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The whole is greater
than the sum of its parts.

This simple definition of synergism is the best way
to describe today's A-7. Its advanced electronic sys-
tems are so skillfully integrated that they out-perform
each of their individual capabilities. Together they
make the A-7 the most versatile and effective close
air support and interdiction aircraft in the world.

Vought Aeronautics is the first aircraft manufacturer
to produce an operational navigation and weapons
delivery system that equals or betters unprecedented
performance and accuracy guarantees.

Successful development of these systems took al-
most five years. Vought began with a proven air frame.
Then we worked closely with the U.S. Air Force and
U.S. Navy to design a superior avionics package that
would meet the most exacting operational require-
ments. System interfaces were resolved with compo-

Sy

nent suppliers. And computer software was developed
to ideally coordinate these components.

In all, more than 42 million man hours were invest-
ed. Plus thousands of simulation and flight test hours.
Over ten thousand pieces of ordnance dropped. A
quarter of a million 20MM rounds fired. Under rigorous
test conditions.

As a result, today's A-7 delivers up to 15,000 pounds
of varied payload with better than 10-mil accuracy.
Destroying hard targets in one-third the sorties re-
quired by other systems.

Other aircraft today contain many of the same com-
ponents found in the A-7. But the A-7 is the only weap-
ons system in operation with demonstrated proof
that its integrated whole is greater than the sum of .
its component parts.
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How to bring them both home
in one piece. Every time.

This Team has developed
a Chaff Dispenser system
that’s saving the lives of
pilots and planes. Every
day.

How does this system
work? A pilot’s warning
receiver tells him he's been
spotted by enemy ground
or air radar or by missiles.
He activates the dispenser
and thousands of minute
aluminized glass fibers
scatter in the air. They
confuse the enemy’s radar
image and the pilot com-
pletes his mission. And

gets himself and his plane

home in one piece.

This Chaff Dispenser sys-
tem is only one of the

Callinthe
Unknown Team.

vital projects the Team has produced. Uti-

lizing the most sophisticated equipment
and state-of-the-art techniques, it has been
active in electromagnetic countermeasures
work for both the Air Force and the Navy
since its beginning.

It’s a big Team. And diversified. With the
ability to take an idea from inception
through development into production. It’s
a flexible Team that can be coordinated as
a whole or into special groups. Exploring
new fields, studying old problems with
fresh eyes. It's a strong Team, for behind it,
if required, is the development and manu-
facturing capabilities of science - based
TRACOR, INC.

Why is this Team, which
has worked on so many
projects and contracts for
the military, for so many
local, state, federal agen-
cies and industrial com-
panies still comparatively
unknown? Because the
Unknown Team works
quietly, unobtrusively,on
your behalf. As part of
your team.

If you have any questions,
please call or write Mr.
W. Donovan Schutt, Vice
President and General
Manager, Military Pro-
ducts Division, Austin,
Texas. And put the
Unknown Team to work
for you.

6500 Tracor Lane, Austin, Texas 78721 - (512) 926-2800
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AT TRW,
COMMUNICATIONS SATELLITES
ARE MORE THAN
A LOT OF TALK.

Today’s defense efforts require
instantaneous, worldwide voice
and record communications. TRW
communications satellites help
make it happen.

At TRW we’re now building
the Defense Satellite Communication G
System phase II satellites for the
Department of Defense. For phase I DSCS
we provided major subsystems,and for COMSAT we supplied
the Intelstat III satellites which now provide worldwide
commercial service.

TRW’s space communications achievements reach back
over a decade, to the early Pioneer probes that provided
communications over millions of miles.

Looking toward the future,adaptations of the X-band
DSCS II spacecraft (which provides long lines trunking using
super high frequencies (SHF) and complex surface
terminals) can also relay communications for the naval fleet,
military aircraft, and other smaller terminals which must
typically use the ultra high frequency (UHF) band.

For a closer look at TRW’s communication satellite
capability, contact R. G.Williams, R5/2020,

TRW Systems, One Space Park, Redondo TR w
Beach, California 90278. (213) 536-1538.

TRW INC./Balanced Diversity in Products, Systems and Services for Commercial, Industrial and Government Markets.
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We have a way to find out

what’s really going on

in the other 34 of the world.

Why is the weather a favorite
topic of conversation? What
else can we do besides talk
about it?

One thing we know for sure
is where most of our weather
comes from: the seas
around us.

P
-
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Itistoo costly to put weather-
menin the world’s oceans. That
was the problem: to find a less
expensive way to put informa-
tion-gathering devices in the
oceans where they would pro-
vide data for more accurate
weather predictions.

Under contract with the U.S.
Navy’s Office of Naval Re-
search, we began work on this
important project. Was it possi-
ble to station a buoy in the
ocean and have it report to me-
teorologists on shore?

Devices are mounted atop the mast
to measure wind, humidity, rain, solar
radiation and barometric pressure.

The hull is forty feet in diameter
and seven-and-a-half feet deep.
It weighs 100 tons.

The pie-plate shape of this hull
will withstand winds of 150 knots
and waves of 60 feet. The hull

rode out Hurricane Betsy in 1965.

To doiits job, the buoy would
have to have more than 100 sen-
sors for gathering oceano-
graphic and meteorological
data for transmission to shore
command. The buoy would
have to be moored in deep

ocean, in depths to

=107

Antenna relays
information from the
ocean station to

on-shore control, up
to 3,000 miles away.

]
§
[
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Below the surface, more devices are placed on the
mooring lines to measure water temperature and salinity.

20,000 feet.

would have
to operate rou-
tinely in 150-knot winds, 10-
knot currents, and 60-foot
breaking waves.

—

Finally, it

In short, besides gathering -

weather information, the buoy
would have to withstand storms
that even the Queen Eliza-
beth II would run from.

A working all-steel hull was
built.

This station went to sea in
October, 1964. It was moored

The entire station is built to
operate unattended for a full year, and
can be serviced at sea.

Attached to the hull, other
instruments measure wave
height and current velocity.

Inside, electronic equipment gathers
and stores information from 100 different
sensors for transmission to shore.



in the middle of the Gulf
Stream, off the Florida Coast,
in a hurricane lane.

The station carried environ-
mental sensors to see what a
hurricane would do to the buoy.

In calm seas, the buoy
worked to our fullest expecta-
tions. The most physical test of
the system was to come.

In September, 1965, the eye
of Hurricane Betsy passed with-
in fifty miles of the station.

Waves were 45 feet high.
Wind speed averaged 80 miles
per hour. Gusts as high as 110
miles an hour.

Through this punishing
storm the buoy functioned
routinely.

Today, ocean data stations
are operated off our east coast
by the Commerce Depart-
ment’s National Oceanic and
Atmospheric  Administration.
Next year, additional stations
will be in service in the Gulf
of Mexico to monitor the hur-
ricane season. In the future, a
network of these stations could

Prototype weather station off Florida.

form a major part of a world-
wide weather watch.

This is the kind of data
ocean stations send back:

Meteorological data on wind
speed and direction, baromet-
ric pressure, air temperature,
relative humidity, precipitation
and solar radiation.

Oceanographic data on
ocean current, direction and
speed, water temperature, sa-
linity and surface wave profile.

By knowing the exact water
temperature a thousand miles
away, we'll know better wheth-
er a storm will bring snow or
rain when it reaches land.

One way or another, this in-
formation will benefit every-
one. For instance, by helping
tell when to plant and harvest,
schedule a vacation, even lo-
cate fish.

Because of the buoy's capa-
bilities, the U.S. Coast Guard
decided to use it as an un-
manned navigation aid. So far,
our Electro Dynamic Division
has outfitted seven of them and
the Coast Guard is using them
to replace lightships, at a great
reduction in operating costs.

Navigation buoys are on sta-

[ THEAL Y 0 R
Potential ocean station network.

tion now off the entrances of
New York and San Francisco
harbors, in Delaware Bay, and
off the English Coast, among
other places.

Off our busy harbors, these
navigation buoys could form
networks of traffic sensors re-
porting to onshore stations and
helping control ships in and out
of ports.

Because we could put so
many technologiestogether, we
could put together the weather
and navigation stations.

They're typical of something
else at General Dynamics. Our
people develop new technolo-
gies for specific needs. Then
someone else in the company
finds other uses for those tech-
nologies.

It’s happening in all sectors
of our business, in defense and
in our growing commercial
markets. It happens in marine
systems. It also happens in aero-
space, shipbuilding, telephone
systems, electronics and natu-
ral resources.

It explains why were a com-
pany that keeps doing things no
one’s been able to do before.

FUEEATR

Navigation buoy off the English Coast.
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An Editorial

The Realities of Realistic Deterrence

By John L. Frisbee

SENIOR EDITOR, AIR FORCE MAGAZINE

NEW national strategy, Realistic Deterrence, was
A announced by Secretary of Defense Melvin R.
Laird early this year. Realistic Deterrence is an out-
growth of the Nixon Doctrine, which the President
first explained at Guam in July 1969. Mr. Nixon wants
to meet our existing foreign commitments with fewer
US forces deployed overseas. Our allies are expected
to supply the bulk of the troops in their own defense.

According to Mr. Laird, Realistic Deterrence—the
corollary to the Nixon Docirine—is an active strategy
using the total forces of the US and its allies to deter
conflict across the spectrum, from insurrection to all-
out nuclear war. While discouraging conflict, it is in-
tended to encourage negotiations, in contrast to earlier
strategies, which Mr. Laird characterized as simply
reactive to an opponent’s initiatives. There has, as yet,
been little attempt to articulate this strategy in detail
or to describe how it will be implemented.

Perhaps because of the vagueness with which the
Nixon Doctrine and Realistic Deterrence have been de-
fined, Navy supporters have heralded these two stra-
tegic statements as buoys marking the course to a new
golden age for the Navy. “Sea-Based Deterrent,” “Blue
Water Strategy,” and “Landward Projection of Naval
Power” are slogans that appear and reappear in the
popular media and the defense journals. The goal
clearly is to establish the Navy as the dominant force
in national defense by putting all (or most) of the
strategic nuclear forces, and most (or all) of our
tactical air forces at sea.

We don’t believe that the realities of Realistic Deter-
rence and the Nixon Doctrine warrant the optimism
with which they have been embraced by many sailors—
present, past, and would-be.

During recent months, AIR ForcE Magazine has
examined the fallacies of an all sea-based nuclear
deterrent. There are equally grave fallacies in the
rationale for putting a much larger part of US tactical
airpower at sea. _

In the first place, though the new strategy may be
more active than previous ones, it still is a deterrent
strategy. And the key to deterrence is the certainty, in
a potential enemy’s mind, that aggression directly
against US forces will elicit prompt and painful re-
sponse. Deployment of even small land-based US air
and ground forces in threatened areas of high US
national interest constitutes an unambiguous commit-

ment and therefore has a high credibility index, Sea-
based tactical air forces, cruising offshore and out of
sight, are at best a highly ambiguous commitment.
Their credibility index is low. And deterrence rests
on credibility.

It is worth noting that wherever we have maintained
the unambiguous commitment of land-based, overseas
deployments, aggression has been deterred. Where
major aggression affecting US national interests has
happened—Korea, Vietnam—the aggressor was not
constrained by the somewhat distant presence of a
powerful US fleet,

Supporters of expanded tactical seapower invariably
turn to hypothetical situations where the US might be
denied overseas bases and where we would have to
depend on seapower. It’s a bit difficult to conceive of
the US coming to the aid of a country that refused us
base rights. This Navy argument might well fit the
designs of an imperialistic nation. But the US has no
imperialistic ambitions. And it has never been explained
how carrier aviation—with its relatively short range,
small payloads, and vulnerability to enemy land-based

LS

air—could contribute significantly to defending the area

of prime US foreign interest—Western Europe.

It's also worth noting that the Navy itself is highly
dependent on extremely expensive offshore facilities,
as the Chief of Naval Operations, Adm. Elmo R. Zum-
walt, Jr., observed in a recent US News & World
Report interview,

Navy supporters refer to the US as essentially a

sea power. That’s good nineteenth-century thinking, but
in this last third of the twentieth century the US is
really not a sea power. It is a global power with inter-
ests and commitments that extend far beyond foreign

shorelines—beyond the reach of all sea-based forces

except the Navy’s countercity nuclear missiles, which
are purely instruments of reaction to a nuclear attack
on the US.

It seems clear to us that the US will continue to need
land, sea, and air forces. But the balance of those forces
had better be compatible with the realities of Realistic

Deterrence and of the national interests that strategy -

supports. Those realities indicate no need for expanding
seapower at the expense of the other services—especially
of the more flexible, wide-ranging, hard-hitting tactical
air forces that only the Air Force can supply.

This is no time for cheap-shot solutions. u

AIR FORCE Magazine / October 1971



MISS -«—%
DISTANCE
VECTOR TO

SHORTEST
MISS DISTANCE
VECTOR

FUZEPOINT

A unique Vector Miss Distance Indicator
(VMDI) can give you the answer during
critical missile tests. Results are no
longer a hit or miss situation.

This new Motorola system lets you
compare exactly how a missile reacts
against targets at various altitudes and
airspeeds. Unlike other systems, VMDI
establishes the trajectory of the missile
relative to the target as well as the range
and angle vector to the missile as it
passes. Another plus is the position of

> MISSILE
TRAJECTORY

the missile at the instant of fusing. Scor-
ing information is available from 0 to
200 feet. With this system you can deter-
mine if “‘misses’ are random or if a set
pattern is developing.

The airborne sensor can be linked to
a computer on the ground through
Motorola's Integrated Target Control
System (ITCS) or through a number of
other telemetry links. The VMDI system
eliminates the guesswork with a direct
printout of all scoring information. Tape
readouts as well as plotter or CRT dis-
plays can be provided. Static tests of the
system are now being conducted at an
Air Force facility.

For information contact Motorola
Government Electronics Division, Radar
Operations, 8201 E. McDowell Rd.,
Scottsdale, Az. 85252 (602) 949-3172.

MOTOROLA



THE BELL SYSTEM HAS

13,000,000 MILES OF DIGITAL
COMMUNICATIONS CHANNELS,

AND IS ADDING TO THEM

AT THE RATE

OF 8,000 MILES EVERY DAY.

If this is welcome news to you in the data field, good.
But our purpose is broader. Our purpose is better service
for all Bell Systtm customers.

You see, we have one fully integrated network. It has
both “analog” and “digital” channels...and has had for many
years. Signals travel as waves on one and as pulses on the
other. Regardless of the original source or form of the signal,
whether human voice or computer, we readily transform it to
travel over either channel.

This flexibility makes virtually all of our network available
for data transmission. It keeps charges low. And it gives us
alternate routes should trouble arise.

Then why are we going heavily digital? Because with
modern electronics, especially solid-state circuitry pio-



neered at Bell Labs, digital transmission is better not only for
data but for many other services as well.

Digital transmission is better because it eliminates many
kinds of noise, thereby getting more information over the
same size cable with greater accuracy.

Digital is clearly technology's best answer to many of
America's future communications needs. It will benefit every-
body, not just our data customers.

We have 13 million channel miles of digital now, and we
have definite plans for the near future.

*For 1972, a new digital system that will operate at 6.3
megabits per seccond, four times the speed of our pres-
ent all-digital lines.

* By the mid-'70's, initiation of private line service on an
end-lo-end, lully digilal basis which will ullimalely serve
every major city in the country.

* By the late '70's, waveguide systems capable of thou-
sands of megabits per second.

* By 1980, lhe Bell Syslern's nelwork will be four limes ils
presernl size. A large proportion of it will be digital—
enough to provide ample capacity to meet America's
data-handling needs.

The American Telephone and Telegraph Company and
your local Bell Company are continually working to improve
service to business.

This time by increasing digital services to benefit all our
customers.

®




Airmail

Ploesti Mission

Gentlemen: 1 believe that AR FORCE
Magpgazine erred in synthesizing from
“conflicting” sources its statistics on
the Ploesti mission of August 1, 1943
(“The Ploesti Raid—A Statistical
Summary”), in the August issue. I
would have expected to see AIR
Force step in and resolve the omis-
sions and errors which have existed
in published accounts of this famous
mission since 1943—44, Instead, AIR
FoORCE's “statistical summary” creates
a new source which will propagate
and confuse like so many others be-
fore.

Conflicting accounts and boundless,
undocumented statistics drove me to
official but unpublished sources and
“raw history” as it exists in the
twenty-eight-year-old records of the
Army Air Force units and headquar-
ters involved. Examination of these
records provides one explanation to
me why so many different statistics
have appeared over the years.

It appears that researchers for arti-
cles or books often reach into the
records and take information from an
official document that actually was
superseded a day, week, or month
later with updated information. Others
follow tabulating information on the

same event but from documents not
at the same point in the data’s chron-
ological development. Thus, a con-
flict develops.

Too, it must be remembered that
the Ninth Air Force disbanded in
Africa soon after the Ploesti raid, and
A-2 personnel who would have even-
tually summarized these data no
longer had access to the necessary
records or personnel.

The fruits of my own research, in
the form of data on the August 1,
1943, Ploesti mission, summarizes di-
rectly from sortie reports of the 98th,
376th, 44th, 93d, and 389th Bomb
Groups (H), and the files of the IX
Bomber Command/Ninth Air Force,
where applicable. This information
does not consist of mere numbers,
but tabulations of each appropriate
category indicating the group, squad-
ron, the individual pilot’s name and
rank, aircraft serial number with ID
letter or number, airfield used for
takeoff/landing, clarifying remarks,
and specific source.

These data have been compiled by
myself over a year’s period with the
cooperation of the Federal Records
Center (GSA) and are part of a pri-
vate research project addressing IX
Bomber Command (H) air campaigns

Aircraft attempting the mission
Aircraft crashing on takeoff

Aircraft actually attacking
Combat-related losses

Aircraft lost during the return:

The Ploesti Mission of August 1, 1943

Aircraft not attempting takeoff
Aircraft successfully proceeding on the briefed course

Aircraft which turned back (aborted) en route 14
Aircraft lost operationally en route

Aircraft lost at the target, in the target vicinity, and to fighters 41

Lost at sea 1

Ditched (part of the crews rescued) 2
Aircraft and crews interned in Turkey 7
Total aircraft losses, all causes 52
Aircraft and crews returned to Libya (from target) 91
Aircraft and crews which aborted that returned to Libya 10
Total aircraft and crews which returned to Libya on August 1, 1943 101
Aircraft and crews returned from target to Allied bases 19
Aircraft and crews which aborted that returned to Allied bases 4
Total aircraft and crews at Allied bases on August 1, 1943 23

178

176

161

10

in the Middle East, 1942-1943. The
information is totally from micro-
filmed records of the AAF units and
headquarters involved at the time.
The important tabulation, which I
believe is stated incorrectly in the
August issue of AR Force, relates to
losses. AIR Forck has indicated target
area and combat losses to be fifty-
seven aircraft/crews, and when the
aircraft lost to Turkish internment are
considered, the combat-related losses

soar to sixty-one, not to mention the .

single aircraft lost for operational
reasons en route,

The accompanying tabulation (see
box) of the 176 sortie reports gen-
erated by participating AAF units
indicates that many less were lost for
all reasons,

Crofton, Md.

Where “A Better Way” Works

Gentlemen: John Loosbrock has once
again hit the nail squarely on the
head (“There’s Got To Be a Better
Way,” July issue). This time he struck

1
T. E. Davipson, Jr.

1

close to home, In fact, he hit the very +

nail which I have been trying to get
a crack at for some time. However,
he could have gone one step further
and stated exactly what the Air Force
is doing about this problem. A virus
with many strains, he calls it “middle-

management featherbedding” in gov-

ernmental circles. In the Air Force
it is recognized as “multi-level re-
view.” Nevertheless, the symptoms
are the same: a higher and higher
proportion of total effort going into
keeping track of what is being done
and a smaller and smaller percentage.
into actual doing.

The Air Force solution directed by
the Chief of Staff is direct and quite
simple—reorganize to achieve more
direct involvement of Commanders in
actual operation and less in staff man-

agement at all intermediate command _

levels.

The Aerospace Rescue and Recov-
ery Service (MAC) has been doing
just that at Wing level and below for
some time. It really works.

CoL. T. P. FERrRATO
Commander

42d ARRS (MAC)
Hamilton AFB, Calif.

A Concerned Officer

Gentlemen: Having followed your
publication’s accounts regarding our

AIR FORCE Magazine / October 1971



SCIENCE. SCOPE

A new forward-looking infrared night-imaging system, described as one of the most
advanced ever developed, has been delivered to the U.S. Air Force by Hughes. The
system, designated MAFLIR (for Modified Advanced Forward-Looking IR), has greatly
improved resolution and should extend operational ranges significantly., It has
been installed in a C-131 aircraft and the Air Force will test it to determine its
suitability for high-speed flight reconnaissance as well as for high-altitude ap-
plication. MAFLIR was developed for USAF's Avionics Laboratories.

A hand-held, wide-angle optical transceiver that provides clear, secure communica-
tions up to three miles has been developed by Santa Barbara Research Center, a
Hughes subsidiary. It resembles a binocular, weighs only four pounds including
the rechargeable battery, and can be reliably operated after minutes of instruc=-
tion. It was designed as a low cost walkie~talkie in line=-of=-sight communications
applications, such as ship-to=-ship, ship-to=-shore, helicopter-to-ground, and land-
based operations. Other optical communicator designs provide secure communica=
tions over ranges up to 15 miles.

The U.S. Navy's TV-guided Condor missile will have a simplified data link subsys-
tem which Hughes is developing under contract with North American Rockwell. The
new system incorporates advanced circuitry design and repackaging techniques which
reduce the cost of operational hardware significantly. Air-launched Condor is a
rocket=-powered, long-range missile to be used by Navy attack aircraft against
ground targets. It provides carrier-based planes with a standoff capability and
greatly increased bombing accuracy.

High-voltage DC power transmission and control problems are now under study at
Hughes' Malibu, Calif. research laboratory. The original research currently being
conducted on DC converter valves and circuit breakers stems from the company's
earlier ion-propulsion research for NASA. The Electrical Research Council, which
represents America's private and public utilities, is partially funding the devel-
opment of the Hughes DC breaker.

Electric power specialists from 13 countries, who were attending a CIGRE confer-
ence in Los Angeles on AC-DC converting equipment, reviewed the work in progress
during a visit to the Hughes laboratory recently.

Belgium's Ministry of Defense has ordered preproduction laser tank fire control
systems for use in the Belgian Army's Leopard tank. Built by SABCA in collabora=
tion with Hughes, the system incorporates a computer, sensors, a precision mirror-
drive assembly, precision optics built by O0.I.P. Belgium, and a laser supplied by
Eltro GmbH of Germany, a licensee of Hughes. During earlier trials the system
demonstrated more than twice the first round hit capability of a classic fire con=~
trol system. Reaction time to engage a target has been reduced to a few seconds.

A patent on pulsed laser holography has been awarded to Hughes. The new illumina-
tion technique permits holograms to be recorded in times as short as 30 billionths
of a second (an important factor in noisy environments). Earlier continuous-wave
gas lasers required long exposure times. Scientists foresee many valuable appli-
cations for holography in industry, medicine, dentistry, archeology, and teaching.

Cmn!mp a new world with eiecl'mnw.'s
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General Electric’'s new F101
augmented turbofan for the USAF
B-1 has passed initial design
review by the U.S. Air Force and
is on schedule for core engine
testing later this year. Important
milestones leading to flight test with
the North American Rockwell B-1

AIRCRAFT ENGINE GROUP
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time, on spec, on cost.. . for the |

are being met . . . on time, on
spec, on cost.

The F101 represents a significant
advance in aircraft engine
technology. In the 30,000 Ib. thrust
class, it delivers about the same
thrust as two of the J79 engines
powering today's high performance

aircraft. Yet it occupies 30% less
space and has a 25% lower specific
fuel consumption.

As a member of the B-1 team with the
U. S. Air Force and North American
Rockwell, General Electric is
dedicated to the advancement of

U. S. aviation technology.
205-26
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Airmail

conflict in Southeast Asia and having
talked with many returning pilots
since my “donlie” year at the Air
Force Academy, I can attest to the
veracity of your reporting. Conse-
quently, 1 could not help but teel
your August editorial, “Those Penta-
gon Papers—Who Needs Them?” to
be “right on.”

Many of your points in the first
paragraph are the very reasons for
which T conceive of our war as being
a misfeasance. I agree completely
with your aunalysis ol the Pentagon
papers. It seems paradoxical that the
American people are today unhappy
with President Thieu's actions with
respect to RNV’s elections in light of
the Pentagon, papers’ revelation that
the right of self-determination was
never a major factor behind our role
anyhow. So the title of your article
should not have been “The Pentagon
Papers—Who Needs Them?” but
rather “The Pentagon Papers—Who
Needs Them, Reads Them, or Heeds
Them?’—definitely a poor commen-
tary on the American public,

Just as PFC Edward R. DeBrava,
Jr., said in writing his winning Free-
doms Foundation essay, “The mis-
conception that freedom is simply a
privilege has allowed free men to
think that no effort is required of
them. Nothing could be further from
the truth, A free society that is pre-
occupied with its own diversions and
comforts will not long be a free so-
ciety,” applies likewise to threats from
without and the usurping of power by
a demagogue from within,

Of course, we both must realize
that not everyone is able to read the
AR Forck Magazine to glean the
misfeasance of our war. Calling the
administration of The New York
Times to task for their publicity ploy
in handling the release of the papers
was well spoken and needed.

However, just as AIR Force Maga-
zine has been so circumspect with re-
spect to the misfeasance of our war,
it has likewise been entirely myopic
regarding the malfeasance of the war.
It is here that we diverge. 1 oppose
our war because of both its misfea-
sance and its malfeasance (for the war
being  Dboth  illegal and immoral).
Therefore, in actuality your sin has
been as egregious as the Times.

I remember listening to the fighter
jocks at the Academy, back from our
war, griping out of one side of their
mouths over the limited targeting,
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which has, in effect, prevented many
civilian casualties, .while out of the
other side blaming Marshal Giap for
making war so dirty by theorizing
that all people are combatants and
having his troops practice such.

The fighter jocks only questioned
the morality of Giap’s theories, never
once realizing the hypocrisy of what
they were promoting. Their promo-
tion being, in effect, only a long-
armed Giap theory in which the com-
batant never has to face the civilian
he kills, where under Giap the com-
batant ul least laces his viclim, Of
course, Giap is limited by technology.
One could guess that he would pro-
mote the same tactics as have our
pilots and your magazine,

One can only picture American
cities previomsly virginal to external
enemies’ bombs (excepting the War
of 1812) being laid waste at the
bands of Giap and proponents like
those existing in our own Air Force
who decry the limited number of
targets. Again the specter of Dresden,
Hiroshima, and Nagasaki arises.

It is the bitterest of f{ruits when
we understand the hypocrisy of our
self-realization that we are no more
civilized than our ancestors who we
have, at least in our minds, disparaged
as being less civilized and more bar-
baric. It seems far more civilized to
have the leaders of the armies fight
to their deaths to establish a decision,
or cven simply armies as a whole, as
was done in the past. At least those
to dic would do so voluntarily and
those innocent people who have little
desire for and/or gain from the wars
could be immune.

I agree that our war has been a
misfeasance bul only in attempting to
lessen the malfeasance. We can end
both by getting out militarily while
attempting to help economically.

Peace and agape.

Lr. D. R. “CHIrp” TERRILL

National Correspondence Secretary

Concerned Officers Movement

Washington, D. C.

Dear Lieutenant Terrill: We're
pleased that you liked the editorial, a
bit distressed by your judgment of
the magazine's stand on targeting, and
fully aware that it takes a man of
strong conviction backed by a con-
siderable amount of guts to publicly
identify himself as an official of the
Concerned QOfficers Movement.

It seems to us that you have made
a starkly black-and-white judgment on
the targeting issue. AR FORCE Maga-
zine has criticized the restrictions
placed on the use of airpower in
SEA. We have never advocated in-
discriminate bombing, and never will.

(Reply continues on page 75)

AirForce

Sperry’s
there!

For this nation’'s newest air
superiority fighter—being
built by McDonnell Douglas—
Sperry is developing the
attitude and heading refer-
ence system, the digital air
data computer, the multi-
function display, and the

flux valve.

L
YsPrERRY RAND
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Airpower in the News

By Claude Witze

SENIOR EDITOR, AIR FORCE MAGAZINE

It was a typical Witze-ism. In August, Claude was
about to leave on a well-deserved and extended vaca-
tion that would take him out of the country. He asked
me, “Got any ideas about a column I could write now
that would stand up in October?”

“Why not skip a month?” I thoughtlessly responded.

“Look,” he growled, “as long as Witze is working
for AR FORCE Magazine, there’s going to be an ‘Air-
power in the News' every month.”

“Okay,” I said. “So how about sharing with your
readers some of the stories you've been regaling me
with? You're a critic of the press. How about estab-
lishing your credentials for the job?"

So he did, and we present them herewith. Some of
the best stories are not here, for obvious reasons. But
there are more than enough to show that when Witze
talks about newspapering, he’s been there.

—JouN F. LooSBROCK

The Wayward Press (Reminiscence Div.)

I never knew A. J, Liebling, the original Wayward
Pressman, except as a by-line and a legend. He was a re-
porter on the old New York World, a famous newspaper
that expired in 1931. It had been the World and my
youthful admiration for the works of Henry L. Mencken
on the Baltimore Sun that guided me into this inky busi-
ness in the first place. Ben Franklin, city editor of the
World when it passed away, was one of my teachers at
the Columbia School of Journalism in 1932, and he used
to talk about Joe Liebling,

Later, I found the tubby ghost of Liebling in the news
room of the Providence Journal when 1 went to work
there in 1936, There were many Liebling stories surviving
from his halcyon stint on that newspaper. One concerned
his eating capacity. In later years, Joe acquired a reputa-
tion as a gourmet, but in Rhode Island he was closer to
gluttony. They say that he could, and did, eat a full barrel
of steamed clams at the annual Journal staff clambake.
He would sit in a tent on the beach, while others were
swimming or playing softball, and when the games were
over therec were no more clams, He quit the Journal, de-
termined that he would work for the World. Refused a
job, he rigged a sandwich board saying “World Unfair
to A. J, Liebling”—or words to that effect—and picketed
the World's home on Park Row. It worked; he was hired.

A few years after the World folded, Joe joined the
staff of the New Yorker magazine, where he pounded out
a niche for himself in American letters. From time to
time, he would write an essay called “The Wayward Press”
that was a detailed study of the omissions, distortions, and
downright fiction he found in newspapers. It always was
well informed—he had some spies in the daily and wire-
service offices—and caustic. Frequently it was hilarious.
Joe did not like newspaper owners and was somewhat
bitter about the fact that they wanted to make money, too
frequently at the expense of good journalism. He viewed
with alarm the growing number of cities with no news-
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paper competition and compared the situation to the aboli-
tion of the free lunch in saloons, The lunch was made
illegal by the alcoholic-beverage control board. The cus-
tomers continued to buy beer and the saloon keeper raised
the prices. Joe maintained that the publisher in a one-
newspaper town can cut out the news, just as the saloon
keeper cut out the lunch, and there is not much the cus-
tomer can do about it.

Joe Liebling’s prejudices and convictions in this regard
have become outdated, in my opinion, but his basic idea
that newspapers need a hair shirt remains commendable.
That is why, in mid-1969, “Airpower in the News” inaugu-
rated an item called “The Wayward Press.” There is no
rule that it must appear each month and there is no effort
to borrow more than the title from Joe Liebling. In our
specialized area of interest, national security and all its
components, an extraordinary amount of misinformation
manages to get into print. Talk to anyone inside the mili-
tary-industrial complex and you will hear plenty of horror
stories about this. And, as Daniel Moynihan has pointed
out, there is an “absence of a professional tradition of
self-correction™ in the newspaper business.

On top of this, let it be understood that the First
Amendment, which has been tortured a great deal in recent
months, means just what it says. It provides Freedom of
the Press—always written in capital letters by the lower-
case press—and that includes the freedom to distort, lie,
misinterpret, misquote, and determine completely what is
fit to print. In the decade or more that I worked on the
copy desk of a metropolitan newspaper, which is where the
editors take their last look before words are put into
type, 1 had only two restraints. They were the laws of
libel, with which every copyreader must be familiar, and
my own newspaper’s standards of decency and ethics.

Such standards are set by people, and sometimes people
are no damned good. They have prejudices and eccentrici-
ties and axes to grind. Before I went to Providence, I
worked for about a year as telegraph editor of the Troy
(N. Y.) Record. In the early thirties, the publisher in Troy
had a thing about radio. A radio program in our paper
would look something like this:

6:00 .... News

6:30 .... Comedy
©7:00 .... Music

7:30 .... Comedy

At least a dozen times a night the news desk phone
would put me in touch with an irate Record customer
demanding the scheduled broadcast time for H. V. Kalten-
born, Amos ’'n’ Andy, Wayne King, or Fred Allen. I kept
a copy of the Albany newspaper at my elbow to answer
these questions. It was not many years, of course, until
the Record itself was in the radio and television business
and the policy was changed.

When 1 moved to the Providence Journal 1 found a
local desk rule that banned the word “suicide.” When Tom
Dewey was District Attorney in New York and busting up
Murder Incorporated, he grabbed one thug who turned out
to be a highly important source of information. Dewey
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locked this character up in an apartment house under a
twenty-four-hour guard. The man went in the bathroom,
the only place he was allowed privacy, and jumped out of
the window. I wrote the Journal headline, on page one,
that said:

JoE WHATSISNAME,
Key DEWEY WITNESS,
Is Founp DEAD

That was an accurate statement. It just didn’t tell the
story.

Many years before I joined the Journal, the newspaper’s
management had developed a real hatred for Franklin D.
Roosevelt, It went back to the time when, as Assistant
Secretary of the Navy under President Woodrow Wilson,
Mr. Roosevelt got into a row with the Journal over some
issue at the naval station in Newport, When FDR ran
for Vice President on the ticket with James M. Cox in
1920, his name, like suicide, was banned from our news
columns. A report on a political rally that year might
say, “The Democratic Vice Presidential candidate also
spoke.” There were no quotes or identification.

Without laboring the point, suffice it to say that a
newspaper is put out by individuals, and what is in it is
determined by their mental quirks and judgment. If there
has been any important change in the many years I have
been sweating and swearing in these fields, it is that the
apex of power in the newsroom has moved downward. The
policies I worked under, which gave us useless radio list-
ings and barred a word like suicide or FDR’s name, came
from the top management. We damned well put out the
paper the way we were told to put it out. Now we have a
generation working in top-prestige newsrooms that wants
to take over these prerogatives. They are what I call com-
mitted reporters and editors.

Joe Liebling defined three kinds of writers of news:

1. The reporter, who writes what he sees.

2. The interpretive reporter, who writes what he sees
and what he construes to be its meaning,

3. The expert, who writes what he construes to be the
meaning of what he hasn't seen.

Well, those definitions are inadequate today. I won’t
write a new set, but wish to suggest that my committed

Thirteen of Claude Witze's thirty-five years as a journalist
have been with AR FORCE Magazine. He is the winner of
several major awards for aviation writing.
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reporter, or advocate, must be added. He is a man with
strong personal opinions, and demands the right to use his
publisher’s Freedom of the Press to promoie his own
opinions in the columns of the publisher's newspaper.
James Aronson, admittedly one of these men, has written
a book called The Press and the Cold War, in which he
tells how he quit the New York Times in 1947 because
“my political and social philosophy had made it increas-
ingly difficult to write ‘objective’ stories for a newspaper
committed to United States policy. . ..”

Now, nearly twenty-five years after Mr. Aronson made
that decision for that reason, Tom Wicker, currently an
associate editor of the Times and, by my definition, a
committed reporter, appears to agree with him, Wicker,
writing in the Columbia Journalism Review, says that
newspapers must change so they “will serve our time.”
Wicker says “Let a hundred flowers bloom” is the only
recommendation he can make. First, he says, get the best
people, “those with the highest intellectual standards, with
the highest purpose.” And the best writers, “who have
sensitivity to what happens around them, who understand
how the specific can be translated into the general, [and]
who in the best sense are the novelists of their time.” The
editors of the Journalism Review clearly agree with this
approach. In another edition, they pose the question:
“With jobs more scarce, will newsmen have the will to
carry forward the so-called newsroom revolution?”

Personally, 1 am not convinced of the merits of this
revolution. It is perfectly possible for a determined and
competent newspaperman to pursue his journalistic inter-
ests within the organization. Not all publishers are greedy
and nefarious and stupid. When I worked on the Provi-
dence Journal copy desk, which I did for ten years, I
also wanted to write. I did some book reviews, Felix
Morley then was editor of the Washington Post, and,
from time to time, I sold him an essay that appeared on
the page opposite his editorial page.

When World War II broke out, my copy desk routine
grew more strenuous—there were plenty of sixty-hour
weeks—as staffers departed for the front. One of these
was George Pelletier, the Journal aviation editor. He later
rose to the rank of captain in the Navy, worked for Dan
Kimball when Kimball was Secretary of the Navy, and
moved, with Kimball, to Aerojet-General Corp. As an
airplane buff, following the air war in my daily desk
routine, I was a natural candidate to take over a small
part of George’s job. I was given a weekly aviation column
to write for the Sunday newspaper.

This continued for the duration of the war. When it
was over, I tried to convince my superiors that the Journal
needed a full-time staff aviation editor. There was no
luck until Ralph Damon, then president of American
Airlines, visited my publisher one day and sold him on
the idea. The Journal publisher was Sevellon Brown, one
of those rare, front-office birds who once had been a re-
porter himself, and a man who took seriously the Journal's
responsibility to its community. His paper was the only
one in town, but he ran it—morning and afternoon—
with the idea that he was competing against papers in
both Boston and New York. He ordered me removed from
the copy desk onto the aviation beat. From that day on,
the Journal had detailed coverage of the postwar explosion
in aeronautics—commercial and military.

Here again, it turned out that the problem was people.
There were some bosses in the newsroom at the Journal
who did not grasp the significance of what was going on
in aviation and why it was important to Rhode Island, its
citizens, and its industry. They did not know that Sevellon
Brown, if given the chance to make the decision, would
say that the role of the newspaper was to cover the story.
It is my studied opinion that in newspapers, as in all
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Airpower in the News

bureaucracies, there are little people who base their
judgments on the wrong assumptions. They do something
because they think the boss will like it. More often than
not, they are wrong,

One example, after I was put on the aviation beat,
was the annual struggle to get permission, and expense-
account privileges, to cover the National Air Races in
Cleveland, Ohio, In 1949, I broached the subject to a news
editor. His response: “What's the local angle?” At the
moment, there was no good answer to this question, except
that we were running a metropolitan newspaper and the
aviation editor should provide staff coverage of the nation-
ally significant Labor Day event. There was trouble, but
the publisher prevailed again and 1 went to Cleveland.
On September 3, 1949, Navy Lt, Elliot A. Buxton, a
native of Providence and son of a prominent physician
in our city, was a winner. He was a member of Squadron
VF-171, organized at Quonset Naval Air Station in Rhode
Island, and flew the McDonnell F2H-1 Banshee. Taking
off from the carrier Midway, fifty miles off New York,
Lieutenant Buxton went the 432 miles to Cleveland in a
bit under fifty-one minutes.

In the press box at the races, I collared a Navy pub-
lic information officer, Lt. George W. Fey, and with his
help the story was on page one in the Journal the next
morning, with pictures. (Fey, today, is the Washington
representative of the Sikorsky Aircraft Division of United
Aircraft Corp.) The Journal news desk learned that the
“local angle” comes out of the news and not the other way
around.

Newspapermen are continually rediscovering what the
trade calls “investigative reporting.” Sometimes it is called
muckraking and is tied to such names in journalistic his-
tory as Lincoln Steffens and Upton Sinclair. To begin
with, it is difficult to find an example of news reporting
that is not investigative or does not at least offer the
opportunity for investigation., On the Providence Journal
there was a great deal of investigative reporting when
Sevellon Brown was running the paper. Our staunchest sup-
porters said openly, sometimes from platforms, that with-
out the Journal the politicians would steal the state. In
the late 1940s, there were rumbles of deep discontent about
the state airport program and its administration. It was
under the control of a state Division of Aeronautics in the
Department of Public Works, There was a state aero-
nautics director who finally aroused the suspicions of
Publisher Brown. I was called to the front office, where
the boss discussed the problem with me and climaxed the
session with a question: “Is he honest?” My response was
that I did not know, never having tried to find out. My
immediate order was to go and find out. When Sevellon
Brown gave an order like that, he wanted it carried out
and he did not care how long it took or how much it cost.

In this case, it took many weeks and was my only
assignment during that period. I put several hundred miles
on my car, chasing over the back roads of Rhode Island.
More than a week was spent in the State Office Building,
studying public records—purchasing orders, in this case.
The evidence of skulduggery finally came to the surface
with ease, once the rumor went about that the Journal
was looking behind the scenes. Clandestine witnesses came
out of the woodwork. The entire account is not needed
here. Suffice it to say that the aeronautics director was
removed from office by the governor, The governor was
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John O. Pastore, who since has become a distinguished
member of the US Senate. Mr. Pastore never denied full
credit to the Journal for its role.

There was another incident, in which I had the col-
laboration, plus a great deal of help, of the late C. B.
Allen (see p. 22), then an aviation reporter for the New
York Herald Tribune, “C. B.” and I worked together on a
story involving the first new postwar transports put in
operation by American Airlines. It developed that the
carrier bought the airframes from the Convair plant of
General Dynamics Corp. and fitted them with surplus
bomber engines purchased from the government’s postwar
stocks. The airplane had been designed for a more power-
ful, new engine, and the switch had the effect of degrading
performance. The Herald Tribune and the Journal exposed
this situation, and American Airlines modified the power-
plants. Without this investigation, which necessitated one
trip to California in search of facts, the public never
would have known of the substitution, and many cities
would have been forced to extend airport runways to
accommodate the aircraft. The result was expensive for
American, but saved millions for the taxpayers.

Why should a metropolitan newspaper have an aviation
editor in the first place? One reason is to provide staff
coverage of an event such as Lieutenant Buxton's victory
at Cleveland. Another is to give the same kind of expertise
to the subject of aviation that the newspaper gives to a
major sport. There are newspapers in this country that
will send four experts to a football game, but cover the
Pentagon by dispatching a general assignment reporter,
detaching him for the moment from a story about the corn
crop over at the Department of Agriculture. Here is an
example of a story that needed newspaper aviation ex-
pertise and didn’t get it:

On March 2, 1965, before a House appropriations sub-
committee, Defense Secretary Robert S. McNamara testi-
fied that the Air Force's XB-70 bomber never had flown
at supersonic speed. He then argued, from this basis, that
the airplane made minimal contributions to the state of the
art and that the money spent on it was, for the most part,
wasted. Not a single newspaper, to my knowledge, pointed
out that the XB-70 had flown at supersonic speed on
October 12, 1964, October 24, 1964, and on February 16,
1965—all prior to Mr. McNamara’s erroneous testimony.
The supersonic flights had been announced by USAF when
they took place. If a baseball commissioner offered equally
bad information about a team record or how many home
runs Babe Ruth walloped, the sports writers from every
daily in the country would have been screaming.

This is why I have so little sympathy for newspaper
tycoons who contend the government has a credibility gap.
Honestly, now, who has a credibility gap? John F, Ken-
nedy, working from information provided by Robert Mc-
Namara, killed the Skybolt air-launched ballistic missile
program because, he said, the technology was “beyond us.”
This was not true. Was the credibility gap in the Kennedy
Administration, or did it rest on the desk of the news-
paper reporters and editors who should have known better
and said so?

There are examples to prove that the press, on occa-
sion, can outdo the pros. A couple of years ago, on a
visit to the Air War College at Maxwell AFB in Alabama,
I was accosted by an Air Force colonel, who shall go
unidentified in this account, He told me there was a time,
in 1955, when he hated me. Naturally, I wanted to know
why. It turned out that in the cold months of early 1955,
when I was military editor of Aviation Week magazine, 1
covered a frigid military exercise in Alaska—specifically,
at a place called Talkeetna. My friend, in 1955 a USAF
major employed in the Pentagon, had been sent to the
same exercise with a headquarters team to compile a
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report on USAF’s performance in the Arctic airdrop ex-
ercise. There had been weeks of preparation, and the
major had his men scattered all through the show. They
monitored the cockpits of the C-119 aircraft, the mainte-
nance problems, the loading, the airdrop itself, and the
complications of withdrawal. The team dashed back to
Washington, via C-124, and spent a frantic weekend put-
ting the report together. On Monday morning the Air Staff
pushed their results to one side and used the Aviation
Week material, filed from my typewriter at Elmendorf
AFB the previous Wednesday. The colonel said it took
him more than a decade to forgive me.

Another story from my Aviation Week days, which must
go in an account about newspapering, involves the pres-
tigious New York Times. A highly competent reporter
named Jack Raymond, since departed to greener pastures,
covered the Pentagon for the Times in that period. One
morning he had a story in a lead column on page one
of his paper that the editors certainly had put there because
they were convinced of its news value. The subject escapes
me at this writing, but I hailed Jack Raymond with some
pique in my manner and told him the same news had
been disclosed in my magazine, three weeks earlier. His
response: “It's not news until it’s in the Times.”

It is this kind of attitude that stirs the bile of com-
petitors and also the public figures we rely on for news
in the first place. If the truth were known, the inner man-
agement of some major newspapers—a subject never
placed under scrutiny by the press—makes the operations
of other corporations and many government agencies look
like models of efficiency and high cost-effectiveness. I
know of one major newsroom where the determination of
what will be printed depends less on the public’s need to
know than it does on how the available space is to be
divided among local, national, and foreign affairs. The

wrangle goes on every night before the paper goes to press.
If a cabinet officer from Washington gives a speech at a
downtown hotel about international affairs, is it local,
national, or international news? Which editor’'s space al-
location must carry the burden? The event took place
locally. The speaker came from the national capital. His
subject involved overseas matters. Believe it or not, the
three editors argue about the coverage. Sometimes the
story is left out entirely because they can’t agree.

There are other failures that cannot be blamed on such
idiotic differences. At the conclusion of World War II,
a literal army of newspapermen was tramping through the
wreckage of Japan and filing daily accounts of what they
saw. On the Providence Journal copy desk I had seen mil-
lions of words from the Associated Press, the United Press,
the International News Service, the North American News-
paper Alliance, the Chicago Daily News, the Baltimore
Sun, and a couple of other services now forgotten, The fact
remains that, after reading all this and inflicting a por-
tion of it on Journal subscribers, 1 did not know what
happens when an atomic bomb explodes until John Hersey
wrote his immortal story for the New Yorker magazine on
August 31, 1946. I still have my copy of that issue, The
daily press had been scooped.

At the annual spring meetings of the American Society
of Newspaper Editors and the American Publishers Asso-
ciation, there is a great deal of chatter, and more ponti-
ficating, about newspapering as a profession. The fact is,
it is not a profession. There are no professional standards
and no efforts to set any standards. To be a newspaperman,
the only thing you have to do is get a job on a newspaper.

Joe Liebling was a newspaperman’s newspaperman.
When he wielded his scalpel in “The Wayward Press,” it
was more in sorrow than in anger. The same is true in AIR
ForcE Magazine, where 1 have plagiarized his title. L]

TAXI, ANYONE?

One morning, during a staff visit to Korea, I awoke earlier than usual. Decid-
ing to have breakfast at the Officers’ Club before going to the flight line for
departure, I called the motor pool for transportation. Fifteen minutes later,
nothing had happened. I called again and was assured that a car was on the way.
Nothing happened. The third and fourth calls produced the same assurance and,
needless to say, the same results. Fortunately, a station wagon appeared on the
scene for baggage pickup, and I was on my way to the Club.

With this rather disturbing experience still fresh in mind, I asked to have a
car pick me up within thirty minutes, The Vice Commander in Chief, who was
heading our staff team, had made it clear that he wanted to meet all times on our
itinerary to avoid inconveniencing any of our host units.

Some twenty minutes later, I advised the motor pool that I was ready to be
picked up. Five minutes passed. No one and nothing had appeared. Abandoning
all pretext of civility (it was now a couple of minutes before time to board the
aircraft), I called the dispatcher and said rather firmly, “Sergeant, you'd better
have something over here right away, no matter what it is.”

After five more minutes had dragged by, an airman came up to me, saluted,
and said, “Sir, I am your driver.” Thank God. But something was wrong. In his
hand, the airman was holding a bumper plate with a general officer insignia.
Not seeing any type of transportation, much less a staff car, I asked, “Driver,

how did you get here?”
“I took a taxi, Sir.”

“Really. How do you expect me to get to the flight line?”

“I don’t know about that, Sir,” he replied. “The chief dispatcher at the motor
pool said that a pretty damned mad general at the Officers’ Club told him to get
something over there right away, no matter what it was. Here I am, Sir.”

—CONTRIBUTED BY BRIG. GEN. VICTOR N, CABAS,
ASSISTANT DEPUTY CHIEF OF STAFF FOR OPERATIONS, PACAF.

(AR ForCE Magazine will pay $10 for each anecdote accepted for publication.)
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News, Views
& Comments

By William P. Schlitz

ASSISTANT MANAGING EDITOR, AIR FORCE MAGAZINE

WasHINGTON, D. C., SEpT. 14
Keeping a tight rein on what it con-
siders a project vital to the future,
the Air Force recently concluded a
review of its B-1 bomber program.

The review, conducted at North
American Rockwell Corp., the B-1
prime contractor, determined that de-
velopment of the new aircraft is on
schedule and within design specifica-
tions.

The preliminary design review is
the initial application of management
procedures established to ensure that
the B-1 will keep to its schedule of
first flight in April 1974, The review
was undertaken by personnel of the
B-1 Systems Program Office, Wright-
Patterson AFB, Ohio.

In a related matter, the Air Force
has approved a plan for development
of the B-1’s avionics subsystems. The
proposal was submitted by Maj. Gen.
Douglas T. Nelson, B-1 System Pro-
gram Director.

The crux of the plan is to use off-
the-shelf hardware where possible;
where not, engineering development
of required items will occur.

The plan calls for the source selec-
tion of a contractor to develop or
subcontract the prototype avionics

hardware, This contractor will be re-
sponsible for the aircraft’s computer,
software, controls and displays, stores
management system, and total sub-
system integration,

Other source selections will develop
the plane’s electronic countermeasures
gear and infrared surveillance systems.

The avionics interface contractor is
to work closely with North American
Rockwell, which has overall respon-
sibility, to integrate the subsystems
into the B-1 weapons package as
smoothly as possible.

It was also announced that Good-
year Aerospace Corp. has been picked
to develop the Apollo-type flotation
system for the B-1's crew escape cap-
sule. (In an emergency, the entire
crew compartment of the aircraft will
eject as a single unit and float to earth
under three large parachutes; the flo-
tation system, of course, is for water
landings.)

The severance system, parachute-
escape-system retractors, and the crew
restraint assembly for the B-1 will be
constructed by Ordnance Engineering
Associates, Des Plaines, Il

W

According to London’s prestigious

The engine on the right, being examined by the technicians, is a mockup of General
Electric Co.'s F101 augmented turbofan engine, designed for USAF's new B-1 bomber.
Beside it are two J79 engines that power the F-4 Phantom, whose total thrust one
FI101 will duplicate at thirty percent less volume and a quarter less fuel use.
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Retired Air Force Col. Ward E. Cory
gets a first-hand demonstration of con-
trol-tower operations at Richards-Gebaur
AFB, Mo. The three traffic controllers
are his sons: Seated, Airman Stuart M.
Cory, Laredo AFB, Tex.;, AIC Stephen
D. Cory, left, Altus AFB, Okla.; and
SSgi. Ward E. Cory, Jr., George AFB,
Calif. The three-of-a-kind is unique in
USAF.

International Institute for Strategic
Studies, the Soviet Union’s land-based
ICBM force now numbers 1,510, al-
most half again as many as the US
has.

In its recently published “Military
Balance 1971-1972,” the Institute said
that the USSR’s force of submarine-
launched ballistic missiles also has
risen, to 440, largely because of an
increase in the new Y class nuclear
submarines, which now total twenty.
These boats are being built at the rate
of seven or eight a year.

The Institute said that this Russian
effort could erase the US’s present
lead of 216 SLBMs by 1974.

The Institute qualified its statistics
by reminding readers that, while the
US has not multiplied its launcher
force, it is increasing the number of
warheads. One hundred Minuteman I's
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have been replaced with the Minute-
man III, each of which contains three
independently targeted warheads. By
1975, this program will have the effect
of doubling the number of targets
capable of being hit.

Also, the US sub force is being
converted to take the advanced Posei-
don SLBM with its ten independently
targeted warheads. At the conclusion
of that program, warheads of the US
SLBM force will have increased from
1,500 to more than 5,400.

The Russians, on the other hand,
have had an active test program for
multiple warheads since 1968 for use
on their very large SS-9 missiles, (The
SS-9 is known to have a greater
“throw weight” capability than any
US missile in use or planned.)

The Institute in its annually pub-
lished “Military Balance” also made
note of Soviet growth in both land and
sea forces.

Through an exclusive agreement
with the Institute, AIR Force Mag-
azine will reprint in its December is-
sue the “Military Balance 1971-1972"
as a service to our readers, The Insti-
tute is highly regarded worldwide for
the thoroughness and efficiency of its
research, and the “Military Balance”
issue of AIrR Forck should find a useful
place on that shelf of handy refer-
ence material.

W

The bustle of many months will

Artist's conception of a joint US/Canadian
project to develop an Air Cushion Landing
System (ACLS) to permit military trans-
port aircraft to operate from almost any
kind of surface. Textron’s Bell Aerospace
Division has the $4.6 million contract.
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climax with the October 29 opening
of the Japan International Aerospace
Show 1971.

The exhibition, at Nagoya’s Komaki
Airport, is to continue through No-
vember 3. It is billed as the “biggest
display of aviation and space products
ever mounted in the Far East.” Japan
previously hosted air shows in 1966
and 1968.

The show is considered prestigious
enough to rate performances by the

Dubbed “Fat
Albert,” the Air
Force's C-5 Galaxy
recently showed its
stuff by conduct-
ing a nonstop
flicht to Vietnam
with cargo from
the Sharpe Army
Depot, Calif., con-
sisting of the
twenty-two heli-
copters shown at
left, plus six tons
of other material.
It was the largest
number of helicop-
ters ever airlifted
in a single flight.

US Navy's Blue Angels aerobatic
team and the US Army’s Golden
Knights parachute team.

Among aircraft at the show, Russia
will display its tri-engine TU-154 busi-
ness jet and its MI-8 and KA-26 heli-
copters.

Entries from Great Britain will in-
clude the Hawker Siddeley V/STOL
Harrier, which the US Marine Corps
is buying. Japan's Maritime Self-
Defense Force views the Harrier as
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a good contender for a future ASW

role.
A

In an unprecedented move in its
forty-five-year history as a federal
contractor, Pratt & Whitney Aircraft
recently filed a formal complaint
against the award of a governmental
contract to another company.

This followed NASA’s selection of
North American Rockwell's Rocket-
dyne Division to build the engines for
the space agency’s proposed Space
Shuttle (see September issue, p. 53).

The contract has an estimated
value of at least $500 million.

P&W asked that NASA not finalize
the contract award until the Govern-
ment Accounting Office, watchdog
over federal spending, has reviewed
Rocketdyne’s selection. It was be-
lieved that P&W has some hefty con-
gressional support on its side of the
argument,

Such confrontations between firms
over federal contract awards are on
the increase now that a real crunch
has hit the economics of the aero-
space industry.

For its part, North American
Rockwell said that P&W’s protest
over the award was “completely un-
justified.”

Chief of NR, Robert Anderson,
deplored P&W’s move and the delay
it might cause in implementing the
program. He said that his company’s

e ) o S

Four F-111E fighter-bombers of the 20th Tactical Fighter Wing
this summer deployed for the first time from RAF Upper Hey-
ford, England, to Greece. The swing-wing aircraft are the lastest
addition to the US Air Force's weapons inventory committed

to the support of NATO forces.

20

credibility was based on an unsur-
passed record of building rocket en-
gines for almost eighty percent of the
nation’s space launches. “A total of
twenty-six Rocketdyne engines were
used on Apollo-15 and they per-
formed flawlessly,” he said.

W

In the face of conflicting opinions
as to just what degree our youth in
uniform has been drawn into the
drug nightmare, USAF has expanded
its wurinalysis testing to single out
users of heroin and other drugs.

In SEA, all individuals going on
R&R or on leave in CONUS are
being tested.

Also, selective testing within non-
SEA areas of PACAF and USAFE is
taking place, and at Lackland Mili-
tary Training Center on the basic
trainee level.

Plans are afoot to expand testing
to all personnel in PACAF and
USAFE, with AFSC to act as man-
ager in testing all other Air Force
personnel.

According to the US Air Force, the
CONUS testing program will be fully
operational by March 1, 1972, and
the full program overseas by Feb-
ruary 1, 1972, All overseas re-
turnees will undergo urinalysis, which
will also be given to USAF people at
random and during periodic physi-
cals.

When in full swing, the program
will analyze samples for traces of
amphetamines and barbiturates, as
well as heroin and other opiates.

In a related matter, Defense Secre-
tary Melvin R. Laird has instructed
the services’ Discharge Review Boards
to look over administrative discharges
of other than honorable conditions
that were meted out *solely on the

basis of personal use of drugs or pos-
session” for such use.

The aim is to permit recharacter-
ization of drug users’ “undesirable”
discharges to “under honorable con-
ditions” to allow eligibility for VA

medical help.

In its 1971-72 edition of Aerospace
Facts and Figures, the Aerospace In-
dustries Association has compiled
data bearing out pessimistic forecasts
regarding most segments of the aero-
space industry, AIA, however, has
also highlighted some areas that
portend rosier prospects for the
future.

On the minus side, sales, employ-
ment, profits, and backlog all de-
clined in 1970 from 1969. (The in-
crease in unemployment, as expected,
has continued into 1971.)

[While AIA quotes a new record
for aerospace exports of $3.4 billion
in 1970 against $3.1 billion in 1969,
the recent steps taken by the Nixon
Administration to shore up America's
position in the international market-
place make any forecast for the
future difficult.]

On the plus side, AIA emphasizes
the following:

® “Space sales for 1970, which
dropped from $4.3 billion in 1969
to $3.6 billion in 1970, were largely
due to the virtual completion of the
hardware phase of the Apollo pro-
gram. However, the Space Shuttle
program, a major step forward in
economic space exploration, and the
Earth Resources program for un-
manned satellites, are moving ahead.

® ‘“‘Nonaerospace sales, which re-
mained virtually the same over the
1969-70 period, are expected to in-
crease as the advanced technology

During the stay at Greece's Athenai Airport, an F-111 pilot
explains to visiting dignitaries the intricacies of cockpit opera-
tions. The nonstop, unrefueled training flight to the Mediter-
ranean took less than four hours, demonstrating the mobility
and rapid-response capability of USAFE.
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Representing all uniformed Americans, Gen. Bruce K. Holloway, Commander of SAC,

officially transfers one of the largest donations ($25,000) ever made to the USO from
Arthur C. Storz, Sr., rvicht, to Gen, Emmett O'Donnell, USAF (Ret.), National Presi-

dent of the United Services Organizations. Mr. Storz presented the check on behalf
of the Eugene C. Eppley Foundation, an Omaha philanthropic organization that has
contributed some $35 million to medical, education, and youth groups since 1949.

generated by the aerospace industry
enters an application phase to domes-
tic and social problems. The industry
is already heavily involved in trans-
portation hardware work for the
Urban Mass Transportation Adminis-
tration. The broadening development
of a marketplace for aerospace tech-
nology in socio-economic fields ap-
pears promising.

® “Obligational authority for aero-
space products from two major cus-
tomers—DoD and NASA—are esti-
mated to increase $1 billion in Fiscal
Year 1972 (compared with FY 1971)
to a total of approximately $18 bil-
lion.”

A,

W
In a recent White Paper on de-
fense, Canada announced plans to re-

tire its subsonic Bomarc antiaircraft
missiles, deeming them obsolete in

William P. Schlitz, who joined
the staff of Alr ForCcE Magazine
in November 1968, as News
Editor, has been named Assis-
tant Managing Editor. He will
continue to contribute the popu-
lar feature *“Aerospace World”
to each issue of the magazine.
Since July 1969, Mr, Schlitz
has also been Managing Editor
of AFA's sister publication,
AEROSPACE INTERNATIONAL.
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terms of today's threat. Canada cur-
rently maintains two Bomarc squad-
rons.

At the same time, Canada reaf-
firmed its link with the US in de-
fense of North America, and
promised full cooperation in the sur-
veillance and early-warning role. Use
of Canadian airspace and facilities
by US aircraft will continue.

However, Canadian Defense Min-
ister Donald S. MacDonald said that
Canada had no intention of becoming
involved in the US antiballistic mis-
sile system, and in effect ruled out a
request to permit designation of
North Bay as the alternate North
American Air Defense Command
headquarters (in the event that the
Cheyenne  Mountain  headquarters
near Colorado Springs, Colo., were
knocked out in an attack).

The White Paper calls for an in-
crease in Canpada’s armed forces by
about 1,000 personnel for a total of
83,000 by 1973, (Canada has an all-
volunteer, service-integrated military
force.) Canada’s defense budget will
increase by about $18 million to $1.8
billion, while an estimated $5 million
a year will be saved by shelving the
Bomarc missiles.

Canada also plans no further re-
duction in its NATO commitment of
2,800 personnel stationed in Europe.
It will, however, replace its British-
built Centurion tanks with relatively
light, air-mobile, close-fire-support
tracked vehicles. This equipment re-
placement will occur at home as
well—thereby  “getting [Canadian

July 1976, Viking landing on Mars will use
Terminal Descent Landing Radar now in
development.

Man-rated Landing Radar for the Apollo
Lunar Module provides precise altitude
and velocity during lunar landings.

Surveyor Radar Altimeter and Doppler Ve-
locity Sensor guided five spacecraft to
soft lunar landings.

IF YOU WANT TO LAND YOUR
SPACECRAFT ON THE MOON OR PLANETS,

LET OUR RADAR DO IT.
"
TELEDYNE
RYAN AERONAUTICAL

SAN DIEGO, CALIFORNIA 92112
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forces] out of the heavy armor busi-
ness,” as one spokesman said.

Three CF-104 squadrons in Europe
—currently assigned reconnaissance
and nuclear-strike missions—will con-
vert to a conventional attack role.

In eastern Canada, the White Paper
disclosed, three CF-101 Voodoo
squadrons will take over all inter-
ceptor tasks, including some now
performed by US aircraft.

W

The FAA reports that in 1970
active pilots in the US reached a
new high of 732,729, two percent
above 1969’s 720,028. There were
increases in every major category ex-
cept student pilots, FAA said.

The sharpest rise occurred in those
pilots rated to fly helicopters only:
these rose a whopping fifty-six per-
cent, from 4,286 to 6,677.

Private pilots, representing forty-
one percent, increased by one percent
to 303,779.

Commercial pilots—twenty-five per-
cent of the total—rose six percent
to 186,821.

Airline pilots were up ten percent
to 34,430—the same growth rate as

in 1969,
b

The Army awarded Lockheed Air-
craft Corp. a $47.8 million contract
to continue development of the AH-
56 Cheyenne attack helicopter.

Despite the new money, Lockheed
stands to lose $72 million on the heli-
copter development program. Two
years ago, when R&D problems arose,
Army canceled a production contract
that would have been worth an esti-
mated $50 million to the company.

With regard to the close-support
role, at a recent news conference on
Capitol Hill, spokesmen for the Mem-
bers of Congress for Peace Through
Law called for the immediate termina-
tion of the Cheyenne program; a cut-
back to sixty (from 114) in the pur-
chase of the British-made V/STOL
Harrier for the US Marine Corps; and
continuation of the USAF-sponsored
A-X aircraft.

Y

Despite the dedicated efforts of
many groups and individuals, the dis-
heartening situation confronting the
US MIA/POWs in Southeast Asia—
and their families—has improved
little.

22

Six golf-cart batteries make up the powerplant for Air Force Capt. Joe Allred's
“electromobile” on the left. (A normal VW is on the right.) He built the electric power
system into his 1962 Volkswagen in his spare time. Its range is about fifteen miles, and
the batteries take about four hours to recharge. Top speed of the clectromobile is
forty mph. Captain Allred is stationed at Hanscom Field, Mass.

In some respects, it has deterior-
ated, especially in regard to the num-
ber of letters received from POWs. In
1970, our men were permitted to send
2,600 pieces of mail from North Viet-
nam. Through the first eight months
of this year, only 470 letters were sent
from POWs in the North. So far, of

C. B. Allen

The death of Carl Beaty (C.
B.) Allen in a Winchester, Va.,
hospital on August 12 left a
big hole in the aviation writing
fraternity. He was 75.

C. B. had just about seen it
all. He was an Army pilot in
World War I and served in the
AAF in World War II. He cov-
ered Lindbergh’s transatlantic
flight for the old New York
World and remained a close
friend of Lindbergh thereafter.
He covered the burning of the
dirigible Hindenburg for the
New York Herald Tribune, for
which he toiled from 1934 to
1953, excepting only World
War II service. His postwar beat
for the Herald Tribune was at
the Pentagon,

In 1953 he became assistant
to the president of the Glenn
L. Martin Co. (now the Aero-
space Group of Martin Marietta
Corp.). In 1965 he retired, but
continued as a consultant to the
company. In retirement he made
his home in Moorefield, W. Va.,
where he was born in 1896.

We miss him very much.

—J.F.L.

at least 339 men held prisoner there,
just 190 men have been allowed to
write.

Back in 1970, the first and only
letter was received from a US ser-
viceman held captive in South Viet-
nam. No other word has come from
some 800 other Americans declared
missing in action there and in Cam-
bodia and Laos; all remain unidenti-
fied as to status.

Adding to the grief brought on by
the drop in mail from the POWSs has
been a marked decline in prisoner
morale: “Some of the letters have been
extremely distressing in the despair
the men convey” (see also “MIA/POW
Action Report,” p. 86).

pxe

Aerospace Defense Command re-
cently assumed operation of a seven-
site radar system built to detect sea-
launched ballistic missiles.

The Sea-Launched Ballistic Missile
Detection and Warning System will
scan the coastal waters of both west-
ern and eastern North America. Six
of its locations are Charleston AFS,
Me.; Ft. Fisher AFS, N. C.; MacDill
AFB, Fla.; Mt. Laguna AFS, Calif,;
Mill Valley AFS, Calif; and Mt
Hebo AFS, Ore. A seventh SLBM
warning site has been constructed at
Laredo, Tex.

w

Helicopters have many uses, and
we're intrigued when we learn of new
ones.

Recently, a small helicopter painted
in official colors of the Mexican At-
torney General’s Office set down in
the courtyard of the maximum-secur-
ity Santa Maria Acatitla prison near
Mexico City. Guards came to atten-
tion and presented arms, assuming

AIR FORCE Magazine / October 1971



Capt. Bob Ramsay, assis-
tant director of the Air
Force Academy’s Candi-
date Advisory Service, dis-
cusses life at the Academy
with a member of the
Cadet Wing. Captain Ram-
say is responsible for
contacting young men in
minority groups across the
country who are interested
in receiving an appoint-
ment to the Academy. He
travels thousands of miles
each year to speak to
groups and individuals.

visiting brass would step out. Instead,
two prisoners stepped in, and the
whirlybird buzzed off.

To our knowledge, it was the first
time that a helicopter has been in-
strumental in busting someone out of
jail—other than in TV’s “Mission Im-
possible,” that is.

The escaped prisoners were Joel
Kaplan, an American convicted of
murder, and his Venezuelan cellmate,
Carlos Antonio Contreras Castro, up
for counterfeiting and forgery. (Add-
ing an element of intrigue to the affair
was a subsequent statement by Kap-
lan’s attorney that his client was an

agent of the CIA, which had engi-
neered the daring escape.)

The escapees later were reported at
an airstrip 100 miles from Mexico
City, boarding a lightplane for parts

unknown.

pX¢

Another Air Force Academy Fal-
con has earned a niche in the hall
of fame. This time, however, the Fal-
con is—a real falcon.

Seems that the feather used by Col.
David Scott to test Galileo’s theory
of gravity during Apollo-15's recent
stay on the moon came from an Air
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FOR
NAVIGATION

The AN/APN-200 Doppler Velocity Sensor
provides precision velocity in a single
unit for the Navy's new S-3A ASW aircraft.

The AN/APN- 182 Doppler radar provides
helicopters with point-to-point navigation,
auto-transition and automatic hover.

/ py—

For 10 years remotely piloted vehicles
have used our radar navigation systems
and altimeters for missions around the
world,
IF YOU WANT TO NAVIGATE
AND CONTROL YOUR AIRCRAFT,

LET OUR RADAR DO IT.
q\\
TELEDYNE
RYAN AERONAUTICAL

SAN DIEGO, CALIFORNIA 92112
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“THE MILITARY BALANCE”
1971/7 2

By special arrangement, we are privileged to present The Institute for Strategic
Studies’ prestigious annual report, “The Military Balance,” a country-by-country
analysis of the world's military forces and equipment, The Institute, a world-famous
military authority, has long been recognized for its scholarly research. “The Military
Balance” is one of their most respected and sought-after military research studies.
The December issue of AIR FORCE Magazine, containing this report, will not only
be widely read, but is sure to serve as a tabletop reference throughout the year.
Your advertising can be part of this important publication. Closing for advertising
reservations is October 29, Contact your nearest AIR FORCE sales office for further
details.
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Academy mascot named “Hungry,” a
Colorado prairie falcon,

Hungry is a celebrity in her own
right, what’s more. She is trained to
perform exhibition flights during
home and away football games, the
Academy informs us.

She’s a youngster—only six years
old—and has called the Academy
home since she arrived there in 1965
when only an “eyas” (or baby in fal-
coner language).

Her feather, as well as others molted
at the Academy’s falcon mews (cages),
was obtained by Mrs. Scott, at the
Colonel's request, from Maj. Leo W.
Stockham, an associate professor at
the Academy’s Department of Aero-
nautics, who was a classmate of
Colonel Scott’s while both studied for
master’s degrees at MIT,

W

The Air Force has initiated full-
scale development of the Subsonic
Cruise Armed Decoy (SCAD).

SCAD is to be used by bombers
to confuse enemy ground and air-
borne defenses. The missile’s radar
image will closely resemble that of a
bomber, thereby enhancing the latter’s
penetration capability.

To develop SCAD, USAF will em-
ploy a unique management arrange-
ment used previously in producing
ballistic missile and space systems.
The Systems Program Office at
Wright-Patterson AFB, Ohio, is to be
beefed up and, rather than delegat-
ing responsibility to a prime con-

tractor, will itself control integration
of SCAD’s various subsystems and
rctain responsibility for performance
requirements.

Requests for proposals for air-
frame, engine, guidance navigation,
and decoy subsystems will be issued
for competitive bidding shortly after
the FY 1972 appropriations bill is
passed, Air Force said.

SPO is to coordinate engineering
compatibility, and the entire program
will be accelerated, applying the “fly-
before-buy” yardstick, USAF said.

pX¢

NEWS NOTES—Neil A, Arm-
strong, the first man to walk on the
moon, has resigned as NASA's Ad-
ministrator for Aeronautical Develop-
ment to teach engineering at the Uni-
versity of Cincinnati (see photo, p.
36).

The US’s first man in space, Alan
B. Shepard, Jr., was promoted to the
rank of rear admiral in August.

Lockheed Aircraft received a $64
million supplement to its contract to
build C-5s; the total now is $2.74
billion.

United Aircraft won a $29.5 mil-
lion addition to its Navy contract to
build engines for the F-14A.

Mainland China ordered six Tri-
dent airliners from Britain’s Hawker
Siddeley, reinforcing talk that China
plans an international airline; total
cost for the Tridents will reach about
$50 million.

DoD has announced that West
Germany will purchase 175 McDon-
nell Douglas F-4 Phantom fighters
beginning early in 1973 through early
1976. Total cost—with General Elec-
tric Co. expected to build the engines
—will run over $1 billion. Major de-
tails still have to be worked out, how-
ever, DoD said, ]

At recent ceremonies at the Air Force Musceum, Col, Henry D. Chiu, aide to Gen.
Bruce K. Holloway, presented memorabilia of the SAC Commander's World War Il
experiences with the 23d Fighter Group in China. Col. Bernie S. Bass, left, Museum
Director, and Museum Curator Mark Sloan, right, examine the souvenirs. The collec-
tion will eventually be displayed in the Museum's new home, Wright-Patterson AFB.
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Helicopter-installed radar has achieved
consistent detection of moving, low-level
aircraft in sea and ground clutter.

Electronic beam steering offers high
speed, inertia-less scanning, and con-
formal mounting,

il

IF YOU NEED TO FIND IT,
MEASURE IT, TRACK IT,

— LET OUR RADAR DO IT.
TELEDYNE
RYAN AERONAUTICAL

SAN DIEGO, CALIFORNIA 92112
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Airman’s Bookshelt

A Sort of Military History

From the laws of Victory, by
Charles M. Fair. Simon &
Schuster, New York, N. Y.,
1971, 445 pages with bibliog-
raphy and index. $8.95.

Mr. Fair chooses as his title and
text the comment of President Lincoln
about General Ambrose Burnside after
Antietam: “Only Burnside could have
managed such a coup, wringing one
last spectacular defeat from the jaws
of victory.”

The book is subtitled “A History of
the Character, Causes and Conse-
quences of Military Stupidity, from
Crassus to Johnson and Westmore-
land.” The subtitle will probably guar-
antee the book a large sale and Mr.
Fair’s fluent and acidic pen will give
many readers what they are looking
for: a selective survey of some of
history’s less notable military failures
with a suitable antimilitary/antiestab-
lishment interpretation throughout.

Mr. Fair, according to page 139
of “Contemporary Authors,” is at pres-
ent a specialist in neurophysiology,
which may explain his degree of
expertise in military history, He
sweeps the ages, focusing on Crassus—
whose defeat at Carrhae was hardly
a turning point in history—Edward
111, Philip II of Spain, Charles XII of
Sweden, Peter the Great, Napoleon,
McClellan, Burnside, de Wimpffen,
Hamilton, Haig, Hitler, and finally his
arch-criminals Johnson and Westmore-
land.

QOccasionally Mr. Fair's wit pro-
duces a literary gem: . . . “[French]
reserves of valour, which in their
long history they have seldom been
found to lack, and have not infre-
quently needed.” Regrettably, literary
brilliance is not an acceptable sub-
stitute for historical analysis.

The author does reveal military
stupidity, or rather he allows exten-
sive quotations from Plutarch, Frois-
sart, Fuller, Freeman, and the En-
cyclopedia Britannica (1911 edition)
to reveal it for him. Napoleon is
dismissed as possessing only “spur
of the moment capability,” Burnside
is a “nihilistic professional,” West-
moreland’s “real bent was apparently
for devices,” and Johnson is marked
by a “rather brutal nature and pliant
morality.”

Such assessments, however, might
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carry more weight if the limitations
of Mr. Fair’s scholarship were not so
frequently and wunhappily revealed
every time he falls off the edge of his
sources. Liddell Hart really is not
best known for his concurrence in the
Maginot Line; Clausewitz’s “first prin-
ciple” is not “the primary objective
in war is to destroy the enemy’s army
or his fleet or both”; the Levée en
Masse of 1793 might just have had
something to do with total war before
Sherman became its “inventor”; the
French did in fact have “a plan” in
1914; the senior British generals in
1914 were anything but “university
trained”; the German economy was
not “superbly organized for war” in
1939, nor did the Nazis possess “a
backlog of first-rate weapons.” By the
time Mr, Fair reaches his real con-
temporary targets, his credibility is
badly tarnished. He has slid smoothly
from speculation to assumption to
“fact” too many times, although the
pleasant unpredictability of his selec-
tion processes has kept the attention
of the reader.

In the chapter on “Johnson vs. the
Eastern Intellectuals,” the more popu-
lar critics of the war in Southeast
Asia are paraded, and the weaknesses
of the earlier chapters maintained,
which is a pity, because presumably
Mr. Fair has constructive intentions.
However, his conclusion that, to avoid
the military stupidities of the past,
“the only sensible course is to develop
a Method and a System,” isn’t exactly
revolutionary.

An analysis of military failure could
have been so valuable: Cornwallis,
Villeneuve, Lee, Ludendorff, and
Goering really did fail in ways that
changed history, but on them Mr.
Fair is silent. Instead, he convincingly

substantiates part of his own foreword
to his earlier book, The Dying Self
(Wesleyan University Press, 1969):
“Historical evidence is mostly of a
kind one would never accept in the
library or even in law; . . . one can
interpret it according to one's bias by
stressing the facts which arc ‘signifi-
cant’ and underplaying or ignoring the
rest.”
—Reviewed by Wing Com-
mander Richard A. Mason,
RAF, Department of History,
US Air Force Academy.

National Security—Two Views

The Pentagon Watchers—Stu-
dents Report on the National
Security State, edited by Leonard
S. Rodberg and Derek Shearer.
Doubleday, Garden City, N. Y.,
1970. 369 pages plus appendix.
$7.95.

The Strategy of Technology—
Winning the Decisive War, by
Stefan T, Possony and J. E.
Pournelle. Dunellen, New York,
N. Y., 1970. 189 pages. $7.50.

Here are two books concerned with
the national security establishment
and how it works. They are as differ-
ent in treatment and conclusion as day
from night. Each merits attention, for
reasons diametrically opposite.

The Pentagon Watchers, its intro-
duction states, was a summer study by
a “group of students,” sponsored by
the Institute for Policy Studies. Mar-
cus Raskin, a codirector of the Insti-
tute, contributed one chapter. A num-
ber of years ago he enjoyed national
attention, along with Dr. Benjamin
Spock, the Rev, William Sloane
Coffin, and others, as a defendant in
the “Boston Five” draft-conspiracy
case.

The youthful authors make such
judgments as that “America has be-
come the new imperial power.” Mas-
sive “education activities” are neces-
sary if “the anti-Communist reflex and
the belief that the way to national
security lies in more military spending
are to be seriously challenged.”

The chapter headings—“The Pen-
tagon Propaganda Machine,” “Spoon-
feeding the Military—How New
Weapons Come to Be,” “Buck Rogers
Is Alive and Well—and Doing R&D
for the Pentagon,” etc., etc.—suggest
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the tone and content of the volume.
There is little new in the matter under
attack.

One fundamental conclusion by the
students—along with the opinion that
it is inherently wrong for the US to
seek to be on the frontier of advanced
technology—is that “the solution to
the arms race and high military bud-
gets does not lie in disarmament talks.
Only when the real source of the
problem—the defense establishment
and its associated industries—are dis-
mantled or converted to the produc-
tion of useful civilian goods, will it be
possible to talk of disarmament, or of
peace for this troubled land.”

Happily for this reviewer, The
Strategy of Technology was read after
the above-discussed outpouring. There
is a rationality and a lucidity about
this volume too rarely present when
technical matters are considered.

The authors have good credentials;
Stefan Possony is a senior fellow at
the Hoover Institution on War, Revo-
lution, and Peace at Stanford Univer-
sity, and Jerry Pournelle, former man-
aging director of the Pepperdine
Research Institute, is a systems analyst
and research engineer, Craig Hosmer,
who has written the foreword, is rank-
ing minority member of the Joint
Committee on Atomic Energy of the
Congress.

The authors’ main thesis is that the
United States is at war, a continuing,
implacable technological war, with the
USSR. In the US no real effort has
been made to understand technology
and its critical importance. Despite the
fact that “our very survival depends
upon not losing in the technical arena
. . . we have failed to develop a
strategy of technology, let alone a
strategy for winning the Technological
War.”

In the technological war, strategy
must drive technology (not the other
way around) so that there can be an
overall strategy of technology, not
merely strategic elements that make
use of the products of technology. The
authors show that in the USSR
“strategy is the foremost business of
the top echelon,” but that American
“strategic decision makers are only
strategists pro tem and must depend
upon on-the-job training.”

To give the scientist control of cre-
ating a national strategy of technology
would be “an error of grave conse-
quence.” Although responsibility for
our deficiencies in technical strategy
must rest ultimately with the military,
“they have been slow in understanding
the need for technological strategies
and in adapting to this innovation in
conflict.”

In his foreword, Craig Hosmer says
the book “makes an impressive contri-
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bution to the understanding of what
may be the most important problem
the US faces today: the development
of a proper decision apparatus for
technical decisions.” With that verdict,
this reviewer must agree.

—Reviewed by Walter T. Bon-
ney, former Director of In-
formation for the Aerospace
Corp.

The “Right’" View?

The Conscience of a Majority,
by Barry Goldwater. Prentice-
Hall, Englewood Cliffs, N. I,
1970, 248 pages. $7.95.

In this book Senator Goldwater
fires repeated loads at a number of
targets that need to be hit, His fav-
orite target is something called a “lib-
eral”—and usually a “Democratic
liberal.” These terms are not defined
explicitly, but the reader gets the idea
that liberals are those who have fos-
tered and supported big spending by
big government. The reader is also left
with the uneasy conclusion that there
is no history that predates the past
three and a half decades.

But within this one-generation
view of American society, Senator
Goldwater makes a very persuasive
case for retaining old values that have
proved to be worthwhile. He is re-
freshingly in favor of honesty and
fair play, for the rights and freedom
of the individual, and against the in-
tolerance of the intolerant. He sums
it all up on the penultimate page
when he writes, “. . . the big problem
which must be faced involves the
right of the individual citizen to a
life of privacy insofar as that life
does not unduly infringe upon the
rights of his fellowman.”

Along the way, Senator Goldwater
directs his lance at a host of over-
inflated power centers. These the Sen-
ator describes as running the gamut
from the reincarnated isolationists,
through some of the more powerful
labor unions, to the controversial com-
munications media. There can be little
doubt that the Senator has had un-
pleasant experiences with all of them.

Much to the Senator’s credit, he
clearly separates the need to avoid
waste and inefficiency in the Depart-
ment of Defense from the much more
vital need to maintain a strong na-
tional defense. This point is all too
often obscured by those who would
use any shortcoming—however trivial
—as an excuse for the United States
to disarm unilaterally, As the Sen-
ator so eloquently says, “Problems . . .
must not be allowed to blind this
country to the need for keeping its
defenses strong.”

For all its soundness, one word of
caution is probably in order. This
book is not a balanced treatment of
the past thirty-five years. It is—as it
was no doubt meant to be—the view
of a conservative. In this, it tends
to lump all those who are not con-
servatives (and Senator Goldwater’s
brand of conservatism at that) as lib-
erals. But just as the Senator points
out that “you cannot lump all Indians
into one group,” neither can you lump
all conservatives or all liberals into
one group. And, of course, the Sen-
ator’s suggestion to “ban left-hand
turns” could be interpreted as a bit
too antiliberal.

—Reviewed by Sally Quenne-
ville. Mrs. Quenneville is a
research assistant in Wash-
ington, D. C., and a student
of the national scene.

Memoirs of a Noted Editor

Peace and Counterpeace: From
Wilson to Hitler, by Hamilton
Fish Armstrong. Harper and
Row, New York, N. Y., 1971
585 pages. $12.95.

As a small boy, Hamilton Fish
Armstrong wanted to be a fireman.
That was the only time in his life that
he deliberately planned to reach a
specific goal. He need not have wor-
ried, though. After Princeton, there
was a short stint as Army lieutenant
in the First World War, and a fling
at journalism. Then he and Archibald
Cary Coolidge were asked to launch
the American foreign policy quarterly
Foreign Affairs. Armstrong stayed on
for almost fifty years, the last forty-
three as editor.

Knowing Hamilton Fish Armstrong
(not to be confused with his cousin,
the isolationist New York congress-
man) to be a world traveler and con-
fidante to statesmen and monarchs,
one comes to Peace and Counterpeace
with high expectations. We are not
disappointed for these are wise, per-
ceptive memoirs spiced with wit and
irony. The book is beautifully written,
almost elegant in structure and turn
of phrase.

Nostalgia can run deeply and de-
light our senses, and for those in need
of a beautiful dose, Armstrong’s chap-
ter on his days at Princeton is heartily
recommended. It alone is worth the
price of admission. Armstrong skimp-
ing his academic work for other pur-
suits . . . bumping up against class-
mates Allen Dulles, Scott Fitzgerald,
Edmund Wilson, and a member of the
Daily Princetonian who was tagged
“Runt”—James Forrestal. And those
“soft hazy days” when ‘“the world
was at peace; I did not dream it could
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Airman’s Bookshell

be otherwise. Did anyone? I felt free,
on my own, ready for anything.”

Armstrong recalls no gap between
generations, Although often skeptical
of the Establishment, “we were not
possessed by the certainty of later
generations that our answers to prob-
lems were infallible and that contrary
answers by our elders were conceived
in hypocrisy.”

Traveling to jar loose articles for
Foreign Affairs, he writes of some
delightful episodes:

® On the Orient Express, he never
found romance or intrigue, but always
“unshaved Romanians in crumpled
pajamas.”

® Mrs. House drawling on about
one night at the White House when
President Wilson and Colonel House,
stretched out on the floor over a large
map, couldn’t locate Bucharest.

e Beautiful Queen Marie of Ro-
mania lecturing Armstrong on the use-
fulness of royalty: “Like clowns, they
amuse the people, even with their
funerals, and keep them contented.”

® In Moscow, waiting to enter
Lenin’s tomb, Armstrong sees a boy
tugging at his mother’s dress and
pointing toward him. After some time,
she hesitantly leaves her place in line
and walks up to him. “Douglas Fair-
banks?” she asks. “Only when I shook
my head regretfully was the little boy
satisfied.”

And then the job of editing this
astonishingly successful quarterly is
poignantly described. Coolidge and
Armstrong insisted that Foreign Af-
fairs have complete editorial freedom
from the Council on Foreign Rela-
tions, which founded and supported it.
Neither man was ever subjected to
any pressure, and, says Armstrong, “in
the world of journalism and politics
that may be a record.” Always scru-
pulous to balance Democratic and
Republican views in the magazine,
over the years the editor found it diffi-
cult to recruit effective Republican
spokesmen.

Armstrong devotes the last part of
the book to the rise of Hitler and
Mussolini and to the dashing of the
powerful hope for peace that came on
after World War I. It is a sad story.
Interviewing the Fiihrer, he found
Hitler reading to him from a piece of
paper. Hitler lived in a vacuum, “for
and by himself alone.” Mussolini was
convinced that the German leader
had made some bad mistakes—espe-
cially in persecuting the Jews—and

that he was moving too fast. “Remem-
ber,” observed the Duce, “what I do
now I do after ten years of experi-
ence.”

Hamilton Fish Armstrong refers to
the period between Hitler’s assump-
tion of power and the Nazi invasion
of Poland as the “counterfeit peace.”
Despite the good times laced into the
1920s and 1930s, this was an un-
settled, troubled period highlighted
by a staggering depression and the
buildup to a global conflict. Thinking
about these contributions, and nos-
talgically of another time, one is sud-
denly swept up in the paradoxes of
his own era.

There is no escape,

—Reviewed by Herman 8.
Wolk, Office of Air Force
History, Hq. USAF,

New, Compact Reference Book

Military Aircraft of the World,
by John W. R. Taylor and Gor-
don Swanborough. Scribner’s,
New York, N. Y, 1971, 230
pages plus index. $5.95.

The authors have produced what
must be the most comprehensive com-
pact book on military aviation ever
published. About 300 different air-
craft are described and illustrated
with photographs. Three-view silhou-
ettes are included for nearly half of
them.

The book includes not only combat
aircraft but also transports, heli-
copters, recce planes, trainers, and
command and control aircraft like the
Soviet “Moss” AWACS. All the latest
Soviet designs are here, as are data on
and drawings of the B-1, F-15, and
F-14, There are also a number of
Polish and Yugoslav aircraft—includ-
ing jets—that are rarely seen in any
publication. The center section of the
book has striking color photos of a
dozen particularly photogenic aircraft.
A very handy, accurate, and inex-
pensive hard-cover reference book.

A Theory of Leadership

Leadership and Exchange in
Formal Organizations, by Dr, T.
Owen Jacobs. Human Resources
Research Organization, 300 N,
Washington St., Alexandria, Va.
22314, 1971. 352 pages with
index.

This book, published in August
1971, is a scholarly integration of basic
and applied research on leadership,
focusing on the “influence process” in
formal organizations, Dr. Jacobs has
used the framework of ‘social ex-
change theory” for pulling together

the findings of more than forty years
of leadership research, The “social
exchange theory” views communica-
tion and interaction between persons
as an exchange of both material and
nonmaterial goods.

Leadership and Exchange in Formal
Organizations provides a theoretical
basis for understanding the leadership
process, a foundation for experimental
work on organizational leadership,
and a reference work for those who
need to put leadership principles to
immediate use, It has been adopted
as a textbook by the US Naval Acad-
emy, and is being used as a key
source document in a major new
Army program of tailoring its leader-
ship training to the requirements of
today’s world.

Persons interested in obtaining a
copy of the book should contact Mr.
Saul Lavisky, HumRRO, 300 N.
Washington St., Alexandria, WVa,,
22314. The book was originally pre-
pared as a report for the Office of
Naval Research,

Weapons in Striped Pants

Nuclear Diplomacy: The First
Twenty-Five Years, by George
H. Quester., Dunellen, New
York, N. Y., 1970. 327 pages
with notes. $10.

This comprehensive study of the
impact of weapons and deployments
on international relations was pre-
pared under sponsorship of the Center
for International Affairs, Harvard
University. Focusing principally on
nuclear weapons, the author dis-
cusses the sociological and economic
aspects of the cold war in terms of
issues, alliances, and weapons de-
velopment,

In his review of the concepts, doc-
trines, and strategies that evolved be-
tween 1945 and 1969, Mr. Quester
raises a number of interesting ques-
tions. For instance, if there had been
mutual trust between the US and the
USSR, would it really have made a
significant difference in the postwar
military balance? Does the increasing
affluence of the major powers make
military expenditures a less than re-
liable index of political hostility?

To answer such questions, one
must recreate the environment of
earlier years. In the author’s words:
“The cold war has a military history,
although, unlike other military his-
tories, weapons have rarely been used.
Because they have not been used, the
activity surrounding weapons has been
much more speculative and theoretical
than it otherwise might have been;
to have realized one scenario would
have been to cancel many others, The
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attempt here is to identify the events,
the thinking and speculation, as they
were.”

This is a book for the serious stu-
dent of military/political affairs.

US Alternatives in Europe

Detente Diplomacy: United States
and European Security in the
1970’s, by Timothy W, Stanley
and Darnell M. Witt. Dunellen,
New York, N. Y., 1971. 170
pages with appendices. $6.95.

Both of the authors have served
with the US Mission to NATO, where
Dr. Stanley was Defense Advisor to
the US Mission with the rank of
Minister. Both also have held senior
positions in the Department of De-
fense. In this book, they assess the
long-term interests of the principal
powers associated with the postwar
Furopean scene.

Apainst the complex background of
the German question and the Berlin
problem, they discuss the military
balance in Europe, and offer their
suggestions for mutual and balanced
reductions of military forces on both
sides. There are, in their view, pos-
sible areas for further movement in
East-West relations and policy alterna-
tives for Western diplomacy.

The Modernization of Warfare

Science, Technology, and War-
fare. The Proceedings of the
Third Military History Sym-
posium, US Air Force Academy.
US Government Printing Office,
Washington, D, C., 20402, 1971.
221 pages. $1.25.

This recently published report on
the 1969 Military History Symposium,
sponsored by the USAFA Department
of History and the Association of
Graduates, includes a series of excel-
lent papers on the impact of science
and technology on military affairs,
together with searching commentary
on each paper. The subject is ex-
amined in chronological increments;
from 1400-1700, 1700-1850, and
the twentieth century.

Also included is the text of the
Harmon Memorial Lecture in Mili-
tary History, which was presented by
Dr. Elting E. Morison of Yale Uni-
versity in conjunction with the Sym-
posium. Dr. Morison spoke on “The
War of Ideas: The United States
Navy, 1870-1890.”

New Books in Brief

Armoured Fighting Vehicles of the
World, by Christopher F. Foss. In-
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cluded are pictures, technical data,,
and brief histories of all armored
fighting vehicles presently in service.
In addition to tanks, the author covers
armored cars, self-propelled guns, and
specialized vehicles, and describes
armored vehicles now under develop-
ment. Scribner’s, New York, N. Y.,
1971, 192 pages with index. $5.95.

Earthbound Astronauts, by Beirne
Lay, Jr. A veteran writer on aviation
tells the story of the development and
construction of Apollo systems by
directors, engineers, and scientists of
NASA and of industry. Prentice-Hall,
Englewood Cliffs, N. J., 1971. 198
pages. $6.95,

Flat-Tops and Fledglings: A His-
tory of American Aircraft Carriers,
by Gareth L. Pawlowski. This huge,
beautifully bound, and strikingly illus-
trated history of US aircraft carriers
will tell most readers more than they
knew there was to be told about the
Navy’s flat-tops. The book is in large

" format with more than 400 illustra-

tions. A. S. Barnes, Cranbury, N, J,,
1971. 530 pages with index. $20.

Flying Army: The Modern Air Arm
of the US Army, by W. E. Butter-
worth. In a well-illustrated, large-
format book, the author traces the
history of Army avidtion from its
roots in the observation balloons of
the Civil War to the present. Now a
full-time author, Butterworth has been
an information officer and technical
writer at the Army Aviation Center,
Fort Rucker, Ala. Doubleday, New
York, N. Y., 1971, 196 pages with
index. $9.95.

Three books for the serious collec-
tor are: Gloster Aircraft Since 1917,
by Derek N. James (446 pages,
£5.50); Hawker Aircraft Since 1920,
by Francis K. Mason (495 pages,
£4.20); and Polish Aircraft 1893—
1939, by Jerzy B. Cynk (760 pages,
£7.50). All three books are ency-
clopedic, lavishly illustrated, and pub-
lished by Putnam & Co, Ltd., London,
England, in 1971,

Nagasaki: The Necessary Bomb?,
by Joseph L. Marx. The author of
Hiroshima: Seven Hours to Zero, now
examines the second use of an atomic
bomb to determine whether it was
necessary, Most of the book deals
with what was happening in Japan
between detonation of the first bomb
on August 6, 1945, and the second,
three days later. After his detailed
consideration of all the factors that
pertained at that time, he concludes
that the second atomic bombing was
necessary. Macmillan, New York,
N. Y, 1971, 239 pages with index.
$6.95.

Soviet Military Trends: Implications
for US Security, by William R. Kint-
ner and Robert L. Pfaltzgraff, Jr. A

brief, theoretical analysis of the alter-
native emphases that may be em-
bodied in Soviet foreign policy. Ap-
pendices include comparisons of US
and Soviet military forces, and an
examination of developing Soviet
policies in the major regions of the
world. Foreign Policy Research Insti-
tute, 3508 Market St., Philadelphia,
Pa, 19104, 1971. 50 pages. $3 soft-
cover.

Suiting Up for Space, by Lloyd
Mallan. A science writer describes the
scientific and engineering work that
has culminated in today’s space suits.
Tracing that evolution demands a con-
siderable discussion of spaceflight,
which extends the bounds of the book
beyond those suggested by its title.
The book is in large format, and
beautifully illustrated. John Day, New
York, N. Y, 1971, 262 pages with
index. $9.95.

Tonkin Gulf, by Eugene G, Wind-
chy. The author, a veteran of eleven
years in the Far East with the US
Information Agency, has written a
detailed account of the Tonkin Gulf
incidents of August 2 and 4, 1964,
casting considerable doubt on the
authenticity of those incidents, Double-
day, New York, N. Y., 1971. 358
pages with index. $7.95.

Tragic Victories, by Edward Jablon-
ski. This is the second of a large-
format series on air action in World
War II, It covers the period from
Pearl Harbor to Schweinfurt, with
chapters on the Flying Tigers, Mid-
way, Ploesti, and early large-scale
RAF attacks on targets in Germany.
Excellent illustrations. Doubleday,
New York, N. Y., 1971, 207 pages
with index. $9.95.

Travel Guide for Servicemen, by
Joseph K. Taussig I1I, Capt.,, USMC
(Res.) and Dorothy P. Taussig. Lists
by state all military installations and
the facilities and services available to
military personnel (including retired)
traveling on duty or leave orders. The
guide also has good state and metro-
politan area maps, points of interest
by geographical area, a listing of na-
tional parks and their facilities, and a
short chapter of advice to traveling
service people. Rand McNally, New
York, N. Y., 1971, 64 pages with in-
dex. $2.95 paperback.

Western Technology and Soviet Eco-
nomic Development 1930 to 1945,
by Anthony C. Sutton, A detailed,
scholarly investigation of the contri-
butions made by western technology
to the development of Soviet industry
before World War II. The book chal-
lenges the view that US trade with the
Soviets has little impact on growth
of the Soviet economy. Hoover Insti-
tution Press, Stanford, Calif,, 1971.
401 pages with index. $12.50. ]
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Interdiction on the Ho Chi Minh Trail

In 1966, the first A-26s—call sign “Nimrod’'—began operating out

of Thailand's Nakhon Phanom Air Base against the Ho Chi Minh Trail.

A former A-26 pilot of the 609th Air Commando Squadron tells of his experiences
’ in this sturdy Douglas light bomber, a machine that first saw combat

in World War 11, was dusted off for Korea, and now has served with distinction

in Southeast Asia—a truly remarkable retread . . .

NIMROD—King of the Trail

By Capt. Michael J. C. Roth, USAF

ILLUSTRATION BY CLIFF PRINE
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“And Cush begat Nimrod: he
began to be a mighty one in
the earth. He was a mighty
hunter before the Lord. . . ."”

—Genesis 10:8,9

NE DAY in the spring of 1964 we

had an unscheduled arrival at
Williams AFB, Ariz. 1 was then
about halfway through basic pilot
training in the T-38, and this
stranger on the ramp aroused my
curiosity. It was a Douglas B-26—
the World War II “Invader,” known
until 1948 as the A-26—on its way
to the boneyard at Davis-Monthan
AFB. The poor old girl couldn’t
quite make it all the way to her final
resting place.

At the time, [ was occupied with
things like afterburners and flight
director systems. I looked on this
surprise visit as my one, perhaps
only, chance to get a close-up
look at a disappearing species. It

AIR FORCE Magazine / October 1971

would have surprised me to learn
that, as I looked over this old prop-
driven airplane, forty other B-26s
were being completely rebuilt by
the On Mark Engineering Co. of
Van Nuys, Calif. And it would have
been an even bigger surprise to
know that four years later, I would
be returning from Thailand, utterly
convinced that this aircraft, which
I had by then flown in combat, was
a magnificent machine.

As 1 looked over the B-26 at
Williams that day, I recalled some
of the things I'd heard about it.
There was the story of a B-26 in
Korea pulling up on the wing of a
Mustang, feathering an engine, and
staying right in formation with the
F-51, though the fighter pilot had
his throttle firewalled.

And there was one about the
B-26 pilot who had run a North
Korean truck over a cliff at night
by coming in on the deck with his
landing lights shining into the truck

driver’s eyes. Were the stories true?
I couldn’t say for sure. But they did
give the airplane a certain aura. By
1964, however, that aura was tar-
nished by stories of B-26s losing
wings in flight, and there was little
doubt in my mind that the airplane
was finished.

A Shock to a Jet Pilot

Then in June 1967, I stood on
the ramp at England AFB, La., and
looked at the airplane I had just
been assigned to fly: the On Mark-
modified B-26K, which had been
redesignated the A-26. I quickly
found out that this was not the
speedster from Korea. Though it
was claimed to have a top speed of
305 knots with external armaments
(which in itself was somewhat less
than a firewalled Mustang), the air-
plane actually cruised at a little
over half that speed. The reason
was some of the modifications done
on the old B-26: a beefed-up wing,
permanent wingtip tanks, greater
internal fuel capacity, and increased
armament capability.

The inner workings of this air-
plane were a real shock to a young
captain who had nothing but jet ex-
perience. The main compass was
similar to that used as a second
backup on the KC-135 I had been
flying. The instruments in front of
the right seat were vacuum driven,
something that had been mentioned
back at Williams only as an in-
teresting historical note. The oxy-
gen regulator was the oldest type I
had ever seen, but I was reassured
on that point. The oxygen system
was purged and never used. And
there was one distinctly disturbing
thing about the airplane—no ejec-
tion seats. To bail out, you simply
jettisoned the canopies and dived
over the wing.

Perhaps most bewildering of all
to a jet pilot, used to only throttles,
was the array of levers to control
props, mixtures, and carburetor
heat. I remember so well some of
the early questions like, “What’s a
jug?” and, “If I want to go fast,
what do I push?”

The program at England AFB
answered those, but raised one
other big question that took a long
time to answer. The airplane was
slow, but stable, It maneuvered de-
cently if you supplied the muscle.
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If you exerted all of your strength
and got an assist from the naviga-
tor, you might even be able to pull
the maximum allowable Gs. So the
big question became, “Why this air-
plane at this time?”

To SEA in the A-26

In eight weeks at England AFB I
learned to land the A-26 decently
and to deliver ordnance with it
passably. 1 was then sent to the
609th Air Commando Squadron at
Nakhon Phanom Royal Thai Air
Force Base, familiarly known as
NKP. This organization had
brought the first A-26s to South-
east Asia in 1966, and began using
them in one of the most demanding
missions in the history of aerial
warfare—interdicting the Ho Chi
Minh Trail. The 609th adopted the
permanent call sign “Nimrod.”

The Nimrod mission was unusu-
ally demanding because of the com-
bination of obstacles it had to over-
come. The Ho Chi Minh Trail itself
was—and is—a vast network of
vehicular roads, footpaths, and
staging areas, It comes out of North
Vietnam in a number of places
from Mu Gia Pass down to the
DMZ, winds through Laos, and
enters South Vietnam in the vicinity
of Khe Sanh and several more
southerly points.

The terrain through which it runs
is spectacular. Rugged, 5,000-foot
mountains are interspersed with
wide river valleys. From the floors
of those valleys jagged limestone
formations, called karst, rise hun-
dreds of feet straight up. And cover-
ing it all is a dense rain forest that
in some places is triple ticred. The
main roads, with a few exceptions,
are visible from the air, but the
footpaths and way stations are
hidden under the forest canopy.

This road network was protected
by an array of antiaircraft guns that
ranged from 12.7 mm up to 57
mm. Here was a partial answer to
my big question. For some reason,
up until T left the Nimrods in 1968,
the Communists never brought
SAMs or radar-controlled guns into
the area. Since the vast majority of
traffic moved at night, all A-26
missions were flown in the dark.
This gave us a sporting chance to
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survive in a gun environment that
would have been disastrous in day-
light. But the darkness was a two-
edged sword. It greatly complicated
our search for targets.

In September 1967, when 1 ar-
rived at NKP, there were no opera-
tional strike aircraft equipped with
night target-detection devices such
as those on the AC-130 and AC-
119 gunships now flying the Trail.
The problem of pinpointing and
hitting targets on the Trail at night
was solved by teamwork between
the FACs in 0O-2s, C-123s, and
C-130s, and the strike aircraft.

included some vehicles as large as
moving vans.

Teamwork on the Trail

When the FACs picked up a
target, they had to reference its
position on the ground to something
that could be seen and identified in
the dark by a strike pilot’s unaided
eye. Flares were used frequently
to illuminate targets, but most pilots
preferred the protection afforded by
darkness. The reference was usually
a fire—perhaps one left from a
previous strike or from a marker
dropped by the FAC. It was vital
that the strike pilot use the same
reference point as the FAC. This
required precise communication, and
FACs frequently met with strike
crews to work out exact descriptive
wording.

Once the strike pilot was satisfied
that he had sighted the reference

The World War 11 C model of the Douglas A-26 Invader had a bombardier's “green-
house.” The B model mounted guns in its nose.

The equipment used by the FACs
enabled them to visually spot trucks
on the roads, even on the darkest
nights. Truck sightings by our FACs
numbered well into the thousands
each month during the dry season,
from October through April, and

that the FAC was describing and
could locate the target, he would
launch a strike. After the first strike,
the FAC could guide the strike
pilot further by making corrections
from the point of the initial strike.

Since all strike aircraft used in
the 1967-1968 dry season were dive
bombers of some sort, the process
of hitting a convoy could be quite
time-consuming. It was a process of
orienting the strike pilot, setting
up a bombing pattern, attacking,
evaluating the accuracy of the strike,
and once again orienting.
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once more saw service. This Korean C with H2S radar was used for night bombing.

And here was the rest of the
answer to my big question: Why
the A-267 Under prevailing condi-
tions, the A-26 could run through
this process with better results than
any other airplane the Air Force
could put into the air.

The reasons are not mysterious.
The airplane was equipped with
eight external ordnance pylons, a
large bomb bay, and eight .50-
caliber machine guns in the nose.
It could carry a maximum arma-
ment load of 11,000 pounds and
had a combat radius of 575 miles,

which allowed an hour and a half
over the target and a half hour of
reserve fuel. Since most of the Ho
Chi Minh Trail is within 200 miles
of NKP, the time on target could
be considerably over an hour and a
half.

Because of the airplane’s low
speed and adequate maneuverabil-
ity, the Nimrod pilot could cruise
at a low enough altitude to easily
pick out reference points the FACs
were using, go from there to his
target, and roll into his attack pat-
tern from that same low altitude.

This Vietnam Counter Invader, again designated A-26, was “remanufactured” by On
Mark Engineering Co. specifically for counterinsurgency work.
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The A-26 was also an extremely
stable platform, which made for
very good bombing and strafing
accuracy. And, finally, the airplane
was rugged. I know of A-26s that
took hits in the props and engines
and still managed to.land with both
engines running,.

A Big Night for Nimrod

Of the 146 missions I flew, I
think perhaps the one that best
demonstrated the great value of the
airplane took place on April 5,
1968. On that night I was assigned
to work with an O-2 FAC on a
short stretch of the Trail about sixty
miles due east of NKP.

As often happened, we searched
for a long time without sighting a
single truck on the road. The move-
ment of trucks usually took place in
short spurts of activity, and trucks
seldom, if ever, made the entire trip
from North to South Vietnam in
one night.

A little over an hour after arriv-
ing on station, my FAC sighted two
trucks on the road. He dropped a
flare and marked them with a
rocket. I made two passes with hard
bombs. The FAC then confirmed
that I had destroyed one of the
trucks, but, before he could deter-
mine the exact whereabouts of the
other, he began to have airplane
problems, and had to return home.
A radio check with other FACs at
different locations on the Trail re-
vealed that there was no other
activity, So I began an unaided
visual search of my assigned road
section.

At this point, I should say that
a more proper pronoun to use in
referring to the A-26 is “we.” Each
airplane carried a pilot in the left
seat and a navigator in the right.
My navigator, Lt. Col. Francis L.
McMullen, is one of the finest men
it has been my privilege to know in
the Air Force. His navigation duties
were minimal, since he had no tools
other than a map.
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The author, Capt. Michael J. C. Roth, is a 1963 graduate of the Air
Force Academy. Following pilot training, he served for three

years as a SAC KC-135 crew member. In 1967 and 1968, Captain Roth
flew A-26s in Southeast Asia. After two years as a graduate student

in management at the University of Southern California, he was
stationed in Japan as a WC-135 pilot and as transportation officer at
Yakota AB. He has recently been assigned to the Systems Program
Management office at Wright-Patterson AFB, Ohio.

TACAN was the primary method
of navigating, and the pilot was able
to operate that alone. The naviga-
tor's main job, according to the
checklist, was to operate the arma-
ment and fuel systems. In the course
of their tours, however, our naviga-
tors actually became second pilots.
Every one of them, I believe, was
capable of flying the airplanec home
and landing it. Two A-26 navigators
that I knew are now pilots—one
in F-4s and the other in B-57s.

Jackpot

After our FAC returned to NKP
that night, we spent another half
hour scarching over our assigned
area before sighting something. That
“something” was a 37-mm anti-
aircraft gun that fired two clips at
us.
I was able to pinpoint his position
in the dark because of three small
fires on the ground that surrounded
him, probably unknown to the gun
crew. We flew high over the gun’s
position to get a TACAN reading
and then checked it on our map. It
was well off any road, and in an
area where there were no known
villages.

Colonel McMullen gave me the
elevation of the terrain at the gun
position and figured out the best
heading for a pass on it. Though we
carried flares, we knew it was to our
advantage to attack a gun in the
dark. We rolled in and laid CBUs
(cluster bomb units) across the tri-
angle formed by our three reference
fires.

One of the bomblets scored a
direct hit on some munitions that
flared into an intense pinpoint of
white fire, sending rays of light
through the trees almost like a spot-
light. Colonel McMullen saw three
more guns come up during our first
pass, but we chose to ignore them
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and concentrate on the fire we had
started.

After climbing back up to our
base altitude, we informed the near-
est FAC, a C-123, that we had a
good target for him to look over. He
started for our position, bringing
with him the A-26 with which he
was working. Since we had already
been out for more than three hours
and fuel was beginning to become
a problem, we decided to lay more
ordnance around our first strike
rather than wait for the C-123.

Three more passes on the target
with fire bombs turned the area into
an inferno. We could see secondary
explosions every few seconds, and
our incoming friends had no trouble
finding their new target. We re-
mained in the area while the C-123
made a pass over the growing fire.

His observer shouted over the ra-
dio, “My God, you found a truck
park!” He counted eight burning
trucks and said that the secondary
explosions were coming from oil
drums and crated cargo laid out
on the ground. As we departed for
NKP we heard him begin to brief
his A-26 on the target.

This was a particularly good mis-
sion because of the target we had
found—the truck park. The objec-
tive of interdiction is, of course, to
stop the enemy’s supplies from
reaching him. We learned that de-
stroying trucks on the Trail and put-
ting craters in the roads made the
enemy’s logistics operation more
difficult, but was not coming close
to achieving the objective. Obyvi-
ously the Communists were getting
enough supplies down the Trail to
support a very large war in South
Vietnam.

Bombing the road system itself
was an almost futile exercise, be-
cause of the many bypasses and
alternates available and because of
the large labor force permanently

stationed on the Trail. Thus, it was
especially satisfying to find and hit
one of the large caches of supplies
destined for South Vietnam. We
found them occasionally, but not
often enough.

Magnificent Airplane

The A-26 was a magnificent air-
plane. It did its job better than any
other could have, and I'm sure that
any pilot could share my attachment
to the Nimrod. But, I also have tre-
mendous admiration for the other
aircrews and airplanes that worked
the Trail, The FACs, whether in
0-2s, C-123s, or C-130s, were the
indispensable eyes of the team. Un-
armed or lightly armed, they braved
all of the gunfire that came up at us.
I never saw a FAC get chased off a
target by ground fire.

The other members of the strike
force are equally deserving of praise.
During the early part of my tour, we
frequently worked with T-28s,
whose call sign was “Zorro.” I was
told at one of my early briefings at
NKP that “if a Zorro can find a
truck, he’ll get it every time.” I soon
learned that this was true. The
Zorro pilots finally wore out their
T-28s, and near the end of my tour
reappeared on the Trail in A-ls, as
deadly as before.

Another group of pilots I really
respected were our friends in the
B-57s, out of South Vietnam. The
B-57 came closest to matching the
capabilities of the A-26 for this
mission, and it was always a plea-
sure to team up with one. The B-57
crews I saw were all gutty, excellent
marksmen.

The F-4s that worked the Trail
with us were obviously a different
class of airplane from those I've
mentioned. Their greater speed,
wider patterns, and higher roll-in
altitudes were all drawbacks for
night strikes. Even so, I saw many
F-4 pilots lay their ordnance ex-
actly where the FACs wanted it.

But for me, the Nimrod will al-
ways be King of the Trail. I feel
fortunate to have had an oppor-
tunity to fly it. It made me a part of
something I thought 1 could only
look at—Ilike a museum piece—as
I did that day in 1964 at Williams
AFB. Nimrod was a mighty hunter,
and its crews, proud men. o
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THE Soviet Union is in the process of adding a new,
B high-performance bomber to its arsenal of strategic
offensive weapons, Information obtained and cross-
checked here and abroad by AIr Force Magazine in-
dicates that several -fully developed prototypes of a
Mach 2, 250,000-pound-class, twin-engine strategic
bomber, code-named “Backfire” by Western intelli-
gence, are currently undergoing testing in the Soviet
Union.

The variable-sweep-wing aircraft resembles the Air
Force’s B-1 in its key performance characteristics. The
aircraft was first observed in the fall of 1969, but ref-
erences to it by US and other officials, including pub-
lished testimony before congressional committees, have
been sparse, Produced at an industrial plant in the
Urals, the Backfire presumably signals the Soviet Un-
ion’s intent to match the US triad concept through the
1980s by providing a modern bomber component in
its mix of strategic forces.

The probability with which full-scale production of
the aircraft at its Urals facility can be predicted rests
in part on specific, though not disclosed, observations
and also on the fact that several identical prototypes
were developed. While Soviet aircraft designers have
shown a consistent propensity for prototype develop-
ment and test, the number of prototypes of systems not
committed to production rarely exceeds two.

Based on past Soviet R&D and production habits, it
can be assumed that the Backfire will enter the opera-
tional inventory of the Red Air Force either late in
1973 or early in 1974—several years before the first
B-1 is slated to be delivered to SAC.

With an unrefueled radius of action of about 3,000
nautical miles, the new Soviet bomber qualifies as a
long-range strategic weapon for deployment against
the US as well as against China or NATO forces in
Europe. The impact on the antiquated and inadequate
continental US air defenses (see “Adir Defense: Weakest
Link in the Deterrent Chain,” December 70 AlR
Force) of this emerging Soviet capability is bound to
be enormous. The Backfire is known to be equipped
with a flight-tested refueling system. In the light of the
Soviet Union’s penchant for caulious, systewalic R&D
programs, the Backfire’s basic design and performance
characteristics were probably specthed and “frozen”
as long ago as the early 1960s.

AIr Force Magazine has learned the following about
the Backfire:

e The aircraft is prohahly powered by two uprated
and modernized Kuznetsov NK-144 engines. These
afterburning fanjet engines produce a maximum thrust
of 38,500 pounds each on the Soviet TU-144 super-
sonic transport. The version used on the Backfire is
likely to exceed that output by a substantial margin.

® The aircraft appears capable of flying part of its
mission supersonically at high altitude or subsonically
at low levels. The Backfire also appears to be capable
of covering a distance of 6,000 nautical miles in about
fourteen hours at subsonic speed without refueling.
The low-altitude penetration speed appears (o be similar
to that of the B-1—in the high subsonic regime at about
Mach (1.85.

e The Backfire's takeoff roll is 1,000 feet to 2,200
feet less than the requirement of the presently deployed
Soviet bomber types.
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In its broad-gauged efforts to proliferate its arsenal
of strategic weapons, the Soviet Union has not
overlooked the versatility of an advanced-technology
strategic bomber. Its present intensive test program
involving several flying prototypes indicates that the
USSR's next technological surprise will be . . .

BACKFIRE

Special Report on the
New Soviet Strategic Bomber

® The Backfire will outperform other aircraft of the
present Soviet bomber inventory of 750 Badgers and
Blinders, and 195 Bisons and Bears, in most key areas.

The Backfire probably will be equipped with an
air-to-surface missile, free-fall bombs, and electronic
countermeasures, The missile could be carried semi-
submerged in the fuselage.

The current emphasis on modernizing the aircraft
inventory of the Soviet Air Force, this magazine
learned, also includes the development of a new, ad-
vanced, tactical attack aircraft, a new advanced inter-
ceptor, and a VTOL fighter similar to Hawker Sidde-
ley’s Harrier. [

—ByY EpGar ULSAMER
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USAF and NASA. . . Working Together

As the budgets of USAF and the National Aeronautics
and Space Administration are being pared, cooperation
between the two government agencies intensifies across
a spectrum of scientific and R&D programs. Recent NASA
work in the field of aeronautics may give rise to

important advancements . . .

Goming: A New Series

OOPERATION between NASA and the mili-
tary services—especially the Air Force—
in space programs is very close, but is perhaps
most intense in the field of aeronautics.
NASA Administrator Dr. James C. Fletcher
and NASA’s Deputy Associate Administrator
for Acronautics Neil A. Armstrong (the first
man on the moon, who has just announced his
resignation from government service to assume
the post of Professor of Engineering at the
University of Cincinnati) stressed to this re-

NASA's Dr. Fletcher hopes for
more aeronautical R&D effort.

By Edgar Ulsamer

SENIOR EDITOR, AIR FORCE MAGAZINE

porter that, during this period of austere bud-
gets, intergovernmental cooperation, joint
research, and sharing of facilities take on
added importance.

As a case in point, Mr. Armstrong cited a
joint Air Force/NASA program involving the
design and fabrication by General Dynamics
Corp.’s Convair Div. of a supercritical wing
for a modified F-111 aircraft. Known as the
TACT (for transonic aircraft technology) pro-
gram, this joint $13 million effort will explore

Ex-Astronaut Neil Armstrong envisions a new series of
experimental aircraft by the end of this decade.
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A supercritical wing, developed
at NASA’s Langley Research
Center under the direction of
Dr. Richard T. Whitcomb, is
shown being installed on a
modified LTV F-8, which sub-
sequently attained speeds of
Mach 1.15. Supercritical tech-
nology delays the drag rise
associated with supersonic
airflow until well into the
transonic regime.

o0i Hypersonic Scramjels?

and evaluate the application of supercritical-
wing technology to highly maneuverable, ad-
vanced aircraft.

Originated by NASA, the TACT wing is one
of a family of supercritical airfoils that, under
optimum conditions, can increase the practical
limit of subsonic flight from about Mach 0.85
to the Mach 0.98 region while improving air-
craft maneuverability by a significant margin.
NASA’s supercritical-wing design moves the
shockwave that during transonic flight nor-
mally forms over the thickest section of the
wing back to the trailing edge. The result is re-
duced drag buffeting and lessened adverse
effects of airflow separation.

NASA’s Flight Research Center at Edwards
AFB, Calif., will be responsible for all TACT
flight-test operations after the F-111 involved
has been modified and instrumented. The ac-
tual flight-test program will involve both NASA
and USAF test pilots,

In the promising arca of Control Configured
Vehicles (CCV), NASA complements the Air
Force R&D efforts. A sophisticated outgrowth
of stability augmentation systems that go back
to the B-47 program, the CCV concept, as
originated by the Air Force Systems Com-
mand’s Flight Dynamics Laboratory, provides
aircraft with artificial stability by means of
very active, electrically or electronically acti-
vated, control systems, Air Force and NASA
scientists believe that within the next ten years
such a missile-like control system will permit
ultra-high mancuverability as well as reduc-
tions in aircraft weight of up to twenty percent.

Employing “fly-by-wire” techniques, which
use electronic linkages in place of the bulky
and vulnerable hydraulic lines from the cockpit
to the aircraft’s control surfaces, the CCV
approach is premised on constantly “fine-tun-
ing” the aircraft to prevailing conditions with
the aid of sensors and possibly even a com-
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puter. NASA is presently adapting an F-8
aircraft to utilize a computer developed for the
Apollo command module for just that purpose.

Eventually, NASA aerodynamicists believe
that vectored thrust (jet engines whose thrust
can change direction in the manner of Hawker
Siddeley’s V/STOL Harrier) could profitably
augment CCV technologies.

New X-Series of Hypersonic Aircraft?

One of the key, long-term tasks confront-
ing NASA and the Air Force is exploration of
the hypersonic (Mach 5 to Mach 12) flight
regime. The only aircraft that ever operated
above Mach 5, the X-15, was deactivated threc
years ago and plans to retrofit it with scram-
jet (supersonic combustion ramjet) engines
were canceled for budgetary reasons. Mr, Arm-
strong told AIR FORCE Magazine that “there is
a strong possibility” that recent and promising
advances in propulsion technology effected by
NASA’s Langley Research Center might, within
five to seven years, “lead to a new family of
research vehicles,” if the money is available.

NASA research, he said, has come up with
preliminary findings in the areas of propulsion,
structures, and cooling that suggest that an
actively cooled, hypersonic vehicle can “be-

The September issue of AIR FORCE Mag-
azine featured the first part of Senior Editor
Edgar Ulsamer’s interview with NASA’s
new Administrator, Dr. James C. Fletcher,
and dealt with the Space Shuttle. This
month, we continue with a report on prin-
cipal NASA activities that have direct or
indirect bearing on Air Force programs.

—THE EDITORS
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come a practical reality if a national commit-
ment to proceed in this direction is made.”
NASA’s new hypersonic research engine con-
cept, which incorporates the engine inlet into
the aircraft’s configuration in a three-dimen-
sional sense, sharply reduces the amount of fuel
required for cooling purposes.

The conventional ' scramjet “requires more
fuel for engine cooling than is needed for fly-
ing the aircraft, if it can be made to work in
the first place,” Mr. Armstrong said, adding,
“but Langley has now come up with some ideas
for engines that don’t look like scramjets at all
and that use only fifty to sixty percent of their
fuel for engine cooling. This in turn makes it
possible to use some of the fuel for cooling the
structure of the vehicle.”

He explained that this step opens new pos-
sibilities to change the shape of the vehicle
from a thick-bodied deltawing configuration to
a trim design employing smaller, triangular
wings. Such a vehicle could employ a structure
made basically of aluminum actively cooled by
liquid hydrogen fuel, which has great cooling
capacity as well as high-energy content. How-
ever, it is characterized by low density and
requires far more tankage space than conven-
tional fuels.

For this reason, Mr. Armstrong said, the
research aircraft “will have to be a rather
good-sized vehicle.” Referring to the termina-
tion of the X-15 program, he said, “with hind-
sight it would seem that technologically we
really didn’t know where to go at the time we
quit flying the aircraft. Any continuation of
the effort would have been patchwork. By con-
trast, it seems that with reasonable efforts in
the areas of propulsion, structures, and aero-
dynamics over the next five to seven years we
could launch a significantly advanced family
of hypersonic research vehicles.” He stressed
that developing an operational hypersonic ve-
hicle for either military or commercial purposes
would require “very big expenditures of funds,”
and, therefore, no realistic forecasts could be
made at present.

NASA's Other Aeronautical Programs

A key area of continuous cooperation be-
tween NASA and the military, Dr. Fletcher
stressed, involves technical support and test
of such military aircraft as the Air Force’s
F-15 and B-1, and the Navy’s F-14. He added
that his agency was eager to join DoD’s re-
juvenated prototype effort (see AIR FORCE,
August ’71, p. 32) so far as conceptual aspects
are concerned.

Also of considerable importance to the Air
Force is NASA research on nuclear-powered
aircraft and air-cushion landing gears. The
latter, being pursued in concert with the Air
Force’s Flight Dynamics Laboratory, could
lead to a breakthrough in air mobility. It would

replace the conventional landing gear with
retractable, inflated hovercraft skirts for land-
ings.

Another NASA program in which the Air
Force is involved concerns research in the field
of air-breathing nuclear propulsion for large
aircraft. Meant to power transport aircraft or
other subsonic aircraft with a gross weight of
more than one million pounds, such a power
unit would permit operations of at least 10,000
hours between refueling. Research of this type
regarding aircraft of unlimited range has been
under way at the Agency’s Lewis Research
Center in Columbus, Ohio, since 1964 on a
“low-level basis.”

NASA cooperation with other government
departments involves, in the main, the Depart-
ment of Transportation in such areas as
V/STOL and STOL technology, as well as
refined supersonic aircraft designs, Dr. Fletch-
er said. Recent research centers on a design
for two forward-mounted and two rear-
mounted engines to blow engine-exhaust air
over the wings. It appears to offer, through
greater aerodynamic efficiency, substantial
range increases above previous supersonic air-
craft designs.

Asked about the level of NASA’s funding
allocations to aeronautical R&D ($110 million
for FY 1972 out of a total agency budget of
$3.3 billion), Dr. Fletcher said that “within
the framework of our present budget, this rep-
resents to me a satisfactory distribution.” He
added that, if a budget increase were attain-
able, “we should shift more money toward
aeronautics.” Dr. Fletcher indicated that he
would seek more funds for NASA in the future
but added, “I am not prepared at this time to
say specifically what our budget should be.”

In addition to the Space Shuttle and aero-
nautical research, several other major NASA
programs are of concern to the Air Force be-
cause they expand the frontiers of science and
fundamental knowledge.

The Grand Tour

In the late 1970s, the five outer planets
—Jupiter, Saturn, Uranus, Neptune, and Pluto
—will be uniquely positioned for multiple fly-
by missions by single spacecraft, substantially
reducing the cost of outer-planet exploration.
For this reason, NASA has scheduled a “grand
tour” of these planets during the 1976-1979
“open window.” NASA, at the moment, is con-
ducting an intensive review of the alternatives.
Dr. Fletcher said the idea is “to obtain the
greatest amount of scientific advance for the
least possible amount of money. We have ten-
tatively changed plans from a full five-planet
tour to four trips of three planets per tour, but
are also examining other alternatives. These
involve different launch dates as well as cheaper
ways of doing the job, possibly through the
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use of Pioneer [an existing spacecraft of rela-
tively low cost], fewer flights, and new, more
economical photography.”

He said the alternate approaches will be
reviewed and evaluated by the National Acad-
emy of Sciences’ Space Science Board and
other scientific advisory groups. A final deci-
sion is to be reached this fall, in time for
NASA’s budget submissions to the Administra-
tion, Dr. Fletcher said.

Still a third major NASA program, the
NERVA nuclear rocket, is currently caught up
in budgetary controversy. The linchpin of
NASA’s long-term plans for long-duration,
deep-space missions, the 75,000-pound-thrust
NERVA rocket is essential for manned or un-
manned trips to the outer planets involving
good-size payloads, according to Dr. Fletcher,
NERVA rocket is essential for manned or un-
would also be extremely useful in such applica-
tions as long-duration orbits around the moon
or Mars,” Dr. Fletcher said, “but we are not
ready to spend the money necded to bring
NERVA into being within this decade.”

For the same fiscal reasons, he said, NASA
has delayed developing a special booster to
loft NERVA into space. While a number of
existing systems, including Titan 111 and Saturn,
can perform this task, they would not be as
cost-effective as a new design. (NASA is also
considering a modular NERVA configuration
that could be orbited in sections by the Space
Shuttle.)

The advantages of a nuclear rocket lie in
the fact that its specific impulse is about 100
percent greater than that of the best chemical
rocket. NERVA’s nuclear reactor is used to
heat hydrogen which, in turn, is expelled to
create thrust in the vacuum of space. NASA
planners believe that the nuclear rocket should
be developed for use in the 1980s and are
satisfied “with the very good progress that has
been made in its development so far,” Dr.
Fletcher said. The Administration requested
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NERVA, a joint AEC-
National Aeronautics and
Space Administration pro-
gram, is a nuclear-powered
rocket for deep-space mis-
sions or long-duration
orbital applications. Shown
here at the Nuclear Rocket
Development Station,
Nev.,, NERVA produces
up to 75,000 pounds of
thrust in the vacuum of
space by pumping super-
cold liquid hydrogen
through its nuclear reactor,
where it is heated 1o very
high temperatures so that
it will expand with high
energy through the nozzle.

$15 million for NASA’s NERVA program in
FY 1972, but Congress increased this amount
to $39 million.

Because NERVA is being developed jointly
by NASA and the Atomic Energy Commission,
an additional appropriation of $15 million is
being sought by the Administration as part of
the AEC budget. The House has approved this
request, but the Senate voted to allocate $42.8
million “to complement the FY 1972 funds,
which have been provided to NASA for their
portion of this joint program and [to] permit
the project to continue at the 1971 level.” A
joint House/Senate conference was to resolve
the discrepancy in allocations in September. Dr.
Fletcher commented on these actions, saying,
“The Congress feels—and it’s a very good
point—that we shouldn’t run the risk of letting
the program wither away because we put too
small an amount of money into it.”

Dr. Fletcher promised greater emphasis on
NASA’s so-called applications programs, in-
volving meteorology, earth physics, earth re-
sources, communications, and navigation. “We
believe the pictures of the earth that our astro-
nauts took from the moon have brought home
to everybody the smallness of our own planet
and the need to preserve its limited resources.
In order to get the full picture of the biosphere
on a continuous basis, a space-based monitor-
ing system is vital. The potential of NASA’s
applications program is enormous. Unfortu-
natcly, while we received several hundred pro-
posals from external sources for worthwhile
application programs, we are once again
limited by our budget. We do consider this
program one of our key missions because it is
essential to the care and feeding of this
planet,” Dr. Fletcher said.

On this point, as across the wide range of
shared programs, personnel, and facilities, the
United States Air Force and the National Aero-
nautics and Space Administration have a com-
mon goal. [ ]
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‘The Real Beginning of a Military Pilot’

In June, the author described the perils of World War Il
Primary pilot training. Here, he recalls the thrills

of Basic at Gunter Field, Ala., and the verities of the
Vultee Vibrator, taught by an RAF instructor straight from
the bonnie braes of Bobby Burns country, with

a firm foot on the. . .

Rrr-ight Rrr-udde-rrr!

By Col. Cal Carpenter, USAF (Ret.)

WORLD War II Army pilot train-
ing was all memorable for me,
but the most memorable part of it
was Basic. This was where the Pri-
mary graduate, by then a seat-of-
the-pants-trained pilot in a light,
error-forgiving, civilian-type trainer,
was taught to fly an instrument-
equipped, more powerful, and less-
forgiving military aircraft. It was,
you might say, the real beginning of
a military pilot.

I also learned a couple more
things in Basic, in addition to those
taught in the regular flying and
ground-school curricula, One was
that barracks rumors were not al-
ways completely wrong, especially
about airplanes. The other was that
you can be very wrong judging a
man’s flying attitudes by first im-
pressions — especially Royal Air
Force pilot officers; and most specif-
ically a Scotsman who happened to
be a pilot officer.

This valuable education in both
flying and judgment began one clear
November day in 1942. I was a few
thousand feet over the still-green
Alabama countryside near Gunter
Field in the front cockpit of a BT-
13. It was my first ride in the “Vul-
tee Vibrator’—so called because it
was built by Vultee and because it
made a distinctive, vibrating roar
when the throttle was opened with
the propeller in flat pitch,
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“I shall now demonstrate a
power-on stall,” said the instructor
(whom I shall call “Lieutenant F")
over the intercom from the rear
cockpit.

I was a little tense. I had already
had many barracks-rumor briefings
on the dangerous flight character-
istics of the BT. I’d heard alarmist
rumors about it ever since Pre-
Flight. But the intercom was one
thing, at least, that I liked. T could
hear what the instructor said—
something I never had been able to
do over the gosport tube in Pri-
mary.

Lieutenant F throttled the 450-hp
Pratt & Whitney engine back a bit
and eased back on the stick. He
held it there a moment while the
trainer slowed down. There was
nothing scary about that. I was just
about to dismiss the hair-raising
stories about a power-on stall when
I learned to respect rumors.

The BT buffeted for an instant
only, then the thing dropped right
out from under us like two tons of
lead. At the same time, the nose
whipped back and forth, the left
wing dropped and, except for the
instructor’s mighty boot on the right
rudder, would have rolled over into
a power-on spin. Shake, rattle, and
roll! Dust from the floorboards! My
radio microphone jumped off the
hook into my lap!

CARTOON BY BOB STEVENS

No airplane I'd ever been in had
acted even remotely like that before.
I was shaken half out of my wits as
the instructor backed off on the
throttle and kept walking the rud-
ders to ease the airplane into a
reasonably stable dive. When he and
I finally caught up with the falling
airplane, he opened the throttle
again and brought the nose up to
level flight, The ground was star-
tlingly close.

“She’s a little rough in a stall,”
he suggested in a classic understate-
ment. “You get on that right rudder
quick or she’ll spin.”

We climbed back up and he
demonstrated a spin. It wasn’t like
any I'd ever done in the stable little
Cub or the lovable old Stearman.
But it wasn’t quite as bad as that
first stall because we entered the
spin power off; the torque of that
“big” radial engine wasn’t there to
whip you into the first turn.

I practiced stalls and spins for an
hour and we went home, I with a
hearty respect for the BT-13 firmly
lodged under my crew cut. And my
respect for barracks rumors had
risen some, too. In fact, I probably
started one of my own that night.

In Primary I'd had only one fly-
ing instructor; I had three in Basic.
The first was the laconic, under-
statement-prone Lieutenant F. He
gave me a few more rides and then
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“'Gie it a wee mo-rrr-e rrr-ight rrr-udde-rrr, lad.”

one day we landed at an auxiliary
field. He climbed out.

“All right,” he said. “Take her
around three times by yourself.”

I did, and after the third landing
I taxied back to pick him up. I was
really proud—the first in my flight
to solo in that real military aircraft.
I taxied back sitting high in the front
cockpit, my flight cap cocked under
the earphones, my elbow on the
side of the cockpit, working the
throttle with professional flicks of
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the wrist. The instructor climbed up
on the wing, looked at my beaming
face, and said:

“Get your arm back in the cock-
o3

I got it back.

“Take two stars for being too
cocky,” he growled and climbed in.
“And take me home.”

Two stars meant I was poorer by
fifty cents—each star cost a quarter.
This was a minor flight-line punish-
ment for certain venial sins of omis-

pit

sion and commission. The stars were
posted on a big board in the ready
room beside cach offending cadet’s
name. At the end of the school we
paid off, and the money was used
for a cadet-instructor party.

For a few more days things went
quietly with Lieutenant F. Then he
was transferred and 1 was assigned
to a young RAF pilot officer. There
was a large number of RAF flight
trainees on the field and the instruc-
tor pool was mixed. Some Ameri-
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cans flew with British instructors
and vice versa. I flew only once with
that young man before he, too, was
reassigned. It was enough.

We were out doing basic maneu-
vers when the weather caught up
with us. The ceiling kept lowering
and we kept working down to stay
in the clear, until we were buzzing
around at less than 2,000 feet. At
this low altitude, the daring young
man in the back seat decided per-
haps we ought to do some spins.
Rememberinig how close the ground
was after pullout in that first spin
session—when we'd started much
higher—I knew we’d never make it.
I was thoroughly indoctrinated in
the military way. I had confidence
in my competent-looking young in-
structor and the pilot wings he wore.
Still I questioned.

“Sir, are we high enough?”

The young pilot officer thought a
minute and said: “P’rhaps not, Mis-
ter. Let’s look around and see if we
can find a place to climb higher.”

We looked but only found our-
selves forced even lower.

“Well, we're bloody well sup-
posed to practice spins,” said the
pilot officer. He seemed determined.

“Yes, sir, but I think we're too
low,” said 1.

“P’rhaps so,” said he.

We buzzed around and I sweated
while he made up his mind.

“Oh, all right,” he finally said.
“Let’s return to the aerodrome.”

We did, and I for one was glad
to get there. I can’t be sure, of
course, biit I do believe, if T hadn’t
spoken up, we’d have spun our-
selves right into the ground.

My final instructor was Pilot
Officer “T.” He was a Scotsman
with a thick burr. He was an older
man; I’d guess he was nearing
thirty. Rumor had it that he was
a former professional golfer—had

The author, Cal Carpenter, retired
from USAF in 1966 to take up a
second career as writer and gentleman
farmer in the foothills of the Appa-
lachians, near Brevard, N. C. This is
his third article in AIR FORCE Maga-
zine in recent months.
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once stood high in the British Open.
I believe it, for he had wrists as
broad as my hand.

Pilot Officer T was a fine pilot
and a quiet gentleman with tremen-
dous patience and a real knack for
instructing. I can still hear his calm
Scots burr on the intercom:

“Now, Ca-rrr-pente-rrr, let’s do a
powe-rrr-on stall. Pull he-rrrup . . .
now, rrr-ight rrr-udde-rrr, rrr-ight
rrr-udde-rrr . . . hold he-rrr. . .

Pilot Officer T was such a ma-
ture, thoroughgoing gentleman, I
figured him for a stern discipli-
narian and regulation-abiding man.
The first indication I had that this
was not necessarily an accurate
assessmernt of his character was in
early December. We had been prac-
ticing instrument flying for a couple
of hours. I came out from under the
hood and he ordered me to take us
home. I did and, after landing, was
taxiing along the ramp to the park-
ing area. I was taxiing too fast and
not very alertly, for as I turned the
trainer sharply at a ramp-taxiway
intersection, it got away from me.
Before 1 knew it, the cranky ma-
chine had turned a full 180 degrees
and was pointing back the way we
had come. 1 had cut the throttle
when the ground loop started, and
the thing finally stopped. I sat ap-
prehensively awaiting the wrath I
was sure would come from the back
seat, along with an order to take at
Icast five stars. Not a word. I waited
a moment before I looked back.

There sat Pilot Officer T with the
shortest cigarette butt I've ever seen,
smouldering between his pinched
thumb and forefinger. Smoking in
the BT-13 cockpit was strictly for-
bidden, and Pilot Officer T could
have been in big trouble if the word
had gotten out.

I was stunned. I hadn’t thought
anyone would smoke in the air-
plane, certainly not on landing.
After a little more thought, I real-
ized it was not as foolhardy as it

looked. The cockpit was certainly
not tight; there was good ventilation
or I'd have smelled the tobacco.

Pilot Officer T looked at me
coolly for a moment. I turned my
head without a word, spun the air-
plane around, and continued to the
parking area. The incident was
never mentioned, by either of us.

A bit later, I had more evidence
that Pilot Officer T was no sedate
old man. One day, while doing air-
work, he took over without ado and
pointed the nose down toward a
power line.

“I suspect ye’ll be a’buzzin’ one
of these days,” he said. “I'd bette-rrr
show ye how to do it rrr-ight so ye
don’t kill ye-rrr-self!”

The next thing I knew he’d set
up a beautifully controlled low-
level pass, and we went screaming
under the high-power line where it
crossed a river.

“Now,” he said quietly. “You
take the b-rrr-idge up ahead!”

I did, hoping devoutly there were
no unseen cables in the way.

Shortly thereafter, while doing
make-up flying on a beautiful Sun-
day afternoon, we departed Gunter
for instrument airwork. Pilot Officer
T took over immediately after take-
off and we proceeded, at low level,
to the training arca. He turned up a
river and, arriving over a small town |
a few moments later, set up a land-
ing pattern on a nearby meadow,
and competently put the BT-13 on
the ground. He taxied over to the
edge, parked, and cut the engine,
with me aghast at the idea of land-
ing on an unauthorized field. No
sooner was the engine cut than we
were met by a car full of young
people, including two extra girls.
We climbed out and joined them
for a run downtown to the drug-
store and ice-cream sodas. It was,
it seemed, all arranged.

After a pleasant hour or so we
returned to our great silver *“war-
plane” to find it respectfully sur-
rounded by local citizenry. We
basked in their admiration for a few
minutes, climbed back aboard, and
took off for Gunter,

Pilot Officer T’s only remark was
that “People su-rrr-e are f-rrr-iendly
in Alab-aa-ma.” L)

AIR FORCE Magazine / October 1971



The USAF Personnel System

One of USAF’s top personnel managers describes what he
and his staff do to translate the new Personnel Plan—
discussed in earlier issues of this magazine by General
Ryan and General Dixon—into action programs

at the USAF Military Personnel Center, where.. . .

‘Our Business IS People’

By Maj. Gen. Rene G. Dupont, USAF

ASS'T DCS/PERSONNEL FOR MILITARY PERSONNEL, HQ. USAF
AND
COMMANDER, USAF MILITARY PERSONNEL CENTER

N THE May and August issues of AIR FORCE
Magazine, Air Force Chief of Staff Gen.
John D. Ryan and his Personnel Chief, Lt.
Gen. Robert J. Dixon, discussed the kind of
personnel force we are building for the future.
This optimum force is described in detail in the
USAF’s new Personnel Plan—eight volumes
of concepts, goals, and objectives that spell out
the direction in which the Air Force personnel
system is moving.

This third article on the personnel sys-
tem will focus on the function of the United
States Air Force Military Personnel Center
(USAFMPC) and its role in making the USAF
Personnel Plan work. It also discusses what the
individual can do to help make it work.

Organization

The Military Personnel Center’s paramount
task is to translate personnel planning and pro-
gramming into specific programs that meet our
objectives. In order to do this, the USAFMPC
is organized functionally. Four major direc-
torates reflect the principal areas of the per-
sonnel life cycle:

e The Directorate of Personnel Resources
and Distribution is responsible for worldwide
assignments and career development of lieuten-
ant colonels and below;

¢ The Directorate of Personnel Program
Actions manages NCO and officer promotions,
Regular appointments, and other Selection
Board activities, as well as retirements and
separations;

e The Directorate of Personnel Services is
concerned with such member benefits as rec-
reation programs, Officer, NCO, and Airman
Open Messes, and a host of other nonappro-
priated fund activities;
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¢ The Directorate of Personnel Data Sys-
tems ties our complex system together by man-
aging the flow of information into, within, and
out of the USAFMPC.

In addition to the major directorates, the
Assistant for Procurement and Retention de-
velops and manages important programs that
help us procure, motivate, and retain a high-
quality, professional force of managers and
technicians. Finally, the Assistant for Person-
nel Plans, Programs, and Organizational Re-
quirements performs a variety of tasks aimed
at keeping us on track and pointed in the
right direction.

This brief look at the formal USAFMPC
organization tells only a small part of the story.
Since the Air Force became a separate service
in 1947, the personnel function has slowly
evolved from a very decentralized unit struc-
ture to a consolidated, fast-reacting system.
This was made possible by the development of
the personnel data system in the late 1950s.
In the early "50s, we needed more than 30,000
personnel managers and technicians, represent-
ing almost four percent of the total force, to

Maj, Gen. Rene G, Dupont has been
Commander of the USAF Military
Personnel Center at Randolph AFB,
Tex., since August 1969. Much of his
post-World War II career has been in
SAC, with bomb units and in staff posi-
tions. He has served on the Air Staff
as a planner, and was Secretary of the
Staff at SHAPE Headquarters prior to
assuming his present duties. General
Dupont is a graduate of the Air Com-
mand and Staff College and of the
National War College.
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manage the Air Force personnel system. Today
we manage a much more sophisticated system
with a great many more programs, and do it
with about 20,000 people, or just over two and
a half percent of the total force.

The birth of the Consolidated Base Person-
nel Office (CBPO) was primarily responsible
for the reduction in personnel management
people, and we're still reducing the personnel
community today. As we moved through the
1960s, the personnel data system was revised
and updated to provide personnel managers
current and reliable information for decision-
making. Today, personnel data flows from the
CBPOs through USAF's major commands
(MAJCOMs) to the USAFMPC. Many per-
sonnel functions have become centralized; the
result is more equitable treatment for the entire
personnel force—and, more importantly, for
the individual.

We no longer provide promotion or assign-
ment quotas to base level, and hope that the
best qualified people will be selected for pro-
motion or the most eligible for reassignment.
With centralized programs, we can compare
the total force when promoting, or the entire
career field when reassigning, and we can select
the best qualified people for schools, regular
augmentation, and many other programs. This
is one of the many ways we maintain and im-
prove the quality of the force.

Another way we maintain force quality and
build a professional and highly motivated force
is through the career-development program.
For many years the Air Force had no real, dy-
namic career-development program. Career-de-
velopment policies existing in the 1950s and
early '60s were generally ineffective because
policy-makers and resource managers had no
feedback upon which to judge their success or
failure. Hence, individuals sometimes felt that
the Air Force was not concerned about career

The ASTRA (Air Staff
Training Assignment) Pro-
gram sends carefully selected
junior officers to the Air
Staff on one-year tours of
duty. Capt. Roger W. Mor-
tensen (left) is an ASTRA
officer assigned to the Air
Staff’s Motivation and Re-
tention Division at the
USAF Military Personnel
Center.

development. There was no “visibility” among
officers with regard to career growth.

Such questions as “Where can I expect to be
five years from now?” went unanswered simply
because there were no answers. Growing dis-
satisfaction with this situation and its effect on
retention rates led to some major career-devel-
opment studies in the mid-1960s. These studies
resulted in the establishment of a career-devel-
opment division at the USAF Personnel Center
in 1967, and to a basic change in the organiza-
tion of the assignments function.

Prior to 1967, manning officers managed
many career areas for one major air command.
With the career-development division came a
functional realignment. Manning officers now
manage a specific career field for the entire Air
Force. These managers themselves, along with
their career-development counterparts, hold the
Air Force Specialty Code of the career area
they manage. Each resource manager used to
manage some 3,400 officers. Today he man-
ages about 1,500. This allows more time to
evaluate and assign each individual.

In addition, the career developers ask for
feedback from officers in the form of a career
objectives statement that outlines the indi-
vidual's desires for his Air Force future. Direct
personal participation is encouraged; officers
are asked to write or call the USAFMPC if
they have questions. A complete change ir.
philosophy has occurred since the late 1950s,
when individuals were deliberately discouraged
from calling or visiting Hq. USAF.

Force quality must also be maintained
through management of the total force—not
just the active force we concentrate on today.
A concept called “total force management”
is now being developed to move us in that
direction.

In August 1971, Volume IV of the Person-
nel Plan was approved for publication. This
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volume focuses on both the Air National
Guard and the Air Force Reserve force struc-
tures. At the same time, the Military Per-
sonnel Center, in concert with the National
Guard Bureau, the Air Force Reserve, and
other members of the personnel family, is im-
plementing and recommending actions to im-
prove and equalize personnel policies for the
total force, i.e., active, Air Reserve Forces, and
civilians,

Data and Information Systems

The reorganization of the personnel func-
tion was due, in part, to the rapid and con-
tinuing growth of personnel data systems. We
talk now in terms of “near real time” data,
which essentially means the movement of
personnel information from the CBPO to
USAFMPC in twenty-four to thirty-six hours.
We can’t achieve this now, but the goal is at-
tainable within the near future. And, of course,
we're concerned not only about the speed
with which this data moves, but also with its
accuracy..

The initial backlash to the computer era—
“I don’t want a computer running my life”—
continues to some extent today. The computer
is blamed for all sorts of misunderstandings,
poor decisions, and the “impersonality” of “the
system.” Yet, the computer does nothing more
than to mechanically collate, rearrange, ana-
lyze, and predict what humans tell it. We must
blame ourselves if we rely too much on its
output, while showing a lack of concern for
its input. Today all sorts of edits, purges, vali-
dations, and other means of determining the
reliability of the data are “in the system,” but
our one-half percent error rate may still cause
us to make wrong decisions; consequently, “de-
cisions” from computers must be tempered
with judgment.

Management has always realized that judg-
ment must prevail. Systems analysis, linear
programming, modeling, and simulation tech-
niques are excellent ways to help management
make sound, logical decisions, but they’re still
only tools and must be used in that way.
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Career-development moni-
tors are assigned to every
officer career field. The
monitors, who have the
same occupational specialty
as the officers they man-
age, counsel and advise
their counterparts in the
field individually by tele-
phone, mail, or by personal
consultation.

Besides helping us to make decisions, these
tools—the computers—have freed us to do
more things for people. They perform many of
the tasks that it took an extra 10,000 people
to do twenty years ago. Now we have more
time to work on “people” programs and to
develop a more personalized approach to solv-
ing people problems. In the 1950s, we were
highly personalized in terms of an individual’s
ability to communicate his problems to a per-
sonnel manager. But we didn’t have very good
information with which to make decisions or
counsel people. In the 1960s, we began to de-
velop that information capability, but we be-
came relatively more impersonal because we
consolidated our personnel offices. In the
1970s, we hope to provide both a personalized
approach to the personnel processes, and
proper, timely information to back it up.

Motivation and Retention

Under the decreasing stimulus of the draft,
the problem of attracting and retaining quali-
fied people becomes increasingly difficult.
Making an Air Force career desirable, rather
than tolerable, is a prime objective of Air
Force motivation and retention programs. Even
our best efforts to make the Personnel Plan
work will lose their effectiveness if people in
the know (commanders, supervisors, top three
NCOs, and career advisers) do not become
actively involved in the retention effort. It was
for this reason that we embarked on an all-out
retention campaign in January of this year. As
General Ryan has said, “Every ONE Is Our
Business.”

This slogan is our continuing campaign
theme. It highlights the individual involvement
that we know is essential in reaching our vol-
unteer force objectives. During the first three
months of 1971, we began a concentrated
counseling effort. Palace Gold and Palace
Leader were unit-level programs designed to
ensure that unit commanders and top three
grade NCOs provided career guidance to quali-
fied officers and first-term airmen who planned
to leave the Air Force. The positive results of
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Promotion programs

Assignments

AFIT, training

SWAP Program

* ASTRA Program,

Career opportunities

this effort demonstrated that individual involve-
ment and counseling are the essential ingredi-
ents for a successful retention program. More
than 14,000 officers and 89,000 first-term air-
men were counseled, and about ten percent
changcd then‘ Air Force career intent from

“out” to “in.” First-term airman reenlistment
rates jumped from 16.2 percent in January
1971 to thirty percent in May 1971.

The motivation and retention effort also
concentrates on other areas of people involve-
ment, such as the Junior Officer Councils
(JOCs) and NCO/Airmen Advisory Councils,
as well as accumulating data on attitudes of
our young people. Positive Air Force carect
decisions are not influenced by gimmicks. That
is why we have positive people programs—
positive in the sense that these programs at-
tempt to satisfy our officer and airman psycho-
logical and physiological needs as they perceive
them.

People Programs
The personnel processes today have taken
the form of “things we do for people.” Many

programs are designed specifically for career
development, others to better satisfy indi-

USAF Military Personnel Center Checklist

IF YOU'RE CONCERNED
ABOUT . . .

Data in your records

CHECK WITH
CBPO Records Section

CBPO Quality Control

MAJCOM Career Devel-
opment

MPC Career Develop-
ment Division

MPC Officer/Airman Pro-
motion Division

CBPO Career Control
MAJCOM or MPC Career
Development

CBPO Career Control
MAJCOM or MPC
Schools Section

CBPO Airman Assign-
ments

CBPO Officer Assign--

Palace Vista ments

MAJCOM—Asst. for
Career Motivation

CBPO Career Assistance
and Counseling Office

(information and
counseling)

Through the Palace Flicks program, Air Force people
can get the word on personnel matters from film
cartridges, prepared by the Personnel Center and

kept at base personnel offices.

viduals, All meld together to meet the basic
requirement—manning the Air Force to do its
job. For example:

® Palace Blueprint: Initially, this program
brought together the career-development moni-
tors and the assignment officers at USAFMPC
in the civil-engineering career field. Together,
and in coordination with the major commands,
they monitor the end assignments on all civil-
engineering officers. Before Palace Blueprint,
civil-engineering officers were monitored only
when a move was required between major
commands, and the end assignment was often
left solely to a major command without regard
to the total engineering resource of people or
jobs. The program is now operational, and the
concept has spread to other functional areas
such as personnel, administration, and logistics.

e Palace Fuse: This provides immediate
assignments to airmen stationed overseas whose
tours were curtailed, or whose new assignments
were not received within sixty days of scheduled
return. The airman should normally receive an
assignment within seventy-two hours from the
time that USAFMPC is asked to take assign-
ment action.

¢ SWAP Program: Airmen oversea returnees
who have not received a CONUS assignment
of their choice can request an assignment
“swap” with another returnee of the same
grade and specialty who is returning in the
same month. These requests are processed by
the Personnel Center in a second attempt to

* ASTRA (Air Staff Training Assignment) is a program for

assigning selected junior officers, usually captains, to Air
Staff duty for a period of one year. Under Palace Vista, air-
crew and some nonrat:d personnel are given three-year
tours away from their parent commands to familiarize them
with weapon systems of other commands.

satisfy assighment preferences and still meet
Air Force requirements,

The programs described above are designed
to help resolve one of the most basic manage-
ment concerns in the personnel system today—
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the conflict between Air Force requirements
and individual desires. It's obviously impos-
sible to satisfy everyone. If we did so in the
area of geographical assignments, ninety per-
cent of our people would be concentrated at a
handful of bases in geographically desirable
areas. Career-development programs such as
Palace Blueprint help both the individual by
satisfying his carcer objectives and the Air
Force by making the best use of the individual’s
interests and talents. In order to make these
programs function successfully, there must be
communication between the Air Force and the
individual,

Communication—A Two-Way Street

The Personnel Center communicates with
individuals in many ways. Officer Career News-
letters, Career Advisory News, USAFMPC
briefings, “The Air Force Now” film series,
and the new “Palace Flicks” program, a CBPO
information and counseling service are a few.
But we need feedback from the individual so
we can make good decisions, counsel properly,
and build realistic programs.

Each officer and airman must communicate
his assignment preferences and career-develop-

ment goals to the career control section of
the CBPO. Desires must be expressed honestly
and effectively. If we are told what an in-
dividual thinks we want to hear, we may never
surface his problem. For example, the results
of sample surveys, if not an accurate reflec-
tion of a member’s opinion, might alter im-
properly the route we would take.

When officers fill out Career Ob;ecuves
Statements, they should respond in a straight-
forward manner. Each officer should develop a
game plan by describing individual plans based
on performance and desires; asking about rela-
tive standing with contemporaries; using the
CBPO (if they can’t help, they’ll find someone
who can); checking records annually, carefully,
in detail, and correcting what isn’t right; and
ensuring that the facts are straight, accurate,
proper, and timely.

If the USAF Military Personnel Center com-
municates effectively with our members—and
they talk back—we can be successful in build-
ing the type of force described in the USAF
Personnel Plan. That optimum structure, in
turn, is designed to help each individual achieve
his own personal career objectives through a
sound, logical career pattern. And today there
are people who are listening and responding. ®

STOPPING THE CLOCK

Gen. Emmett “Rosie” O’Donnell achieved a measure of fame as a football
player, and later as coach of the West Point team. This fame was enhanced by
his wartime association with the Commanding General, Army Air Forces. Gen-
eral “Hap“ Arnold brought O'Donnell, then a colonel, back to Washington from
the CBI in 1943 because—among other virtues—he was honest and outspoken.
Rosie became one of the “Old Man's” special favorites because, also, he didn't
take himself or anybody else too seriously. Rosie had the ability to tell a
ridiculous story to puncture a spuriously solemn occasion, or to pull off a wildly

absurd stunt with just the right aplomb.

For a year Colonel O’Donnell served on General Arnold’s “Advisory Council,”
a ministry without portfolio, which at one time or another also included “Pre”
Cabell, Larry Norstad, Jake Smart, and Fred Dean, every one of whom ulti-

mately made three stars or better.

One day, Rosie was ushered into the great presence with a proposed solution
to a sticky problem involving the new B-29s, which were catching fire in the air.
While the General was reading through it, the Pentagon air-raid alarm system,
which operated through the clocks, sounded off in its daily test proclaiming the
arrival of high noon. The alarm was loud, incessant, and abrasive in tone.

“Goddam it, Rosie, can’t you stop that thingl” the General wailed, Where-
upon, O'Donnell grabbed the glass inkwell off the General’s desk and flung it
at the offending clock on the wall, The inkwell missed the clock but penetrated
the wallboard partition separating the General’s office from the rest of his suite,
shattering in splinters on both sides while the ink dripped down each side of the

wall, a grotesque double-Rorschach.

General Arnold exploded in uncontrollable laughter, while his dubious staff,
still shaking from the effects of the shock wave, politely joined in the mirth.
I asked General O'Donnell during a recent interview whether he had thought
through the possible negative consequences of his overwhelming impulse. Sup-
pose it had backfired? He said that if there had been time to think about it, he

never would have done it.

—CONTRIBUTED BY DR. MURRAY GREEN, OFFICE OF AIR FORCE HISTORY

(AR ForcE Magazine will pay $10 for each anecdote accepted for publication.)
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Tactical Weapons Meet in Turkey

A Sl

Aircraft of Turkey's lst Tactical Air Force salute the visiting NATO
nations during final ceremonies of Best Hit '71, AIRSOUTH's Annual
Tactical Weapons Meet won by Turkish Air Force's 111th

Squadron from Eskisehir AB.

Moder

NTERNATIONAL cooperation and

competitive zeal went hand-in-
hand as aircrews from three of
NATO’s Southern Region nations
responsible for the defense of the all-
important Southern front, plus a
combined US Navy/Air Force guest
team, took part in “Best Hit ’71,”
AIRSOUTH’s Annual Tactical
Weapons Meet—this year held in
July at Eskisehir Air Base, Turkey.

After a lapse of fifteen years, the
1971 meet brought together pilots
from the air forces of Greece, Italy,
and Turkey competing for the AIR-
SOUTH Commander’s Trophy. In
previous meets, each of the nations
scored a victory for the AfR-
SOUTH Challenge Trophy during
the years 1954 through 1956.

Last year a meet was scheduled
at Istrana Air Base, Italy. Only the
Italian and Turkish Air Force teams
competed, representing the Sth and
6th Allied Tactical Air Forces re-
spectively, plus a USAF guest team.

Although 114 sorties were flown,
the meet was ruled incomplete be-
cause inclement weather forced a
cancellation of the events needed to
select a winner.

The aim of this year's meet,
which was open to all assigned
forces of Allied Air Forces Southern
Europe, was to serve as an incen-
tive for the continual improvement
in the overall weapons-delivery ca-
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This year, aircrews of NATO's Southern
Region nations met at Eskisehir AB, Turkey,
to compete in AIRSOUTH's tactical weapons
meet. The host team clung to its early lead,

and emerged the winner of . . .

Best Hit '71

Neapons in an Old-World Setting

By Lt. Col. Harold A. Susskind, USAF

pability of AIRSOUTH’s air forces.

Best Hit ’71, conducted at Eski-
sehir Air Base—home of the Ist
Turkish Tactical Air Force—ran for
four days, with each of the teams
alternatingly flying afternoon and
morning missions over the Osmaniye
Range, eighty-five miles south of the
Black Sea.

A unique aspect of the meet was

that it showed five different air
weapon systems in operation. The
Turkish team flew North American
Rockwell F-100s; the US team used
Ling-Temco-Vought A-7As and Mc-
Donnell Douglas F-4Es; the Hellenic
team piloted Northrop F-5As; and
the Italian team used Fiat G-91s.
Competition, as expected, was
keen. Suspense mounted as the meet

Opening-day ceremonies of Best Hit '71 were attended by aircraft and
aircrews of the participating nations. A unique feature of the meet was
the competition among five different types of aircraft: Italy's Fiat
G-91s, Greece's Northrop F-5A4s, Turkey's North American Rockwell
F-100s, and the US Navy's Ling-Temco-Vought A-7As and USAF
McDonnell Douglas F-4Es (the last three shown above).
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moved toward its final hours. On
the second day, the Turkish team
overcame the slight first-day lead
held by the Greek team. Building
what appeared to be an insurmount-
able lead through the second and
third days, the Turkish team had to
scramble to stave off the last-minute
rally of the US guest team,

Passing high over shepherds

Col. I. P. Finch, USAF, chief judge
of AIRSOUTH's Best Hit '71, briefs
members of the Hellenic Air Force
and US guest team prior to an after-
noon mission on Osmaniye Range
85 miles south of the Black Sea.
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It is landing gear up
as a Fiat G-91 of the
Italian Air Force
takes off from
Eskisehir Air Base on
one of the navigation
missions during the
meet.
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Sleek-looking Northrop F-5As of the Hellenic Air Force line up
on the ramp as if for inspection, their canopies at
“present arms.”
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guarding their flocks as in ancient
days, and then dipping low over the
fields of golden grain surrounding
the range, the F-4Es of the USAF
element kicked up the dust as their
rapid-firing Vulcan cannons zeroed
in on the white cloth targets. But
the Phantoms’ bid for victory fell
short.

Final standings showed the Turks
with 596 points. The US guest team
had 538, the Italians 464, and the
Greeks 422. By winning, the Turks
moved one up on their Southern
Region allies.

US pilots won two of the three
individual awards. Air Force Maj.
Harvey Kimsey took strafing hon-
ors, and Navy Lt. John Sherm was
first in rocketry. Capt. Omero Co-
minato, of the Italian Air Force,
won the dive-bombing trophy.

High-scoring pilot of the meet
was USAF Maj. Roger Jacquith
with 129 points, followed by Turkish
pilots Capt. Dincer Adar, with 116,
and Lt. Yildiary Celik with 108,

Also ready for inspection and at “present arms” are the
F-4E Phantoms of the US Air Force contingent. The
combined USAF/Navy team placed second in the meet.
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A Turkish Air Force F-100 pulls up
after blasting a target during a
strafing run, The Turks won the meet
with a final score of 596 points.
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Officiating brass, from left, are Colonel Finch, USAF;
Colonel Volcan, TAF, meet project officer; Brig. Gen.
Vecdi Ozgul, TAF, meet chairman; Colonel Hizel, TAF,
Deputy Commander, Eskisehir AB; Lt. Gen. Fred M.
Dean, USAF, Commander, AIRSOUTH; Lt. Gen. Irfan
Ozaydinli, TAF, Ist Turkish Air Force Commander;

and Brigadier General Ugur, Commander of Eskisehir AB.

The meet champions, members of the Turkish
Air Force's 111th Squadron, pose with their
trophies. Overcoming an early lead taken by
the Greeks, the Turks thereafter never lost
their edge, despite an eleventh-hour bid by the
determined US guest team.

Participants had high praise for
the meet, which had representatives
from ten NATO nations operating
in some official capacity. They also
praised the hospitality of Gen. Muh-
sin Batur, Commander of the Turk-
ish Air Force—this year’s host.

“The best range we have seen,”
said Lt. Col. G. D. Stathopoulos,
captain of the Hellenic Air Force
team. “And the meet was well or-
ganized and well run.”

Chairman for Best Hit *71 was
Brig. Gen. Vecdi Ozgul, Senior
Turkish Representative to AIR-
SOUTH. Col. J. P. (Doc) Finch,
USAF, was chief judge, and Maj.
E. P. Thurlow, USAF, was one of
the meet project officers.

In discussing the meet, Lt. Gen.
Fred M. Dean, who has been in-
strumental in reviving the weapons
competition since he assumed com-
mand of AIRSOUTH in August
1968, said: “Since the NATO
strategy has moved from one of all-
out nuclear retaliation to one which

International cooperation is the theme as ground crew members
of the US Air Force's 353d Squadron, 401st TFW, discuss
maintenance with one of their counterparts in the

Turkish Air Force.

includes conventional operations,
the emphasis is once again on the
ability of each individual pilot to im-
prove his accuracy in the delivery of
various weapons. I have long recog-
nized the value that competition
plays in increasing the overall abil-
ity of a command to accomplish its
mission,

“l believe that this meet served
as a good yardstick to measure the
progress we have made in making
the pilots of the air forces of the
Southern Region combat-ready. It
also demonstrated that the pilots
of the four nations can work to-
gether to solve common defense
problems.”

Best Hit ’72 will be held in
Greece. =

Top strafer in
AIRSOUTH's
weapons meel was
Maj. Harvey Kim-
sey, USAF, trophy
in hand. Major
Kimsey is with the
353d Squadron,
401st Tactical
Fighter Wing, sta-
tioned at Torrejon
AB, Spain.

Lt. John Sherm, USN, Attack

Carrier Wing 3, displays the
trophy he was awarded for
chalking up the high score in

the Best Hit '71 rocketry
competition. In the background
is the Navy flyer's A-7A.

High scorer in both the meet
and on the US guest team was
Maj. Roger Jacquith, USAF,
who racked up 129 points. He's
with the 401st Tactical Fighter
Wing, Torrejon AB, Spain.
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The Housing Boom
at George AFB

USAF, teamed with General Electric and various construction firms, is pioneer-
ing new ways of building high-quality, low-cost homes for military families.
What's going on at George AFB and Norton AFB, Calif., is being watched “‘with
keen interest’” by the US Department of Housing and Urban Development.

THE AIR Force has helped bring major, wel-
come changes to the way houses are built.
An innovative technique, pioneered under Air
Force contract and involving industrialized
(factory mass-produced), modular housing, is
providing low-cost, high-quality, durable, at-
tractive, individualized, and comfortable homes
for military families. In addition, it has direct
and significant application to the civilian hous-
ing market.

The first stage of the project involves con-
structing a complete residential community

composed of a variety of homes—ninety three-
bedroom and ninety four-bedroom town houses,
nineteen two-bedroom apartments, and four
four-bedroom ranch-style houses—at George

AFB, Calif. The first twenty-four units are now -

ready for occupancy.

General Electric’s Reentry and Environ-
mental Systems Division, teamed with a con-
ventional building firm (Del E. Webb Corp.
of Phoenix, Ariz.), is producing and installing
the new housing under a $5.4 million contract.
A follow-on contract of about $5.5 million was
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awarded in July of this year to General Elec-
tric, and provides for a second project of 250
single-story and duplex homes at Norton AFB,
Calif. There, GE will be working with the A-J
Construction Co. of San Bernardino, Calif.

The basic modules for both projects are con-
structed at GE’s housing factory in nearby
Apple Valley, Calif., and trucked to the build-
ing site. Because the modules leave the factory
in completed form, all that is necessary is to
mate them at the building site—a process that
requires only a small labor force.

Spokesmen for the US Department of Hous-
ing and Urban Development (HUD), which is
monitoring the progress of the Air Force pro-
gram “with keen interest,” told AIR FORCE
Magazine that the “George AFB project is
breaking new ground in the field of housing
technology of significant importance to the
civilian housing field.”

HUD is conducting a large-scale demonstra-
tion program—*“Operation Breakthrough”—
designed to stimulate industrialized housing. It
incorporates some of the techniques developed
for the Air Force.

The key feature of the Air Force project
technology is that seven basic subassemblies,

— “E:_"
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All that's needed to erect a town house at the building
site is a small work force and a conventional crane.
Modules, including the utility core units, leave the
housing factory in finished form. Landscaping is the
only remaining task before the homes can be occupied.

or modules, are used in building a variety of
high-quality homes, different in internal con-
figuration and external appearance, The mod-
ules feature innovative construction techniques
that include:

® One-piece, cast plaster walls and ceilings,
rated by HUD as a significant advance in con-
struction technology.

e Steel wall framing that provides close
tolerance and easy assembly.

® Honeycomb floor panels that employ basic
acrospace technology for good strength/weight
ratios, rigidity, and compactness.

e A utility core unit, called a “chase,” that
contains all plumbing and heating pipes and
vents, air conditioning, and wiring. Similar
plug-in utility units have been used by Euro-
pean manufacturers, but this is believed to be
their first use in the United States.

Construction costs vary from location to
location because of different labor rates, but
both Air Force and HUD officials are confident
that the new technology will “at least neutralize
the inflation in building costs, which are in-
creasing at an annual rate of about seven per-
cent.” L

—By EpGar ULSAMER

Progression from combined plaster
mold/steel-frame wall panels to
modules that can be erected at the
site is swift under the USAF method.
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Ever tried to ship 165 pounds of black and white spots
from Washington, D. C., to Naples, Italy? Sounds simple,
but when the black and white spots encase a large and
rambunctious Harlequin Great Dane, then your troubles

begin to multiply—fast!

T ALL started when I got orders
I transferring me to AIRSOUTH
at Naples. When I broke the news
to my family, Rae, my wife of
twenty-one years and nineteen dif-
ferent houses, was enthusiastic; son
Mike, a sophomore at Rice Uni-
versity, said, “So what else is new,
Dad?”; teen-age Susan had visions
of those exciting Italian clothes;
Christine, our eleven-year-old walk-
ing encyclopedia, asked, “Who wants
to live near all those old volca-
noes?”; hungry John, the precocious
six-year-old, said, “Oh boy, spa-
ghetti for breakfast!”

Then came the moment of truth.
“What will we do with Fritz?” they
wailed in unison.

“We’ll take him,” I said bravely
but reluctantly. Instead of thanking
me, the kids hugged Fritz.

“Naples, Fritz?” they asked, wav-
ing my orders under his nose.

Fritz reacted quickly. He ate the
orders.

Have you ever tried to ship 165
pounds of black and white spots
from Washington, D. C., to Naples,
Italy?
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By Lt. Col. Harold A. Susskind, USAF

Sounds simple, but when the
black and white spots encase a large
and rambunctious Harlequin Great
Dane, then your troubles begin to
multiply—fast.

For starters, 1 called a friendly
aviation editor. He said dogs were
out of his line unless they were
pilots. He told me to call the Wash-
ington, D. C., Public Relations Di-
rector for Trans World Airlines.
This I did, and received sympathy
and help. He sent me a “doggie kit”
with all the dope on shipping dogs
to Europe by air. It had information
on fares and even listed the sizes of
available crates. But the biggest
crate was only thirty inches high.
Fritz stands thirty-four inches—at
the shoulders.

Now what? My cowardly mind
went to work.

“Why don’t we send Fritz up to
New York to stay with your father?
He can ship him on to us once we
get settled,” I casually suggested to
my wife.

My father-in-law was the come-
dian who thought the dog would be
4 great birthday present for my wife.

CARTOONS BY "JAKE" SCHUFFERT

He arrived one Saturday, unan-
nounced, accompanied by “Com-
mander Fritzgerald” himself. I was
relaxing in the living room of our
home in Virginia, gazing out the
glass doors in a sleepy haze from
which I quickly emerged.

“I don’t believe it!”

“You don’t believe what?” my
wife replied.

“First, your father is out on the -

patio. Second, he is leading what
looks like a spotted calf!”

With that, the doors slid open
and the monster pranced into the
living room. With a joyous wag of

his tail, he cleared the coffee table— |,

ashes, ash trays, butts, and all.

Eventually he settled down,
stretched out on the floor, and went
fast asleep. It was my first experi-
ence with a wall-to-wall dog.

And now I had to ship him all
the way to Europe.

A custom-built crate seemed the
only answer so I started my fingers
walking through the Yellow Pages.

I began with carpenters, but their
estimates sounded more like the
Taj Mahal than a dog crate.
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My wife had an idea. Why not try
a kennel that specializes in shipping
dogs?

Back to the Yellow Pages.

“Yes, we ship dogs. What kind

"4 uSoM-BULT 0RMTE LERMED
10 BE TWHE OMY ANOWER - "
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do you have?” was the reply to my
first ring.

“A Great Dane,” I said and then
sprang Fritz’s outsize measurements
on them. They didn’t have a crate
that would fit but could recommend
a man who built them.

I called him. With the aplomb
that can only come from years of
dealing with dog owners, he asked,
“What are the measurements?”

“Thirty-four inches at the shoul-
der.”

“How long?”

“Fifty inches from nose to rear
end.”

“How big when he lies down?”’

“Wait a minute . . . I'll measure
him,” I replied. Then to Fritz: “Lie
down!”

I was lucky. In a rare fit of
obedience he collapsed on the floor.

“He is sort of lying down and he
measures forty-eight inches, but if
you count his paws stretched out
over his head, you need another
twelve inches.”

I persuaded Fritz to roll over on
his side and chalked his outline on
the rug. That measured thirty-four

by forty-eight inches, but his tail
stuck out another seventeen inches.
I passed thesc figures on to the
craftsman.

By this time the rug was starting
to resemble a sidewalk finger paint-
ing.

Ultimately, my ark maker made
his command decision: “The crate
will have to be fifty-three inches
long, thirty-five inches wide, and
thirty-five inches high. It will cost
$45.” I told him it was a lot of
money. I'd call him back.

My wife is a comparison shopper.
She called another kennel, one near
Dulles Airport.

We were in luck. The kennel
was an experienced dog shipper.
They were shipping a German shep-
herd to Naples that night. They had
a large crate on hand that had been
used to ship a St. Bernard to New-
foundland and a Newfoundland
back to Washington.

They suggested a fitting.

The next day we packed Fritz in
the back of the station wagon and
set out for the kennels.

Fritz liked the kennel-—or at least
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the way it smelled. While Fritz was
checking other things, we checked
the crate,

“It’s great, but you’ll never get
him in it,” I told the manager.

He opened the door. Fritz walked
right in, turned around, and sat
down.

I beckoned him out. He came,
but reluctantly.

“Okay. See if he will go in again.
That was an accident.”

I knew Fritz like a book. He
walked right back in, turned around,
lay down, and yawned.

“Call TWA and tell them they've
got a sleepy passenger,” I said.

The woman dialed TWA Market-
air and reserved space for Fritz to
arrive in Naples one week following
our scheduled departure.

She gave TWA the size and
weight of the crate. Then she turned
and asked, “What does Fritz
weigh?”

“A lot,” T said.

But that wasn’t close enough. If
the combined weight of the dog
and crate exceeded 210 pounds,
Fritz was in trouble.

Putting down the phone, she
asked her assistant to bring out the
scale.

Out came a bathroom scale, and
they told me to get on and weigh
myself.

“One sixty-four,” I called.

“Okay, now pick up Fritz and
get back on,” she told me.

“T’ll get a hernia,” I sputtered.

“But we need his weight.”

The real-life Fritz poses with the Suss-
kind children before the flight to Naples.
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“But do I need a hernia?”’ 1
roared.

I grabbed Fritz under the chest
and he went limp, a dead weight in
my arms. A lot of dog drooped
over at both ends as I struggled to
get on the postal-size scales.

“Wait a minute,” the helper
yelled. “The scale only goes to 250!”

We tried balancing the crate on
the scale, but it was too