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PRESIDENT'S REPORT
by Ron Barrett, James Connally 63-06

	 It	is	now	time	to	start	your	flight	planning	to	attend	
the	next	AFNOA	Reunion	in	April,	2015.	You	say	it	is	a	
year	and	a	half	away?	At	this	age	that's	a	wink!

SO LISTEN UP!
	 The	AFNOA	 Reunion	will	 be	 in	April,	 2015,	 at	
Pensacola,	Florida.	Pensacola	is	directly	off	I-10	in	the	
western	panhandle	
of	 Florida	 for	 you	
drivers,	 and	 the	
Pensacola	Airport	
shuttle	 to	 town	 is	
free.	The	hotel	we	
are	 considering	 is	
located	 in	 down-
town Pensacola 
with	free	parking.	
	 Of	 big	 inter-
est to all will be 
the	 nice	weather,	
pretty	 beaches,	
and	the	good	sea-
food	which	we	can	
enjoy	as	we	get	to	
meet	 and	 share	
our	 navigator	 ex-
periences.	
	 The	 first	 day	
will	 be	 for	 sign-in,	
fun,	catching	up	at	
our	bar,	and	snack-
ing	 on	 wonderful	
hors	d'oeuvres.	
	 The	 second	
day	will	be	for	 the	
navigators—a	 full	
day	at	the	U.S.	Na-
val	Aviation	 Mu-
seum	on	Naval	Air	
Station	Pensacola	
(NAS-P)	and	a	visit	to	the	USAF	Combat	Systems	Officer	
(CSO)	school	right	near	by.		We	will	tour	the	wonder-
ful	Museum	of	Naval	Aviation	and	have	 lunch	 in	 their	
Vietnam	area	bar-grill,	with	a	chance	 to	get	up	close	
to	NC-4,	the	first	aircraft	to	cross	the	Atlantic	Ocean,	in	
May	1919,	when	the	time	of	the	flight	navigator	began.	

The	second	event	will	be	in	the	afternoon,	when	we	will	
go	over	to	the	USAF's	Combat	Systems	Officer	(CSO)	
flight	school	for	a	briefing	and	tour.	There	you	will	see	
the	items	we	gave	to	them	for	their	heritage	exhibit	and	
visit	the	flight	simulators.	
	 The	CSO	is	the	new	rated	designation	for	navigators,	
electronic	warfare	officers	(EWOs)	and	weapon	ystems	
officers	(WSOs)	in	the	USAF.		This	is	much	like	the	USN	
flight	officer	(back	seater).	There	are	an	ever-decreasing	

number	of	legacy-
navigators, 	 but	
they	 are	 there,	
mostly	 in	 the	B-1,	
B-52	 and	 C-130	
fleets.	
	 For	our	mates	
not	 so	 enthralled	
with	all	matters	air-
plane,	there	will	be	
tours,	 luncheons	
and	 shopping	 in	
a really neat area 
by	 the	 hotel.	This	
second	evening	is	
open	so	 folks	can	
seek	 out	 on	 their	
own	 choices	 for	
dinner.	
 The	 AFNOA 
Gene ra l 	 Mem -
bership	 meeting	
will	 be	held	 in	 the	
morning	of	the	third	
day,	from	8:00	until	
noon.	We	 do	 the	
real	business	of	the	
company	at	 these	
Reun ions , 	 and	
please	 remember,	
all are welcome to 
participate.

	 The	third	afternoon	is	open.	The	evening	of	the	third	
day	is	for	our	great	celebratory	sit-down	banquet.	
	 On	the	fourth,	and	final,	morning	we	say	good-by	to	
all	and	return	home.	Again,	the	airport	shuttle	is	free.
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MEMBERSHIP APPLICATION
THE AIR FORCE NAVIGATORS OBSERVERS

ASSOCIATION  (AFNOA)
	 Name	 _________________________________
	 Spouse's	Name	 __________________________
	 Address			________________________________
	 	________________________________________
	 City			___________________________________
	 State/ZIP			 ______________________________
	 Home	Phone				 ___________________________
	 Work	Phone			 ___________________________
	 Cell	Phone		 ___________________________
	 Internet	Address			 ________________________
	 Base	Name/Class	Number			 ________________	

	 Send	a	Tax	Deductible	$15.00	Annual	Contribution		
	 check	payable	to	AFNOA	to:	
	 	 Dennis	Ehrenberger,	AFNOA Treasurer
	 	 2783	Glenview	Drive
	 	 Sierra	Vista,	AZ	85650-5734
	 	 	 Telephone:	520-378-1313			

	 Tax	Deductible	Life	Membership	Contribution	
	 	 payable	to	AFNOA 
	 Under	55	 $190.00	 66-70	 $90.00
	 55-60	 $165.00	 Over	70	 $65.00
	 61-65	 $140.00	 Over	80	 $35.00

	 Advise	Jim	Faulkner	(address	on	page	16)	of	chang-
es	in	address.				Please	include	your	e-mail	address	
with		your	renewals	and	applications.

DR AHEAD

DR AHEAD	is	the	official	publication	of	the	Air	Force	Navigators	
Observers	Association;	a	non-profit,	non-political	organization	
dedicated	to	maintaining	the	peace	and	security	of	the	United	
States	of	America	and	a	spirit	of	comradeship	among	the	navi-
gators,	observers	and	bombardiers	of	the	USAAC,	USAAF,	or	
the	USAF.			TENOA,	the	forerunner	of	AFNOA,	was	organized	
by	Clarke	Lampard,	Ellington	Class	50-D,	in	1985.

DR AHEAD	 is	published	by	AFNOA,	Inc.,		6441	Avenida	De	
Galvez,	Navarre,	 Florida	 32566-8911.	 	 Presorted	 3rd	 class	
postage	is	paid	at	Ocala,	Florida.

POSTMASTER:		Send	address	changes	to	AFNOA,	Inc.,	6441	
Avenida	De	Galvez,	Navarre,	Florida,	32566-8911.

MANUSCRIPTS	are	welcomed,	especially	by	E-mail	(address:	
RNNN@mcn.org)	or	by	submittal	to	the	editor	on	data	CDs,	IBM-
compatible	formats	only	please.		All	submissions	must	be	signed	
and	must	include	the	address	of	the	contributor;	no	anonymous	
material	will	 be	printed;	however,	names	will	 be	withheld	on	
request.		The	editor	reserves	the	right	to	edit	submitted	articles	
for	reasons	of	taste,	clarity,	legal	liability,	or	length.		Originals	
will	be	returned	only	if	a	self-addressed	envelope	with	sufficient	
postage	is	included.		The	comments	and	views	herein	represent	
the	views	of	the	editor	and	are	not	necessarily	those	of	AFNOA, 
Inc.		Deadline	for	the	next	issue	is	15	November	2013.

ELECTRONIC SUBMISSIONS	are	strongly	preferred.		If	you	
cannot	 send	 information	 through	 electronic	mail	 or	 on	CD,	
copy	 should	 be	 typed.	 	Photographs	and	drawings	are	also	
very	welcome.

CHANGE OF ADDRESS:		Please	report	changes	of	address	
to:	AFNOA,	 Inc.,	 4109	Timberlane,	 Enid,	OK	 73703-2825;	
jfaulkner39@suddenlink.net;		580-242-0526

DR AHEAD STAFF:  
Owner			 AFNOA 
Editor,		Richard	W.	Ahrens	 RNNN@mcn.org
Copy	Editor,	Jack	Mudie	 jackmudie@sbcglobal.net
Circulation,	Jim	Faulkner	 jfaulkner39@suddenlink.net
Electronic	Distribution	 sac-ewo@att.net

*********
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Continued from Page 1

OPERATION JUNCTION CITY 
by	Henri	L.	Bailey	III,	James	Connally	64-05	

	 During	my	time	in	Vietnam,	our	crew	made	twenty-
eight	combat	airdrops.		Only	two	of	them	were	personnel	
drops,	and	they	were	made	on	 the	same	day	approxi-
mately	twelve	minutes	apart.		Operation	Junction	City	took	
place	on	22	February	1967.		It	was	to	a	drop	zone	in	Tay	
Ninh	province	by	elements	of	the	173rd	Airborne	Brigade.		
It	turned	out	to	be	the	only	unit	personnel	drop	during	the	
Vietnam	War.		Individuals	were	dropped	in	special	opera-
tions,	but	no	other	unit	airdrops	took	place.
		 Preparation	 for	 the	Air	Force	began	at	Cam	Rahn	
Bay	Air	Base	with	a	research	of	the	circular	error	average	
(CEA)	of	all	of	the	navigators	currently	there	on	the	day	
before	the	scheduled	drop.		Air	drops	were	a	part	of	the	
lifeblood	of	tactical	aviation	transport	crews.		Operations	
picked	the	crews	whose	navigators	had	the	lowest	CEA,	
and	my	crew	was	one	of	those	selected.		We	were	briefed	
on	the	drop	zone	(DZ)	location	and	best	approaches.		The	
DZ	was	close	to	Cambodia	so	we	were	also	briefed	on	
the	necessity	to	avoid	violating	Cambodian	air	space.		
 According	to	the	pre-mission	briefing,	the	DZ	had	been	
secured	by	ground	elements	of	the	operation	that	were	in	
need	of	reinforcement.		There	was	also	a	Combat	Control	
Team	(CCT)	in	place	to	mark	the	DZ	and	give	us	final	in-
structions.		Each	aircraft	had	two	sticks	to	drop.		One	stick	
was	 to	be	 released	and	 the	aircraft	would	fly	a	planned	
route	 and	 then	 drop	 the	 second	 stick	 20	minutes	 later.	
That	was	the	plan	that	we	were	given	by	the	Army.		The	Air	
Force	planned	the	route	to	fly	while	we	were	carrying	out	
the	20-minute	separation.		The	one	thing	in	our	favor	was	
that	there	was	no	known	AAA	in	South	Vietnam	then.

	 On	 the	day	of	 the	mission,	 the	operation	went	 as	
planned	right	up	to	the	release	of	the	first	stick.		As	soon	
as	it	was	evident	that	the	last	trooper	had	exited	the	last	
aircraft	in	the	formation,	all	hell	broke	loose.		The	NVA	had	
stayed	hidden	and	planned	an	ambush.		They	ignored	
the	aircraft	but	were	shooting	the	troopers	in	their	chutes	
as	 they	were	descending.	 	The	CCT	kept	us	 informed	
of	what	was	happening.	 	 Lieutenant	Colonel	Holl,	 our	
aircraft	commander,	asked	the	Army	captain	who	was	in	
command	to	come	forward.		He	explained	to	him	what	
had	happened	and	asked	him	what	he	wanted	us	to	do;	
continue	as	planned	or	abort	the	rest	of	the	mission.		He	
said,	"I	would	love	to	abort	under	these	circumstances	
but	I	cannot	abandon	my	men.		This	has	turned	into	a	
mission	to	hell.		See	if	we	can	get	the	second	stick	on	the	
ground	earlier	to	reinforce	the	first	stick."		
	 Colonel	Holl	contacted	the	CCT	and	told	 them	the	
Army	intended	to	continue	the	mission	and	asked	if	we	
could	move	up	 the	second	drop	 time.	 	They	said	 they	
would	 let	 us	 know	when	 the	DZ	was	 useable	 for	 the	
second	drop.	 	 I	 computed	changes	 in	 the	 route	 to	cut	
time	but	have	sufficient	 time	 for	hook	up,	 line	up,	and	
drop.	 	Colonel	Holl	 advised	 the	 formation	 of	 pending	
change	---	 the	mission	would	continue	and	expect	de-
fensive	fire	on	the	next	approach.		He	changed	the	time	
between	aircraft	to	two	minutes	and	cleared	the	aircraft	
to	non-standard	distances	 from	centerline	as	we	were	
flying	in	formation.		Each	aircraft	would	be	responsible	
for	its	own	proper	alignment	from	the	initial	point	(IP)	to	
the	release	point	 (Green	Light).	 	CCT	called	back	 that	
the	DZ	was	useable.		I	took	us	directly	to	turning	point	5	
from	TP2,	cutting	four	minutes	from	the	planned	enroute	
time.		Colonel	Holl	informed	the	CCT	that	the	new	drop	
time	was	four	minutes	earlier	than	previously	scheduled.		
He	told	them	the	aircraft	would	be	in	stretch	formation	so	
as	not	to	give	away	the	exact	time	difference.		He	briefed	
the	Army	captain	and	dismissed	him	to	inform	his	men.		
	 They	prepared	themselves	to	jump	into	combat.		This	
time	across	the	DZ	the	NVA	fired	at	the	aircraft	as	well	as	
the	troopers.		By	stretching	out	the	formation,	we	fooled	
some	of	the	gunners.		Only	one	or	two	of	the	aircraft	re-
ceived	minor	small	arms	fire.	The	same	was	not	true	of	
the	paratroopers.		The	173rd	Airborne	Brigade	suffered	
heavy	 losses	 that	day.	 	The	Army	captain	who	was	 in	
command	of	the	jump	was	one	of	the	casualties,	but	he	
hadn't	abandoned	his	men	on	the	ground	and	saved	his	
unit	from	even	worse	losses.		
	 There	was	a	mood	of	silence	in	the	Officers	Club	at	
Cam	Rahn	Bay	 that	night	among	 the	 transport	 crews.		
Word	spread	quickly	among	the	"trash	haulers"	and	was	
picked	up	by	the	"fighter	jocks".		A	lot	of	brave	Americans	
had	given	the	last	full	measure	of	devotion	that	day.

*********

ADDRESS CHANGES
by	James	Faulkner,	James	Connally	64-04

	 Please	advise	us	of	address,	phone	and	e-mail	ad-
dress	changes	so	you	can	get	your	DR AHEAD in a timely 
manner.		Contact	James	Faulkner,	VP	of	Membership:
	 by	e-mail:		jfaulkner39@suddenlink.net
	 by	telephone:		580-242-0526
	 by	mail:		4109	Timberlane,	Enid	OK	73703-2825

*********

	 Details,	costs,	and	times	will	be	printed	in	the	next	
DR AHEADs.	I	will	be	Chairman	of	this	next	Reunion.
	 My	 e-mail	 is	 ronaldpbarrett@yahoo.com	 and	my	
cellphone	is	305-797-0745.		It	is	best	to	e-mail	me.	

*********
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Christopher Cherry

Damon Wendt

Donald Sengstack, with Donald Pumroy

AFNOA 2013 ACADEMIC SCHOLARSHIP AWARDS
by	Jim	Bannerman,	Ellington	55-06
	 We	 received	17	applications	 for	 the	2013	AFNOA 
academic	scholarships.	Three	were	eliminated	because	
of	 either	 incomplete	 documentation	 or	 failure	 to	meet	
the	submission	deadline.		The	remaining	14	applications	
were	 forwarded	 to	each	of	 the	Scholarship	Evaluation	
Committee	members	 for	 their	 subjective	 evaluation.		
Because	of	funding	limitations	we	were	only	able	to	offer	
five	scholarships	this	year.		Each	committee	member	was	
asked	to	identify	and	rank	their	choice	for	the	top	five	ap-
plicants.		The	independent	rankings	were	then	combined	
to	identify	the	combined	top	five	applicants.		Each	of	those	
applicants	was	awarded	a	$1,000.00	scholarship.		The	
awardees	are:

	 Donald	Sengstack,	who	is	the	grandson	of	Donald	
Pumroy	 (Selman	44-14)	and	a	high	 school	 senior.	He	
has	been	accepted	at	the	University	of	Maryland,	where	
he	plans	to	major	in	communications.		He	has	spent	the	
past	two	summers	as	an	intern	at	the	National	Institute	
of	Health’s	Center	 for	 Information	and	Technology.	He	
hopes	to	pursue	a	life	goal	of	being	a	writer.

	 Damon	Kenneth	Wendt,	 who	 is	 the	 grandson	 of	
David	Wendt	 (Harlingen	1961).	Damon	 is	entering	his	
sophomore	 year	 at	 the	Missouri	University	 of	Science	
and	Technology,	where	he	is	majoring	in	aerospace	and	
mechanical	engineering.	Damon	had	a	3.60	GPA	for	his	
freshman	 year	 and	was	 awarded	 a	 previous	AFNOA 
scholarship.

Christopher	Cherry,	who	is	the	son	of	active	duty	Lt.	Col.	
Marc	Cherry	(Mather	91-01).	He	has	completed	his	junior	
year	at	the	University	of	Arizona,	where	he	is	majoring	in	
political	science.	He	hopes	to	work	for	the	U.S.	Depart-
ment	of	State	in	the	area	of	international	relations.
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McKensie Harris

Ella Margaret Schofield

BRIEFLY NOTED
by	Bill	Wilkins,	Ellington	52-09

 Eisenhower in War and Peace	by	Jean	Edward	
Smith,	2013	Random	House	Trade	Paperback	Edition,	
$20.00,	is	a	comprehensive	(778	pages	of	text,	98	pages	
of	 end	 notes,	 plus	 extensive	 footnotes,	 bibliography,	
and	a	comprehensive	index)	biography	of	the	General.		
Smith	mines	 the	 large	number	of	previously	published	
works	about	Ike	and	adds	generously	from	other	relevant	
sources.		He	enriches	the	book	with	his	original	research	
and	personal	observations.		It	is	all	presented	as	a	com-
pelling,	highly	readable	story	of	a	remarkable	life.	While	
Smith	is	obviously	an	admirer	of	Eisenhower,	he	does	not	
hide	weaknesses	or	gloss	over	failures.		Many	AFNOA	
members	will	find	the	book	a	welcome	reminder	of—as	
well	as	a	learning	experience	about—important	years	in	
their	own	lives.

*********

McKensie	Harris,	who	is	the	granddaughter	of	Carl	Voigts-
berger	(Connelly	66-18).		She	will	be	entering	her	junior	
year	at	the	University	of	Wyoming	with	an	area	of	study	
in	animal	and	veterinary	science.		She	does	not	plan	to	
become	a	practicing	veterinarian,	but	to	continue	through	
the	PhD	degree	and	teach	that	subject.

	 The	members	of	the	2013	AFNOA	Academic	Scholar-
ship	Evaluation	Committee	were:
	 Jim	Bannerman,	Chairman	(Ellington	55-06)
	 Ron	Barrett	(Connally	63-06)
	 Dave	Belden	(Harlingen	56-09)
	 Lew	Egglefield	(Ellington	51-06
	 Lloyd	Ward	(Harlingen	55-16)
	 The	 following	 loyal	AFNOA	members	made	 tax	
deductible	donations	totaling	$3,255.00	to	 the	AFNOA 
Scholarship	Fund:
	 Angelo	Morinello	(Ellington	50-D)
	 John	Burt	(Harlingen	56-20)
	 Franklin	Hall	(Ellington	57-17C)
	 Lloyd	Ward	(Harlingen	55-16)
	 Ed	Norwood	(Selman	45-14N)
	 Jim	Bannerman	(Ellington	55-06)
	 Ludvik	Svoboda	(Connally	63-06)
	 Carl	Volgtsberger	(Connally	66-18)
	 J.	W.	Taylor	(Harlingen	61-12K)
	 John	Hurst	(Fort	Worth	TX)
	 Louis	Malucci	(Ellington	57-12)
	 Donald	Marler	(Ellington	57-12)
	 Kenneth	Smith	(Harlingen	56-09)
	 If	you	would	like	to	join	this	distinguished	list	of	do-
nors	please	send	your	tax	deductible	donation,	marked	
"AFNOA	Scholarship	Fund",	to:
	 Dr.	James	Bannerman
	 761	Marina	Point	Drive
	 Daytona	Beach,	FL	32114
	 Gerald	Renner	 (Connally	 52-08)	 recently	 passed	
away.	His	obituary	suggested	 that	memorial	donations	
could	be	made	 to	 the	AFNOA	Scholarship	Fund.	 	We	
received	three	donations	totaling	$100.00.		Thank	you	for	
your	thoughtfulness,	Mrs.	Renner,	and	our	condolences	
on	your	loss.

*********

	 Ella	Margaret	Schofield,	who	is	the	granddaughter	of	
George	Schofield	(Hondo	43-07)	and	a	sophomore	at	the	
University	of	South	Carolina,		where	she	is	studying	to	be	
a	nurse.	After	graduation	she	plans	to	work	for	up	to	two	
years	in	the	critical	care	unit	of	a	hospital	before	returning	
to	college	for	an	advanced	degree	in	anesthesiology	and	
become	a	nurse	anesthetist.	
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FB-111 over Pease AFB showing the aircraft alert shelters along the east side of the runway.  Photo courtesy of FB-111A.net.

FB-111 EWO MEMORIES
by	Russell	Steele,	Harlingen	61-06.	

This	saga	 is	about	how	an	Electronics	Warfare	Officer	
(EWO)	became	Chief	 of	 the	FB-111	Category	 III	Test	
and	Evaluation	Team,	the	adventures	that	led	up	to	that	
assignment,	 and	 the	 challenges	 encountered	 by	 the	
Strategic	Air	Command’s	first	digital	bomber	undergoing	
Cat	III	Testing	in	the	1970s.	
 Background.			My	first	operational	assignment	was	
with	the	42nd	Bomb	Wing	at	Loring	AFB,	Maine,	in	1962.		
By1965	I	was	the	youngest	member	of	S-77	assigned	to	
the	Wing	Standardization	Board.		In	1966	the	Wing	was	
being	split	up—one	of	the	two	squadrons	was	going	to	
Plattsburgh	AFB.		I	volunteered	to	transfer	to	Plattsburgh	
with	my	pilot,	Major	Don	Mahrt.		
	 However,	when	the	orders	came	down	I	was	trans-
ferred	to	Castle	AFB,	93rd	Bomb	Wing,	which	was	the	
Strategic	Air	Command’s	primary	B-52	 training	organi-
zation.	It	was	an	unexpected	but	welcome	assignment,	
because	I	am	a	native	of	California,	and	my	wife	Ellen	
and	I	had	had	enough	snow	and	cold	for	a	while.		Initially,	
I	was	assigned	to	a	328th	Bomb	Squadron	combat	train-
ing	crew,	but	within	six	months	of	my	arrival	I	became	the	
93rd	Bomb	Wing	Assistant	Pens	Aid	Officer.	How	 that	
happened	so	quickly	is	another	story.	

	 After	two	years	at	Castle,	I	wanted	to	get	my	combat	
tour	out	of	the	way	and	volunteered	to	join	the	planning	
staff	at	U-Tapao	in	Thailand,	but	my	request	was	denied.	
"We	have	other	plans,"	said	SAC	Headquarters	at	Offutt	
AFB	 in	Nebraska	without	 any	 explanation.	 	 I	was	 not	
happy	with	the	evasive	answers.		It	was	weeks	later	that	
the	93rd	Director	of	Operations,	Col.	Ken	Green,	invited	
me	into	his	office	and	welcomed	me	to	the	340th	Com-
bat	Training	Group	at	Carswell	AFB,	Fort	Worth,	Texas,	
which	had	been	assigned	the	responsibility	for	training	
FB-111	combat	crews.		Col.	Green	was	to	be	the	Vice	
Group	Commander.	I	was	flabbergasted,	yet	excited	to	
be	in	on	the	ground	floor	operations	of	SAC’s	first	digital	
bomber.	
 FB-111 Training Days.			In	a	few	months,	my	wife,	
two	young	daughters,	and	I	were	headed	to	Fort	Worth,	
arriving	in	the	fall	of	1968.		The	base	was	just	across	the	
runway	 from	 the	General	Dynamics	 plant,	which	was	
building	the	Tactical	Air	Command’s	F-111	fighter-bomb-
ers,	and	it	would	soon	be	rolling	out	the	first	Strategic	Air	
Command	FB-111A	for	the	Training	Squadron.
	 The	F-111	was	the	first	Air	Force	swept-wing	aircraft	
—wings	forward	for	takeoff,	landing,	and	low-level	cruise;	
wings	swept	back	and	two	afterburning	engines	for	Mach	
2	high-speed	flight,	which	was	not	part	of	the	SAC	mis-
sion	profile.	The	crew	consisted	of	a	pilot	and	a	navigator	
sitting	side-by-side	in	a	cockpit	that	was	an	emergency	
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escape	module.	The	Mark	II	Avionics	package	was	the	
most	advanced	system	available	in	the	1960s.	
	 Things	around	the	340th	Group	Headquarters	were	
relatively	routine	for	a	new	unit—one	supply	and	training	
challenge	after	another.		This	was	SAC’s	first	two-seat	
aircraft	that	could	follow	the	nap	of	the	earth	at	200	feet.		
The	last	operational	flights	of	the	generals	at	HQ	SAC,	
who	were	setting	the	mission	standards,	had	been	in	the	
cockpits	of	B-47s.		The	generals	wanted	us	to	fly	the	FB-
111,	equipped	with	Short	Range	Attack	Missiles	(SRAM),	
like	a	B-47	loaded	with	gravity	bombs—not	too	close	to	
the	ground!
	 My	 assistant,	Captain	Hugh	Horton,	 arrived	 from	
Beale	AFB,	and	we	set	about	figuring	how	to	train	a	two-
man	crew—left-seat	pilot	and	right-seat	radar	operator—
in	 the	 art	 of	 electronic	warfare.	 	The	 countermeasure	
suite	 included	 the	ALQ-94	 jammer,	 which	 combined	
pulse	mode	and	CW	deception	and	noise	jammer	with	
three	subsystems	covering	low	(E/F),	mid	(G/H)	and	high	
(I/J)	bands.		Other	countermeasures	included	an	ALE-28	
chaff	and	flare	dispenser.		Receivers	included	an	ALR-41	
Radar	Homing	and	Warning	System	(later	the	ALR-62)	
and	the	AAR-34	Infra-Red	Receiving	Set,	completing	the	
EW	suite.
	 We	realized	it	was	going	to	be	challenge,	as	we	were	
not	going	to	be	checked	out	in	the	FB-111.	It	is	hard	to	
speak	with	authority	when	you	have	not	been	there	and	
done	 that.	 	Especially,	when	 the	Radar	Bomb	Scoring	
sites	were	not	capable	of	activating	 the	onboard	ECM	
suite	of	receivers	and	transmitters.		Crews	were	forbid-
den	to	even	turn	on	the	ALQ-94.		And,	as	it	turned	out,	
the	Flight	Simulators	were	not	configured	to	portray	the	
Soviet	threat	environment.	
	 All	that	said,	we	recognized	that	the	best	ECM	device	
on	the	FB-111	was	the	APQ-134	terrain-following	radar.	
The	FB-111	automatic	terrain-following	radar	system	flew	
the	craft	at	a	constant	set	altitude	following	the	Earth's	
contours	to	avoid	detection	by	radar.		However,	should	
any	of	the	system's	circuits	fail,	the	aircraft	would	auto-
matically	climb,	into	a	more	hostile	environment,	where	
the	ECM	suite	could	come	into	play.	
 FB-111A Stand Down Opportunities.			The	340th	
Group’s	minor	challenges	soon	became	major	challenges	
when	the	cracks	started	to	appear	in	the	swing-wing	at-
tachment	points	in	the	F-111s	flying	at	Nellis	AFB.		FB-111	
pilots	were	being	checked	out	at	Nellis	AFB	by	Tactical	
Air	Command’s	F-111	Training	Unit.		These	cracks	were	
first	discovered	in	1968	during	ground	fatigue	tests,	and	
then	in	1969	when	TAC’s	15th	F-111	crashed.		All	F-111s,	
including	the	FB-111s,	were	grounded	on	22	December	
1969	until	a	fix	could	be	found	for	the	wing	box.	It	was	
an	unexpected	and	unwanted	Christmas	present	for	the	
340th.	

	 While	 the	 nine-month	 grounding	 presented	 some	
training	 challenges,	 it	 also	 opened	 the	 door	 to	 some	
unexpected	opportunities.		The	original	plan	was	for	the	
right-seat	navigators	to	attend	FB-111A	ground	training	at	
Mather	AFB	in	Sacramento,	California.		With	the	aircraft	
grounded,	it	was	decided	to	move	the	Air	Training	Com-
mand	instructors	to	Carswell	AFB	in	Texas	on	temporary	
duty,	saving	 travel	costs.	 	Hugh	and	 I	sat	 in	on	all	 the	
classes,	passed	all	the	exams,	and	received	our	FB-111A	
Air	 Training	Command	Ground	Training	Certificates,	
which	we	coveted	with	great	pride.	
	 When	not	 in	class,	Hugh	and	 I	built	a	huge	file	of	
classified	 documents	 that	 filled	 two	 four-drawer	 safes	
describing	 the	electronics	 threat	 to	 the	FB-111.	 	Hugh	
was	really	smart,	curious,	competitive,	and	a	very	intense	
chain	smoker.		He	studied	the	electronic	threat	and	could	
cite	statistics	from	memory.		One	day,	deep	into	a	new	
Foreign	Technology	Division	report	on	the	Soviet	SA-3,	
he	caught	the	sleeve	of	his	blue	wool	shirt	on	fire	with	
his	cigarette.	He	was	totally	unaware	he	was	on	fire	until	
I	 emptied	my	 coffee	 cup	on	his	 sleeve.	 	His	 technical	
knowledge	and	intense	ability	to	concentrate	would	show	
up	later	in	some	unanticipated	accomplishments.			
 The Cockpit Challenge.	 	 	Once	 the	wing	 boxes	
had	been	fixed	and	training	flights	resumed,	Hugh	and	
I	started	plotting	how	we	could	get	checked	out	 in	 the	
FB-111.		We	had	been	getting	our	flight	time	in	C-47s,	
CH-53s	and	T-29s.		We	first	made	our	case	with	Director	
of	Operations	Col.	Parker	and	finally	Group	Commander	
Col.	Green,	that	we	would	be	better	instructors	and	have	
more	credibility	if	we	were	flight	qualified.		We	had	all	the	
ground	training	including	some	simulator	time.	
	 We	were	eventually	given	permission	to	ask	Second	
Air	Force	for	approval.		They	craftily	replied	it	was	a	great	
idea,	 but	 there	were	 no	 openings	 in	 the	Mather	AFB	
ground	training	classes	schedule	for	at	least	three	years.		
We	would	just	have	to	wait	for	our	ground	training	before	
we	could	be	checked	out	to	fly.		We	replied	that	our	ground	
training	was	complete,	and	we	had	our	Air	Training	Com-
mand	Certificates	as	proof.		Permission	was	reluctantly	
granted,	if	we	did	not	take	away	from	the	combat	crew	
training	resources.		We	were	crewed	up	with	staff	pilots,	
who	needed	to	remain	qualified.		My	assigned	pilot	was	
Lt/Col	Don	Mahrt,	my	former	B-52	pilot	at	Loring	AFB	in	
Maine.		
	 The	crew	members	selected	for	the	assignment	to	
the	340th	Bomb	Group	and	4007th	Combat	Crew	Training	
Squadron	were	the	best	that	SAC	had	to	offer.		As	the	six	
planned	combat	wings	were	formed,	these	elite	members	
were	to	become	the	wing	staff.		It	was	a	competitive	group,	
especially	in	the	Bomb/Nav	shop.		It	was	with	great	pride	
they	posted	their	bombing	scores	with	the	new	Mark	II	
computer-aided	bombing	 system.	 	Dreams	of	winning	
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future	bombing	competitions	were	often	discussed	in	the	
hallways	and	at	the	Officers	Club.	
 Adapting to a Digital Reality. 		All	the	assigned	navi-
gators	had	great	expectations	for	the	digitally-controlled	
bombing	and	navigation	computers	equipped	with	Kalman	
filters,	clever	software	math	with	the	ability	to	fuse	multiple	
sensor	readings,	which	took	advantage	of	their	individual	
strengths,	while	canceling	system	noise.		Coupled	with	a	
high	resolution	radar	with	a	crisp	digital	display,	the	radar	
offset	points	were	no	longer	fuzzy	blobs	on	a	CRT	screen	
—a	huge	improvement	over	the	B-47	and	B-52	analog	
bombing	systems	the	crews	had	been	using.		However,	
there	was	a	hidden	problem	in	this	transition	from	analog	
to	digital	systems.
	 I	was	told	that	analog	systems	were	more	accurate	
when	more	data	was	integrated	into	the	analog	comput-
ers.	This	was	a	technique	called	"stirring	the	pot."	Con-
stantly	moving	the	cross	hairs	on	the	offset	points.		On	
the	other	hand,	the	digital	computers	with	their	Kalman	
filter	 performed	best	when	 the	navigator	 identified	 the	
target,	placed	the	crosshairs	in	the	correct	corner	of	an	
offset	point	and	let	the	computer	do	the	stirring.			
	 Hugh	Horton	had	never	been	a	bomb	chucker	and	
did	not	know	about	"stirring	the	pot."		He	studied	the	pre-
mission	target	simulations	and	once	on	the	Radar	Bomb	
Scoring	range	he	placed	the	cross	hairs	on	the	offsets	and	
let	the	bombing	computer	do	its	job.		On	his	first	training	
mission	he	came	back	with	a	"shack",	a	perfect	score,	
zero-zero.	
	 Luck,	they	said	down	in	the	Bomb/Nav	shop.		On	his	
second	training	mission	he	came	back	with	two	"shacks."	
There	was	a	lot	of	head	scratching	down	in	the	Bomb/
Nav	shop.		Some	of	the	elite	bomb	chuckers	in	the	shop	
had	yet	to	get	a	"shack,"	and	they	were	being	shown	up	
by	one	of	those	weird	EWOs.		I	should	point	out	in	my	
100-plus	hours	in	the	FB-111	I	never	got	a	shack,	just	a	
few	200-footers.		I	did	not	spend	as	much	time	in	target	
study	as	most	right	seaters,	including	Hugh.		My	focus	
was	elsewhere.
 More Digital Challenges.			The	FB-111	was	expe-
riencing	 computer	 problems.	 	The	 cockpit	 navigation	
display	was	a	set	of	digital	dials,	showing	the	aircraft’s	
latitude	and	longitude.		For	an	unknown	reason	both	the	
Inertial	Navigation	System	(INS)	and	the	bombing	comput-
ers	would	just	freeze	up	and	stop	working.		There	was	one	
analog-to-digital	converter	board	that	fed	both	computers	
analog	sensor	data	from	the	other	aircraft	systems,	air	
temperatures,	airspeed,	angle	of	attack,	etc.		
	 The	computers	had	a	number	of	self-protection	soft-
ware	routines	that	were	on	the	lookout	for	data	corruption	
from	the	Converter	Multiplexer	Box.		The	INS	computer	
was	on	one	side	of	the	aircraft,	the	bombing	computer	on	

the	other,	with	a	cable	connecting	them.	Something	was	
corrupting	the	data	between	the	two	computers	and	they	
just	shut	down,	going	to	safe	mode,	and	the	crew	had	to	
resort	to	using	the	old-fashioned	DR	navigation	methods,	
with	a	little	assist	from	the	TACAN	on	training	missions.		
	 I	played	a	small	role	in	the	discovery	of	the	solution	
to	this	problem.		On	a	crew-training	mission	in	Texas,	my	
pilot	and	I	were	the	second	aircraft	in	a	loose	two-ship	
formation	when	the	lead	aircraft	entered	one	of	the	puffy	
white	clouds	with	dark	gray	undersides	that	dotted	the	
Texas	sky	in	the	summer	time.		"Lost	our	computer,"	said	
the	lead	over	the	radio.		Well,	actually	he	said	something	
about	the	human	anatomy,	but	this	publication	may	be	
read	by	all	ages.		Seconds	later,	the	nose	of	our	aircraft	
entered	the	same	cloud,	the	position	counters	froze-up,	
and	the	computers	were	dead.		Something	in	that	cloud	
caused	both	failures.		But,	what?
	 I	was	 aware	 that	 antennas	 and	 aircraft	 parts	 can	
collect	electrical	current	in-flight.		One	night	in	a	B-52G	
over	northern	Canada,	with	St.	Elmo’s	fire	lighting	up	the	
cockpit,	a	glowing	ball	of	energy	jumped	out	of	an	antenna	
cable	I	had	 just	disconnected	to	discharge	the	energy.		
After	an	eye-popping	short	stay,	the	ball	of	energy	exited	
out	the	tail	gunner’s	radar	circuit	breaker	panel	in	a	puff	
of	smoke.	We	had	ball	lighting	in	the	cockpit.		Only	the	
gunner	who	saw	the	lightning	believed	my	story,	and	I	set	
about	studying	atmospheric	electricity	in	my	spare	time	
on	alert,	and	how	to	keep	it	from	screwing	up	the	radar	
warning	receivers.		
	 The	navigation	system	failures	renewed	my	interest	
in	atmospheric	energy.		I	discovered	that	collapsing	ice	
particles,	tightly	packed	isobars	in	the	jet	stream,	ionized	
air,	and	charged	clouds	can	all	generate	electrical	energy.		
My	initial	thought	was	the	disconnected	ALQ-94	anten-
nas,	black	boxes	not	yet	 installed,	were	collecting	and	
discharging	energy	in	the	avionics	bay.		General	Dynamic	
engineers,	testing	with	heat	sensitive	paper	and	a	Van	
de	Graaff	generator,	proved	this	not	to	be	true.		However,	
the	static	theory	had	some	merit,	and	testing	continued	
on	other	components.		It	was	discovered	that	the	static	
charge	was	 traveling	 down	 the	 pitot-static	 boom	and	
jumping	to	the	cable	connecting	the	bomb	and	navigation	
computers.	 	The	final	fix	was	to	reroute	the	INS	to	the	
Bomb	computer	cable	in	the	avionics	bay	and	put	diodes	
in	the	connector	pins	to	bleed	off	any	static	pulses.		More	
on	 this	stray	energy	and	 its	consequences	 later	 in	my	
tale.
 Test and Evaluation Discovery.			In	our	continuing	
quest	 for	enemy	 threat	 intelligence	 that	could	have	an	
impact	 on	 combat	operations,	Hugh	and	 I	 tapped	 into	
every	possible	technical	library	and	intelligence	source.		
One	day	a	slender	classified	Secret	document	came	in	
the	package	that	was	not	a	threat	document.		It	was	a	
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classified	directive	to	form	a	Category	III	Test	and	Evalu-
ation	Team	at	Pease	AFB's	509th	Bomb	Wing,	the	first	
operational	unit.
	 This	Category	III	Test	and	Evaluation	Team	was	to	
be	 a	 temporary	 organization,	with	 a	 120-day	mission	
to	evaluate	the	FB-111s	performance	over	1,000	flying	
hours,	including	low-level	flight	at	500	to	750	feet	above	
the	ground.	The	FB-111	was	to	be	the	first	Strategic	Air	
Command	aircraft	to	undergo	Category	III	Testing.	
	 Category	I	testing	was	designed	to	prove	the	weapon	
system	concept.		Category	II	proved	the	weapon	system’s	
performance.	 	However,	 both	Category	 I	 and	 II	 tests	
were	Systems	Command	 responsibilities	 and	 accom-
plished	with	highly	 trained	test	pilots	and	maintenance	
support	 from	 the	manufacturer.	 	After	 previous	 fielded	
weapon	systems	had	failed	to	measure	up	to	Category	
II	performance,	HQ	Air	Force	had	mandated	Category	III	
Testing.		These	tests	were	devised	to	prove	the	weapon	
system	could	meet	combat	expectations	when	assigned	
to	an	operating	wing,	 flown	by	operational	 crews,	and	
maintained	by	assigned	ground	crews.	
	 According	to	the	test	plan,	the	Test	Team	was	"...to	
evaluate	 the	FB-111A	weapon	system’s	capability,	 reli-
ability,	and	maintainability	on	training	missions,	alert,	sat-
ellite,	and	dispersal	operations.		Other	goals...	including	
evaluation	of	logistics	support,	training	programs,	and	the	
adequacy	of	personnel	skills,	technical	data,	life	support	
activities,	and	systems	reliability/maintainability."	
	 Col.	Moore	was	now	the	Wing	Commander	at	Pease	
AFB,	and	Col.	Parker	was	to	be	the	Vice	Commander	of	
the	509th.		I	assisted	in	the	acceptance	testing	of	the	first	
fully	operational	FB-111	Flight	Simulator	at	Pease	AFB.		
It	 had	a	major	 issue	with	 the	enemy	 threat	 simulation	
of	"track	while	scan"	radars	and	was	going	to	require	a	
major	modification.		The	simulated	"track	while	scan"	was	
based	on	the	F-106	rotating	beam,	not	the	Soviet	SA-2,	
two-beam	scan.		I	had	been	throughly	questioned	before	
reporting	this	finding	back	through	command	channels.		
Col.	Parker	did	not	want	some	EWO	screwing	up	the	ac-
ceptance	of	SAC's	first	fully	operational	flight	simulator.	
	 I	had	been	notified	of	a	pending	assignment	to	Pease	
AFB	as	the	509th	Wing	Defensive	Systems	Officer.		Ac-
cording	to	the	Test	Directive,	the	Wing	Vice	Commander	
was	 to	be	 responsible	 for	 the	Cat	 III	Test.	 	 I	made	an	
appointment	 and	 asked	Col.	 Parker	 about	 the	Cat	 III	
Test	and	Evaluation	Team,	and	who	was	going	to	lead	
the	team.		He	was	totally	unaware	of	the	Cat	III	testing	
requirement.		That	very	evening	there	was	a	reception	
for	General	Steffis,	Commander	of	817th	Air	Division	at	
Pease	AFB,	and	Col.	Parker	suggested	we	ask	him	and	
Col.	Moore,	who	was	traveling	with	 the	general,	about	
the	Cat	II	Test	requirements	at	the	reception.	

	 General	Steffis	was	surprised	by	my	recount	of	the	
classified	document.		He	had	not	heard	of	the	requirement	
and	requested	that	Col.	Parker	and	I	come	to	his	VOQ	
room	at	8:30	the	next	morning	with	more	details.		When	we	
left	the	morning	meeting	after	several	hours,	Col.	Parker	
was	the	Cat	III	Test	and	Evaluation	Team	Commander,	as	
called	out	in	the	implementation	plan,	and	I	was	appointed	
the	Test	Team	Chief,	responsible	for	all	the	planning	and	
execution	of	the	Cat	III	Team.		As	General	Steffis	said,	
"You	know	more	about	this	Cat	III	than	anyone,	you	are	
our	best	choice	to	run	the	show."—or	something	close	to	
that.		I	was	excited	and	fearful	at	the	same	time,	for	this	
was	to	be	the	first	ever	Cat	III	Test	and	Evaluation	Team	
in	the	Strategic	Air	Command.	There	were	no	precedents	
to	follow—it	was	all	new	territory.
	 And	interesting	territory	it	became	when	test	results	
forecast	a	major	weapons	failure,	resulting	in	the	forma-
tion	 of	 the	 4201st	Test	Squadron	 reporting	 directly	 to	
SAC’s	Director	of	Operations.		But	I	am	getting	ahead	of	
my	story.
	 My	first	nine	months	at	Pease	focused	on	building	
the	Test	Team.		In	addition	to	dedicated	flight	crews,	we	
needed	data	collection	and	analysis	expertise,	a	team	of	
maintenance	data	collectors,	and	some	computer	pro-
gramers.		I	also	wanted	our	own	computing	resources.		I	
managed	to	procure	an	HP	9830A	programmable	calcula-
tor	with	a	plotter	and	a	tape	drive.		It	was	programmable	
in	Basic	and	it	gave	the	engineers	and	analysts	their	own	
number-crunching	machine.		We	also	had	access	to	the	
base	computing	resources,	if	we	punched	our	own	card	
decks.	 	The	Test	Team	had	been	assigned	an	unused	
B-52	FTD	training	building	as	temporary	quarters.	 	My	
office	was	in	one	of	the	classrooms,	a	huge	cavern	of	a	
place	with	an	echo.
	 It	 started	out	as	a	small	 team,	 including	a	captain	
and	master	 sergeant	 on	 loan	 from	 the	maintenance	
squadron,	two	clerks	from	operations,	two	enlisted	TDY	
computer-programming	 technicians,	 and	 two	 commis-
sioned	operational	analysts	on	temporary	duty	from	other	
Air	Force	units.	Six	crews	were	designated	 to	support	
the	Test	Force,	2	each	 rated	Ready,	Experienced	and	
Senior.		They	were	regular	crews,	but	would	receive	ad-
ditional	briefings	on	the	test	objectives	of	each	mission,	
and	participate	in	Cat	III	debriefings	following	the	flight.
 It Was All in the Numbers.			The	test	program	was	
officially	launched	on	1	October	1971,	and	it	was	to	be	
completed	in	120	days	and	1,000	flight	hours.		However,	
thirty	days	into	the	Test	Program	the	senior	analyst,	Major	
Greathouse,	knocked	on	my	door,	entered	and	dropped	
a	pile	of	HP	9830A	printouts	on	my	desk.
	 "Major,	we	need	an	appointment	with	the	Wing	Com-
mander.		The	509th	is	going	to	flunk	their	first	Operational	
Readiness	Inspection	(ORI)".
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FB-111A  Attack Radar Tracking control Handle. Photo from Dash-1.

	 "What	are	you	talking	about,"	I	asked.	"The	wing	will	
not	be	combat	ready	until	it	passes	an	ORI."
	 "It’s	all	 in	 the	numbers,"	Greathouse	said,	shoving	
the	printouts	accross	the	desk.	
	 Out	on	the	ramp	six	FB-111s	were	on	alert,	shielded	
from	the	weather	in	open-ended	Quonset	huts;	they	were	
allergic	to	snow	and	ice,	as	the	de-icing	fluid	was	known	to	
turn	the	wing	pivot	bearing	sleeves	into	a	sticky	goop.		In	
the	alert	shack	crews	waited	for	the	Klaxon	horn,	know-
ing	an	ORI	was	due,	so	the	509th	Bomb	Wing	could	be	
declared	operational	ready.			
	 With	the	Test	Team	assembled	earlier	in	1971	we	had	
started	 collecting	and	 validating	maintenance	data	 for	
several	weeks	prior	to	our	official	start	date	of	1	October	
1971.	The	 team	crosschecked	 the	 aircrews'	write-ups	
against	reported	maintenance	actions	on	the	aircraft.		We	
were	startled	by	an	error	rate	in	the	data	near	40	percent,	
mostly	from	coding	errors	when	ground	crews	reported	

the	wrong	maintenance	code,	or	when	an	IBM	card	was	
keypunched	incorrectly.		
	 For	example,	I	remember	that	on	one	of	my	proficien-
cy	flights,	a	small	crack	appeared	in	one	of	the	multiple	
layers	in	the	left	corner	of	the	windscreen.	At	postflight	
debriefing	we	filled	out	the	forms,	noting	the	crack.		The	
ground	crews	replaced	the	windscreen.		However,	it	was	
recorded	as	"cleaned	and	wiped	the	windscreen."		The	
code	should	have	been	"replaced	windscreen."		Ground	
crews	were	 soon	 giving	 our	 enlisted	 data	 collection	
monitors	one	finger	salutes.		They	were	not	happy	about	
someone	looking	over	their	shoulders	day	and	night.	
	 By	October	the	team	had	reduced	the	maintenance	
data	errors,	not	to	zero,	but	low	enough	to	see	the	op-
erational	life	of	the	analog-to-digital	converter	boards	in	
the	Mark	II	Converter	Multiplexer	Box	was	measured	in	
hours—a	little	more	than	four.		The	design	mean-time-to-
failure	was	1,500	hours,	the	spares	buy	was	based	on	91	
hours,	the	average	flight	hours	was	17,	but	our	number	
was	4.	
	 By	the	analysts'	numbers,	on	a	seven-hour	simulated	
combat	mission,	half	of	the	aircraft	would	not	reach	their	
first	target	with	a	functioning	bomb/navigation	system.		In	
addition,	only	half	of	the	aircraft	had	received	the	cable	
modifications	to	bleed	off	any	stray	static	discharges.		A	
snowstorm	in	the	low	level	bombing	route	could	put	the	
111s	at	increased	risk.	
	 It	was	a	week	before	Wing	Commander	Col.	Moore	
reluctantly	took	our	briefing.	He	listened	with	raised	eye-
brows,	as	if	we	were	asking	him	to	join	the	flat	earth	so-
ciety.	"I	don’t	believe	one	word	of	this	BS,"	he	said.	"Take	
your	fortune	tellers	and	get	out	of	my	office."		News	of	our	
presentation	spread,	and	all	the	aircrews	took	umbrage	

that	the	Cat	III	Test	Team	had	questioned	their	ability	to	
pass	 the	pending	 readness	 inspection.	We	 took	some	
flack	for	standing	by	our	equipment	failure	numbers.		
 The ORI Validates Cat III Numbers.			The	ORI	evalu-
ation	team	landed	in	mid-November.		The	base	entered	
simulated	war	mode	and	prepared	to	launch	all	thirty-four	
assigned	aircraft,	but	only	about	half	of	them	had	been	
modified	to	deal	with	the	static	discharge	problem.		The	
sky	was	 clear,	with	 no	weather	 fronts,	 but	with	 some	
surface	winds.		With	no	storms	forecast	on	the	low	level	
route,	a	Cat	III	Test	Team	office	pool	was	started,	betting	
on	the	number	of	aircraft	to	reach	their	first	target.		I	did	
not	participate,	hoping	that	the	numbers	we	had	crunched	
on	the	our	HP	9830A	desktop	calculator	were	wrong.		
	 My	hopes	were	dashed	when	only	seventeen	made	it	
to	the	target—some	did	not	even	make	it	to	the	low-level	
entry	point.		The	analog-to-digital	boards	failed	as	we	had	
predicted.		Those	that	did	not	experience	analog-to-digital	
board	failures	encountered	high	winds	blowing	snow	on	
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the	 low	 level	 route,	 causing	bomb/nav	system	 failures	
in	aircraft	that	had	not	been	modified.		Those	collapsing	
ice-crystals	in	the	blowing	snow	packed	quite	a	punch.
	 Aircraft	aborted	the	low	level	route	for	safety	when	the	
bomb/nav	system	failed.		One	FB-111	landed	at	a	county	
airport	after	the	crew	lost	both	their	ability	to	navigate,	and	
their	air-to-ground	radios.		The	county	airport	was	closed,	
with	only	a	payphone	outside	the	office.	The	crew	did	not	
have	enough	change	to	call	the	Command	Post,	and	the	
telephone	operators	on	the	base	switch	board	would	not	
accept	a	collect	call.		So	the	air	crew	used	the	two	dimes	
between	them	to	call	the	county	sheriff,	who	reported	the	
crew’s	location	to	the	Command	Post.		"I‘ve	got	some	of	
your	boys	down	here,"	he	said.
	 The	ORI	was	a	disaster	 for	 the	509th	Bomb	Wing	
and	the	reputation	of	SAC’s	newest	bomber.		The	FB-111	
was	already	controversial,	and	this	failure	emboldened	its	
critics.		In	December	1965,	Secretary	of	Defense	Robert	
McNamara	had	chosen	 the	General	Dynamics	FB-111	
over	 the	Air	 Force’s	 desire	 for	 a	 real	 bomber,	 the	Ad-
vanced	Manned	Strategic	Aircraft	to	replace	the	Convair	
B-58	and	aging	Boeing	B52Cs	Ds,	and	Fs.
 From Fortune Tellers to Saviors.			Overnight	the	Cat	
III	Test	Team	went	from	fortune	tellers	to	saviors.		Colonel	
Moore	took	the	position	that	since	Cat	III	Test	Team	knew	
his	bomb	wing	would	fail,	the	ORI	should	not	count.	I	was	
"invited"	first	to	2nd	Air	Force,	then	Headquarters	SAC,	
and	eventually	the	Pentagon,	to	explain	how	the	Cat	III	
Test	Team	knew	 the	ORI	 outcome	before	 the	 aircraft	
were	launched.		For	three	weeks	I	came	home	on	Fri-
days	for	a	few	kisses	from	my	wife	and	three	daughters,	
packed	some	clean	uniforms	and	left	again	on	Sunday	
afternoons	for	more	briefings	on	how	we	arrived	at	our	
failure	numbers.	I	saw	more	generals’	stars	in	those	three	
weeks	of	briefings	than	in	all	my	previous	ten	years	of	
commissioned	service.	
	 The	2nd	Air	Force	Commander	requested	Headquar-
ters	SAC	to	convene	a	Weapon	Systems	Conference	"to	
identify	causes	and	to	determine	solutions	to	the	FB-111A	
avionics	and	crew	training	problems."	 	As	a	result,	 the	
Cat	III	Team’s	mission	was	expanded	to	"begin	testing	
immediately	on	the	total	INS	performance	and	reliability,	
major	 sub-component	 performance	and	 reliability,	 and	
all-weather	 operations	with	 and	without	 the	 filter	 pin	
modification."	
	 An	Operating	Location	was	established	at	Pease	AFB.	
More	TDY	programmers	and	analysts	were	assigned	to	
the	OL	with	additional	support	on	temporary	duty	 from	
Headquarters	SAC.		"Spies,"	declared	one	of	my	trusted	
programmers.	 	We	became	a	highly	 visible	 operation,	
reporting	monthly	to	the	Headquarters	SAC	Director	of	
Operations.	

	 Sensing	opportunity,	some	of	the	pilots	started	lob-
bying	for	my	job.		What	was	a	navigator	doing	running	an	
aircraft	test?		That’s	a	pilot's	job!		I	managed	to	hang	on	
to	my	job	until	the	summer	of	1972,	when	I	was	selected	
to	attend	Air	Command	and	Staff	College.	
	 Some	of	 the	 interesting	findings	discovered	during	
my	 tenure	as	 the	Cat	 III	Test	Team	Chief	are	outlined	
below:	
 1. The Goats Nuts.	 	 	One	mystery	was	why	more	
of	the	simulated	bombs	on	the	radar	scoring	range	fell	
short	and	left	of	the	target.		It	was	finally	concluded	that	
the	right	seat	navigator	sat	short	and	left	of	the	bombing	
systems	tracking	handle	which	the	crews	called	"goats	
nuts".		The	tracking	handle	was	attached	to	the	underside	
of	 the	 right	 side	dash	board	and	hung	down	 like	goat	
testicles,	with	 the	"pickle	switch"	on	 the	 left	side.	 	The	
navigator	 grasped	 the	 handle	with	 the	 stock	 between	
their	middle	 two	fingers,	with	 the	 thumb	hovering	over	
the	"pickle	switch"	to	release	the	selected	weapon,	or	on	
training	missions	to	cut	the	radio	tone	indicating	the	radar	
bomb	scoring	site	the	weapon	had	been	released.		It	was	
determined	that	navigators	were	involuntarly	dragging	the	
tracking	handle	toward	them,	as	they	pressed	the	switch,	
having	completed	the	bomb	run.	Alerting	the	crews	to	the	
problem	was	a	partial	cure,	future	missions	showed	an	
improvement.
 2. Cleaning Disaster. 		The	mission	data	had	to	be	
programmed	in	to	the	navigation	and	bombing	systems	by	
the	infamous	AGRED	6660	using	a	one-inch-wide	black	
paper	tape	with	holes	punched	in	the	paper	to	represent	
the	digital	data.		Missions	were	key	punched	and	then	
sent	to	the	Maintenance	Avionic	Squadron.		The	AGERD	
6660	consisted	of	a		Electronic	Engineering	Tape	Read-
ers,	Tally	Tape	Punch,	Tele-typewriter,	and	ARMA	Micro	
8K	computer	with	a	core	memory	system.		The	mission	
data	was	loaded	into	the	Microprocessor,	stored	in	the	
core	memory	 and	 then	punched	on	 to	 paper	 tape	 for	
loading	into	the	aircraft	computers.		About	every	third	day	
the	ARMA	Micro	8K	computer	lost	its	mind.		The	mission	
information	was	 being	 scrambled.	 	Major	Greathouse	
decided	to	camp	out	in	the	computer	room	on	the	days	
of	the	week	when	it	was	most	likely	to	happen.		It	did	not	
take	more	than	one	night	to	solve	the	problem.
	 Right	after	midnight,	a	young	airman	appeared	and	
started	cleaning	the	hallway.		He	would	sweep	the	floor,	
pour	on	some	wax,	spread	it	with	a	mop,	and	then	fire	up	
a	huge	buffer	to	bring	back	the	shine	his	supervisor	liked	
to	see	when	he	came	in	each	morning.		As	the	analyst	
observed	this	operation,	the	airman	was	letting	the	buffer	
bang	against	the	wall.		On	the	other	side	of	the	wall	was	
the	mission-loading	 computer	with	 its	 core	memories.		
This	banging	and	vibration	caused	a	memory	drop-out	in	
the	computer.		I	could	write	a	whole	article	about	the	AG-
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ERD	6660,	from	loose	chads,	missing	documentation,	to	
tele-typewriters	that	never	worked	properly.		Mission	criti-
cal	components	with	a	huge	quality	control	problem.
 3. Phantom Avionics Failure. 		The	digital	systems	
on	 the	 aircraft	 required	digital	 test	 stations,	 that	were	
designed	to	give	a	pass-fail	diagnostic,	and	which	had	
some	problems	of	 their	 own.	 	Black	 boxes	 that	 failed	
were	sent	to	the	McClellan	AFB	Depot	for	repair.		There	
was	no	established	local	repair	capability	for	these	digital	
systems.	This	created	a	problem,	as	the	service	supply	
chain	soon	filled	with	boxes	sent	to	the	Depot	that	were	
found	to	be	fully	functional	upon	arrival.		One	of	the	CAT	
III	analysts	spotted	the	supply	chain	problem,	declaring	
there	were	too	many	boxes	going	out	and	not	enough	
coming	in,	or	were	on	the	shelf.		Boxes	were	being	re-
turned	from	the	Depot	tagged	with	"could	not	reproduce	
the	reported	problem"	code.		
	 The	problem	turned	out	to	be	a	communication	issue.	
The	digital	systems,	and	the	analog	systems	through	the	
converter	box,	were	all	linked	together	on	a	communica-
tions	bus.		When	it	appeared	to	the	aircrew	that	Box	C	
failed,	it	was	in	fact	a	failure	in	Box	D	that	had	sent	bad	
data	to	Box	C,	where	the	onboard	diagnostics	indicated	
the	failure	of	Box	C.		Box	C	was	replaced	and	sent	to	the	
Depot	for	repair,	and	a	new	Box	C	installed,	but	it	failed	on	
the	next	flight.		This	continued	filling	the	supply	pipeline	
with	Box	Cs	until	in	desperation	Box	D	was	replaced.	A	
whole	new	class	of	failures	had	been	identified.
 4. One Final Important Lesson.			Even	though	my	
tenure	as	the	Chief	of	the	Cat	III	Test	and	Evaluation	Team	
was	cut	short	by	my	Command	and	Staff	assignment,	I	
learned	one	valuable	lesson	that	stuck	with	me	throughout	
the	rest	of	my	Air	Force	and	retirement	career.		When	a	
computer	programmer	 tells	you	 the	program	you	want	
written	cannot	be	done,	it	only	means	that	they	do	not	
know	how	to	do	it.		The	two	captain	computer	program-
ers	assigned	to	the	Cat	III	Test	Force	were	very	capable,	
but	they	once	told	me	the	analysis	program	I	wanted	was	
impossible	to	produce.		Later	the	senior	enlisted	program-
mer,	a	master	sergeant	with	years	of	experience	slipped	
in	to	my	office,	and	asked	if	he	could	speak	frankly.		Sure!		
"Sir,	when	the	captain	said	it	could	not	be	done,	it	really	
means	he	does	not	know	how	to	do	it."		That	was	on	a	
Friday	afternoon,	and	the	following	Monday	the	master	
sergeant	came	by	my	office	with	the	completed	analysis	
routine.	Throughout	my	career,	that	bit	of	insight	came	
in	handy	many	times	as	I	went	on	to	deal	with	the	intro-
duction	of	digital	computers	and	software	 into	weapon	
systems.	
 It Was All in the Numbers.	 	 	The	methods	 and	
analysis	developed	by	the	Cat	III	Team	validated	the	Cat	
III	testing	process	and	the	need	for	field	level	evaluations.		
On	1	 July	 1972,	 the	Category	 III	Test	 and	Evaluation	

Operating	 Location	was	 upgraded	 to	 the	 4201st	Test	
Squadron,	 reporting	 to	SAC’s	Director	 of	Operations.		
After	1,812	sorties,	totaling	8,802	flying	hours,	the	testing	
was	finally	complete.		I	have	no	idea	how	many	reams	of	
computer	paper	the	team	used,	or	how	many	hours	they	
spent	analyzing	printouts,	but	 in	the	end	Cat	III	 testing	
was	all	in	the	numbers.	

*********

DIGITAL EDITION
by	Errol	Hoberman,	Harlingen	60-09N

	 Over	50	members	have	received	DR AHEAD in	the	
digital	edition.	If	you	have	not	received	yours	and	have	
requested	one,	or	you	wish	to	receive	DR AHEAD auto-
matically	via	email,	then	write	sac-ewo@att.net.

*********

TOO MANY COOKS...
by	Peter	Book,	Hondo	43-16

	 During	the	Korean	War	I	served	as	navigator	in	Stra-
tegic	Air	Command	B-29	heavy	bombers.		We	flew	combat	
training	missions	over	 various	 cities	 in	 the	 continental	
United	States.		These	ciries	were	similar	in	size	and	shape	
to	cities	in	the	Soviet	Union.		We	would	perform	our	duties	
as	if	we	were	actually	bombing	those	cities.		The	ground	
observers	tracked	us	as	we	proceeded	on	the	bomb	run.	
When	we	 called	 for	 drop,	 the	 ground	 observer	would	
calculate	the	simulated	impact	in	relation	to	ground	zero	
and	give	us	our	score.	
	 We	performed	about	a	half	dozen	drops	going	around	
the	target	in	a	race	track	pattern.		On	this	particular	mis-
sion	 the	 target	was	 the	 railroad	 yards	 in	Kansas	City.		
Beside	the	regular	crew	of	ten	we	carried	six	other	navi-
gators	and	instructors.		We	spelled	each	other	to	relieve	
the	 tension	and	boredom	of	 9-	 to	12-hour	missions	at	
altitudes	of	over	30,000	feet.	
	 During	the	midst	of	one	of	our	bomb	runs	I	was	rudely	
awakened	from	a	nap	by	the	aircraft	commander	scream-
ing	 into	 the	 interphone,	 "Navigator!	Mission	 aborted!		
Gimme	a	mag	heading	to	Barksdale	Field,	Shreveport."	
	 I	asked	Mike,	 the	radar	navigator,	 the	heading.	He	
replied,	 "How	should	 I	 know.	 I	 thought	you	had	 it.	 I’ve	
been	eating	my	lunch."	
	 I	got	the	same	response	from	Gene,	the	bombardier-
navigator.		He	was	engrossed	in	a	girlie	magazine.	
	 Six	navigators	on	board	and	no	one	knew	where	we	
were!		Before	I	hit	the	panic	button	I	tried	to	figure	this	
one	out.		Shreveport	had	to	be	to	the	south	of	us.		The	
big	river	showing	up	on	the	radar	had	to	be	the	Missouri.		
In	the	best	confident	voice	I	could	muster	I	barked	into	
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the	interphone,	"Navigator	to	Aircraft	Commander,	mag	
heading	195,	ETA	2040	Zulu".		WIth	minor	adjustments	
we	arrived	within	5	degrees	and	5	minutes	of	my	guess-
timates.	Whew!

*********

NOT EXACTLY NOSTALGIA
by	G.	T.	Martin,	James	Connally	58-08

	 During	 a	 visit	 to	Denver's	Wings Over The Rock-

ies	museum	 in	Hangar	 2	 of	 the	 old	 Lowry	Field	 (now	
"developed"),	under	the	wing	of	a	static	B-1B,	I	noted	a	
MK28	weapon—the	B-47	standard	Alert	Force	bomb.		I	
was	reminded	of	standing	for	45	minutes	at	Greenham	
Common	monitoring	running	engines	while	my	pilots	were	
confirming	messages	from	Drop	Kick.		I	saw	them	strug-
gling	 into	 their	parachutes,	unusual	 for	 the	routine	 taxi	
drills.		It	was	just	daylight	on	Sunday	morning,	October	
28th,	1962.
	 I	was	 a	 pilot	 before	 becoming	 a	USAF	navigator,	
having	soloed	at	age	14	out	of	a	cornfield	along	the	Ka-
nawha	River	in	an	Aeronca	7AC	Champion.	Abandoning	
an	NROTC	scholarship	at	The	Ohio	State	University	after	
a	Midshipman	cruise	on	the	USS	Missouri,	I	joined	the	
enlisted	Navy	to	serve	in	the	Korean	exercise	as	an	intel-
ligence	specialist	on	the	admiral's	staff	of	Fleet	Air	Wing	
One	(Formosa	Patrol	Force).	 	When	that	tour	ended,	I	
accepted	an	appointment	as	a	Second	Lieutenant	in	the	
WV	ANG,130th	Squadron.	The	only	flying	slot	available	
was	for	a	navigator,	so	I	went	to	JCAFB—class	of	58-08,	
pipeline	to	SAC.
	 I	have	a	book	 in	progress	("Cloud	Country")	about	
some	B-47	activities,	reflexing	out	of	Dyess	AFB	with	the	
341st	Bomb	Wing.		I	had	a	double	"shack"	at	La	Junta	on	
my	last	flight	with	the	96th	before	a	year	in	the	4362nd	
PACCS,	mostly	doing	circles	around	Lake	McConoughy.		
I	went	 to	Keesler	 for	Communications	Officer	 school,	
thinking	that	would	be	the	last	of	SAC.	Not	so.
	 While	stationed	at	RAF	Alconbury,	I	maintained	flight	
pay	status	riding	C-47s	to	various	I&I	(intoxication	and	
intercourse)	European	 locations,	which	qualified	me	to	
ferry	 one	 from	Moron,	Spain,	 via	 Lajes	 to	 Loring	AFB	
with	a	Lt.Col.	who	had	been	a	DC-3	pilot	in	that	airplane	
with	Pennsylvania	Central	Airlines.		I've	forgotten	the	tail	
number	of	 the	plane,	but	 it	was	destined	 to	become	a	
gun-ship	in	Viet	Nam,	a	real	"crate."		The	only	navigation	
equipment	was	a	driftsight.	 I	had	 to	borrow	a	D-1	and	
tables	before	we	launched	across	the	pond.		After	years	
of	good	electronic	equipment,	that	was	the	first	time	I	was	
really	challenged	as	a	navigator.
	 The	first	leg	to	Lajes	involved	meeting	a	Duck	Butt	

one-half	way.		I	remember	telling	the	pilot	our	rendezvous,	
if	he	was	there,	should	occur	at	11:30	a.m.	At	1130,	he	
said,	"There	he	is,	'leven	o'clock."
	 After	RON	at	Lajes,	where	a	B-57	squadron	had	been	
stranded	for	a	week	because	of	contrary	westerly	winds,	
we	launched	over	the	objections	of	the	briefer	(pilot's	dis-
cretion),	assigned	an	altitude	of	8,000	feet.		We	cruised	
at	800	 feet	max,	 low	and	slow,	without	any	headwind.		
My	sun-lines	angled	nicely	with	the	course	line,	so	I	was	
feeling	confident	about	my	skill.
	 Then	we	hailed	 station	 ship	 "November"	 via	VHF	
radio—the	only	radio	we	had.		That	vessel	was	manned	
by	Portuguese	not	proficient	 in	English.	 	 I	asked	 for	a	
radar	LOP	to	cross	with	my	sun-lines,	and	had	to	tell	the	
pilot,	"Those	guys	don't	know	what	sector	they're	in."		He	
said,	"O.K."	We	carried	on.
	 Our	next	navigation	check	was	supposed	to	be	with	
another	Duck	Butt,	a	C-130	out	of	Plattsburgh,	NY.		I	was	
getting	sun-lines	with	a	sinking	reference—in	fact,	my	last	
shot	was	below	the	horizon	when	we	contacted	it.		The	
pilot	asked	for	their	position,	and	a	VHF	DF	LOP.		I	plotted	
it	against	my	last	sun-line.	I	took	the	chart	forward	and	
showed	the	pilots.
	 "Colonel,"	 I	said,	"that	guy	doesn't	know	where	he	
is."
	 After	a	minute's	pause,	he	replied,	"O.K.	What's	the	
heading?"
	 "343.	One	hour,	and	one	minute."
	 I	took	my	chart	back	in	the	fuselage,	where	the	1000-
gallon	bladder	was	flat	on	the	floor,	and	stretched	out	in	
the	darkness.		At	my	ETA,	I	went	forward,	and	leaning	over	
the	pilots	saw	the	lights	of	St.	Johns	under	the	nose.
	 "Helluva	navigator,"	he	said.
	 Back	in	the	U.K.,	with	my	tour	ending,	I	was	ordered	
to	1st	Air	Commandos…	as	a	navigator.	But,	while	on	
leave	 in	West	Virginia,	where	 I	was	planning	 to	 leave	
my	family	during	my	tour,	I	was	notified	to	report	to	HQ,	
SAC	as	a	communications	officer.	"Whew!"	My	wife	was	
delighted.
	 One	would	think	that	would	be	the	end	of	my	USAF	
flying	career.		Again,	not	so.		One	day	while	scheduling	
the	monthly	four-hour	pay	ride	to	March	AFB	as	a	courier	
in	a	KC-97,	I	was	standing	next	to	the	Wing	Navigator	
when	the	telephone	interrupted	our	conversation.
	 "Anyone	want	to	fly	around	the	world?"	he	asked.	The	
4440th	ADG	Deputy	Commander	at	Langley	(TAC	HQ)	
needed	a	navigator	for	a	diplomatic	boondoggle,	taking	a	
T-39	westbound	from	Tan	Son	Nut	via	the	regular	trans-
pacific	eastbound	route.	Crews	were	being	stranded	at	
Midway	because	of	adverse	winds,	so	an	alternate	route	
was	being	proposed,	and	had	to	be	tested.
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	 Ten	days	 later,	 I	was	 in	Saigon.	Then	to	Bangkok,	
Calcutta,	New	Delhi,	Karachi,	Tehran,	 Incirlik,	Athens,	
Naples,	Frankfurt,	Lossiemounth,	Keflavik,	Nuuk,	Goose	
Bay,	and	Loring.	 	Home	to	Omaha	via	commercial	air.		
Five	days.		That's	another	story	about	cloud	country.		
	 Then	there	was	a	later	sortie	in	a	Morgan	33,	out	of	the	
Gulf	Stream	to	sail	up	the	Cape	Fear	river	after	dark—in	
a	sinking	vessel.		The	owner/'Skipper'	of	that	yacht	was	a	
former	pilot	of	a	VN	"Spooky"	gun	ship,	a	retired	Lt.	Col.	
with	whom	I	had	shared	Reflex	at	Greenham	Common.
	 A	celestial	navigator's	job	is	never	over.

LETTERS
10	July	2013

Dear	Scholarship	Committee,
	 I	would	like	to	take	this	time	to	thank	you	for	select-
ing	me	as	an	AFNOA	Scholarship	recipient.	I	sincerely	
appreciate	your	consideration.		
	 As	I	prepare	for	the	fall	semester	at	the	University	
of	Wyoming,	I	will	utilize	the	scholarship	money	to	help	
pay	for	tuition,	books,	and	fees.	I	am	looking	forward	to	
this	semester	as	I	will	be	taking	animal	science	classes,	
keeping	busy	with	meat	judging	practices,	and	traveling	
for	various	extracurricular	activities.	I	will	also	be	playing	
bigger	roles	in	clubs	which	will	give	me	the	opportunity	
to	mentor	incoming	freshman	and	become	closer	friends	
with	fellow	classmates.	
	 Again,	I	am	ecstatic	to	receive	this	scholarship!	Thank	
you	for	the	selection.
	 Sincerely,
	 	 	 McKensie	Harris

*********
 
Dear	Dr.	James	W.	Bannerman,
	 I	am	writing	to	express	my	thanks	for	being	selected	to	
receive	the	AFNOA	Academic	Scholarship.		I	am	honored	
to	accept	this	award	and	appreciate	your	organization’s	
assistance	in	helping	me	further	my	education.		I	have	
attached	the	photo	you	requested	for	use	in	your	newslet-
ter;	I	look	forward	to	seeing	the	other	students	who	were	
awarded	this	scholarship.
	 Again,	thank	you	very	much.		I	appreciate	AFNOA’s	
generosity.
	 Sincerely,
	 	 	 Christopher	Cherry

*********

Dick	Mansfield,
	 I	am	fantastically	amazed.			First	of	all,	I	had	no	idea	
of	the	procedures	you	had	established	in	getting	the	DR	
AHEADs	delivered	to	us.		It	appears	to	be	very	thorough	
and	complete.		Second,	I	was	really	surprised	to	read	of	
the	depth	and	thoroughness	of	your	48,000-plus	naviga-
tor's	record	files,	going	back	to	WWII	and	Korean	naviga-
tors.		
	 Dick,	I	really	feel	we	can	never	really	thank	you	prop-
erly	for	all	this	fantastic	and	outstanding	work	you	have	
done	for	us	all	these	many	years.		Thank	you	from	the	
bottom	of	my	heart.
	 God	bless	you	always.
	 	 	 Suaz	Suazo

*********
9	July	2013

Dear	Richard,
 John	Howland	had	good	recollections	in	his	D-Day	
account	(July	2013),	and	I'd	like	to	add	some	observations	
from	the	radar	position.
	 I	was	an	RNB	in	PFF	Sqdn	365	at	the	305th	BG.	Due	
to	war-time	secrecy,	the	word	"radar"	was	not	to	be	men-
tioned,	hence	"STINKY"	for	British	H2S	and	"MICKEY"	
for	H2X.	This	secrecy	ended	with	the	June	1944	issue	
of	LIFE	magazine	with	a	full	page	display	of	PFF	radar	
scopes	on	D-Day.
	 Everyone	was	stunned,	but	now	we	could	be	known	
by	 our	 true	 functions:	 Radar	 Navigator-Bombardier	
(RNB).
	 All	RNBs	I	knew	were	experienced	navigators,	hence	
now	dual-rated.	We	needed	that	experience	to	interpret	
the	image,	crude	by	today's	standards.	Keeping	a	read-
able	 image	was	 very	 demanding,	 constantly	 tweaking	
controls,	much	like	our	early	black	and	white	TVs.
	 The	 technique	 on	 D-Day,	 and	 SOP,	 was	 called	
"Coordinated	Bombing."	 	 I	 know,	 because	 I	 originated	
the	concept	while	in	training	at	Alconbury	in	April	1944.	
Basically,	it	provided	teamwork	between	the	RNB	and	the	
Norden	bombardier,	feeding	range	data	he	could	enter	as	
sighting	angles,	enabling	the	Norden	to	track	the	target	
so	the	bombardier	could	take	over	with	minimum	adjust-
ment	if	clouds	parted.	The	radar	system	included	a	drum	
for	determining	the	"Bombs-Away"	point	for	the	RNB,	but	
our	objective	was	visual	if	at	all	possible.
	 We	also	were	assigned	to	the	British-Canadian	sec-
tor,	and	I	feel	it	is	tragic	that	Omaha	Beach	drops	were	
ordered	delayed,	and	so	were	wasted.	The	cliffs	 there	
would	have	been	ideal	radar	targets.
	 Cordially,
	 	 	 John	C.	Wilson

*********
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LAST FLIGHTS
by	Dick	Mansfield,	Selman	44-10

	 Seventy-six	 bombardiers,	 navigators,	 or	weapons	
specialists	have	left	us	In	the	last	three	months.		Fourteen	
of	these	were	life	members	of	AFNOA.	
	 Please	 report	 to	us	any	who	have	not	been	previ-
ously	 listed	or	 any	 that	we	might	 have	missed.	 If	 you	
are	 in	doubt,	submit	 their	names	to	us.	We	will	check/
verify	 all	 records	 first	 before	we	 include	 them	 in	 any	
listing,	 to	avoid	any	duplication	or	errors.	We	will	 reply	
accordingly	and	gratefully	to	all	who	submit	information.	
To	all	who	have	previously	submitted	names,	we	thank	
you	very	much	for	your	continued	participation.
	 The	social	security	administration	is	our	main	source	
for	confirmation.	There	also	are	other	military	organiza-
tions	available	for	verifying.	

 BOMBARDIER, BARKSDALE 
POTTER,	HENRY	A.	 	AUSTIN	 TX		 41-xx

 BOMBARDIER, CARLSBAD
MINEUR	JR.,	GEORGE	E.								CLINTON		 MD			44-02	

 BOMBARDIER, SAN ANGELO
SIMMONS	MD,	FREDERIC	R.					SUN	CITY		 FL	 44-xx

 CORAL GABLES 
KELLY,	ANDREW	P.		 SPOKANE		 WA		 42-07
SULLIVAN	EDWARD	J.		 WAYNE	 PA		 43-04
McGOULDRICK,	JOHN	F.					FULLERTON		 CA		 44-06

 ELLINGTON 
MOORE,	W	ROSS		 MIDLAND		 TX	 43-02
HEWLETT,	JAMES	W.			 SANTA	BARBARA		 CA		 44-01
ORTMAN,	LOWELL		 WALLER	 TX	 44-02
HUNT,	JACKSON	H.		 HOUSTON		 TX	 44-05
TSANG,	ALFRED	K.	 GOLDEN	VALLEY	 MN	 44-07
KEENEY,	JOHN	C.		 KENSINGTON	 MD	 44-11
WILKINS,	ARCHIE	M.	 McCALL	CREEK		 MS	 44-12
NOVOTNY,	PAUL	E.		 RIVERSIDE		 CA	 44-45
ABBOTT,	JOHN	K	.	 SAN	ANTONIO		 TX	 44-49
McINTOSH,	CHARLES	R.				INDIANAPOLIS		 IN	 44-53
ISSACS,	JESSE	L.	 KEWANEE		 IL	 45-04N
RIORDAN,	DANIEL	P.		 CHICAGO		 IL	 45-04N
GUINANE,	JAMES		 TEMPE		 AZ	 45-08
WILKINSON,	EDWIN	E.		ANCHORAGE		 AK	 50-F
SCHEUFLER,	GERALD	D.	W.				LAFAYETTE		IN	 51-13
ZIMMERMAN,	ROBERT	G.				VALPARAISO		 IN	 52-07	
CLATWORTHY,	T.	B.		 ESCONDIDO		 CA	 56-02

 HARLINGEN 
TETZLAFF,	HERBERT	W.				SACRAMENTO		 CA	 55-02
FANSLAU,	GEORGE	F.		WELLSBORO		 PA	 61-04
REYMUNDO,	ROBERT		 PEARCY		 AR	 61-06	
VANNOTE	RONALD	P		 	 NJ	 61-08	
OWNE,	KEMMEL	H.	 	 FL	 61-09

 HONDO 
LYLE,	VERNON	JOHN		 RAPPABANOCK		 VA	 43-01

IRWIN,	RAYMOND	J		 GLENVIEW		 IL	 43-17
BUCHOLZ	JR.,	ROBERT	J.						PARMA		 OH	 43-18
MILLER,	EDWARD	L.		 CUPERTINO		 CA	 44-42
CRAMER,	MORRIS		 COHOES		 NY	 45-15
ISENNOCK,	FRANCIS	R.				FOREST	HILL		 MD	 45-15

 JAMES CONNALLY 
IVY,	TEDDY	M.		 SAN	ANTONIO		 TX	 52-08
RENNER,	GERALD	B.		 LITTLE	ROCK		 AR	 52-08
HURLEY,	ALFRED	F.	 DALLAS		 TX	 54-09
REIS-EL	BARA	BRUCE		MELBOURNE		 FL	 55C-N	
HOWELL,	JOSEPH	J.		 LADY	LAKE		 FL	 56-12C	
SUKEY,	RICHARD	D		 MYRTLE	BEACH		 SC	 59-20
DAHLBERG,	IRWIN	W.		 BOSSIER	CITY		 LA	 60-07
NEWMAN,	NED	A.		 ROY		 UT	 63-20
BENNETT,	JOHN	D.		 TEHACHAPI		 CA	 64-04
HIRSCHMAN,	LARRY	O.		 REPUBLIC		
MO	 64-04
AZUMA,	ROBERT	T.	 GILBERT		 AZ	 66-01
JACK,	FLOYD	EUGENE		LAS	VEGAS		 NV	 Unk	

 KELLY 
WEINBERG,	RALPH	H.		PHILADELPHIA		 PA	 42-06
BOSSI,	DONALD	E.		 FREEDOM		 NH	 ECM
JENNINGS,	JOSEPH	W.		 CHICO		
CA	 B/N

 MATHER 
DYMEK	JR.,	JOHN	A.		 OCALA		 FL	 42-05
HUGULEY,	DONALD	L.	 BOSSIER	CITY		 LA	 Unk

 SELMAN 
TYLER,	MARSHALL	E.		 ROCHESTER		 NY	 43-06
JACOBSEN,	LESLEY	A.	SPENCER		 IL	 43-07
McCULLOUGH,	HAL	F.	 BATON	ROUGE		 LA	 43-16
McCOOL,	RALPH	W.	 ELKTON		 MD	 44-01	
GIFFORD,	WILLIAM	O.	 ATLANTA		 GA	 44-02
EISENSTOCK,	JAMES	A.		 		SOUTH	
HADLEY		 MA	 44-03	
BASH,	JEROME		 LINCOLNSHIRE		 IL	 44-10
HOAG,	GEORGE	P.	 SARASOTA		 FL	 44-10
LOGAN,	RAYMOND	F.		 HUNTINGTON	BCH		CA	 44-13	
HUMPHREY,	ALEX		 BRANDON		 FL	 44-14
KEENEY,	HANK		 PHILIPSBURG		 NJ	 45-14
WILLIAMS,	GEORGE	R.	ROSEVILLE		 MI	 45-03

 SAN MARCOS 
IVEY,	ASHLEY		 ACWORTH		 GA	 44-07
BURKNESS,	DONALD	C.						ANNAPOLIS		 MD	 44-09
IRWIN,	PAUL	E.	 DALLAS			 TX	 44-11

 TURNER 
SPRING,	GILBERT	M		 LUFKIN		 TX	 42-06
RUCKER,	WALKER		 AMHERST		 VA	 45-01

 UNKNOWN SCHOOL 
GOREE,	CHARLES	E.	 WINTER	PARK	 FL
HATHAWAY,	WILLIAM	D.		 MCLEAN	VA
HORIUCHI,	GERALD	T.	 FRESNO		 CA
JORDAN,	WILLIAM	D.	 DALLAS	 TX
PARKER,	EDWARD	C.	 ANNAPOLIS		 MD
STATHIS,	SAM	T.	 SEVERNA	PARK		 MD
WASHINGTON,	MILES	S.					WASHINGTON	 DC
YEE,	ALBERT	S.		 OAKLAND	 CA

*********
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