to gain Secofids. The man obsérved an- F9F-2-Yand in position to cateh
an early wircy ‘He started out on deck and discoveored too late that the tail
hook had’skivped, He was.run down by o later wire which the aireraft did
catch., Lucikily, he received only bruiscs and abresions.
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(4) Numerous ship and Air Department instructions have been promulgated
in the interest of safety. Among the most important of these is a ship's
instruction which sets forth procedures for abandoning the 02 level in the
event of fire on the hangar deck. inother ship's instruction directs the
abandoning of the 02 level aft whenever an aircraft with a hung bomb is to be
landed aboard. An Air Department instruction sets forth detailed procedures
regarding the unloading of guns of returned aircraft.

(5) The elevators continue to entice personnel to take unnecessary chances,
Despite continuous and forceful condemnation of all known.violators, personnel
will try from time to time to make an clevator at the last possible moment.
There have been no injuries resulting from this practice during the past six
months, although there have been several close calls. All operators have
been repeatedly csutioned to actuate the controls only upon proper signal
and the directors have been most careful in controlling elevator movements,

(6) A common malpractice is the throwing of dhocks at a wheel instead of
shoving them into place properly. Rare instances of throws from Six feet
or more have been observed, Yot only is this destructive to the chocks, but
misses can do damage to hydraulic lines, wheel fairings, and, in extreme
cases, to personnel if the chock bounces off the tire.

(7) Adrift safety wire, nuts, bolts, pins, rags, ammo links, fuze tags,
and items of every description are a eonstant source of danger on the flight
deck. The tendency to be neglectful of small articles about the deck produce«
a hazardous missile condition when aireraft are turned up. Repair 8 personnel
have conducted inspections before each launch for loose gear, This inspection
is most important after a rearming operation has been completed, The number
of accidents thus prevented is inestimable, but the impressive weight of
debris which have been collected and thrown over the side indicate the
practibility of such a program,

(8) 0il on the flight deck, and particularly oil on the hangar deck,
has caused falls. None have resulted in serious injury, but the conditions
must be guarded against.

(9) It has been observed that the first few days of flight operations
following a period of inactivity are the most dangerous., To re~-emphasize
safety precautions to all persomnel in the Air Department, a memorandum to
all division officers has been issued following each in-port period requiring
them to review all pertinent safety presautions and procecures with their
men, and to report completion prior to the first day of flight operations.

~ The tenor of these memoranda is informal and includes a resume of the danger-~
ous practices and accidents which occurred during the previous period of
operations. They are aimed toward making each person safety-conscious and at
motivating the incividual to feel responsible not only for his own safety,
but for the safety of others who may be imperiled by his negligence,

(10) To combat safety violations, a strict policy of refusing to neglect
any infraction is observed. Every violator is ordered to report to the Air
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Officer immediately upon report or observance of an accident or dangerous
practice, Ordinarily he is accompanied by his supervisory petty officers

and division officer., The reasons for the incident are determined amd
responsibility assigned. If the fault is fourd to lie in policy or estab-
lished procedures, new instructions are issued to correct the situation.

It is considered that this policy of immediate foll ow—up has been instrumental
in esteblishing and maintaining safety consciousness among all Air Department’
personnel and has had its inflven:e throushout the shiv.

Co SUPP.Y PLEARTINT

1. Avietion Stores
;LD(\MOuﬁ
During the periodp8Hev to 18 Dec the Aviation Supply Group processed a
total of 84,56 stub requisitions, submitted 1354 stock replenishment requisi-
tions, and nrepared 835 inwoices for cless 265 material, High usage was ex~
perienced in the following items:

24

R86~BG~RB19R~2 Sparkplugs 5702 Ea
R17-1-7,(2 Inverters 12 Ea
RY7~TI-7475 Inverters 12 Ea
R82~P-580000-531, Hook points 200 Ea
R82-DG-5256004 lings, 4D 1 Fa
R82-CVVS-37013~1-L Wings, FLU L Ea
R82-CVV5-37013-2-R YWings, FLU L, Ea
R82-GR-GSR-402-10-L, Wings, F9F-2 2 Ea
R82-GR-GSR-402~11~R Wings , FOF-2 * 1 Ea
R83-GR-134,095-R Wing Fold Cylinders 30 Ea
R87«4PD~P-100017 Propeller 4D 23 Ea
R87-HS~24,E-60~15 Propeller FAU-4 14 Ea
R87-HS~P-10005 Propeller FL4U=5 L Ea
R83-T-12660 Tubes 32 Ea
R83-T-5581-1 Tires 32 Ea
R83-~T-11956 Tubes 22 Ea
R83-T-5871~1 Tires 19 Ea
R83-T-11975 Tubes 126 La
R83-T-5828-1 Tires 137 Ea
R82-GR~132860L Drop Tanks, Left 12 Ea
R82-GR-132860R Drop Tanks, Right 13 Ea
R83-GR-134194L Cylinder, MLG 12 Ea
R83-GR-134194R Cylinder, MLG 14 Ea

Clothing end Small Stores

It has been the experience of this vessel that the propensity to consume
clothing is greater in the forward arca than is usually the case in CONUS,
Sales greatly exceeded average usage table s, consequently the demand for
clothing was greater than that which could be supplied by the supporting
vessels, This was especially vrevzlemt in und %'+ car, socks, dungarees, and
white hats,
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D. EXSCUTIVE DEPARTMINT q L

1ls Religious Activities

Pretestant, Catholic, Christian Science, and Mormon services were con-
ducted regularly during the operating period, Speciel services were held
at Thenksgiving.. The numbcer of Jewish personnel serving on toard became
so smr1l that Jewish services were discontinued. Evening praycrs hefore
Taps and grace before meals in the wardroom were continued. During the
period of approximately six months that this vessel was in Far Hestern
waters, 366 scrvices were hcld with an attendance of 37,612, During the

same period the chaplains delivered 32 moral lectures with an atteacdaice
of 3,808,

2. Welfare and Recreation

In sumarizing the recrcational program while in Far Eestern waters,
several points are noteworthys

a. There is a heavy cemend for reading material, The librery wa
patronized and, in addition, large quentities of magazines and over
pocket books were distributed,

o
ox
<
w

b, The difficulty in using the hangar deck for movies can be pavtially
offset by having double reatures when vossible and by shaing movies To
small groups in other locations.

c. Commaratively little interest wes shown in athletics due to the
shertness of in-port periods amd the lack of space end time for workouts
while at sea, DBasketball, bascball, softball, boxing, and skeet teams
engaged in intra-mural or intra-ship competition with success, but in-
terest did not compare to that shown in the States.

d., Rest hotels were not as populer as lest year, possibly due to the
incresse in hotel charges,

3, Information end Education

The Information snd Education Office has worked consistently to ful-
£i1l its functioms. Working closely with the Chaplains and the division
officers, the office hes presented moral lectures, lectures on the danger
of venereal discases »nd numerous movies on citizenship and conduct, in
complisnce with the informational goals of the I and ¥ program.

In the July Navy-wide advancement examination, there were 495 candidates
for petty officer third, 72 candidates for retty officer second, and 39
candidates for metty officer first., Of this total of 606 candidates, 481
were advenced in rating,

In the United States armed Forces Institute progrem, 62 USAFI General
Educetion Development tests of high school level, 17 General Education
Development tests of college level, 21 end-of-course tests, and 3 20X
(2-year college level) examinations waere administered. Individuals en-
rolled in 206 USAFI courses and 18 courses from cooperating colleges,
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bringing the total enrcllment to over 800 personnel,

E. DENTAL DEPARTMENT

1, During this period the dental department carrled on seven day week
routlne dental treatment

2, On 3 December the Dental Officer gave palliative treatment by radlo
to a patient on the USS EPPERSON (DD719).

3., There is still a large demand for dental work. A gradual build up in
the work load has been noticed throughout the cruise, The Dental Department,
USN Hospital, Yokosuka, Japan, has been of great assistance in prosthetlc
cases,

Le It is recommended that a third Dental Officer be placed\on ships of this. o
type when an air group is embarked., It is further recommended that prostheti
facilities be installed, .

F, MEDICAL
1. Condition of the Crew

With cold weather operations, an increase in upper respiratory infec- :
tions has been noted, particularly in aviation personnel This has caused
an increase in the number of pilots grounded, and in the length of time
they have been grounded.

~

2, Narrative Summary . {
Since leaving the United States, the health of the crew has remained

excellent, No major epidemics have occurred, The venereal rate has re~

mained well below the 7th Fleet average. -

On two occasions after extended operating periods, t!e minor accident
rate rose sharply, It is believed that in this type of operation three
weeks is the maximum period crew and pilots can operate with maximum ef-.
ficlency and safety, . -

No deaths occurred from disease or injury other than combat losses
during the entire cruise, 1,090 personnel were admitted to the sick list
for a total of 2,728 sick days. Total treatments rendered (sick call
visits) were 21,946,

The functioning of the Medical Department was somewhat hampered by
lack of personnel, especially in higher rates, and by the fact that much
of the equipment is overage and in poor worklng order, requiring excessive
maintainence, Supplies have been adequate in all categories except a few
items where an overall shortage exists,
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G. ENGINEERING

1. Condition of Readiness

a. With exception of brief periods in Condition ONE, the entire time
the vesscl was in the operating area was spent with Condition THREE set and
Z~RAY and YOKE fittings closcds Ih this conditicn, strict compliance with
the authorized two openings for each section of the ship would have seriously
inmpaired the operating efficiency of the vessel, Access to storerooms and
other spaces for breakout of provisions, spare parts, etc., would have been
so restricted that many normal functions of the ship would have become dis—
rupted had not deviation from the prescribed setting been made.

b. The difficulty was eased by developing a schedule for routine break-
outs of provisions, supplies and ships store stock which authorized a mini-
mum number of additional opcnings at specific times on certain days. This
prrocedure, however necessary, was not in compliance with the directives of
CCLATRPAC's Standard Ship's Organization Book nor did it take into account
the numerous additional unscheduled openings that were required daily and
wilch could net be predicted,

c. It is recommended that Chapter 20, Article 2017, of tne Standard
Ship's Crganization Book for Vessels of Air Force Pacific Flcet be revised
to permit enough latitude for commanding officers to authorize openings
adequate to the demands of the situation., To this end, it is suggecsted
that the revision establish the optimum desired by FOLAIR -C with provision
for deviation in individual vessels acoording to the recommendation of the
Damagc Control Board in each case,

2. Training

a. It should be emphasized to each carrier preparing to deploy that
full scale damage control training periods are not possible while in the
operating areas in WESTPiC. There, the concentration must be placed on
training small groups and exercising repair parties. Ships should take
maximum advantage of every opportunity that presents itself for training
the damage control organization as a whole prior to deployment and while
enroute to and from R & R ports. '

3. Repairs

The ship's force was fully able to accomplish all repairs that were
required during the operating periods. The facilities of the tenders and
3iF Yokosuka were adequate to accomplish the work during the availability
periods which was beyond the capacity of ship's force, The most diffi-
cult rroblem in hull waintenance has beun controlling leakage from the
flight deck, Jet blast and heavy loads cambine to destroy the watertight—
ness of the scams, and the heavy loads in addition cause numerous plank
sccuring studs to snap out of the deck plating tearing pieces of the
plating away as they do. It is believed that the only solution to this
problem will be to install heavier deck plates ard more strength members
to adequately support the planking and accemmodeace the excessive lecads,
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Ho. NAVIGATION DEPARTMENT

1, Loran

The value of loran as a means for determining the ship!s position while
in the Sea of Japan cannot be over—emphasized. Loran stations 2HP and 2H1
are always available, day or night, good weather or bad, for rapidly de-
termining an accurate position. As tables for the above stations have not
been published, it is necessary to utilize loran chart No. VI30-17R (1st
Edition, February 1952). It was found very advantageous to transfer the
loran lines of position for these stations from the loran chart te the chart
used on the DRT (HO 3320, CONSEC No. A6753)., These lines of position were
inked on the chart in different colors; red lines for 2H@ and blue lines for
2Hl., A sheet of transparent "dulcel" was then placed over the chart. It was
tiien only a matter of a few minutes to take a loran reading on the two stations

(ground waves were practically always available), mark the position of the
"bug" on the DRT, plot in the loran lines of position with the aid of an in-
_terpolator (HO Misc 11,691), figure set and drift, and corrcct the bug to the

new fix, When it was possible to check the accuracy of these loran fixes

by celestial or visual means, they were never found to be in error more than
a mile or two. This method of determining position while operating in the
Sea of Japan is highly recommended.

2. Mark 5 Bubble Sextant

The use of the Mark 5 bubble sextant for determining position at night
when no horizon was available proved to be surprisingly accurate, contrary
to popular belief, With practice and averaged observations, sights were
usually reliable to an accuracy of about three to five miles.,

3. Yokosuka Decgaussing Range

The degaussing range at Yokosuka was run on three different occasions and
the condition of the degaussing gcar was reported satisfactory. The BON HOLI™
RTICHARD was the first CVA to run thc new range.
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I.__AIR GROUP COMMENTS

1, Ordnance
a., Glide and Dive Bombing

(1) The Navy is in great need of a simple bombing aid which will coordi-
nate angle of dive, air speed, and altitude during dive and glide bombing
runs., This information need be supplicd only to the pilot and not fed into
some complicated automatic releasing mechanism, .t present pilots are re-
quired to estimote cngle of dive, which at best, is sufficiently inaccurate
as to cause many misses, The pilot is required to take his attention away
from the target to determine his air speed and altitude, which further intep—
rupts his run, A4 simple device for coordinating and presenting these three
basic and essential factors of an accurate bombing run should be developed,
(Refer to CO, Vi-75 Confidential ltr ser O45 of 25 November 1952 to CNO).

(2) Information is also needed on the mil lead to use when dropping
the 500 pound cluster fragmentation bomb, M29:1 and the 100 pound cluster
incendiary bomb, /N M12,

b. Ordnancs Safety Regulations

There should be a standard set of Ordnance Safety Regulations, which
apply to all airecraft carriers. It is believed these regulations would not
only be of great velue to the Navy as a whole, but to air groups in particular,
When air groups are deployed aboard a carrier for operations, their ordnance
handling is governed by the current safety regulations of that particular
carrier. This often creates a situation confusing to the air group, bscause
a regulation that may be strictly enforced on one carrier ma be considered
unimportant or ignored on another, For instance, one carrie%“ﬁé?mit fusing
bombs on the third deck, while another insists that bombs be ‘Tused only after
they are loaded on aircreft. On some carriers, rockets arc not plugged in
wing receptacles until the aircraft engine is turning upj; others permit
rocRets to be plugged in after the aircraft has been checked for stray voltage,

It is believed that full coverage of ordnance safety on board a carrier .
could be obtained by requiring all carriers to submit ccpies of their current :
ordnance safety regulations to a central command which could screen them and
submit CVA type standard safety regulations to BuOrd for approval and
promulgation, '

If modification of a particular safety regulation was considered necessary
to permit more efficient opcration on a particuler carrier, permission to
modify the regulation in quéstion should be requested,

C. Bomb-Fuse-Target Selsction
A chart showing the most effective use of aviation crdnance against

various targets is needed. The chart should be approximatcly 6 X 6 feet and
colored for eye appeal, It could be hung in pilot ready rooms where it
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would be readily available for study. All targets as well as the bombs
and suitable fuzes for each should be illustrated. Although a pilot can
acguire this knowledge with experience, it is believed that an attractive
chart, gravhically illustraied would increase his effectiveness to an

aporeciable degree at an earlier date, allowing him to make better use eof
his ordnance when confronted with targets of oprortunity.

d. Aero 14A Hydraulic Gun Charging System

Since incorporation of the AZRO 144 hydraulic gun charging system, no
casualties have occurred which could be traced to the gun charger or its com-
ponents. Frior to the installation of this modified gun charging system, over
50% of all casualties were attributed to the standard, or AERO 134 gun charger
and its comoonents,

As of this date, the.F9F squadrons have fired 560,076 rounds of 20M4
ammunition at a rate of 1400 rounds per casualty. A breakdown of casualties
in the order of highest percentage of malfunction is as follows:

1. Tink Jams « + o o o . . . 30%
2. Rroken solenoid leads . . 30%
3. Broken parts « . . . .. 20%
L. All others . . . . . . . '10%

e. Boresighting (F9F-2)

A sighting gage has been made to assist in maintaining a more accurate
alienment of the gunsights in F9F aircraft. This unit fits in the cockpit.
The sighting references are aligned to coin:ide with the optical gunsight
of a plane whose sight is known to be correctly boresighted. After the sight-
ing tube on the gage has been rigidly secured, the unit cen be moved from pilane
to plane and the alignment of each sight checked in a matter of a minute or
two. This gage is similar to the boresight gage which was issued with the
"Helldiver", during World War II, for aligning the sight in boresighting the
aircraft. The tenplate has proven accurate and it is believed that gages of
similar pattern cen be developed locally for all type aircraft which are
¢cuipped with cockpit canopies mounted on tracks. As this gage can be used
only to align the sight, the gins of the aircraft must still be positionéd
using orthodox metnods,

f. Boresighting (AD-4)

The AD-4 E&M Manual adyocates boresighting the inboard guns to converge
at 17200 feet and the outhoard guns at 2100 feet in aziauth. This was not
felt to vreduce a wractical pattern bscause ordinarily a pilot pulls out of
his dive long before rsaching these ranges from the target. Strafing is
usually done as a flak suprression msasure during bombing runs. DNMost bombing
is done in a AOO ~ 50° dive with a 30J0 feet release roint, which is approx-
imately 4300 fzet to the target. In order that the strafing be most effective
Just prior to and at the relesse noint, Va-75 aircraft were boresighted with
the inboard guns converging at 3600 and the outboard guns at
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5000 feet., This has given very satisfactory results and is recommended for
consideration by all AD squadrons.

g. AERO 13A HYDRAULIC GUN CHARGING SYSTEM (AD)

Many 20MM stoppages were due to malfunctions of the hydraulic gun charger
system. These failures were the result of leakage at the low pressure valve
of the hydraulic pressure switches and at the inlet valve of the four-way
valve, Leakage at the low pressure valve of the pressure switch bled air into
hydraulic lines and so offset switch adjustment that early closure of the four-
way valves! exhzust valve was effected with enough pressure remaining in the
charger line to prevent the charger from moving fully forward to "ready".
Pressure leakage at the inlet valve of the four-way valve, occuring after both
the charging and exhaust cycles had »een completed and the system returned to
normal, allowed increasing pressure to flow to the charger and pressure switch.
When this leakage from the AD's 3000 pound hydraulic system raised charger
line pressure as high as 90 psi the charger piston would begin to move toward
"safe", causing a cushioning effect against the forward motion of the bolt
toward battery. This condition resulted in a light blow of the firing pin
being delivered to the cartridge primer causing misfires.

Squadron RUDMs have recommended that design of the faulty valves, "O" ring
seals, and plunger and seat assemblies be improved so as to reduce malfunc-
tioning due to leakage. It is believed that failures of this type will con-
tinue to occur despite better valve design as long as moving the charger lug
fully forward and keeping it there depends on perfect crhaust of pressure line,
Completion of the exhaust cycle is wvulnerable to the leakages described above,
and even after line pressure has dropped to normal a weak charger spring often
results in the charger failing to reach ready position. What is necded is a
gun charger system which provides positive pressure for both phases of the
charging cycle. With such a system it is estimated that AD type aircraft 20MM
gun malfunctions would be reduced 4O%.

The outboard Aero 14A rack on the starboerd wing (wing station 12) was
selected for the suspension of the AD3K-1l survival kit or the K-25 camera pod.
This station was cut out of the armament system at terminal panel 25 (post 35)
and so rigged thet it would be fired only through actuation of a special toggle
switch., Thz new wire comes off the Outer Station Latch circuit breaker and
thercfore the Master Armament Switch must be "ON" to fire the rack,

In order to carry the K-25 camera pod on wing station 12 an additional al-
teration was necessary at the Aero 14A rack. This alteration was mode on five
airceraft which theresfter have carried only the camera pod on wing station 17.
At the rack, the lead to the rack release solenoid was cut and led to the K-
camera motor, Thus the power which would normally release the camera pod nc
runs the camera motor,

h., Gun Lubricants

It was found after opsrating in the combat arca a few wecks that the
highly corrosive gualities inherent in the low temperature lubricant, E-51,
greatly increased the workload of the ordnuncemen. Too much of the ordnance-~
men's time was being utilized in combatting rust which resulted from use of
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E-51 lubricant, leaving less time available for maintenance on other ordnance
equipment. Because of the nature of the mission and the rclatively mild
temperatures encountered, the squadrons experimented with other lubricants,
the most satisfactory of which was 3AE-1010 engine oil. This lubriesnt has
been used exclusively since August with a resulting increase of gun depend-
ability and a decrease in the amount of superficial gun maintenunce required.
The squadrons wore advised by a BuOrd representative (Mr. Warner) in
December of this year that in view of the results based on actual ammunition
expenditure figures the squadrons should continue to use this lubricant
until & newly developed non-alcoholic low temperaturce oil becomes avallable
to operating activities, or until extremely low temperature makes the use of
the less desirable E-5]1 lubricant imperative, To maintain a close check

on high altitude performance of 20MM machine guns and to avoid increasing
the work load of the ordnancemen the last CAP flight on the day prior to
‘renlenishment fired their guns at 30,000 feet altitude, visibility permitting.
This firing took place just prior to their return to the ship.

i. Hand protection for aviation ordnancemen

Cold weather experience in Korean operations has indicated the urgent
need for satisfactory protection for the hands of personnel performing re-
arming duties on the flight deck. Ifittens are unsatisfactory since the
handling of fuzes and arming wires requires freedom of the fingers. Leather
gloves soon become saturated with oils and greases causing them to become
soggy and slippery, and when dried they harden and crack.

It is recomrended that gloves of neoprene or some durable material which
is impervious to lubricants be procured and worn with light weight wool
inner-liners.

Je Rocket Launchers ARRO 1LA

During the first tour on the line, ejected .50 Cal, cartridge cases fre-
quently cut the rocket pigtails on FAU-4 aircraft. There were also incidents
of the rocket pig-tail becoming disconnected from the wing igniter during
flight. The cutting of the pigtails was eliminated by the addition of an
"L" shaped oiece of metal tubing bolted to the wing bomb rack pylon, there-
by moving the position the igniter from the surface of the wing to a
position about one inch above the base of the rocket. Only one inch of the
pigtail was then exposzd to the ejected brass. Taping the pigtails and
igniters together with masking tape prevented them from becoming disconnected
in flight,

k. MK 9 Med 2 Rocket Leauncher

Early experience with this launcher indicated the need for close post-
flisht checks. In several instances nilots renorted that rockets fell from
launchers on high speed null outs due to the weight of the rocket head apply--
ing a torquing effect to the launcher. Suobseyuent inspection disclosed
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that in these incidents the rocket had torn the launching plate from the
launcher. Inspection of other launchers disclosed loose, broken or missing
screws, which were intended to secure the leunching plate to the skin of the
launcher. Close daily checks end reslacement of faulty launchers have
completely eliminated the loss of rockets in high speed pull outs,

1., AD Rocket Loading

In the past, cases of cut rocket pigtails have occurred which were
suspected to have been caused by ejected 20MM brass, Juring this operating
period rockets were not loaded on wing stations 5, 6, 7 and 8 which are
adjacent to outboard brass ejector chutes., As a result, no cases of cut
pigtails were experienced. It is recommended that stations, 5, 6, 7 and
8 never be loaded with rockets unless necessitated by the number of rockets
to be carried, or that a suitablc brass deflector be designed for these
stations.

m. Ordnance Statistics
Of a total of 5419 bombs expended during this period on the line

(exclusive of incendiaries and napalm) the following expenditures are listed
by month together with the malfunctions which occurred each month.,

November December
Expenditures 1267 4152
Dropped on catapult launc 0 2
Hung bombs : 0 5

Bombs which dropped on catapult launch were carried on MK 55 Mod O bomb
racks. The racks were worn out but had to be used until they could be re-
placed by the MK 55 Mod 1 racks.

Two hung bombs occurred on MK 55 Mod 1 bomb racks. The racks failed
to release their 250 1lb, GP bombs due to bound release solenoids. As three
such incidents have occurred, Fighter Squadron Seventy Two has submitted a
RUDYM # 63-52 covering the subject thoroushly. '

Three bombs hungs on AERO 14A bomb racks. It is believed that the
first cold weather caused flight carbon deposits in the three malfunctioning
racks to bind the release mechanisms so thet they could not be tripped by
their release solcnoids. The racks operated satisfactorily after they had
been cleaned with stoddard solvent.

Of a total of 466 rockets exp:nder during this period on the line the
following expenditures are listed by month together with the malfunctions
which occurred each month.,

November December
Expenditures 192 274
Duds o 4
Pigtails becoming unplugged 2 4
Broken pigtails Y 0
12 - 8
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The following expenditures of 20MM and 50 Caliber ammuriition were made
during this period on the line.

50 Caliber 20MM
52,340 203,431

2, MAINTENANCH
a. Cold Weath.r Operztions

(1) With the advent of cold weather, all pilots, plane captains and
maintenance personnel were refreshed in cold weather starting proc:dures,
By use of auxiliary power units, plane captains started and warmed up cold
piston cngines prior to the time for pilots to man plancs., In the cas: of
jet aircraft, the daily preflight spocific gravity check of the batteries
was augmented By pilot checks of the battery potential on the cockpit
voltmeter nrior to start, If the voltage was not up to a sp.cificd minimum,
an A,P.U, was c¢mployed to supp!ement the aircraft batt.ry, Of the five
starting jeeps available, only onc was cquipped to supply both jet starting
power and aircraft service power, necessitating the employment of additional
men to operate the A.P.U.s, To precvent rapid battery discharge, the
necessity of operating the engine above gencrator cut-in speed was strongly
emphasized,

(2) Reference was frequently made to the information presented in
various technical publications pertinent to cold weather operation, especially
ACL 54~49, TN 84-45, TN 23-50 and ComAirPac Instruction 03470,1A, The use
of grade 1065 lubricating oil in piston engines when surface temperatures
were below 50°F., as specified in TO 25-52, was not possible, as the only
0il available was grade 1100, Uowcver, no difficulties due to lube oil
were exverienced and, although temperatures as low as 22°F were encountersd,
oil dilution was never necessary,

. (3) Plane captains! winter gear should include gloves sinilar to stock
number R37-G-2500-20 (wool liner) and R37-G-2505-20 (leathcr covering), The
mittens provided are unsatisfactory, inasmuch as such sianle opprations:os
installing and rcmoving tie-downs, jury struts, etc., cannot be accomplished
while wearing them,

b. Specific FProblems

(1) Flamc—outs caus.d by sticking aneroid shafts and bushings continued
to be experienced by the jets, :ven though the shafts and bushings were in—
spected after cvery ten hours of flight, The improved aneroid shaft, part
number 187539, was never made. available,

(2) FEeavy duty wing-folding cylinders, F9F service change 177, were
finally receieved on 21 November 1952, after being badly needed since June,
The crutch and pin type jury strut in uss, howcv r, still necegsitates
extra sccuring of the wings when folded during higr wind conditions, This
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was done by fabricating a wing tie-down fitting from a piece of 14 inch
steel stock, threaded on one end to screw into the mount for the MK 55
bomb rack, and fitted with a large ring on the other end, A tie~down
line is led from this fitting to the deck.

(3) 1Increasing the pressure of the F9F-2 main landing gear tires from
200 psi to 225 psi prolonged tire life considerably, Tire life averaged 51
landings per main landing geat tire for the entire combat tour,

(4) The painting of a wing tip fueling ladder aligning stripe on F9F tip
tanks greatly reduced the previously excessive breakage of tip tank liglts,

(5) RP19R-2 spark plugs have continued to be unsatisfactory, particularly
in the R3350-26 engine in AD aircraft, Thorough review of maintenance and
operating procedures has improved the situation slightly, but the specified
life of the plugs wes never closely approached.,

¢, Comments and Recommendations

(1) The aircraft maintenance control system used on the BON HOMME RICHARD
is heartily endorsed and recommended for all CVAs, An Air Group maintenance
representative was stationed in Flight Deck Control to keep the air department
informed of constantly changing aircraft availability, to coordinate with the
air department, and to carry out the needs of the squadrons for maintenance
spots, wing spreads, turn-up, etc.

(2) Tt is strongly recommznded that a thorongh study be made 5f the
problem of space assigameat for sir group malintenance personnel and equipment,
This Air Group has buen haced on board eizhh <arrizrs in the past three years,
and the maintenance sprues mvailabls have varied ~onsiderable between ships,
Invariably, it has beci a sasze of settirg by wish inadequate. make-do spaces.,
The increasing complexity of aircraft and Lheir compenents requires constantly
increasing numbers of technically trained personnel and incezased guantities
of tools, special equipment, technical putiications, c¢tc, There have been no
real provisions made for additional spaces for these personnel to do their
work or stow their equipment, On the contrary, the trend scems to be toward
reducing their spaces,

(3) It is recommended that two vacuum cleaners be provided on each CVA
for cleaning cockpits and the inside of the fuselages. Such cleaning is
especially necessary after drilling or cutting operations in aircraft and
after plane bas landed at an emergency field eshore.

(4) The support furnished by the Surply Deportment to the air group
was considered outstanding. The number of aircraft operating days lost to
AOG aircraft during the final tour on the line was negligible,

(5) The excellent services rendered hy the FASKON 11 detachment at K-18
in the repair of damaged or partially discbled aircraft, enabling their early
return to the ship, was greatly appreciated. It is recommended that a small
supply of high usage items for currently operciing carrier aircraft (partic-
ularly mourted tires and arresting hook poin¢s) be maintained at this field.

, |
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(6) Nylon tie-downs, as developed by the VALLEY FORGE (CO USS VALLZY
FORGE ltr ser 1352 of 23 May 1952) have been used and found to be superior
to either the wire reel or manila tie-downs, They are casier to install and
remove, easier to stow, and stronger, and will not become too hot to handle
in jet blasts. One tie~down reel is used at all times on each aircraft to
provide an electrical ground,

3, OPERATIONS

as Tactics and Doctrine (lesson learned in Korea)
(1) Coordinated Attacks

Coordinated attacks by jet and propeller driven aircraft should be
practiced by carrier air groups frequently prior to deployment to the forward
area, Frecise timing, vitally necessary in the coordination of flazk sup—
pression for bombing attacks can be realized only by constant training.

The jets primary offensive mission has been flak suppression, Jets
are launched after the props, timed so as to overtake them at a predesignated
rendezvous point on the Korean coast and provide cover inland to the target.
On the attack the jets split up, half of them preceding the bombers by about
30 seconds, and attack reported flak positicns, The other half go in with, or
just bechind, the bombors and attack observed flak positions. This procedure
was developed when it was discovered that the cnemy would not fire on the jetr
but hold their fire for the mezin attacking force. Futhermore, a flak sup-
pression run should be made, immediatcly following the prop attack, on guns
which can be brought to bear on prop recovery. If sufficient jets are avail-
able some of them should be held above for this tesk. If there are not
sufficient jet aircraft to be assigned separately, initial flak suppression
aircraft should recover and make enother run immediately following, or with,
the last props making the attack., Experience has shown that the propeller
aircraft offer the best target on retirement, when altitudes are lower.

(2) Armed Reconnaissance by Jet Aircraft

A four plane division is considered to be optimum for an effective
jet Recco. Reconnaissance should be flown at an altitude not lower than
2500 feet above the terrain, maintaining a gentle section weave over the route
at about 300 knots indicated, Frequent changes in altitudc and speed further
complicate the ... tracking problem, The second section should coordinate its
weave with the first and maintain a relative position above and aft, Flight
integrity is thereby mainteined in a defensive formation, and in event of
attack by enumy aircraft, mutual support can be given immediately. The
primary function of 2 wingman on rcconnaissance is to maintain position on
his leader and to maintain a vigilant lookout for enemy aircraft., Navigation
and visual search is the primary responsibility of the division and section
leaders. Upon sighting a target of opportunity both sections should climb to
a sufficient altitude (8000 fect) for a standard coordinated run (30 to 40
degree dive, 425 knots), The second section shovld maneuver so as to coordi-
nate the attack on the opposite side from the lead scction with approximately
a five second interval, This will allow the second section to observe the hite




— o e
— DECLASS[F

of the lead section, If tlre lead ssction appears to have obtained direct
hits on a relatively small target, the sccond section mey elect to hold

its fire and ordnaence for future targ.ts, The most important requirement
for a successful attack is sufficient altitude for the type of attack to be
delivered. The attacks should be deliberate, unhurried, and coordinated,
By careful execution of their attack, pilots can accomplish complete des=-
truction of the tarpget on the first run. Armed Rleconnaissance should be
flown with the cabin pressurization "off" to preclude fire entering the cock=-
pit in the event of a plenum chamber fire, This procedure also permits

the pilot to hear AA fire, which in turn serv:s as a reminder to "jink"

and maintain proper altitude, The enemy has a system of green flares or
smoke to alert gun positions along popular routes, When these signals are
observed, pilots should keep a sharp look-out for flak and maintain a
minimum altitude of 2500 feet to stay out of the effective range of small
arms fire,

(3) Jet Rendezvous

It has been found that the rendezvous for jet aircraft can be made
most effectively at low altitudes, regardless of mission and number of air-
craft involved., Although more fuel is burned per minute at low altitudes,
the time saved in quick rendezvous saves fuel in the long run and more time
is available for the mission, Further, when rendezvous is accomplished below
the overcast it permits positive control by CIC on the ¢limb through,
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b. Pilot Training

The following sugeestions arc extended to squadrons and air groups
expecting to be sent to Korea,

(1) If possible, pilots should be worked up gradually to flying the
assigned aircraft in t'e¢ load configuration which will be encountercd in
Korea. Carrier take~offs in particular are the critical phase of this
indoctrination,

(2) As indicated in the Airlant-AirPae Training Manual, group work should
be stressecd in Phase III training., Individual training in bombing, rocketing
and strafing so the pilots can hit at all angles of dive and &t any altitude
end airspeed should be accomplished in Phase I and II as far as possible,

In Phase III, individual bombing practics should be considered secondary to
section and division bombing in coordinated attacks on a target. Realistic
problens involving an attack by two or more squadrons on targets similar to
ones which are encounterad in North Korea would be the most productive
training-wise, A good target for this type of attack with flak suppression
can be built by adding two or three bullseycs in the vicinity of a practice
bombing target to simulate gun positions,

(3) More group formation all wcather work, particularly in climbing
and letting down through overcast, should be attempted when ceiling permits
safe recovory altitudes ond eother safety considerations can be met,

(L) Navigation training in general, and terrain navigation in particular
is excellent preparation for Korean fligrts. Flights which navigate by ter—-
rain only, over unfamiliar routes, and terminate in an actual or simulated
attack on a designated target are particularly rocommended, The use of
large scale ¢ arts and practice in transition from onc scale to another
should be accomplished during this phase,

(5) Less cmphasis should be placed on VA dive bombing training, Glide
bombing has been cmployed almost exclusively durine the combat tour. Various
release altitudes should be incorporated by squadrons while in their training
stage, These rulesse altitudes should vary from 2500 fect to 8000 feet,
Recovery altitudes should be correspondingly varied with an absolute minimum
of 1500 feet strietly adhered to.

(6) Jet squadrons should plece more emrhasis on pilot training in
bombing, map reading, and low level (below 6000 feet) navigation with the
use of maps only.

(7) The principlzs of jinking should be taught all pilots before entering
the combat zong, and proficiency in koeping a division together throughout
violent Jinking mancuvers should be attained,

¢. Radio Discipline

(1) Impropsr communications procedurss and poor radioc discipline

]

43




— DECLASSIFIED
p—

continue to be a prohlem of major proportions. This phase of a pilots
training must begin on his first flight with an operational sguadron. It
is recommended that squadron commanders demand and insist on good radio
discinline during all training phases and that drastic measures be taken
against persistent offenders,

(2) To alleviate confusion on seriously overloaded strike-control
frequencies, a relatively clear channel, usually the land-launch channel,
was used by this Air Group for communications in the target area, and
squadron tactical calls were sustituted for the more cumbersome standard
JAMAP call signs.

(3) Improper use of Guard Channel (121.5) by all military units in
the Korean area is still prevalent, although some improvement has been noted
since a conference on this subject was conducted by Commander, Seventh Fleet.
SAR operations are frequently hampered by unwarranted chatter on Guard
channel. It is believed that if all units could be contacted on established
reporting in and out frequencies many needless transmissions on Guard channel
could be eliminated. It h.s been one experience of this Air Group with both
forces ashore and ailoat that it is virtually impossible to establish such
contact without resorting to the use of "Guard.®

d. Close Air Support

(1) The close air support training of pilots is not consistent with the
actual practice carried out in the Korean theater. Vhen carriers are being
deployed to the Korean theater the air groups are given an ORI inspection
and one part of this exercise is a air support problem. On this problem
the GROREF system is used and the pilots are under the direction of a ground
controller who has them orbit over the "enemy forces" until each pilot has
positively identified the target before the attack commences, The flak
situation on the Korezan front precludes this type of target identification
and makes release altitudes higher than those normally practiced advisable
In addition, the UTH coordinate system is used exclusively in the Korean
theater,

When Navy oilots are on close air support along the front, the aircraft
orbit over friendly territory until the target is marked by a mosquito pilot
who is familiar with the terrain and the exact location of friendly forces.
This type of target marking provides adequate safety measures to insure that
our aircraft do not bomb friendly forces and it vrovides protection from
anti-aircraft fire until our aircraft are actually on a "dive" bombing run.
In view of these facts, it is recommended that the close air supoort train-
ing given to Navy pilots be consistent with the actual procedure carried
on in a combat theater,

e, Intelligence
(1) Intelligence Lectures for unlicted Fersornel - It is recommended

that a series of intelligence lectures “¢ eniisted personnel be initiated
upon arrival in the operating area, ,
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Enlisted personnel form a vital link in operations against the enemy.
The ordnancemen, mechanics, electronics specialists, and others work long
hours maintaining aircraft in order to énable pilots to carry out their assignec
missions. It was discovered that a large majority of the men did not under-
stand the reasons for fighting in Korea, and very few of them know what results
were achieved by the aircraft on which they had spent their time and energy.
In the combat zone there is no time for any large educational program along
these lines, However, small scale meps of the Korean peninsula were placed
in the crew's berthing spaces and upon it the targets for each day were
annotated. Pictures of the targets were posted necarby. In addition, on the
way to port after each operating period, the Intelligence Officers gave
leoctures on the suvuadrons! operations during the preceding veriod and impresser
upon the men the fact that their efforts were making the end results possible.
During the lectures the men were shown pictures of the targets before and
after they were attacked. Post strike photographs, tazken by the pilots with
K-17 or K-25 cameras, were fcatured, Gun camera film taksn of attacks
during the period were also shown, with pilots often acting as narrators.

The men were very receptive to this type of information. MNo one was re-
quired to come to the lectures, but at every lecture there was ne:urly one
hundred percent attendance, The effect upon morale was excellent, since
each man was impressed with the fact that he personally had something to
do with every successful attack,

(2) Inlisted Assistants

It is impossible for the AIO to give proper attention to work
affecting pilot safety and the success of missions and to keep himself
abreast of current intelligence produced daily when a large percentage of
his time is devoted to revorts, recognition training, and routine matters,
In order to carry out his assignment successfully, the AIO should be able
to devote all his efforts to matters that affect the mission of Task Force
77. It is therefore recommended that each AIO be assigned a permanent
enlisted assistant to handle reports and general office work.,

(3) SAR Facilities

In general the SAR facilities in the Korean theatre are excellent.
There is one adilitional facility, however, that would greatly extend the
coverage in North Korea., Vhen large strikes are conducted in the north-
eastern part of North Korea, a cruiser with a helicopter is stationed in the
vicinity of the target, hbut when small strikes are sent into the area day
after daoy the nearest helicopter is usually stationed near Wonsan. It
would be highly desirable to station a helicopter permanently bLetween Wonsan
and Chongjin. If that were done, a pilot would be within range of a helicopter
in all but the most inland parts of North Korea,

(4) Camouflage Detection

It is felt that the effectiveness of attacks against concealed
targets could be greatly increased by intensive nre-~-deployment training in
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camouflage detection. In Korean opercotions, most pilots gradually develop

a facility for spotting enemy attempts at decejtion, but before that faculbty
can become general, many bombs, much time, and sometimes whole missions

arc wasted. Lives can be lost by pilots who are forced to reconnoiter

heavily defended arcas for excessive lengths of time or ot excessively low
altitudes in order to see a concealed tarzet. In addition to classroom studies
in the techniques of camouflase, pilots should be enabled to study examples

of camouflaze from the air, These exomples could be constructed on zlmost

any large military reservaticn by units of other services being trained in

the art of camouflagze.

(5) Mep Kits

Beforec deployment tc the Korean area each pilot should prepare a
map kit composcd of one camplete set of 1:500,000 USLF Pilotae Charts, covered
with Frisket paper and folded in such a way as to permit navization from
one chart to another by merely turning folds; a complete set of 1:250,000
i proach Charts, arranied in logical order; and an index of 1:250,000 charts
annotated on a 1:3,000,000 chart, These should be placed in e legal-size
folder, The folder may be covered with 1/32 inch cellulose acetate to form
windows into which target rhotos, 1:50,000 tariet maps, and other necessary
strike information may be inserted,

f. Miscellaneous Recommendations

(1) 1Tt is recommended that jets be utilized less for recoo purposes and
more for pre-briefed all-jet strikes, preferably on targets outside the
normal opcrating area of the propse This procedure would utilize to advantage
the best characteristics of jet attack bombers, namely, syced and surprise,
Tarzgcets found on a jet recco route can seldom be hit immediately. Most of
them necessitate a turn of at least 180 desrces, The time lost in this turn
is time gained by thc enemy to ccnceal himself or his equipment. With pre~
vious target area photo coverase, an all-jet strike can be completely
briefed in detail as to specific targets in the area, direction of run, al-
titudes and 21l the other details which must e coversd to assure a smooth
end effective strike., While the jet recco may have accomplished much in the
carlicr days of the war when the enemy evidently moved much more during the
day, it is particularly ineffective now that the enemy moves almoust entirely
at night, The enemy!s // fire has increascd in intensity and accuracy durin;
the last few months, Seldom does a coordinated jet and prop strike zo in on
a target without receiving flak, One rcascn for this is thc length of time
neeessary to set up an attack. /11 the A4 guns arc manned by the time the jets
g0 in on a flak sujpression run. With an all-jet strike group, however, the
run in could be started ~s much as twenty miles from the target and the jets,
traveling ot maximum speed could hit the tar-et and retire before the enemy's
LA defenses were fully alerted.

(2) 1In over 1200 combat missiens, the V. squadron did not once utilize

the iPS-19 radar, The external radar "bombs" were removed when the aircraft
were initially hoisted aboard., This cquipment requires an excessive amount
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of stowage space, and since it is not utilized by attack AD's in this area,
it is recommended that each squadron be eyuipped with only six complete sets.

(3) During all the operations of this Air Group with F9F aircraft, there
has been one multivle wire cngagement in about every 500 arrested landihg.
In nearly all cases this type of cngagement resulted in a broken hook noint
or hook point mounting bolt and a subsequent barrisr engagement. ZEither the
arrcsting hook should be redesigned to prevent this type of engagement, or
the hook point compoments should be strengthcned sufficisntly to stand up
to the additional loads,

(4) Operational Losses

It is worthy of note that there was not one operational fatality
during the entire cruise.

4. AVIATION EQUIPMENT AND SURVIVAL

a. MK IIT Anti-exposure Suit and Winter Flight Gear

(1) The Air Group did not find it necessary to wear the MK III anti-
exposure suit in the Korean Arez until its return to the line on 25 November,
During the remainder of the cruise the sea water temperature was below 60
degrees, and all pilots were required to wear the suits. The cold weather
gear to be worn under the anti-exposure suit was ovtional, since the regular
liner bound at the crotch and armpits, wes too short in the arms and legs,
was improperly colored for safety in evasion incidents, and was generally
impractical for use ashore. In lieu of the liner, most pilots elected to
wear one or two pairs of heavy woolen underwear, a heavy wool shirt, WL-1
winter flight trousers, two p:irs of socks (at least one of which vas woolen),
and N-1 field shoes, Many of the pilots wore the summer flying suit over
the MK III suit to lessen the danger of snagging the suit and to provide
readily accessible pockets for carrying gear needed during the flights.
Summer flight gloves worn over the nylon and rubber gloves, worn with the
waterproof liners, restricted finger movement to an excessive degree. ilost
pilots wore the psrka hood on all flights, usually draped around their necks,
but a few actually wore it over their crash helmets and found it to be
comfortable,

(2) The tearing of neck and wrist seals imposed major difficulties in
the maintenance of the suits, Between 25 November and 17 December 1952
it was necess:ry to replace 55 wrist seals and 13 neck seals of the 114 MK
III suits worn by pilots and aircrewmen. Although care in putting the suit
on and taking it of: greatly reduces the attrition rate of the seals, it
was nacessary to strengthen the edges by turning back approximately one-
quarter inch and cementing jt securely, thus forming a more durable ring.
During the period of trizl, this proved %o be satisfactory, To facilitate
this process ani ta azd in the reviscement of n.ck seals, the parachute
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riggers of Air Group SEVEN developed a flat metal neck form, When replacing
the seals they fcund that by separating all seams four inches down from the
neck and cementing and rolling each section individually, an excellent seal

can be accomplished, Although this method takes longer than the recommended
method, it results in a factory-neat job,

(3) Another vulnerable part of the Mk III suit is the scat, Constant
movement of the pilots!s buttocks during cperation of the aircraft caused
greater wear in the seat than“at any other place. A double layer cf material,
or a stronger fabric, might eliminate the fault., ' -

(4) Only cne-quarter to one-third of a turn is possible in screwing on
the cover.of the "G" suit opening of the Mk III suit, To obtain more threads,
some pilots removed the 0" ring, tuck off the outer plastic face plece, and’
then replaced the "O" ring and cover. A snug, watertight fit is still obtain -
and there is prsitive assurance that the cover will remain in place.

(5) The Mk IV anti-exposure suit, which has scveral decided advantages
over the Mk III suit, was made available after Air Group SiVEN departed
CONUS, but no apparent effcrt was made to equip groups already in the Korean
arca. Although trial of the newer suit was not possible,inspection of it
disclosed many of the faults found in the Mk IIT suit. No provisicn has been
made for the inccrporation of the necessary clothing and equipment worn and
carried. The bulkiness cof the suit, together with that <f the liner, add-
itional heavy clothing, and survival equipment, continue tc restrict movement
of the pilot and meke successful ejecticn exbremely difficult. The liner to
be worn with the Mk IV suit appears impractical for evasi.n and survival
ashore. It is suggested that in the future development of anti-exposure suits
an effort be made tc incorpcrate satisfactory land survival features.

(6) Filets often complained that the Mae West 1ifejacket‘préssed down
uncemfortebly on their necks, which were protected only by the thin rubber
neck seals and nylcn scarfs when they were wearing the Mk III suits,

- (7) 1t is reccmrended that helf ounce tubes of petrclatum be carried
in the pocket of the anti-exposure suit by all pilots and aircrewmen. The
ointment could be used fcr smearing the face in the case of water emersion
in thc same manner that Channcl swimmers grease themselves before entering
the cold water.

b, Parachute Harnessecs

The present Standard QFS parachute harnesses (stock # R83 NAF 312676-2)
are an unsatisfactory size., The body harness is not large enough to provide
a comfortable fit for the larger pilots when they are wearing winter flight
gear. More important, the leg strap snap and vec ring connecticn to the
body harness is so far to the pilot's rear that it does not allow pilots in

. snti-exposure suits and heavy clothinz to buckle and unbuckle the leg straps
"with one hand, Both hands are required to perf  rm the operation, and in an
emergency such as ditching, it would be difficult to get rid of the parachute,
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It is recommended that a unit departing CONUS for duty in the Korean area
during winter months obtain as many oversize quick-fit harmesses (stock i
R83-NAF-602825-10) as possible prior to departure.

Because of the increased amount of survival equipment carried by pilots,
it has become apparent that conservation of cockpit space is needed. The
present cushion (Stock # R83-NAF-47565-2L4) or SP-1 seat pan assembly is so
thick that the pilet has difficulty in seeing the upper pait of the instrument
panel., It is suggested that a thin foam rubber pad (4" thick) be incorporated
into the top of the pararaft or the pararaft kit container. Uith some revision,
the H-2 Oxygen Bailout Cylinder could be placed in the pararaft or in a special
pocket on the parachute container itself,

Considerable speculation arose over the anount of effort and time
required to get out of the nylon parachute harness during a water landing
or parachute descent into water, due to the added survival ecuipment carried
in combat. In cold weather the hands become numb and the nylon wobbing,
when wet, becomes very stiff and slick, It is believed that a very simple
quick disconnect box, incorporating the quick fit hardware, may be the answer
to this problem, In any case, a better release miethod is needed than the
present snaps and vee rings now employed on all Navy parachute harnesses
worn by carrier pilots.,

Ce ADSK~1 Droppable Survival Kits

The items included in the ADSK-1 are very useful for cold weather survival,
and most items are useful in warm weather. However, in summer months some
items in the kit should be replaced with warm weather survivel items., For
this reason, it is recommended that the 4iDBK~1 kits be issued in the United
States prior to departure, thus permitting sufficient time to make any
required modifications before entering the combat area., It is recommended
that as many self-heating "Hotcan" ration# as possible be added to the
+DSK-1, thereby providing an evadee with an occasional warm meal, and some
much needed heat,

During this tour on the line, one ADSK was unintentionally dropped and
was seen to function properly. Rubber stripping placed on the inside of the
cover plate of the kit Lias proven to be very effective in keeping the pilot
chute and the main sail in the container.

de Summer Flight Clothing

It has become apnarent that the summer flying suit now available to
pilots is unsatisfactory for operations in the Korean area, It was nece-
ssary for pilots to make many modifications to the suit due to its non-
durable construction, inadequate pockets and poor camouflage characteristies.

It has been recommended that a new combat summer flying suit of more
durable material be procured,

s a
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(V=75 1tr ser 279 of 4 July 1952 to BULER). Camouflage characteristics and
provisions for comfortable and efficient stowage of survival items should be
import-nt considerati-ns in any new design.

c. OC-1 Survival Vest .

Most pilots have worn the C-1 survival vest during the entirc tour (with.
and without the anti-cxposurc suits), Though fairly bulky, it is considered
the most officicnt mcans of carrying survival cquipment, This vest, and
any othor survivel equipment carried, should be inventoricd by vach piloet
prior to departurc for the line from each in-port rest period. (It is pos-
siblc thot during the in-port periods rations mey become inedible and other
items mey be lost). Some pilots incorporated survival geer into leggings,
and a few pilots managed to carry survivel gear in their pockets or in pock:
sowed on the flight suit, but the survival vest wes the only solution for tk
najority of the pilots. Since there is a tendency to place more end more
equipment on the »ilot!s chest, in the vicinity of the Mae iest, this area
has become over-burdenced. Other means and placcs should be found to carry
equiment, (Refer to C.G-7 ltr scr 409 of 24 Scptember 1952 to BU.LER).

de ZN/PRC-17 or the AN/CRC-7 portable radios must be checked at frequent

intervals. Air Group SEVIN hes found, on routinc inspectiocns, as many as

54 out of 117 radios inoperative duc to weak batteries or faulty parts.

Of all their survivel cquipment, pilots value thesc, radios sccond only

to the porachute and thoy should be issued for cach aircraft. Unfortunately,

the unsatisfactory size, weight, and shape of thc radio nekes it necessary
~ to carry it in the PK~2 raft pack, ond in an emcrgency, the radios could

bc unintentionally abahdoned. A new type of personal survival radio should

be designed that is small, light, and flat, so that the pilot can carry

the redio on his ocrson without danger or discomfort., It is suggested

thet a radio such as thc air Force URC-4 be investigetcd for possible

procurenecnt by the Nevy. :

e. Chart Board

L change in the design of chart boards would be desirable for future
Vi type aircraft., Chart boards should be at least one inch in thickness, '
since-it_is custamary for many pilots to carry air novigetion charts, close
air support grids, ctc., inside the ch.rt board for easy and quick acces-
sibility. (Rofer Va-75 letter serial 495 of 11 December 1952 to BUAZER).:

~

f. Ijection Seat

lost jet »ilots feel that the face curtain featurcs of the ¢jection
scet are unsatisfactory and would prefer the "am rost? type of cjection
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