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SECRETARY OF THE ARMY
WASHINGTON

It is a pleasure to greet the officers and men of the
youngest and most versatile element of the Army team on its
twentieth anniversary.

Fram a nucleus of light aircraft used for artillery
adjustment, liaison, and observation in World War II, Army
Aviation has grown to a position of great importance in our
modern, highly mobile Army. It affords the means to surmount
obstacles and achieve surprise, and otherwise provides a
degree of mobility never known before on the battlefield.

Its tremendous potentisl has just begun to be realized, and
its capabilities are limited only by the imagination of its
users.

I join all members of the United States Army in
expressing pride in the tremendous advance made by Army Avia-
tion over the past two decades. I am confident it will meet
the challenges of the future with the same fine spirit that
has made this progress possible.

-

//'
E s J. Stahr, Jr.
Secretary of the Army



TWENTY YEARS ago this
month America was mobil-
izing for an all-out war effort
against the Axis. At Fort Sill,
Okla., the Artillery School was
a scene of intense activity. But,
in odd contrast to the surround-
ing hustle and bustle, a small
group of Army officers and en-
listed men patiently marked
time as they participated in lim-
ited flight and maintenance
training programs.

Richard K. Tierney
PART 1

These men were waiting for
a decision on the results of a
test—a test which led to the
birth of Army Aviation. They
had evaluated the concept of
using light aircraft organic to
the Field Artillery to spot tar-
gets. After-action reports had
been submitted, and for two
months the men had been wait-
ing—and hoping they had con-
vinced the War Department that
the Artillery needed its own

light aircraft to quickly and ef-
fectively detect targets hidden
to ground observers.

The group was rewarded for
its efforts and patience when
the War Department approved
organic aviation for the Field
Artillery on 6 June 1942. This
date is now officially recognized
as the birthday of Army Avia-
tion.

Why 6 June 1942? Certainly
the United States Army was as-



sociated with aviation and aerial
observation much earlier. A re-
view of this early history bears
out the major role the U. S.
Army played in the develop-
ment of aviation and aerial ob-
servation. But it also reveals why
Army Aviation—that is, the con-
cept of aviation in support of the
ground battle—had to wait until
1942 to be born.

THE BALLOONISTS

Another war-torn June 6th
also is important in the history
of Army Aviation. It was on
that date in 1861 that Professor
Thaddeus S. C. Lowe arrived in
Washington, D. C., to demon-
strate a wartime use for bal-
loons. An accomplished balloon-
ist, Lowe was destined to direct
the Army’s first air arm. He
had come to the Nation’s Capi-
tal to convince government of-
ficials that captive balloons could
be used as observation platforms
and perhaps even direct artillery
fire on enemy forces.

Lowe’s ideas were not entirely
new. Throughout history Army
commanders have had observers
climbing trees and mountains in
an effort to reconnoiter the en-
emy. Even as Lowe was dem-
onstrating his ideas in Washing-
ton, Federal and Confederate
troops alike were building ob-
servation and signal platforms
on the tops of houses and
mountains and in trees. In many
cases permanent towers were
constructed to enable observers
to keep an eye on the enemy.

Lowe had several contempor-
aries, notably John Wise, John
La Mountain, and James Allen,
who came to Washington for the
same purpose with similar ideas.
Allen actually was the first bal-
loonist to work with the Army
during the Civil War. He also
was the first to arrive in Wash-
ington (19 April) after the out-
break of hostilities, and on 9

June made his first balloon as-
cension while associated with
the Army.

The balloons used by the aero-
nauts varied in size, holding usu-
ally from 10,000 to 25,000 cubic
feet of hydrogen. Balloon en-
velopes were generally made of
silk, covered by varnish or other
nonporous substance to prevent
the hydrogen from escaping.
The balloons usually carried a
basket large enough to accom-
modate two people.

All four balloonists worked in
an official capacity with the
Army, but retained their civilian
status and operated independ-
ently of one another (although
Allen was later employed by
Lowe). Wise and Allen met

with only limited success. La
Mountain was more successful,
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but it was Professor Lowe who
got the best results from the use
of balloons at the front. He sent
the first telegraph message from
a balloon on 18 June 1861 and
successfully directed the first ar-
tillery fire from a balloon on 24
September. Primarily due to his
efforts the Army’s first air arm,
the Balloon Corps of the Army
of the Potomac, was organized
in September 1861. Lowe was
the first man to be placed in
charge of the Balloon Corps,
which remained in existence un-
til June 1863.

THADDEUS S. C. LOWE

Professor Lowe had brought
his balloon, the ‘“Enterprise,”
with him to Washington. On 11
June 1861 he was invited to the
White House where he dis-
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cussed his plans with President
Lincoln. The President was re-
ceptive and promised that ser-
ious consideration would be
given to the employment of
balloons by the Army.

One week later Lowe con-
ducted his first demonstration
for the War Department. Ac-
companied by a telegraph official
and an operator, Lowe ascended
in the “Enterprise” to an alti-
tude of 500 feet. Aboard was a
telegraph instrument (key) at-
tached to a line which ran to
the White House via the Alex-
andria, Va., telegraph office
and the War Department. Dur-
ing this ascension Lowe sent
the first message transmitted
by wire from an air vehicle:

Balloon Enterprise,
June 18, 1861
TO THE PRESIDENT OF THE
UNITED STATES
Sir:

This point of observation com-
mands an area nearly 50 miles
in diameter. The city, with its
girdle of encampments, presents
a superb scene. I have pleas-
ure in sending you this first dis-
patch ever telegraphed from an
aerial station, and in acknowl-
edging indebtedness for your en-
couragement for the opportunity
of demonstrating the availability
of the science of aeronautics in
the military service of the coun-
try.

T. S. C. Lowe

The experiment was impres-
sive and the next day Professor
Lowe was called upon for a re-
peat performance on the White
House lawn for the President
and members of his cabinet.

Meanwhile Confederate troop
movements in northern Virginia
were beginning to menace the
security of the District of Colum-
bia. Reports indicated that 20,-
000 Confederate troops were
massing in the vicinity of Ma-

nassas and Fairfax Court House.
Since the exact positions of the
Confederates were unknown, the
Army asked Professor Lowe to
take his balloon to Falls Church
and determine the location of
the enemy. Despite delays in
obtaining gas and troops to help
move the balloon, Professor
Lowe finally got the balloon in-
flated and moving through the
Washington streets. The follow-
ing report was carried in the
Washington Star:

Professor Lowe’s mammoth bal-
loon was inflated yesterday, and
carried through our streets and
those of Georgetown. Although the
car was near the ground, the mon-
ster loomed up above the tallest
houses. It was carried across the
Alexandria Aqueduct, and in the
afternoon was seen riding majesti-
cally, high above the Virginia hills,
in the vicinity of Fort Corcoran.
Many of our citizens were out to
take a peep at it; and many wise
remarks were hazarded about the
probability of the Confederates
sending a rifle shot through it and
letting the observer down. The re-
connoitering will be done by a
military officer, who can communi-
cate with those below by a “paper
express,” that is, the message is
weighted with a bullet and run
down the cord by being attached to
a string.

On 22 June Professor Lowe
ascended near Manassas and
Fairfax Court House, but re-
ported nothing of importance.
The next day he made several
ascensions in the Falls Church
area, but high winds hampered
the operation; again nothing of
importance was learned.

Federal plans called for an of-
fensive to be launched across
the Potomac River in July, and
it appears that extensive use of
Lowe’s balloon was planned. At
any rate Lowe inflated his bal-
loon at the Washington gas
works and had it towed to the
Falls Church area. There, much
to his astonishment, he was

overrun by fleeing Federal
troops and terrified spectators
who had been routed at Bull
Run. Lowe hurriedly returned
with his balloon to Fort Cor-
coran, across the Potomac River
from Georgetown.

Meanwhile the Federal troops
and the civilians who had trav-
eled to Manassas to witness the
“defeat” of the outnumbered
Confederates were streaming
back into Washington. Their
stories of the disaster at Bull
Run soon had rumors flying, and
Washington officials were ex-
pecting the Confederates mo-
mentarily to invade the Capital.
Lowe relieved their anxiety,
however, and squashed the ru-
mors by making several ascents
and reporting the movements of
the Confederates, who were not
following up the victory or en-
dangering Washington. Lowe’s
efforts not only relaxed a tense
situation, but also spared unnec-
essary, hurried deployment of
troops to defend the Capital.

On 2 August 1861 Lowe’s ob-
servation program received a
boost when he received authori-
zation to obtain a new 25,000
cubic foot capacity balloon. This
balloon, delivered on 21 August
and christened the “Union,” was
used extensively from 29 Au-
gust until 1 October in the
Washington area. It was from
this balloon that the Confeder-
ates were discovered building
earthworks around Washington.

The deployment of Confed-
erate troops within range of
Union guns presented Lowe the
opportunity to adjust artillery
fire from his balloon. Available
records indicate that he first di-
rected artillery fire from a bal-
loon on 24 September 1861 from
the Fort Corcoran area. He tele-
graphed his observations to an
artillery officer located over 3
miles away. Range and deflec-




tion corrections also were sig-
naled to a ground observer by
flag. Excellent results were ob-
tained and this practice was
used extensively in the Penin-
sula Campaign.

THE ARMY’S FIRST AIR ARM

The Balloon Corps was added
to the Army of the Potomac
on 25 September 1861 when in-
structions from the Secretary of
War directed Lowe to construct
four additional balloons. Lowe
was designated Chief Aeronaut
and placed in charge of the new
service.

By January 1862, Lowe’s bal-
loon operations had expanded
considerably. He had seven bal-
loons, and at least four aero-
nauts were observing along the
Potomac. When the Confeder-
ates withdrew from the Wash-
ington area, the aeronauts were
ordered to accompany and sup-
port the Army in new campaigns.
Thus, balloon operations spread
during 1862 and often met with
great success in various cam-
paigns, ranging from the Missis-
sippi River, to Old Point Com-
fort, Va., and south to Mobile,
Ala.

However, things were not al-
ways rosy for the aeronauts.
Frequently balloon operations
proved unsatisfactory, and fric-
tion grew between Lowe’s group
and Army commanders. One in-
cident marked the beginning of
the end of Lowe’s association
with the Army and the Balloon
Corps. In May 1863 Lowe wit-
nessed the defeat of General
“Fighting” Joe Hooker’s army
by General Robert E. Lee at
Chancellorsville. From the van-
tage point of his balloon, Lowe
issued reports on Confederate
movements. But it appears the
reports were either ignored or
could not be used to advantage.
At any rate, it seems Lowe be-
came disgusted and shortly after

formation is entirely reliable,
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left the Balloon Corps and re-
turned to exhibition flying.

In June the Army ordered the
Balloon Corps to be placed un-
der the jurisdiction of the Sig-
nal Corps. But the Signal Corps
objected on the grounds that it
had neither sufficient funds nor
personnel to support the new
organization. Consequently, the
Balloon Corps was returned to
Washington and disbanded later
in June 1863.

THE CONTRIBUTION

The Balloon Corps’, and spe-
cifically Lowe’s, contribution to
the concept of Army Aviation
cannot be minimized. Here were
aerial observers who supported
the ground forces just as Army
Aviation does today. They pro-
vided the ground commander
with adjustment of artillery fire;
invaluable information concern-
ing troop concentrations and
movement, both before and dur-
ing engagements; and maps and
sketches of enemy positions and
gun emplacements. Army com-
manders often counted heavily
on this information in the prep-
aration of both strategical and
tactical operations. In fact, Un-
ion commanders enjoyed enough
success with their balloon opera-
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that two balloons were sent up

from Fortress Monroe yesterday. They were attached to the
Fort by a rope. What the object of these ascensions was we
can of course only conjecture.
noitering and examining our formidable batteries scattered
all around them, and were probably endeavoring to get a
bird’s eye view of a few of those dreadful masked batteries
which everywhere cause the Federalists so much alarm.

They were undoubtedly recon-

PETERSBURG EXPRESS
From “A Century Ago in

The Enquirer,” The Columbus
Ledger-Enquirer, June 20,
1961
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Balloons Over Old Point

We learned from a gentleman late last night, whose in-
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tions to attract the attention of
Germany’s Count Ferdinand von
Zeppelin, who came to the
United States to observe first-
hand the work of the Balloon
Corps.

The Confederates also were
aware of the effectiveness of the
North’s Balloon Corps. Confed-
erate Brig Gen E. P. Alexander
was quoted as saying, “Even if
the observers never saw any-
thing, they would be worth all
they cost for the annoyance and
delays they caused us in trying
to keep our movements out of
sight.” Eighty years later Ger-
man officers echoed the same
thoughts when speaking of the
Army’s “Grasshoppers” in World
War II.

The balloons did prove bother-
some to the South. The Con-
federates took great pains to
camouflage their positions and
enforce blackouts. They mount-
ed dummy guns to give the im-
pression of numerous troop con-
centrations and to deceive the
Federals.

The Confederates also thought
enough of balloons to employ
them for observation purposes.
The most successful Confederate
aeronaut was Captain John Ran-
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dolph Bryan, who made several
ascensions in the Yorktown, Va.,
area. Other notable Confederate
aeronauts include Richard Wells
and Charles Cevor, who both
operated primarily in the Deep
South. The South’s balloon ac-
tivities never reached the pro-
portions of the North’s and after
May 1862 faded from the scene.

Recognizing the significance of
Lowe’s contribution to the evo-
lution of the Army Aviation con-
cept, the Army has named its
primary fixed wing training in-
stallation, Lowe Army Airfield
(Fort Rucker, Ala.), in his honor.

But the organization of the
Balloon Corps of the Army of
the Potamac cannot be consid-
ered as the birth of Army Avi-
ation. While the concept was
readily accepted by Army com-
manders, too often the available
equipment could not do a de-
pendable, satisfactory job.

Poor equipment, unfavorable
weather, and a shortage of train-
ed personnel to maintain and
handle the balloons proved dis-
astrous to Lowe as well as his
independent contemporaries. For
example, Wise’s services as a
military balloonist came to an
end when his balloon was being
hauled to Ball’'s Cross Roads to
observe the enemy. A breeze
came up and blew the balloon
into some telegraph wires. The
handling guys were severed, the
balloon escaped and had to be
shot down.

Allen experienced similar trou-
bles. One of his balloons blew
up while being inflated and the
other was destroyed when the
wind blew it into a telegraph
pole. This ended Allen’s service
until he later went to work for
Lowe.

La Mountain’s balloon, the
“Saratoga,” was lost when it
broke its moorings and disap-
peared beyond Confederate lines.
His only other balloon, the “At-

lantic,” had been used exten-
sively and was in bad condition.

La Mountain sought to contin-
ue his operations by requesting
that the Army assign him one of
the balloons under Lowe’s com-
mand. But this only widened
an already serious controversy
between the two aeronauts. La
Mountain lost the dispute and
his operations ended on 19
February 1862.

The internal organization of
the Balloon Corps was itself a
handicap. Tactical command
was under a corps or division
commander, who directed opera-
tions through a civilian aeronaut
charged with command of mili-
tary personnel handling the bal-
loon. Administration was shuf-
fled from the Topographical En-
gineers to the Quartermaster
Corps to the Corps of Engineers.
These circumstances made it
most difficult to obtain supplies,
personnel or finances.

Another handicap was the fact
that the employment of balloons
in combat was new to Army com-
manders. Many times command-
ers obtained excellent results.
But in other cases, they found
they could not depend on the
Balloon Corps. Often they re-
quested a balloon for observa-
tion only to learn it was not
available, having been torn and
destroyed by tree limbs or tele-
graph wires, or that inadequate
supplies of hydrogen prevented
its inflation.

Charges have been made that
Army commanders sometimes
failed to utilize the Balloon
Corps properly. But it must be
remembered that the Balloon
Corps was new and many com-
manders simply were not aware
of its potential. Also Army com-
manders were fighting a bloody
war and did not always have
ample time to experiment on the
battlefield.

Still, Lowe and his aeronauts,

despite their disgust and dis-
bandment, were immensely suc-
cessful. They had proved to
many Army commanders that
aerial observation could be in-
valuable in support of the ground
commander.

The Balloon Corps was dis-
banded, but Army commanders
did not forget the value of
aerial observation. The Cavalry
covered ground too swiftly for
balloon operations during the
Indian Wars, but the concept
remained alive in the minds of
Army officers and was soon to
be resurrected in the Spanish-
American War.

BALLOON CORPS
RE-ESTABLISHED

The growth of the Signal
Corps and the foresight of such
officers as Brig Gen Adolphus
W. Greely and Brig Gen James
Allen led to the re-establishment
of balloon operations, and the
incorporation of the dirigible
and the airplane within the
U. S. Army.

General Greely was Chief
Signal Officer from 3 March
1887 wuntil his promotion and
transfer, 9 February 1906. He
was replaced by General Allen,
who carried on the aeronautic
policies of his former chief.

A balloon section created in
1892 by General Greely was the
beginning of the first all-military
aeronautic organization in the
U. S. Army.

Signal Corps plans in 1892
called for a balloon section as
part of each telegraph train. A
balloon secured by Lt William
A. Glassford from the French
firm of Lachambre was the first
obtained for these plans. The
balloon was named “General
Myer” in honor of the first chief
of the Signal Corps. The “Gen-
eral Myer” was used extensively
over the next few years until
destroyed by high winds.

Despite early enthusiasm, the




The Army’s “Santiago” during the attack at San Juan Hill, Cuba

on 1 July 1898.

years leading up to the Spanish-
American War were lean for
Signal Corps balloonists. At the
outbreak of the war the Army
had only one available balloon,
a well worn relic of the Civil
War, and no trained personnel
to operate it.

Lt Col Joseph E. Maxfield,
charged with the organization of
two balloon companies, was dis-
mayed to find that his only bal-
loon, when inflated, had the
somewhat uneven appearance of
a “misshapen pumpkin.” The
only “modern” feature aboard
the basket was a telephone,
which replaced the telegraph
used in Professor Lowe’s day.

This odd shaped balloon —
destined to be christened the
“Santiago” and to participate in
the battle of San Juan Hill —
was moved to New York to
watch for an anticipated in-
vasion of Manhattan by the
Spanish.

Realizing such a bold attack
would never materialize, Gen-
eral Greely suggested the
balloon be used in Cuba. Despite
numerous transportation snarls,
the balloon finally arrived in
Cuba on 28 June 1898.

Heavy rains and intense heat
caused the varnished silk en-
velope to stick together, and
the underbrush had torn it in
numerous places. Hurriedly
patched with surgical adhesive
tape, three ascents were made
in the balloon on the afternoon
of the 30th. The third aerial
reconnaissance was made at the
request of the commanding
general, Maj Gen William
Shafter. The observations pro-
vided the Army with valuable
information on roads to the front
and the location of the Spanish
fleet in Santiago harbor.

On the morning of July 1st
the Army prepared to launch
an attack on San Juan Hill to
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destroy the heavily garrisoned
blockhouse, the last remaining
obstacle on the road to Santiago.
Colonel Maxfield was ordered to
have his balloon keep pace with
the lead units of the Army.

The balloon was sent aloft.
According to Colonel Maxfield’s
observations, it presented a most
tempting target as a wagon bore
it along with the advancing
troops.

A volunteer from New
York, Pvt Charles Johnson Post
reported:

We heard yells and cheers from
the rear of our columns. An obser-
vation balloon came into sight high
above the jungle. A four-man
ground crew held its trail rope and
kept the balloon under control.
Signal Corps men followed with
coils of the rope, which they payed
out or took in according to the
directions from the basket of the
balloon above. Two heads peered
over the rim of the basket and
occasionally a little note would
flutter down. The trail rope led
directly down into the Aguadores
road; it was a beautiful range
marker for the Spanish artillery and
infantry, and they promptly used
it as such.

Lt Col John D. Miley, Maj

Gen William Shafter’s aide-de-
camp, wrote:
Winding its way among the troops
the balloon was soon within a few
hundred yards of the Aguadores
River. The enemy’s musketry fire
was already becoming quite spirited,
but when the balloon reached this
point it was opened upon by a
heavy fire from field-guns and
musketry fire also increased. The
third shell or shrapnel fired at the
balloon struck it, and the next one
tore it so badly that it at once
descended. Time enough, however,
was afforded Colonel Derby to dis-
cover a road leading from the main
road to the left and crossing the
Aguadores River four or five
hundred yards farther down the
stream. This was a most opportune
discovery as the main road was
congested with troops and the fire
so heavy as to tend to demoralize
the men.

The “Santiago,” too badly

damaged to be used again, may




JUNE 1962

have been responsible for heavy
casualties from Spanish artillery
fire. But it also seems to have
been one of the determining
factors in the capture of San
Juan Hill. General Greely re-
marked, “This action enabled
the deployment of our troops
over two roads, and by doubling
the force may possibly have
been the determining factor in
the gallant capture of San Juan
Hill.”

Army officers like General
Greely knew the value of aerial
observation — and they knew
the inadequacies of available
equipment. After the Spanish-
American War they watched
with envy the increasingly suc-
cessful use of military dirigible
balloons by European powers,
and eagerly anticipated the
development of a heavier than
air flying machine.

The Army organized a balloon
detachment in May 1902 at Fort
Myer, where the Signal Corps
balloon equipment had been
stored for two years. Since
the equipment had deteriorated
beyond use, a new balloon was
purchased for maneuvers in
Connecticut, and met with
limited success after numerous
logistical obstacles were over-
come.

The Army’s balloon activity
remained fairly stagnant until
the spring of 1907 when the
Signal Corps purchased a new
balloon — Signal Corps Balloon
No. 9 (the ninth balloon ob-
tained since the Civil War).
Another larger balloon which
had been ordered in 1906 was
accepted on 4 June 1907 and
became Signal Corps Balloon
No. 10.

BALLOONS IN WORLD
WAR 1

Under the guidance of Gen-
eral Allen, a balloon house and
hydrogen plant was established
at Fort Omaha in 1908. How-

ever, ballooning in the U. S.
Army retrogressed over the next
several years. When the United
States entered World War I the
Army had only three serviceable
free balloons and two captive
balloons on hand.

The training program at Fort
Omaha was immediately stepped
up and newly organized balloon
companies were sent to field
artillery firing centers and new
schools at San Antonio, Texas,
Fort Sill, Okla., Arcadia, Calif.,
and Lee Hall, Va. Balloon ob-
servers received further train-
ing at the American School,
Camp Souge, France, and at
French schools and artillery
centers.

By 15 April 1918 the Army
had two balloon companies op-
erating against the enemy. By
Armistice Day the Army had
trained 89 balloon companies
and 751 balloon officers in
America. Thirty-three companies
and 117 officers were sent over-
seas to join the 2 balloon com-
panies organized in France. In

all, the Army’s balloon opera-
tions in France totaled 446
officers and 6,365 enlisted men.
Of the 265 balloons sent to
France, 77 participated in action.
The Army employed 252 balloon
observers within 23 companies.
It lost 48 balloons; official Ger-
man losses were set at 73.

A captain in the Air Service
wrote that observation balloon-
ists noted any changes within 5
miles back of German lines and
reported their findings to ground
stations and other balloons by
telephone. During actual fight-
ing they watched for new enemy
batteries to open up and the
appearance of hostile aircraft,
which often forced the observers
to make parachute jumps. The
balloons would ascend as high
as 4,500 feet and remain in the
air for hours from 2% to 4l
miles from enemy lines. The
balloonists could see about 8
miles in all directions. At the
start of battle a large number of
balloons would be sent up.
Specific duties divided among

U. S. Army Dirigible Balloon No. 1 hovers before embarking on
a trial flight in the summer of 1908 at Fort Myer, Va. The crew ran
back and forth to make the craft rise or descend.

o




them included: recording heavy
artillery fire, shot by shot,
observing demolition behind
enemy lines, and watching for
reinforcements or traps, the
shifting of enemy positions, the
assembly of supplies by the
enemy, and the forward move-
ment of enemy troops.

In all, the Army’s balloon
operations in World War I ac-
counted for 1,642 ascensions;
3,111 hours in the air; 316
artillery  adjustments; 12,018
shell bursts reported; and num-
erous other types of intelligence
recorded.

After the armistice, numerous
lighter-than-air projects were
cancelled, and by the summer of
1920, the Army’s authorized
balloon strength was cut to 29
companies. With the introduc-
tion of the fighter plane during
the war, the balloon became
exceedingly  vulnerable and
quickly faded from the scene as
a useful implement of war.

But, as proved along the
Potomac and at San Juan Hill,
aerial observation provided in-
valuable support to the ground
commander, both as a source of
intelligence and as a means of
directing artillery fire. The bal-
loon companies and the airplane
operations of World War I
convinced many Army officers
that aerial observation in sup-
port of the ground commanders
was essential. This concept
would grow among ground com-
manders, and 24 years later it
would blossom into our present
concept of Army Aviation.

THE AIRSHIPS

Before the Spanish-American
War, General Greely began
trying to obtain funds for the
development of a dirigible, but
his pleas went unheeded.

It fell to his successor, Gen-
eral Allen, to find the way. In
November 1907, he obtained
$25,000 from the War Depart-

ment Board of Ordnance and
Fortification to procure an ex-
perimental nonrigid dirigible
balloon for the Signal Corps.

A contract was awarded to
the lowest bidder, Thomas Scott
Baldwin. His quotation was
$6,750.

By 18 August 1908 an airship
propelled by a gasoline engine
had been built and successfully
completed a series of perform-
ance trials. Baldwin then taught
Lieutenants Frank P. Lahm,
Thomas E. Selfridge, and Ben-
jamin D. Foulois to fly the dirig-
ible. On the 22d the airship was
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officially accepted and became
U. S. Army Dirigible Balloon
No. 1. This airship made several
demonstration flights around the
United States, but was not used
after 1909. In 1912 it was con-
demned and sold.

The Army did not acquire an-
other airship until 1919 when
another nonrigid airship was
procured.

Airships were not used by the
Army in France during World
War I, but by the summer of
1920 the Army had seven non-
rigid airships. However the
airship, like the balloon, was
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The crash of the Langley flying machine into the Potomac River
on 7 October 1903, was a bitter disappointment for the Army.

OOPS!

National Air Museum, Smithsonian Institution photos.




JUNE 1962

It

T e [T o T o T T o LTI o [HHTH T [ HTTLIII i@ LTI T @ LT LT

Advertisement and Specification
For a Heavier-Than-Air
Flying Machine

This specification covers the construction of a flying ma-
chine supported entirely by the dynamic reaction of the
atmosphere and having no gas bag.

It is desirable that the flying machine should be designed
so that it may be quickly and easily assembled and taken
apart and packed for construction in army wagons. It should
be capable of being assembled and put in operating condition
in about one hour.

The flying machine must be designed to carry two persons
having a combined weight of about 350 pounds, also sufficient
fuel for about 125 miles.

The flying machine should be designed to have a speed
of at least 40 miles per hour in still air.

Before acceptance a trial endurance flight will be required
of at least one hour during which time the flying machine
must remain continuously in the air without landing. During
this flight it must be steered in all directions without difficulty

will be allowed.
SIGNAL OFFICE
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and at all times under perfect control and equilibrium.

It should be sufficiently simple in its construction and
operation to permit an intelligent man to become proficient
in its use within a reasonable length of time.

The price quoted in proposals must be understood to
include the instruction of two men in the handling and opera-
tion of this flying machine. No extra charge for this service

Washington D. C., December 23, 1907.
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Figure 1

nudged from the scene by the
airplane.

THE FLYING MACHINE

Shortly after the turn of the
century Congress appropriated
$25,000 for the War Department
to “build a flying machine for
war purposes.” General Greely
turned to an old friend, Professor
Samuel P. Langley, director of
the Smithsonian Institution, for
assistance. Dr. Langley had been
experimenting in aerodynamics
since 1885. In 1896 he built a
steam driven model airplane that
flew three-fourths of a mile
along the Potomac River. He
agreed to build a full-sized test
machine for $50,000.

10

On 7 October 1903, Dr. Lang-
ley’s “Aerodrome A,” as he
called his flying machine, was
launched from a houseboat in
the Potomac River. However,
the test was unsuccessful and
the ‘“Aerodrome” crashed into
the river. Eight weeks later a
second attempt to fly the
“Aerodrome” also failed.

Reasons given for the failures
were that the center of gravity
was off, and that the engine was
not powerful enough.

These failures resulted in
severe attacks on both Congress
and the Army for “squandering
money on such an impossible
invention.” Consequently the

project was cancelled.
Meanwhile Wilbur and Orville
Wright’'s aerodynamic experi-
ments reached a successful
climax on 17 December 1903
when they made their first air-
plane flight at Kitty Hawk, N.
C. However the Army, recalling
the abuse it had absorbed over
the Langley failure, remained
skeptical about the Wrights’
success and did not state per-
formance requirements for an
airplane until 1907. Conse-
quently the job —and honor —
of introducing airplanes to the
Army fell to General Allen.

THE AERONAUTICAL

DIVISION
In the history of Army Avia-
tion, 1907 was an important

year. As noted, a contract was
awarded to build U. S. Army
Dirigible No. 1; an Aeronautical
Division in the office of the Chief
Signal Officer was established
on 1 August; and the United
States became the first country
to contract for a military air-
plane when the Signal Corps
called for bids (see fig. 1) in
December 1907.

The Aeronautical Division, re-
sponsible for all matters pertain-
ing to military ballooning, air
machines and all related sub-
jects, was first headed by Capt
Charles deForest Chandler.

On 1 February 1908, the Army
received 41 bids for a military
airplane. Only three bidders met
the requirements outlined in the
specifications:

Mr. J. F. Scott,
$1,000, 185 days.

Mr. A. M. Herring, New York
City, $20,000, 180 days.
Wright  Brothers,
Ohio, $25,000, 200 days.

All three bids were accepted
but only the Wright Brothers’
airplane was ever delivered and
accepted.

On 20 August

Chicago,

Dayton,

1908, the




Wrights brought their plane, a
modified version of their 1905
airplane, to Fort Myer, Va., for
testing.

It was a pusher type, with the
motor and prop located behind
the pilot and passenger. On 3
September the first flight, last-
ing 1 minute and 11 seconds, was
made. This flight, the first of
an airplane on a military instal-
lation in America, was followed
by a series of test flights that
were highlighted on the after-
noon of 9 September when Or-
ville remained aloft for 1 hour,
2 minutes, and 15 seconds.

Just as success seemed immi-
nent, tragedy struck at Fort
Myer. On 17 September 1908,
Orville invited Lt Thomas E.
Selfridge, an official Army ob-
server at the trials, to ride as
a passenger on a test flight. On
the fourth turn of the field one
of the props struck a brace wire
attached to the rudder. An eye-
witness account reported in the
Washington Post stated: “The
spectators saw a fragment of
something fly from the machine
and describe an arc in the air.

“‘That’s a piece of one of the
propellers’ shouted one of the
officers. ‘I wonder what will
happen to —! My God, they're
falling!”” The airplane, twist-
ing and turning, fell 150 feet

THE ARMY AVIATION STORY

%&

Orville Wright makes a pass over Fort Myer, Va., during a trial
flight in September 1908.

and hit with tremendous force.

Lieutenant Selfridge died a
few hours later in a hospital, the
first man to give his life in
heavier-than-air powered flight.
Only a few months before, Lieu-
tenant Selfridge had become the
first Army officer to make a solo
flight in a powered airplane,
when on 19 May 1908, he flew
Alexander Graham Bell’s air-
plane, the “White Wing.” Self-
ridge’s death was a blow to the
Signal Corps Aeronautical Divi-
sion. He had been considered by
many “the most widely informed
expert on dynamics of the air
and mechanical flight.”

Lt Thomas E. Selfridge is pulled from the wreck of the Wright
airplane, which proved fatal to-the brilliant young Army officer.
Orville Wright has been removed and is in the group at the far

right. Orville survived the crash which occurred on 17 September
1908 at Fort Myer, Va.

U. S. Air Force photos

Orville remained in the hos-
pital several weeks. Upon his
release he and his brother con-
tinued their work. They re-
turned to Fort Myer on 20 June
1909 with an improved version
of their 1908 plane.

After a series of practice
flights, the Wrights announced
that they were ready for the
official trials. On 27 July Orville
made the first test flight, carry-
ing Lt Frank P. Lahm as passen-
ger. Lt Benjamin D. Foulois flew
with Orville on the final test
flight on 30 July. The tests were
successful and the Army ac-
cepted the airplane on 2 August.

Lt Thomas E. Selfridge

11
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It became U. S. Army Aeroplane
No. 1.

As part of the contract, the
Wrights trained Lt Frederic E.
Humphreys and Lieutenant
Lahm to fly the airplane. In-
struction began on 8 October
and on 26 October the students
soloed. Lieutenant Humphreys
soloed first and became the first
Army Aviator. (See inside back
cover.)

Lieutenant Foulois reported to
College Park, Md., on 20 October
and received some instruction
from Wilbur Wright, Hum-
phreys, and Lahm.

Navy Lieutenant George C.
Sweet’s visit to observe the
operations at College Park on
3 November resulted in two
firsts. Lieutenant Sweet became
the first Navy officer to fly in
a heavier-than-air machine and
the first passenger carried by
Lieutenant Lahm.

In November, Humphreys and
Lahm returned to duty in their
respective basic branches, the
Engineers and Cavalry. Lieuten-
ant Foulois, who had moved the
Army’s only airplane to Fort
Sam Houston, Texas, for the
winter, received flying instruc-
tions from the Wrights by mail.
The Wrights sent an instructor
to help Lieutenant Foulois mas-
ter the art of landing.

The Army struggled along
with one pilot and one plane
until 1911 when Congress ap-
propriated $125,000 for Army
Aviation. General Allen re-
ceived $25,000 immediately and
ordered five planes. The first
to be delivered was a Curtiss
pusher, which became the
Army’s second plane.

Three Army lieutenants, Paul
W. Beck, G. E. M. Kelly, and
John C. Walker, Jr., were
trained as pilots by Glenn Cur-
tiss. They joined Lieutenant
Foulois at Fort Sam Houston in
April 1911. A month later, on
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10 May 1911, Lieutenant Kelly
was killed in a crash and be-
came the first flight training fa-
tality.

In the summer of 1911 the
Army had five airplanes, three
small balloons, and six officers
who held airplane pilot certifi-
cates. Having no prescribed test
for pilot qualifications, the Army
adopted the rules of the Feder-
ation Aeronautique International
as administered by the Aero
Club of America.

By November 1912, the Army
had 12 pilots, 39 enlisted men,
and 12 airplanes, including hy-
droplanes. One hydroplane was
the Army’s first aircraft with
the propeller in the front. The
pusher plane, which had ac-
counted for most of the fatali-
ties, was condemned by the
Signal Corps in 1914.

The Army first used airplanes
for observation and adjustment
of field artillery fire in Novem-
ber 1912. At the request of the
Field Artillery Board, two air-
craft were sent to Fort Riley,
Kan., for a series of experiments.
Portions of a letter from Second
Lieutenant H. H. Arnold to the
Commanding Officer, Signal
Corps Aviation School, Wash-
ington, D.C., tell the story. It
was written at Fort Riley, Kan-
sas, and dated 6 November 1912:

The first test in connection with
artillery took place on the 4th of
November; both machines took
part in the test. There was no fir-
ing by the battery, the flying was
done for the purpose of testing out
different kinds of signals. There
was a wireless station put up in
the immediate vicinity of the bat-
tery and No. 10, (one of the air-
craft) with Lt Arnold, pilot, Lt
Bradley, operator, sent messages
down to the battery. No. 11, with
Lt Milling, pilot, Lt Sands, observer,
was equipped with a smoke signal
device made at this place. No. 11
sent signals from this device and
also dropped cards. The smoke sig-
nal device, although improvised,
showed that such a device could be

used to signal from the aeroplane
to the battery. However, on account
of the manner in which it was con-
structed, the dot and dash system
of signals could not be used. A sys-
tem of dots alone had to be used.

On the 5th of November, the
aeroplane was used for the first
time with the battery actually fir-
ing at a target. The target was
about 3200 yards from the battery.
It was a dark day, a dark target
and a dark background for the
target. In spite of this, the target
was picked up by the aeroplane
very easily.

No. 10, equipped with wireless,
went up first, sending back by wire-
less, location of target and after-
wards the position of the shots
with reference to the target. . . .

These observations put the guns
on the target after about four
volleys, then this machine returned
to the ground and No. 11 went up
equipped with the smoke signal and
sufficient cards for sending back
data. The observer relocated the
target and plotted position for the
target and the battery on the
cards. Then plotted the position of
each salvo fired with reference to
the target, range and deflection
being changed in each case by the
data received from the aeroplane.

It was found by using the wireless
that aeroplanes could be started out
in rear of the battery, salvo being
fired just before they reached the
battery. Return could be made by
the machine as soon as they saw
where the shots struck, the mes-
sage sent back by wireless from
the machine while it was making
its circle, in order to get to its
place to come up in rear of the
battery for the second shot. When
the machine used the card system,
it was found necessary for the ma-

. chine to make a figure 8 with the

point of the crossing directly over
the battery, the machine coming
up from the rear, the battery firing
just before the machine reached the
battery. After observing where the
shots struck, the machine turned,
making a circle so as to come over
the battery.

While the machine was making
this turn, the observer plotted the
position of the hits on the card
with reference to the target and
dropped it as he passed over the
battery.

Then the machine made a second
turn, in order to get to its place
to come up from the rear to observe
the second firing.
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Evolution of Army Aviation

Balloon Corps of the Army of the Potomac

Created on 25 Sep 1861 by the Secretary of War. Professor Thaddeus
S. C. Lowe was named Chief Aeronaut, a civilian position. The
Balloon Corps was disbanded in June 1863.

Balloon Section of the Signal Corps

Created in 1892 by Brig Gen Adolphus W. Greely, Chief Signal
Officer. This was the first military aeronautic organization in the
U. S. Army.

Aeronautical Division of the Signal Corps

Created on 1 Aug 1907 by Office Memorandum No. 6 at the direction
of Brig Gen James Allen, Chief Signal Officer of the Army
Aviation Section of the Signal Corps

Created on 18 Jul 1914 by Congress. At the same time Congress
established the aeronautical ratings of Junior Military Aviator,
Military Aviator, and Aviation Mechanic.

Bureau of Aircraft Production and Division of Military Aeronautics
These two agencies were created on 21 May 1918 by President Wilson
and placed directly under the Secretary of War.

Air Service

Created on 24 May 1918 when the War Department recognized the
Bureau of Aircraft Production and the Division of Military Aero-
nautics as a single agency, the Air Service. A chief of Air Service
was not named, but on 27 Aug 1918 the position of Director of Air
Service was formed. The director was also the Second Assistant
Secretary of War.

Air Corps

Created by Congress by the Air Corps Act of 2 Jul 1926. The act
also created the position of Assistant Secretary of War for Air.
General Headquarters Air Force

The War Department ordered that the GHQ Air Force would be
created by 1 Mar 1935 to assume control over tactical units and
to come directly under the General Staff. It existed side by side
with the Air Corps. Differences arose between the two commands.
On 1 Mar 1939 GHQ Air Force was made responsible to the Chief
of Air Corps rather than the General Staff.

Army Air Forces

Created by Army Regulation 95-5, dated 20 Jun 1941. AAF was
headed by a chief who was also Deputy Chief of Staff for Air.
The chief coordinated and directed the Air Corps, the Air Force
Combat Command (formerly the GHQ Air Force), and all other
air elements. In March 1949, 82 percent of the officers and 77
percent of the enlisted men of the AAF were from the Air Corps
while the rest belonged to the Signal Corps, the Corps of Engineers,
the Quartermaster Corps, and other arms and services with the AAF.
On 9 Mar 1942 the War Department creatcd autonomous and
co-equal commands within its framework: the Army Ground Forces,
the Army Air Forces, and the Army Service Forces. The office of
Chief of Air Corps and the Air Force Combat Command were dis-
solved. All elements of the air arm were incorporated into the AAF
under a single commanding general and a single air staff. Because
it had been created by law, the Air Corps remained in existence
as the chief component of the AAF.

Army Aviation

Created on 6 Jun 1942 when the War Department approved Field
Artillery organic aviation. The new program came under the direc-
tion of the Field Artillery and the Army Ground Forces. It was to
supplement the existing system of air support, and specifically to
provide air observation for the adjustment of artillery fire.

U. S. Air Force

Created on 26 Jul 1947 when Congress passed the National Security
Act of 1947. The act also created the Department of the Air Force
and the position of Secretary of the Air Force, which was to be
filled by a civilian appointed by the president.
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The above is the method of pro-
cedure at the present time, although
we expect to change it so the fir-
ing can be done while the machine

is in rear of the battery, the obser-
vations being made and the location
of hits being plotted on the card in
time to be dropped as the machine

THE ARMY AVIATION STORY

passes over the battery on its first
trip. In this way, time could be
saved and it would only be neces-
sary for the machine to make a
circle instead of a figure 8. . . .

Today there was one machine
with Lieutenant Milling as opera-
tor and Lieutenant Sands, observer,
used to observe fire. This machine
used the dropping card system with
good success. The target was about
3400 yards away from the battery.
The aeroplane located the target
which was invisible from the bat-
tery and at the 3d volley had the
battery hitting the target.

The President of the Field Ar-
tillery Board does not expect to
get through with these tests until
the 14th of this month—that is, if
the weather is good until that time.
If the weather is not good it will
take much longer.

In August 1913, a bill in Con-
gress called for an aeronautical
branch to be a part of the line of
the Army. The majority of the
Signal Corps officers opposed
such a move at that time; in-
stead, on 18 July 1914 Congress
created an Aviation Section
within the Signal Corps. (Fig-
ure 2 traces the organizational
changes occurring in the Army’s
aviation program until 1947.)
The Aviation Section increased
Army Aviation’s strength and
scope, gave it a definite status,
attracted top grade personnel,
and gave manufacturers much
needed encouragement.

During World War I the Army
had 39 aero squadrons partici-
pating in action against the
enemy. These included 18 pur-
suit, 12 corps observation, 3
army observation, 1 night bom-
bardment, and 5 reconnaissance.
Assigned to these units were
1,402 pilots and 769 airplane ob-
servers. Employing day bom-
bardment and pursuit airplanes,
the Army in 150 organized bom-
bardment missions dropped
275,000 pounds of explosives.
Army squadrons engaged in
over 2,100 combats, 12,830 pur-
suit flights, 6,672 observation

13



BY THE BOOK
1920 STYLE

After World War I, flying regulations were left primarily
to the discretion of the Air Service station commanders. As
a result some unorthodox flying took place. It soon became
apparent that something had to be done to curb such aerial
goings-on, and so a list of flying regulations was published
to cover all Air Service flying activities.

For your interest and possible amusement, here are a few
taken from “General Rules—to be followed at all U. S. Flying
Fields.” They may be of some use to today’s pilots, just as
they were to yesterday’s iron men in wooden ships.

By the way, we are in debt to two publications for this:
“The Word,” at Patrick AFB, and “Sentry,” Eglin AFB.

1. Don’t take the machine into the air unless you are satis-
fied it will fly.

2. Never leave the ground with the motor leaking.

3. Don’t turn sharply when taxiing. Instead of turning short,
have someone lift the tail around.

4. In taking off, look at the ground and the air.

5. Never get out of a machine with the motor running until
the pilot relieving you can reach the engine controls.

6. Pilots should carry hankies in a handy position to wipe
off goggles.

7. Riding on the steps, wings, or tail of a machine is pro-
hibited.

8. In case the engine fails on takeoff, land straight ahead
regardless of obstacles.

9. Do not trust altitude instruments. Learn to gauge alti-
tude, especially in landing.

10. Never run motor so that blast will blow on another ma-
chine.

11. Before you begin a landing glide, see that no machines
are under you.

12. Hedge-hopping will not be tolerated.

13. No spins on back or tail slides will be indulged in as they
unnecessarily strain the machine.

14. If flying against the wind and you wish to turn and fly
with the wind, don’t make a sharp turn near the ground.
You might crash.

15. Motors have been known to stop during a long glide. If
pilot wishes to use motor for landing, he should open
throttle.

16. Don’t attempt to force machines onto ground with more
than flying speed. The result is bouncing and richocheting.

17. Aviators will not wear spurs while flying.

18. You must not take off or land closer than 50 feet to the
hangar.

19. Never take a machine into the air until you are familiar
with its controls and instruments.

20. If an emergency occurs while flying, land as soon as you
can.

21. It is advisable to carry a good pair of cutting pliers in
a position where both pilot and passenger can reach them
in case of an accident.

22. If you see another machine near you, get out of its way.

flights, and 1,174 bombing flights.
The enemy was strategically
photographed 17,845 times; tens
of thousands of rounds were
used in ground strafing; and re-
connaissance and artillery fire-
directing missions were flown
on innumerable occasions.
THE AFTERMATH

And then it was over. The
armistice was signed in Novem-
ber 1918 and the AEF returned
home. With it came men who
had new ideas about waging war
through airpower.

Despite the tight purse strings
accompanying the military de-
mobilization, new and better air-
craft were developed and the
concepts of strategic bombing
and air superiority grew. They
flourished in a romantic era of
flying which depicted open cock-
pit airplanes flown by “hell-
bent-for-leather” pilots attired
in helmet and goggles, boots and
scarf.

In some respects the envision-
ed potential of airpower was ex-
aggerated in this era. However,
air superiority and strategic
bombing would prove essential
to the successful military opera-
tion of World War II. But it
would also become evident in
World War II that airpower
alone would not bring victory.
Indeed, it would take the com-
bined might of all the allies—on
the land, on the sea, and in the
air—to bring victory.

The War Department was
aware of the diversified capabili-
ties of aviation before World
War II. The official American
doctrine on the employment of
airpower gave equal priority to
the missions of ground support
and strategic air operations.

Still, before the second war,
extremists professed that combat
aviation used in mass could
break the enemy’s will to resist.
Only minor cooperation from
forces on the ground would be
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needed. They believed that the
combat effort of airpower should
be entirely concentrated on gain-
ing complete air superiority and
destroying targets beyond reach
of the ground forces by strategic
bombing. Air and ground forces
need not even be in visual con-
tact. Cooperation between air
and grounds forces was visual-
ized only during air operations
in the immediate rear areas of
the enemy front.

Heated and sometimes passion-
ate disputes resulted over the
employment and control of air-
power. As America focused its
attention on these unfortunate
controversies, another concept
was developing within the frame-
work of the Army—the concept
of Army Aviation.

ARTILLERY BARRAGE

In addition to those in the Air
Service, others also felt they had
a stake in aviation. The Chief of
Field Artillery was aware of
the support that balloons and
airplanes had provided in World
War I. He instigated a thorough
study on the Artillery’s experi-
ences in combat with aerial ob-
servation. He stated that air ob-
servation was vital to the effec-
tive employment of artillery.

During World War I aerial
artillery observation was pro-
vided by an observation squad-
ron assigned at corps level
When a mission was requested,
corps would dispatch an aircraft
which reported by radio to the
artillery unit calling for support.
When the mission was over, the
pilot returned to corps to await
another assignment.

The Chief of Field Artillery
denounced this system and
stressed that artillery comman-
ders did not know the observer
and never saw him. This was
considered a critical point since
Artillery felt that “the point of
fall of the artillery shell is an
inextricable element of com-

mand. The artilleryman cannot
do his job if he surrenders this
element of command to some
stranger who is not responsible
to him, who he never sees, and
therefore who he cannot trust.”

Disagreement between Artil-
lery and the Air Corps grew be-
fore World War II. The Air
Corps was rapidly developing
its concepts of strategic air war
and its entire ground support
program was weakened.

In relationship to Artillery,
the Air Corps felt that merely
to furnish an airplane and pilot
to carry an expert observer
would be to relegate the Air
Corps status to more of a serv-
ice than a combat arm.

Meanwhile, as the 1930s drew
to a close Artillery officers fired
an increasing barrage of de-
mands for more effective aerial
direction of artillery fire. When
these demands were not satis-
fied by standard Air Corps ob-
servation squadrons, Artillery
officers began advocating the use
of light aircraft organic to the
units which they served.

In the summer of 1940, 1st Lt
James McChord Watson, III,
called the Piper Aircraft Corpo-
ration and discussed the Artil-
lery’s position on the use of light
aircraft to adjust fire. Lieutenant
Watson informed Piper that the
Army was to conduct maneuvers
at Camp Beauregard, La., (in
Aug 1940) and asked for light
aircraft to observe artillery fire.
This marked the Army’s first
contact with Piper.

Mr. Tom Case of Piper flew
a J-4 Cub from New Orleans to
Camp Beauregard on 12 August
1940. In Piper’s first demonstra-
tions for the Army, Mr. Case
operated the Cub from a dirt
road and flew Lieutenant Wat-
son and others as observers.
They had no communication
with the ground except by drop-
ping messages or streamers. The
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only unfavorable part of the
demonstrations recalled by Mr.
Case was reveille—a loud ren-
dition of “Stars and Stripes”
played every morning before
daylight.

After the maneuvers Mr. Case
returned to the Piper plant at
Lock Haven, Pa. Throughout the
rest of the year Lieutenant Wat-
son and Mr. Case remained in
frequent communication discus-
sing problems and solutions con-
nected with light aircraft and
artillery observation.

Interest in light aircraft was
mounting throughout the Army.
Brig Gen Adna R. Chaffe called
Piper Aircraft on 9 February
1941 and discussed the possibility
of having light aircraft brought
to Fort Knox, Ky., (the Armor
School) to evaluate his ideas on
directing columns from the air.

General Chaffe felt the light
plane could be invaluable to the
Army, and was pushing this idea
in Washington. He was intensely
interested in using light aircraft
to control armored columns and
to adjust heavy cannon fire from
tanks. He felt strongly that all
branches of the Army needed
organic aviation.

Mr. Case flew a radioless J-3
(Number N-32750, a civilian
version of the L-4) to Fort Knox
on 10 February and conducted
evaluation flights through the
15th. General Chaffe and mem-
bers of his staff did considerable
work with Mr. Case.
PRESSURE IN WASHINGTON

On 18 February 1941, Mr.
William T. Piper, Sr., president
of Piper Aircraft, wrote the
Secretary of War a detailed
letter pointing out the great
potential of light aircraft in sup-
port of the ground forces.

Meanwhile Mr. John E. P.
Morgan was directing the cam-
paign in Washington to secure
light aviation for the ground
forces. Primarily he represented
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Piper, Aeronca, and Taylorcraft.
Shortly after Mr. Piper had writ-
ten the Secretary of War, Mr.
Morgan received a letter from
Mr. Robert A. Lovett, Special
Assistant to the Secretary of
War. Mr. Lovett stated that the
War Department had received
numerous letters similar to Mr.
Piper’s and that a study of the
matter was in progress.

Mr. Morgan pressed the War
Department for an expression of
policy on the employment of
light aircraft, stressing that this
was necessary before industry
could consolidate its efforts and
provide the most efficient co-
operation. Consequently Maj
Benjamin W. Chidlaw was made
an official consultant to industry.

Brig Gen Horace Whittaker,
Commanding General of the 45th
Infantry Division, also expressed
an interest in the light airplane.
At his request, Mr. Case flew to
Camp Bowie, Texas, in the same
J-3 he used at Knox. He was
joined by Mr. Piper and from
17-23 March they conferred with
General Whittaker and con-
ducted numerous demonstration
flights.

During this period General
Whittaker and Lt Gen Walter
Krueger witnessed and discussed
the use of light aircraft by the
Army. General Whittaker also
began corresponding on the sub-
ject with the Chief of Field

Artillery, Major General Robert
M. Danford, a dedicated advo-
cate of making light aviation
organic to the Field Artillery. In
a few months General Danford
was to play a key role in the
birth of Army Aviation.

On 19 April 1941, following
the events at Camp Bowie, the
Piper Aircraft Corporation had
a radio installed in Mr. Case’s
J-3. A standard communications
radio of that day, it operated on
a frequency of 3105 kc. The
radio was not designed for the
J-3, but did allow two-way voice
communication which General
Chaffe used when Mr. Case re-
turned to Fort Knox on 23 April
to continue evaluation of the
aircraft.

Meanwhile, Piper Aircraft was
contacting Army commanders
in other sections of the United
States in efforts to demonstrate
the J-3. Mr. Henry S. Wann
(now Lt Col, TC) was in Port-
land, Oreg., in April 1941 in his
capacity as district sales manager
for Piper Aircraft in the western
states. Informed of Piper’s ac-
tivities he was told to call on the
military installations in his area.

Mr. Wann telephoned Fort
Lewis, Wash., to arrange for
a visit. Knowing nothing about
military organizations or titles,
he talked with nearly everyone
from the military police ser-
geant on duty to the post

sergeant-major. Finally he was
connected with a lieutenant
colonel who expressed interest
in Mr. Wann’s mission. He told
the Piper representative that he
knew light aircraft had a great
deal of potential, especially for
artillery fire adjustment from
the air, but said that it would
serve no purpose to come to Fort
Lewis at that time. He added
that he had a private license, and
was especially well aware of the
light airplane’s uses. He told Mr.
Wann his name—Eisenhower.
The future president of the
United States met Mr. Wann
later in the year at the Louisiana
Maneuvers, where he recalled
their conversation and reasserted
his interest and belief in the
potential value of the light air-
plane.

May 1941 was a memorable
month in the history of Army
Aviation. Major William W.
Ford, a field artilleryman, avia-
tion enthusiast, and sportsman
pilot had been working in-
tensively to bring organic avia-
tion into the Field Artillery. He
wrote an explosive article out-
lining his concept of aviation in
the Field Artillery. The article
was sent to General Danford
who was most impressed. It ap-
peared in the FIELD ARTIL-
LERY JOURNAL in May 1941.
Major Ford was destined to di-
rect field tests of the concept of

Fill ’er up! A “Grasshopper” stops at a filling station for gas during Army maneuvers in 1941. Notice
expression of cavalryman behind left wing.

Photo by Hans Groenhoff



Artillery Aviation and to be-
come the first director of the
Department of Air Training at
Fort Sill, Okla.

Also in May, Mr. Case took
J-3 No. N-32750 to Fort Sill for
Army exercises and stayed from
the 1st through the 4th. Mr. Case
flew Army officers on numerous
missions to observe troops and
artillery fire. He returned to
Fort Sill on 7 May and additional
evaluation was conducted until
the 9th. Mr. Case then returned
to Camp Bowie where he joined
Mr. Piper, who had arrived with
three more pilots and additional
J-3s (all equipped with radios).
From the 9th through the 25th
a concentrated effort was made
to have the J-3s live with the
Army. Field maintenance was
provided by Captain Watson
and other services were provided
at a civilian airfield. In one in-
stance—on 20 May—the J-3s
provided column control for 6%
hours on a troop movement from
Berkley, Texas, to Camp Bowie.
They landed on the road to re-
fuel—occasionally at a filling
station.

Cavalry officers at Fort Riley
witnessed demonstrations of the
J-3 from 12-14 June and became
interested enough to give the
light airplanes a more extensive
trial later.

On 18 June, Mr. Wann, Mr.
Case, and two other Piper em-
ployees, James Maurice Helbert
and Jules Parmentier took four
J-3s to Manchester, Tenn., where
they competed against Army Air
Force 0-49s and 0-47s in Tennes-
see Army maneuvers which
were already under way. The big
advantage of the Cub was the
ease with which one man could
handle it, and the ease with
which it could be pulled under a
tree and camouflaged.

TENNESSEE MANEUVERS

The Second Army maneuvers

held from 2-28 June 1941 in
eastern Tennessee resulted in
recommendations to the War
Department that light airplanes
be made a regular component of
the Artillery.

During the maneuvers ob-
servers in the Cubs directed
artillery fire on the Jake’s Moun-
tain Range. Twelve aircraft par-
ticipated — 8 from Piper and 2
each from Aeronca and Taylor-
craft. The light aircraft operated
from a clearing on the side of
a mountain. This area measured
298 paces long and was com-
pletely surrounded by trees.

Observers corrected fire from
155mm guns while flying behind
the batteries at 1,000 feet.
Staff artillery officers expressed
amazement at the excellent visi-
bility from the aircraft, their
slow flying speed, and the fact
that almost any person could fly
these planes without extensive
training.

In addition to artillery fire di-
rection, the light planes served
in other tactical missions. They
were incorporated with regular
Air Corps observation squad-
rons serving both the “Red” and
“Blue” armies. They proved
highly practical for scouting
advanced enemy positions, carry-
ing messages, transporting com-
manders and staff officers, etc.
Altogether the pilots landed on
102 different fields, roads, pas-
tures, and other such areas to
demonstrate the unique landing
capabilities of light aircraft. In
fact, an impromptu landing was
necessary to stop the maneuvers.

One of the Cubs was chosen to
signal the tank divisions that the
maneuver was over. The Cub
zoomed over various tank units
dropping flares to signal the end
of the maneuvers. When one
tank group apparently didn’t un-
derstand the signal, the Cub
pilot landed in a field and caught
up to the moving tanks by fast
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taxiing down the road. The tank-
ers got the word.

Four J-3s were sent back to
Fort Riley on 1 July so the
cavalry could continue its trials.
The aircraft remained through
the 8th, directing cavalry opera-
tions from the air. The Piper
representatives lived in the field
with the cavalry and carried one
mechanic with them. Following
these trials official reports on
the employment of the light air-
craft were sent to Washington.

DESERT MANEUVERS

On 11 July 1941, Piper,
Taylorcraft, and Aeronca sent
light airplanes to Fort Bliss,
Texas, to participate in Army
maneuvers. This event is espe-
cially notable. During these ma-
neuvers the small airplanes used
by the Army were tagged with
the nickname “Grasshopper.”

The incident occurred on 15
July, the day the maneuvers
began. During the morning Mr.
Wann was told to proceed from
Biggs Field (where the civilian
pilots were based) to Headquar-
ters, 1st Cavalry Brigade. He
was to deliver a message to the
Brigade Commander, Maj Gen
Innis P. Swift, and then remain
with the general until another
pilot and plane relieved him
later in the day.

Mr. Wann took off and flew
to the area where the brigade
was operating. Finding the bri-
gade was not difficult since the
troopers, all mounted, stood
out plainly in the brown desert.
The area was strictly ‘“boon-
docks,” consisting of desert,
sand, clumps of grass, cactus.

After some preliminary re-
connoitering and a couple of low
passes, Mr. Wann landed in an
area that was least cluttered
by grass clumps. On landing he
bounced a bit on the rough
ground, then taxied up to the
CP.
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Mr. Wann delivered the mes-
sage and informed the general
that he had been instructed to
remain with him for use as he
desired.

General Swift seemed quite
impressed and remarked, “You
looked just like a damn grass-
hopper when you landed that
thing out there in those boon-
docks and bounced around.”

The general invited Mr. Wann
to lunch, which was interrupted
when a trooper rode up, saluted,
and handed the general a radio
message just received from Fort
Bliss. It informed General Swift
that an airplane had just been
dispatched to him for his use. It
had taken the message 45
minutes longer to arrive than the
Cub.

After lunch Mr. Wann flew
the general’s aide to Biggs Field
on an errand. While at the field,
the control officer received a
message saying “SEND GRASS-
HOPPER” and signed “SWIFT.”
No one knew what it meant until
Wann explained it. The general
used the light airplane con-
tinually during the rest of the
maneuver, and the nickname
stuck.

In all, 12 light planes partici-
pated in the maneuver, which
was concluded on 26 July.
Aeronca and Taylorcraft each
sent two aircraft and Piper pro-
vided the rest. The civilians who
demonstrated the light aircraft
formed the famous Grasshopper
Squadron (see fig. 3).

The light plane’s participation
in the operation was considered
a complete success and the Army
requested permission to pur-
chase 20 such planes. The re-
quest was disapproved by the
War Department. However, Lt
Col Dwight D. Eisenhower, at
the suggestion of Mr. Lovett ar-
ranged to have the aviators and
planes placed on a per diem
rental and expense basis. Pre-
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viously, members of the Grass-
hopper Squadron paid their own
way.

Following the maneuvers at
Fort Bliss, Mr. Case flew to
Camp Bowie where, on 30 and 31
July, he briefed General Whit-
taker and Captain Watson on
the happenings in Texas. On
3 August he flew to Beauregard,
La., where the Grasshopper
Squadron would participate in
the Louisiana Maneuvers. This
operation would establish in
most artillerymen’s minds the
urgent need for light aviation
organic to their branch.

LOUISIANA MANEUVERS

General Danford, already en-
thused about the performance of
the light aircraft in Army man-
euvers, visited the British Artil-
lery School at Larkhill in the
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summer of 1941. British experi-
ments with light aircraft further
impressed General Danford and
upon returning to the United
States he obtained permission to
evaluate the planes in the
Louisiana Maneuvers.

Grasshopper Squadron pilots
flew 12 light planes from 12-14
hours a day in the Third Army
portion of the maneuvers which
ran from 11-30 August at
Beauregard, La. They continued
operating in the same area dur-
ing the combined Second and
Third Army maneuvers from 1-
30 September. (Members of the
Grasshopper Squadron  sup-
ported the First Army from 6
October to 1 November and
again from 3-30 November in
the Carolinas. Interstate and
Rearwin aircraft companies also
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