


‘ Library ot Congress Cataloging in Publication Data .
Main entry under title:

The U.S. Air Service in World War I.

CONTENTS: v. 1. Final Report of the Chief of Air Service, AEF. A
tactical history of the Air Service, AEF.—v. 2. Early concepts of military
avaiation.—v. 3. The Battle of St. M|h|el —v. 4, Postwar Review.

Includes indexes.

1. European War, 1914-1918—Aerial operations, American. 2. Uni-
ted States. Army. A.E.F., 1917-1920. Air Service. 3. Aeronautics,
Military—United States—Hlstory I. Maurer, Maurer.

B.606.U54 940.4'49'73 75-42296

For sale by the Superintendent of Documents
U.S. Government Printing Office
Washington, D.C. 20402

Stock Number 008-070-00400-3



United States Air Force

Historical Advisory
Committee

Dr. I. B. Holley, Jr.
Duke University

Lt. Gen. James R. Allen
Superintendent, USAF
Academy

Dr. Robert F. Byrnes
Indiana University

Lt. Gen. Albert P. Clark
USAF (ret.)

Lt. Gen. Raymond B. Furlong
Commander, Air University

Dr. Henry F. Graff
Columbia University

Dr. Farest C. Pogue
Director, Dwight D.

Eisenhower Institute for .

Historical Research

Mr. Peter B. Hamilton
General Counsel, USAF

Office of Air Force
History

Maj. Gen. John W. Huston
Chief

Or. Stanley L. Falk
Chief Historian

Max Rosenberg
Deputy Chief Historian

Carl Berger
Chief, Histories Division

Lawrence J. Paszek
Senior Editor






Foreworod

Following the Armistice in 1918, Maj. Gen. Mason M. Patrick,
Chief of Air Service, American Expeditionary Forces, directed
that a record be made of lessons learned during the war. This
information, he believed, was needed for planning the Air Ser-
vice of the future. The reports prepared by commanders, pilots,
observers, and other members of the various Air Service units in
response to General Patrick’s directive are of considerable
historical interest for the information they contain about the
Air Service and its employment at the front. A select group of
the reports on lessons learned make up Part | of this volume of
World War | documents on U. S. military aviation.

Part 11 is devoted to a report on the effects of Allied bombing
in World War |. This long-forgotten document, the result of a
post-war investigation by the Air Intelligence Section of General
Headquarters, American Expeditionary Forces, is the counter-
part of the well-known United States Strategic Bombing Survey
of World War 1l.

This volume is the last in a series that the Office of Air Force
History is publishing on the U. S. Air Service in World War |.

Maj. Gen. John W. Huston
Chief
Office of Air Force History
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On the morning of 11 November 1918, Air Service units at the
front stood by waiting for the fog to lift so they could take to the
air. The orders for the day called for offensive operations to
destroy the German air service, protect friendly air and ground
forces, and harass enemy troops with machinegun fire and
bombs at every opportunity. The purchasing, shipping, and
receiving of supplies and equipment, construction of new facili-
ties, training of additional pilots and observers, and other busi-
ness necessary to support plans for defeating the Germans
continued as if the war would be of indefinite duration. But all of
this was suddenly changed at 1100 hours. ’

With the Armistice in effect, combat units resumed training.

An air service was formed for duty in Germany with the army of

occupation. Work was quickly begun to terminate contracts,
stop construction, dispose of excess supplies and facilities,
phase out training programs, and return personnel and units to
the United States where most of the men would be discharged
and the units disbanded.

In the same period, at the end of 1918 and during the first part
of 1919, the Air Service, American Expeditionary Forces (AEF),
was reviewing World War | to see what had been learned that
might be of value to the postwar, peacetime Air Service. Docu-
mentary materials relating to this review—reports of lessons
learned and a survey of the effects of bombing—are presented
in this volume.

As in previous volumes in this series, the general editorial
policy has been to hold the editing and annotation to a mini-
mum. All of the documents reproduced here have been taken
from a microfilm copy of Edgar S. Gorrell, “History of the Air
Service, AEF,” the original of which is in the National Archives in
Washington, D.C.!

The editor wishes to express his appreciation to Lloyd H.
Cornett, Jr., Chief of the Albert F. Simpson Historical Research
Center, for his support and assistance; to Dorothy McCluskie,
Lois Wagner, Jane Motley, Carolyn Fulk, Kathy Nichols, and
Billie White for their excellent work in transcribing the docu-
ments and typing the manuscript; to John D. Ashmore and his
staff in the Cartographics Information Division of Air University
Library for maps and information about places mentioned in
documents used in this book; and to the many other people who
contributed in various ways to the preparation of this volume.

Special recognition goes to0 Mr. Lawrence J. Paszek, Senior
Editor in the Office of Air Force History, for his work in the
selection and placement of photos, preparation of art, and for
guiding the manuscript through the various stages of publica-
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tion. Mr. Jim Watson, U.S. Government Printing Office, deserves
credit for the arrangement of typography and design in this vol-
ume. The photographs have been selected from collections in
the National Archives, USAF Museum, and the USAF photo de-
pository of the Aerospace Audiovisual Service (MAC).
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U.S. Air Service
in World War |
Vol. V

Date 1918

From:
To: Col. Gorrell, Office Chief of Air Service
Subject: Information. 7

1. In accordance with instructions contained in telegram Z 727
TG, from Chief Training Section, Headquarters Air Service,
Tours, the following certificate is submitted.

2. | certify that I have acquired, while in the Air Service, no
information of value.

(Signed)

When such certificates had been completed and signed by 10
first and second lieutenants; they were collected by the
commander, another first lieutenant, who sent them off to
Colonel Gorrell, “in accordance with instructions.” There were
other officers, however, who had learned a great deal and had
information worth recording but who apparently did not submit
reports. There are no reports, for example, from Capt. Eddie
Rickenbacker and some other well-known fliers who survived
the war, but in some instances, as in the case of Maj. Charies J.
Biddle, the men had left for the United States before General
Patrick’s order was received.

Receiving the reports, Colonel Gorrell made them part of the
“History of the Air Service, AEF.” Most of them were bound
together in Volume 15 of Series A, but others are scattered
through various volumes of the history. Apparently no one ever
attempted to organize and analyze the reports to see just what
had been learned that might be of use in the future. The reports
evidently have 'not been much used for research. Scholars who
have examined them have been disappointed. As one of them
said, “The volumes entitled ‘Lessons Learned’ belie the promise
of the title; . . ..they are unsystematic, not comprehensive, and
inconclusive.”” Nevertheless, these reports, written by men who
had first-hand knowledge of the matters about which they
wrote, are valuable as primary source materials for World War .
They supply information and ofttimes present viewpoints not
found in other source documents of the Air Service, AEF.

Taken together, the reports contain a considerable amount of
interesting and significant data on a variety of subjects—the
care and feeding of pilots (they should eat more prunes), what it
was like to be airsick in the back seat of a DH-4 (clean'your gog-
gles with the sleeve of your teddy bear), or, for example, how to
fly through an artillery barrage (by a pilot who did it regularly
and lived to write down what he had learned). There are reports
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on how to-avoid being shot down by anti-aircraft shells, ma-
chine gun fire from the ground, or red-nosed Fokkers; the best
way (or ways—the men did not always agree) to carry out an
infantry contact or artillery adjustment or patrol or reconnais-
sance mission; how to survive the forced landings that were a
normal, expected part of flying in those days; why aviators were
such an undisciplined lot; how uncooperative infantrymen were
and how little they appreciated the help given them by the avia-
tors; how hazardous a trailing antenna could be in formation fly-
ing; why some Air Service activities should be placed in charge
of civilian experts, or why those activities had to be directed by
military men; what was wrong—or right—with the promotion
system, commissioning programs, or gunnery training; how this
effort or that was “ruined” by the Armistice (a lament sung all
through the ranks, from Maj. Gen. Mason M. Patrick and Brig.
Gen. William Mitchell on down); and what wonderful things
would have bsen accomplished “if the war had lasted. six
months fonger.”

All these and many other things—the poor construction of ra-
diator caps, tail skids that wore out, propeliers broken because
the wheels on the planes lacked mudguards, etc.,—affecting the
employment of aviation in World War { are brought out in the re-
ports which follow.
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therefore the “muck-raking” that took place did more harm than
good. At the time, thesé machines were the best obtainable in
the United States; it was impossible to purchase machines from
abroad; it was therefore a question of making the best use of
the equipment at hand.

When war was declared on Germany programs were drawn
showing what the United States could do towards building and
putting on the battle-front of Europe an Air Service superior in
numbers and efficiency to that of the Allies combined. This
program was undoubtedly based on the idea that has always
seemed to exist in the United States, namely, that money can do
anything. It was evidently supposed that if a sufficient
appropriation was secured from Congress, that no difficulty
would be encountered in building the necessary equipment and
in training pilots. This at the time was an impossibility to those
who appreciated the true situation.

The work of drawing up the plans and organization for the Air
Service at the beginning of the war, with the exception of two or
three officers who knew something about aviation conditions, was
turried over entirely to a board of men who had been successful
in civilian life, such as manufacturers, particularly that of
automobiles. This in itself, in my opinion, was a mistake. It is
believed that the services of men who have been successful in
the organization and handling of large business establishments in
civil life can be well utilized in connection with Army work, but as
a rule they should be subordinate to trained officers of the
Army, as conditions enter that can only be met and: handled by
men who have gained knowledge and expenence by actual
military service.

A publicity campaign was 1mmed1ately begun and the people
were fed on rash promises, not only as to the number of planes
that could be put on the front, but also the wonderful things
they would do towards winning the war. While this may have
been necessary from a political standpoint in order to obtain the
appropriations asked of Congress, nevertheless it was apparent
that it would do more harin than good in the end.

The programs drawn up for both the training of pilots and the
building of planes were entirely too optimistic. The manufacturers
of planes of course had to bid high on a production basis if they
expected to receive the orders. Considering the matter in the
light of our experience obtained in buying planes in the United
States during the previous four or five years, it was apparent
that these programs could not be met. The maximum figures for
the building, establishing and putting in service of the schools
werz employed with a corresponding maximum  output in the
minimum of time. This, without considering carefully, the output
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from our schools during the previous years.

If at- the time the Air Service program was.taken up, it had
been decided to develop the service on what might be
considered two separate programs, it is. believed: that many
difficulties would have been eliminated. The first program could
have provided for the immediate needs of all mobile troops by
copying standard makes of planes and motors pending such time
as the larger program calling for thousands of pilots and planes
with new equipment could be developed. It is also believed that
too much consideration has always been given to the views and
opinions of foreign officers, rather than placing full dependence
on those of our officers who, knowing our own peculiar
conditions, were, from their experience in aviation, better fitted to
determine all questions affecting our service.

It is not believed that sufficient consideration was glven to the
planes that had been developed in the United States. In addition
to those selected for training purposes, there were two or three
types susceptible of development, which, in my opinion, would
have proved satisfactory for use on the front.

The organization as finally built up in the United States and
that in Europe lacked co-ordination. If success was to be
obtained it was essential that the closest co-operation and co-
ordination should exist between the Air Service in Europe and in
the United States, bearing in ‘mind always that the Air Service in
the United States existed purely for the purpose of supplying the
American Army in Europe with all the necessary personnel and
material. This seemed to have been lost sight of. The Air Service
in Europe, due to the new conditions it ‘had to face and being
directly in contact with conditions actually existing on the front,
developed a v1ew-pomt which no one in the United States could
possibly acquire unless he had had the same experience in
Europe and especially on the front. The opinion of those in
Europe should have been accepted without question. Such was
not always the case.

The program as outlined for the production of pilots in the
United States was based on the number of schools to be
established, either two or four squadron stations.- This was
figured on the maximum capacity of the school and a sufficient
length of time was not allowed for the construction and
preparatlon of the school before it was supposed to produce its
maximum number of pilots. The fields should have been located
in those sections affording the best climatic conditions. Instead of
establishing a large number of small schools, it is believed to be
a better policy to establish a small number. of large ones with a
sufficient number of -outlying fields. to complete the full course of
any particular phase of training. The greatest care should have
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the idea in view of using them for revision and selection of pupils " -
arriving from the States. By this method a pupil who arrived for

any particular phase of work such as pursuit, bombardment or
otherwise, would be sent to the school in question and after

being examined, would remain there for the length of time i
necessary to determine that he was competent before being sent : .

. to the front. This period would probably have varied from one to = .
three weeks. This unfortunately never had a fair test, as men x
were sent over in all stages of training.

The method of training followed in our schools in France was
based on the French system. This method was based on a
system of individual training, the result of which may be seen in
the “French Ace,” rather than teamwork and formation flying.

We never fully appreciated the necessity for training in formation '
work until after the Battle of St. Mihiel. Steps were then taken .
by the Training Department of the Air Service to change the
course of instruction in order to institute this new method.

In order to develop pilots of espree and to instill in them the
desire to be constantly “on the job,” regardless of conditions, it
was essential that they receive proper treatment in the schools;

- in other words “morale,” one of the biggest factors of success in
the Air Service, had to be maintained. Due to the congestion of
cadets sent over from the States for training, there was much
dissatisfaction. In many cases cadets who were sent to Europe,
because of their high standing on graduation from ground
schools, were still privates when men who had attended school
with them began to arrive as first lieutenants. The mixing of
cadets and officers, who had been at the same ground schools
together, was very detrimental. In other cases, due probably to
the shortage of enlisted personnel, they were required to do
police work and other odd jobs. Under the conditions this may
have been necessary; however it is believed that it would be
better policy to establish a definite status for these men which
could be clearly defined and followed.

The bombardment school at Clermont-Ferrand was inspected
by the undersigned in the early part of last Spring. The school at
that time was in very poor shape, discipline lax and morale poor.
It is believed that the resulting poor morale in the bombardment.
units at the beginning of the Argonne offensive was due in a
large measure to the conditions existing at this school.

Due to the shortage of our ‘Air Service during the battles of
St. Mihiel and the Argonne and the fact that.we were unable to
obtain a sufficient number of squadrons from the French to take
care of the sector alloted us, it was necessary to take squadrons
of enlisted personnel directly into the army area and organize
them as fighting units while the battle was in progress. It is

i




Lessons
Learned

believed that it is only due to the high character of our
personnel that this was possible and that the resulting fine
service was obtained from the. units so organized.

Some trouble has been encountered in maintaining harmony
between the flying and non-flying personnel. This is due .
principally to the fact that the flying personnel as a whole looks
upon the average healthy man who holds a non-flying position as
one who has. either obtained it through political influence or who
desires to-escape danger. It is believed that the best way to
eradicate this_situation is to place all flying officers who through
wounds, nervousness or other causes lose their usefulness as
pilots over the front, but who are still capable of performing non-
flying duty, in these positions. -

So far:as flying personnel is concerned, pilots, as a rule,
should be between 19 and 24 years: of age; observers 23 to 30.
Also it is not thought necessary that an observer should be:
forced to undergo the same physical examination as a pilot, nor -
that exactly the same physical qualifications should be required
of him.

At the beginning of the battle of Chateau Thierry, the tactics
smployed by our. Air Service were. in general what. we had '
learned from the French and British. It soon became apparent
that their method of employing the pursuit in large massed
patrols was not the most effective. It was therefore decided that
while the large numerical strength. of patrols should be
maintained, instead of employing the patrol in one massed
formation as was: commonly the case, the formation should be
made up of small groups in echelon properly articulated and
within supporting distance. In this: way only one small group
could be thrown into confusion if attacked and the remaining
groups would be in a position to counter attack. This method
proved very effective, as is. shown by the fact that it was .
immediately ‘adopted by the Germans. The. lessons learned in this
battle in the employment of pursuit and Corps Observation .
proved of great value to us later. During this battle the only -
American units employed were pursuit and corps observation, all
under the general command of the French. It was not until the
beginning of the battle of St. Mihiel that our Air Service began
to function under American command. throughout. ,

Our Air Service for this battle consisted of about 45%
American-and 55% French but all under the command of an
American Chief. of Air Service. The lessons learned at Chateau
Thierry were taken advantage of with excellent results, Our
pursuit was equipped with bomb racks to carry light bombs for
use against. concentrations. of enemy ground troops, convoys,
etc. One group was held in reserve for this purpose and to meet
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any sudden concentration of enemy aircraft. In the withdrawal of
the Germans from. the salient the wiseness of this move was
shown, as an opportunity was afforded on the afternoon of the
12th to attack heavy congestions of traffic and troops with
bombs and machine guns. Thereafter the general policy was to
always retain one group in reserve. However, such a group was
not idle during the day. If its services were not needed to meet
concentrations of enemy aircraft or if no special concentrations
of enemy troops or convoys could be discovered, it was sent out
at various times during the day as concentrated patrols to sweep
the front. ,

The First American Pursuit Group was given an entirely new
phase of work which had never before been tried, namely, what
we might call “low flying”. This -was done in order to attack the
Corps Air Service of the enemy, to prevent his battle-planes
from operating successfully and for the purpose of attacking and
destroying balloons. Up to this time the tendency in pursuit had
been to work at higher and higher altitudes. By instituting this
method of low flying in the offensive we were able to combat
successfully the German battle-planes, which up to this time had
been able to work unhindered and in addition .to place a full
barrier of pursuit on the front. '

The day bombardment was employed as the French and
British had always used it, practically’ without protection, to
attack important hostile P.C.’s and points of strategic value from
ten to twenty kilometers behind the lines. This method of
employment is highly unsatisfactory and is attendant with what
might be considered heavy losses. It is believed that the
Germans, realizing this, never seriously employed or attempted
to organize day bombardment units. As will be explained later, in
the Argonne-Meuse offensive, however, the method which we
employed in using the day bombardment together with the
pursuit not only did away with excessive losses but also
increased our efficiency. -

After the Battle of St. Mihiel the transfer of the units to the
new fields for the Argonne-Meuse offensive was completed in
ample time for the attack on September 26th without the pursuit
ever ceasing its work, but with great difficulty on account of the
lack of transportation. It might be pointed out in this connection
that if the Air Service is ever to be successful in the field,
especially in the system of open warfare which had been reached
during the last months of the war, they must be equipped with a
full allowance of transportation in order that they may be
absolutely mobile. It was only by using our transportation twenty-
four hours a day that the move was completed, but the
transportation was left in such shape that a similar movement
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would have been impossible. It has been demonstrated without
question that if mobility of Air Service units is to be realized, it
is essential that the Air Service have and control its own motor
transport service. o

At the beginning of the Argonne-Meuse offensive our general
tactics of employment were retained. After our attack which
began on September 26th was checked, the air fighting continued
to be very severe. For a period of about ten days, or until _
about October 12th, we encountered difficulty on account of the
losses in the day bombardment, This was having an effect on
their morale. It was therefore decided to employ them only in
connection with the pursuit. On October 12th, therefore, one
pursuit group was sent as protection for the day bombardment;
this protection being afforded by setting a definite hour for a
rendezvous over the target to be bombed, the pursuit being in
place in groups above and below the level at which.the bombers
were operating. The presence of day bombardment always draws
out the opposing pursuit, and as a consequence our pursuit was
afforded an opportunity to attack their opponents as soon as
they appeared in view. This method proved highly successful
with practically no loss to the bombardment. It was then decided
to continue the development of this methaod by employing pursuit
in greater numbers and loading them with light bombs at the
same time. During the succeeding days the morning raid by day
bombardment was made in conjunction with one pursuit group.
For the afternoon raid a time was selected so that the bombers
would be across the lines during the last hour of daylight. In this
way all pursuit could be concentrated with the bombing and a
force of from 140 to 180 machines employed in a single raid: .
These raids proved so successful that during the last days of the
battle approximately 75% of the total planes brought down- during
the day occurred as a result of these raids. After escorting the
bombers back to the lines, the pursuit would disperse and would
straff the front line troops, machine gunning any concentrations
of the enemy that could be discovered and clear the front of DH-4.
opposing machines.
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In connection with the day bombardment, it might be
mentioned that another reason which- existed for their low
morale was due to the fact that the type of machine with which
three of the squadrons were equipped, the D.H.4; carried gas -
tanks which were unprotected against fire. It seems that it would
have been a simple matter to have foreseen the necessity of
supplying protected tanks. Successful experiments with such
tanks had been made in the United States before the
undersigned left there, which was in August 1917. There are
numerous cases where these machines were set on fire, not

~only when being attacked by enemy machines, but also when
being struck by enemy anti-aircraft. French machines with
protected: tanks were returning to our lines intact with
numberless holes in their gas tanks, one specific case of which I
know having fourteen. ‘

During the month of October an additional pursuit squadron
was brought to the front and equipped with Sopwith Camels for :
the purpose of being used for night work. This squadron was
put into shape very quickly and did very good work on night
patrols. However, the Germans were not employing their large
bombers over the front at this time and only one opportunity
was given for them to engage in combat with an'enemy plane.
Unfortunately this took place without the aid of searchlights and
no results were obtained. However, a sufficient amount of
experience was obtained from this squadron to show that it is as
practicable as day pursuit and if proper liaison is maintained with
the anti-aircraft service, that the employment of night bombers
without protection will be a difficult matter in the future. At the
time the armistice was signed provision was being made to equip
this night pursuit squadron with bomb racks for the use of light
bombs against the front line trenches. Such bombs would cause
little, if any, real damage against the enemy but from experience
with our own troops, it would have a great effect on their
morale. The night pursuit can be very well employed in
connection with night squadrons, whether of the night -
reconnaissance or night bombing type.

Numerous cases occurred where both German pilots and
German observers saved themselves from being killed by leaping
with parachutes from their plane when it caught on fire. From
examination made of several men who descended in this manner,
it was found that their machines had not been designed nor
constructed in the factories to carry parachutes but that they .
were carried in different ways; in some cases they were used as
seat cushions, in other cases they were carried strapped to the
back. However no case is known where any observer or. pilot
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jumped and his parachute failed to open. It is believed that it
would be a simple matter to arrange for receptacles for the
installation of parachutes in all machines when they are
manufactured. : '

It is not believed that the so-called two-place fighter has “yet
demonstrated the fact that it can be considered to exist. Unless
it is intended to use such a machine in connection with
observation or bombardment, its use is not recommended. If it
is intended to be used in connection with observation or '
bombardment it is not seen where it would be sufficiently
superior to the types of machines now used for that
purpose to warrant the use of material and personnel for this
purpose alone. In the natural course of events one-place fighters
should continue to improve in performance as rapidly as a two-
place fighter and will therefore retain its advantage from the
standpoint of speed and maneuverability. Also in any two-place
machine the fighting is done by the man in the rear seat and not
by the man who operates the bow-guns. In such case the pilot
maneuvers the machine so as to put his gunner in position
where he can fire in the most effective manner. When placed in
this position he is usually going away from the enemy. He
therefore immediately places himself on the defensive and the
offensive spirit is lost. It is believed that this offensive spirit is
essential and can only be obtained where the pilot is constantly
going forward and toward his adversary. Undoubtedly the two-
place fighter was designed with the idea in view of individual
combat, which had been the rule up to the last few months of
the war. It is believed that the best two-place machine would be
able to defeat the ordinary single-seater machine. However, it
must be remembered that the one-place. fighters are only used in
groups and that it is against the rule of our service for a2 man to
leave his formation for the sole purpose of indulding in individual
combat. The so-called making of “aces” is not countenanced in
our service and undoubtedly this is the main reason why we
have been so successful in making a record with our pursuit that
has been equalled by no other service in the world.
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Air Service Commander, First Army

In addition to a statement of lessons learned, Milling was
asked to make recommendations for changes in the Tables of
Organization (see appendix A). The following recommenda-
tions were provided to the Chief of Air Service, AEF on 11 Janu-
ary 1919 by Maj. R. L. Walsh, Chief of Staff, acting for, and in the
absence of, the Army Air Service Commander, Colonel Milling.
While the recommendations pertain mainly to specific authori-
zations, the. commentary contains some significant remarks
(extracted below) about the organization and employment of
aviation.

It must be remembered that each war is fought in a different
manner from the previous one; therefore organization and
equipment in this war is not necessarily that which will be used
in the next war. This was not an open and mobile war but a
stationary war and the organization and equipment is more or
less based on that idea.

The Operations Department must be considered as one of the
most important in all Headquarters units . . . Headquarters officers
should be men who have had experience and they should have a
constant knowledge of the situation by actually flying themselves.

There should also be schools established to train Air Service
Staff officers in all branches of the Air Service and also in the
work of the line and work of the balloons.

In the employment of bombardment and pursuit together it
was found that better results were obtained when both were
under one head. But with trained staffs, there should be no
_difficulty in cooperating pursuit and bombardment, and in such
an event this would not be necessary. There should be one
pursuit group in the army assigned to low flying work against
battle planes and balloons. This group should have night flying
equipment as the work is such that it requires “taking off” or
“landing in the dark.” There should also be two night pursuit
squadrons. These six squadrons are included in the 24 for the
army.

............................................................

If the personnel and commanders of the Observation Group
and Balloon Group together with G-3 of the Corps are
thoroughly trained in the employment of Air Service, the position
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go up in.an airplane and the second to make a solo flight. Sent
to Fort McKinley in a cavalry assignment, he had started military
aviation in the Philippines. Later he had been secretary of the
Signal Corps’ Aviator School at San Diego and commander of
the Balloon School at Omaha. Sent to France in September
1917, he had been placed in charge of balloon activities in the
AEF. Later he had served as a balloon representative at GHQ,
AEF, chief of the advance section of the balloon service, and on
the staff of G-3, Headquarters, First Army, before being made
Chief of Air Service, Second Army, in October 1918, Lahm'’s re-
port on lessons learned was in two parts, the first being con-
cerned with the Air Service in general and heavier-than-air avia-
tion in particular (below), the second pertaining to balloons (see
below, Document 72).

" Historical. Like the entire Army, we had the problem of rapidly
organizing, training, equipping and putting on the front, a large
Air Service. ' ‘

We suffered first from lack of a reasonable nucleus with which
to start, then from lack of coordination between efforts in the
U.S. and those in the A.E.F. This was early recognized and
liaison officers were exchanged, but they frequently did not have
full knowledge of the conditions on which they were to report,
moreover in the case of officers returning to the U.S,, I
know that conditions changed rapidly, and information taken
back by them, was frequently superannuated by the time it was
delivered.

The Air Service in the U.S. worked along certain lines, but we
did not know in France, just what these lines were. For instance,
trained personnel was supposed to come from the U.S. and at a
time when trained personnel was lacking in France, we knew
that there was supposed to be some 16,000 aviators in the
service, but sufficient were not obtainable to maintain a dozen
squadrons on the front. The U.S. had failed to foresee the large
overhead required in producing rapidly a large trained personnel,
consequently many of the earlier trained ones were held at
instruction centers starting right from the ground schools in the
U.S. and up to the final training schools in France, from which
aviators were sent into squadrons. Qur permanent training cadre
maintained with the colors after the war, should be large enough
to suddenly take the largest influx of green material that any
future war may call on us to train and put on the front. We
know now what machinery is required for this purpose. We
should never again find the “neck of the bottle” to be, for
instance, aerial gunnery. With our past experience, no one
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feature of training should be overlooked, but a symmetrically
developed system should be maintained in time of peace, that
will produce completely trained. aviators with facilities- for passing
them from one phase of their training to the next without delay.
We should be self dependent and never have to depend on
foreign services to assist in our training, utilizing them sxmply for
broadening our knowledge and view point. From my personal
knowledge | know that the training given our pilots and
observers in French units, airplane as well as balloon, was of
material value to them in their later work in our own squadrons
on the front. It is not sufficient to have trained officers of the
French and British Air Services attached to our training section
at home, we should continue to maintain at all times, a

personnel under instructions in foreign schools, as has been done
in our cavalry service for many years past. American officers
who had the advantage of the course of instruction at the
French Cavalry School of Application at Saumur,® were of
material assistance in developing our own Cavalry Service. The
Air Service should follow this principle and keep up the date in
all the developments of foreign aviation, French, British as well
as German.

Coordination is a subject on which we have learned many
lessons. I believe a well organized coordination section, operating
a year ago would have assisted materially in the development of
the Air Service in Europe. At first we were ahead on pilots and
observers, sending the trained men to French and British
squadrons while waiting for planes to equip the squadrons we
did have. This existed from perhaps February till July, when we
found we had a sufficient supply of planes, but pilots and
particularly observers, were lacking, and before this, the shortage
of service squadrons had made itself felt. A coordination section
would have foreseen some of this difficulty. However, neither a
coordination section nor any other amount of foresight will ever
be able to overcome the difficulties which resulted from our
being dependent on our Allies for supplying us with ships and
with training our personnel. It is evident that we must be in a
position to supply all our own needs, and our future plans
should be based on this plan. It is probably entirely unnecessary
to state that money and men in unlimited quantities will not
mobilize an Air Service in time of war. We had both, but took
just a year to put our first squadron on the front, from the tlme
war was declared.

A fixed policy was another one of our difficulties. At one time
early in 1918, three different organizations for a balloon company
were in effect. Companies were arriving from the U.S. composed
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of six officers and ninety-one men, the organization which had
been approved in the U.S. the previous spring. As a result of
investigations carried on in France, a balloon company
organization of nine officers and two hundred men had been
approved at G.H.Q., A.EF., sent to the U.S. and approved by
the War Department. About this time a new organization was
proposed and adopted in the A.E.F. cutting down the number of
officers by one and the number of enlisted men by thirty. No

“one of the three organizations was perfect, but the continuation

of any one of them at least for a reasonable length of time
would have resulted in less confusion and greater efficiency. I -
think we should take this lesson to heart and avoid a repetition
of it in the future. Another example, has been the First Air
Depot. This has at various times been destined as a main supply
depot, an advanced depot and a park. While its functions were
being discussed and changed, squadrons came to the front and
the depot was unprepared to handle to work at hand. I suggest
that first a well thought out system of supply be adopted to
meet any kind of warfare we may be called upon to conduct,
and that conservatism be exercised in all changes of organization
and supply, once reasonable systems have been adopted.
Swapping horses in the middle of the stream is known to be
bad policy.

Tactically I believe our Air Service has been as sound as that
of the British, French or German. Tactics have been in a stage
of development right up to the end and probably would have
continued to change rapidly and radically as equipment changed
and the war progressed. In less than a year we passed from the
exploits of individual “‘aces’ to the well thought out operations of
teams. Team work must be the basis of future tactical
development as illustrated by the French Aerial Division.
Formation flying must be given a place of great importance,
starting with the patrol of a flight and working up to groups of
squadrons operating together in bombardment and pursuit. It has
been recognized for some time that proper training in the line
can only be accomplished by concentrating divisions or larger
units, | believe the same is true of the Air Service. Isolated
squadrons will not arrive at the desired efficiency. Bombing and
pursuit must be concentrated, and the different kinds of aviation
must train together, not wait until the outbreak of war to
develop team work. Bombers and pursuit must know each other
and train in the same vicinity. The same applies to pursuit and
observation. Moreover it is absolutely essential that corps
observation squadrons should train with the line in time of
peace. Consequently, taking into account climatic conditions, |
believe the Air Service should be concentrated in large units in
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first squadrons to the line, we sent them there with equipment
that could not be rated as first class and that was insufficient in
quantity. Frefer to the ‘Spad type XI, A.R. Two, Sopwith and
Nieuport planes in particular. It is a fact however, that putting
squadrons on the front with these planes. resulted in expediting
the delivery of ‘additional equipment, and what was far more
important, it gave our aviators the opportunity to demonstrate
their efficiency, as a result of which the quality of equipment
furnished by the French improved materially.

Spad types VII and XIII for the pursuit and Salmsons. for the .
observation took the places of the earlier equipment, While it
would have been desirable to wait for these better ships before
sending squadrons to the front, | believe the plan adopted ‘was of
greater benefit to the Air Serwce in the ‘end.

Supply The original supply system for units in the ﬁeld drawn
up in the summer of 1917, is believed fo be sound not only for

the. peculiar fixed warfare we have grown accustomed ‘to, but for

any future form of warfare.” We' shall always requite depots,
probably backed up by receiving and regulating stations, with
parks out in front of the depots. These parks should be fairly
mobile and capable of moving with their supplies as troops
move. The park squadrons with the groups are of particular
value, especially in the pursuit groups, and in case of mobile
warfare for which we must be prepared, they would prove
particularly valuable. In the observation group the park squadron
is' less important, due partly to the greater reliability of the: -
Liberty motor and partly to the fact that the observation group .
has been more fixed. Thls should not be taken as the normal
case however.

The D. H. 4 has proven a very successful observation plane. It
has the power, speed, carrying capacity and ceiling. The
adoption of the D.H.9 will obviate the difficulty due to the
separation of the pilot and observer as in the D.H.4, and will
also give the added improvement. of having the tank where it will
not be a menace to the pilot in case of a crash. Covered gas
tanks are absolutely essential. The morale of the observation and
bombing flyers was noticeably lowered due to the danger from
fire which they knew was always present with the uncovered
tanks. The Selden pump in place of the pressure feed is another
improvement that will react favorable on the morale of D.H. 4
flyers.® Mud guards should be provided on all planes sent to the
front. With the arrival of the rainy season and consequent
muddy fields, many propellers have. been broken in taking off,

~ and flying has had to be suspended in many cases until mud

guards could be made and put on the planes.
Low flying, high speed, protected two seater fighting planes
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would have proven of great value in the Second Army. A
machine of this type should be developed at once, capable of
shooting up troops on the ground and of carrying out low
reconnaissance missions. The moral effect of these planes on
front line troops is out of all proportion to the material effect.
Our own troops were greatly harassed by enemy planes flying
over them, though as a matter of fact the casualties were
negligible. On the other hand, the mere presence of our own
planes flying at a low altitude over the front lines produces a
feeling of confidence in the line troops. that cannot be’
overestimated.

During the last five days before November 11th, Second Army
Headquarters was particularly anxious to verify the suspected
withdrawal of the enemy from our front. This was the Air
Service’s one most important mission at that time. It could be
accomplished only by low ﬂymg reconnaissance and . for
unprotected planes this is a mission that can only be
accomplished by the most daring flyers, the ones we could least
afford to lose. A squadron of fast, protected two-seaters would
have proven invaluable on this front «

e

Brig. Gen. Benjamin D. Foulois
Assistant Chief of Air Service, AEF

On 29 January 1919, Brig. Gen. Benjamin D. Foulois, Assis-
tant Chief of Air Service at Tours, turned in a 140-page report,
typewritten, single-spaced, on legal-size paper, on “Air Service
lessons learned during the present war.” After briefly reviewing
the status of U.S. military aviation at the time the United States
entered the war, Foulois told of his work in the Aviation Section
of the Signal Corps in Washington in the period from Aprii to
October 1917. During that time, first as a captain, then as a
major, and finally as a brigadier general, Foulois had played an
important role in the expansion of the Aviation Section into the
wartime Air Service.

The main part of Fouiois' report, however, was devoted to his

accomplishments as Chief of Air Service, AEF from November

1917 untii May 1918, when he was concerned mainiy with or-
ganization, logistics, and. training. This section, some 110
pages, was made up largely of letters, memoranda, orders, re-
ports, cabies, and other documents copied in their entirety and
strung together with brief passages suppiied by Fouiois.
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The next section of Foulois' report, (12 pages) covered the
period of his service as Chief of Air Service, First Army. The
most important thing during that time, and the one on which
Foulois concentrated, was his conflict with Billy Mitchell. Here
again a large part of the text'was built up from documents, in-
cluding those in which Foulois requested reassignment and rec-
ommended Mitchell for the post of Chief of Air Service, First Ar-
my. .
A few pages then were used for the period, beginning in Au-
gust 1918, when Foulois was Assistant Chief of Air Service, first
in the Zone of Advance and then at Tours.

The report is much too long for inclusion in its entirety in this
volume. Furthermore, the way in which it was constructed from
copies of documents prevents the selection of a series of mean-
ingful extracts. The lessons learned were reflected, however, in
the recommendations with which Foulois brought his reportto a
close. ‘

126. In closing this report on lessons learned, -I submit the
following recommendations for future consideration.

126a. Future Preparedness. Each and every paragraph of this
report shows the necessity for future military and industrial
preparedness.

The United States has developed an aeroplane and engine
industry during the period of our participation in the war, which
if effectively fostered and not allowed to die, will put the United
States in its proper place in the League of Nations, and in the

-event of future military. emeragency we will not be required to go
through the chaotic and unpleasant experiences which developed
in the United States in 1918, due primarily to the unprepared
state of the American aeroplane and engine industry.

~The United States had developed a large aeronautical
personnel which at the close of hostilities was, in the aggregate,
the superior of all other aeronautical personnel in the world.

In other words, the United States is in a position today to
take and maintain the supremacy of the air, both militarily and
commercially, if prompt advantage is taken to maintain and keep
up the development of our present aeronautical resources.

Great Britain, during: the entire period of the war, has
constantly looked forward to the supremacy of the air, both
militarily and commercially.

Recent news dispatches indicate that Germany is already
turning toward the development of an enormous air force.

The terrific impetus given to the development of aeronautical
equipment, as a result of this war; makes it an absolute certainty
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that each and every Allied nation, and other first-class nations,
will foster and further develop the resources of aerial navigation.
It therefore behooves the United States to do likewise, if we
wish to be prepared for any future military emergency, which,
judging from the trend of tactics at the close of the recent
hostilities, clearly pointed to a greater and more frequent use of
aircraft in offensive and defensive military operations.

127. Policy as to general staff administration, and control of air
service administration and operation. As a firm believer of the
principles and function of the General Staff, I believe in the
administration, control and operation of the Air Service by the
General Staff, as in the case of all other. branches of the military
service.

I do not agree, however, with the way in which General Staff
administration and control was exercised in the early stages of
the development of the Air Servnce Amencan Expeditionary
Forces.

During the first six months of the Air Serwce development,
the General Staff, A.E.F., did not possess a single General. Staff
- officer with sufficient knowledge of aviation to.act intelligently,

. from his knowledge, on ‘any vital problem concerning the
organization or - equipment of any Air Service activity. This

©_condition -of affairs was perfectly natural, in view of the

© tomparative newness of aviation and the limited number of .

officers in. the. United States Army; at the date of our entrance ‘
* into the war, who had had' the opportunrty to come’ i actual :

"+ practical contact with aviation.

" The future military efficiency of the Air Service wnll depend for

‘its"development. upon .the intelligent guidance-and admlmstratnve

control of the ‘General Staff; as heretofore. -

In order, however, to secure intelligent guidance and ,
administrative control General Staff officers charged with the Air
" Service affairs must have prachcal knowledge of the many '

: technical problems involved in the organization, development, and
use of an'efficient Air Service. That practrcal knowledge can

, only be gamed in one way, and that is, by actual service with
air- units.

The Air Servnce as a result of the past enghteen months
experience, includes in its present Regular: Army personnel a
number of officers who possess the qualifications of General
Staff officers. These officers should be utilized as far as possible
for General Staff duty and charged with the General Staff
supervision and administration of Air Service affairs.

If they are not so utilized, and officers with no practical
knowledge of Air Service work are charged with the General
Staff supervision and administration of Air Service affairs, such



Lessons
Learned

25

officers, before they are allowed to actively dictate any Air
Service policy, should be required to serve in the Air Service for
a period of at least six months in order that they may be
practically acquainted with the Air Service problems of
organization, administration, and development of personnel and
materiel. '

128. General Staff, American E.F., Policy Reference the

Creation of an American Independent Air Force. The question as

to the future organization of an efficient Air Service; for the
United States Army, is at this very instant seriously involved.

Tentative bills have already been introduced in Congress,
which plan to create an Independent Air Force, similar to the
present Air organization of the British Government, and which
will combine the U.S. Army and Navy Air Forces, under a
separate cabinet officer, independent of the War and Nawvy
Departments. )

Efforts have been made, and bills have been introduced in
Congress for the past four years, to create such a force.
Heretofore all such efforts have failed, due to the opposition of
the Navy Department, and of the General Staff of the Army. |
am very reliably informed that the general sentiment of the War
Department, and the General Staff on duty in Washington was
about two months ago in favor of the creation of an independent
air force.

I am not informed as to the views on this subject, of the
General Staff, A.E.F., but of this I am certain, that if the General
Staff, A.E.F., (which in my opinion represents the most up to
date General Staff views of the United States Army today) is not
in favor of such a radical step, they should take immediate
action toward its prevention. '

128a. The creation of an independent Air Force at this period a

of our military existence will operate, in my opinion, against the
the full future military efficiency of the United States Army. It
will operate to separate an indispensible military auxiliary arm
from control and military co-ordinated by the General Staff of
the Army. It will operate to train up, in time of peace, a

separate organization distinct from Army control which in time of .

war, must, inevitably be brought back under military control, if
efficient and co-ordinated military action is to be obtained. It will
foster and keep alive the feeling which existed in the General
Staff, A.E.F. during the winter of 1917 and the Spring of 1918,
that the Air Service considered itself as an independent branch
of the military service, and did not desire coordination with the
rest of the Army. '

It took from 6 to 8 months of constant effort on the part of,
Colonels Burtt, Whitehead, Van Horn,® myself and other older
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Regular officers to remove, once-and for all from the minds of
the General Staff A.E.F. the impression that the administrative
heads of the Air Service were endeavoring to create a separate
service which would not be in full coordination and under -full
control of the General Staff, AEF.

The steps which have already been taken in Washington, by
the introduction of proposed legislation to create a separate and
independent Air Force for the United States, should be made the
subject of immediate study and action by the General Staff,
A.EF. if they are to have under consideration the problems of
the future organization of the Air Service. ‘

If the General Staff, A.E.F. is opposed to the policy of an
independent Air Force, its opinion should be voiced without
delay, and it must be voiced in the Halls of Congress, as the
question has already reached that point in the issue.

The General Staff, A.E.F. should have representation, in
Washington at this very date, in order that a full presentation
and discussion of both sides of the question may be had.

Many of the flying officers of the Air Service, AE.F., who are
enroute or have returned to the United States under orders from the
War Department, are strong advocates of a separate Air Service,
and unless prompt action is taken by the General Staff, A.E.F.
the question will be settled in favor of an independent air force,
without reference to the General Staff, A.E.F. '

128b. One of the strongest arguments that has been used in
the past, is the example of Englands’ step in creating an
independent Air Force, by combining their Army and Navy Air
Service under one head, the British Air Ministry. Under the acid
test of field service in war this creation of a separate and
independent Air Force under the British Air Ministry has failed.
The Naval Wing of the British Royal Air Force has practically
carried on its operations independent of the Army Wing. In
addition to the strictly Army Wing, which operated under the
Commander-in-Chief of the British Armies in the Field, we have
witnessed during the past year, the creation and operation of
another Independent Royal Air Force, which operated directly
under the orders of the British Air Ministry, without reference to
or control by the Supreme Military Command in the Field.

The question of the creation of this military force destined for
operation in active service in France, under the direct orders of
the British .Air Ministry was considered fér the first time, in the
early spring of 1918, when it was brought up for discussion
before the Aviation Committee of the Supreme War Council, of
which | was the American representative. I emphatically opposed
before the Committee of the Supreme War Council, the
creation of a military force for active service in France, which
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5

Maj. Harold E. Hartney
C.0., 1st Pursuit Group

Harold E. Hartney, a tough and cocky Canadian, had fought
with the Royal Fiying Corps before being commissioned in the
U.S. Army. Assuming command of the 27th Aero Squadron at.
Toronto, where the unit was in training, Major Hartney had
taken the 27th to France in February 1918 and into combat as
part of the 1st Pursuit Group in June. When Maj. Bert M. Atkin-
son had moved up in August to command the 1st Pursuit Wing,
Hartney had succeeded him as commander of the 1st Pursuit
Group. ;

One. of the units under Hartney’s command was the 185th
Aero Squadron, which joined the 1st Pursuit Group on 7 Octo-
ber 1918. Commanded by 1st Lt. Seth Low, the 185th arrived at
Rembercourt with few pilots and no planes, but it soon received
additional personnel and Sopwith Camels, which were fitted
with 165-horsepower ‘Monosoupape engines. The squadron
then learned that it was to be “a Night Chasse Squadron, the
first of its type in the American Army.” The mission of the
squadron was “to establish a barrage over our line of search
lights against enemy night bombing machines.”* The squad-
ron’s historian described some of the problems the 185th en-
countered in trying to carry out this assignment:®

Night Chasse work in Aeronautics is only in its infancy,
and as we were a new type of squadron equipped with
- planes that had almost gone out of use, except in training
fields,c we were confronted with numerous difficulties
which greatly hampered our work. In the first place our
Pilots were not trained for night flying, many of them never
having been off the ground after dusk before. Then too we
had to experiment with wing flares, parachute flares, and
instrument lights. The lights on the Airdrome had to be
developed. The searchlights and Anti-aircraft Battéries in
this vicinity apparently were not versed in the proper co-
operation with night chasse machines, and they were able
to give us but very little assistance in our game of “hide and
seek” with the Huns, Also there were not enought search-
lights and mortars for the guidance of our pilots, who fre-
quently [became] lost, ran out of gasoline, and then had to
make forced landings, invariably crashing their planes. ...
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The 185th Aero Squadron
appropriately selected a bat
for its insignia to represent it

as the first “night chasse squadron.”

experienice has been gained which.may prove of great value in
the development and which is outlined herewith.

At first sight it might appear the limitations of night pursuit are
so great that a squadron of this kind would not justify its
existence, but on more careful study one finds that the
potentlalmes are great and the possibilities almost -unlimited.

The main function of night pursuit at present is, of course, the
defensive patrols for the purpose of destroying mght bombers.
The British have already demonstrated that this is quite practical
and have indeed almost succeeded in bringing the day of the .
twin engine night bomber to a close. One squadron of night
flying Camels brought down 25 enemy bombing machines in 3
months.

As the Air Serv:ce develops, the night pursuit will be used in
conjunction with patrolling for the purpose of surveillance and
reconnaissance. All big movements of troops now- take place by
night and in time chasse pilots will be sent out to predetermined
objectives for the purpose of dropping a flare at an important
crossroad to ascertain movements of troops or for the purpose
of confirming a suspected withdrawal. At first, night
reconnaissance by chasse machines will probably be done in the
late evening or in the early morning but as time goes on and the
number of squadrons of this kind increase, this kind of work will
be done in all favorable weather at night. Concentrations will be
located and bombs will be carried, enabling the chasse machine
to descend and straff same from very low altitude with extrernely
great accuracy. Balloon straffing at .dawn ,and in the dusk of :
evening as carried on by this Group will be almost entirely. the
function of the night chasse machine and this practice may in
time blind the enemy insofar as balloons aré concerned ‘as-the
experience of the Fitst Pursuit Group-in the past offensive has
shown. Straffing enemy- troops by rrachine ‘gun fire will be a very
safe and effective work of the night pursuit and its possnbihtles
are limited only by the weather. conditions.

There: are many difficult problems in connection’ with mght W
pursuxt that have to be faced.and attempts ‘ade to solve before
a squadron can hope: to meet withany success. The pilots must
be specrally trained in navigation by night although this can be
learned in a very short time by.one of ordinary intelligence and
can- be helped greatly by increasing the number of lighthouses,
mortar signals, and cooperation:-between the units of the Air
Services, day -and ‘night forces combined. Forced landings' at
night discourage pilots more than.any other feature of this work,
but with proper landing flares and emergency airdrome lighting
sets on all fields and cooperation of searchlights in the defended
area, the dangers from this source can be reduced practically to
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the same as day flying.

Pilots find that one of the greatest problems of night pursuit is
locating the enemy. They claim it is impossible to see him even
with the aid of searchlights. It is difficult, but it is not impossible.
On moonlight nights, the enemy is visible at 500 to 600 yards,
even when he is not in the beam of the light, and on bright
starlight nights, he appears as a dark shadow at a distance of
200 yards. If he happens to be picked up by a beam of ' {
searchlights, his planes show up for a very great distance and he
has been known to be held in a beam as much as 10 minutes
by American searchlight officers. Sometimes he can be seen in
the twilight of the searchlights and fights. have taken place
without the beam picking him up or without the knowledge of
the operators of the light.

As for the actual combat, it is safe to say that the enemy can
be engaged and brought down with slight danger of his
retaliation, provided he is first seen by the Pursuit machine.

One of the great problems of night flying is equipment. This
Group has found it very difficult and in fact almost impossible to
obtain supplies. Day machines for some reasons unexplainable
seem to obtain priority, but if night flying is to be attempted it
will be necessary to provide for the essentials. The squadron in
this Group has the night machines but did not have the
necessary spares. It had to develop all its field lighting,
landmarks and pyrotechnics itself and in many cases the
necessary supplies were unobtainable in that they did not exist.
Estimates will have to be made and large contracts for the
necessities must be let immediately on a big scale and under the
direction of an experienced man if the branch is to be developed
to its full efficiency. These necessities include American
searchlights, American machines, American airdrome lighting
planes [?), lighthouses, mortars and signals. -

For night flying as' a whole in the operations of any army it is
absolutely essential that we have the proper cooperation and
liaison with the neighboring arms. The searchlights are operated
by the Engineers. It would be well to have a Liaison Officer on
the staff of the Chief of night flying who can advise and insure
the proper location of searchlights and ‘the cooperation of their
personnel with the pilots. The same liaison applies to the anti-
aircraft artillery. The Chief should have a liaison officer from this
branch on his staff and the guns should be located and operated
on his advice and with his cooperation. In addition, official
observation posts should be established in all units on the lines,
each in touch with a.P.C., where there should be located a
wireless station, in order that the chief of all wireless stations in
the rear will be kept in constant touch with indications and
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locations of enemy aerial activity, and likewise advised of its
cessation, so that concentrations and patrols may be determmed
wth the greatest efficiency.

Defended areas have been one of the incidentals in the
experience of night pursuit and it is suggested that as the night
pursuit develops these be reduced to a minimum if not
dispensed with entirely. Arrangements could be made whereby all
machines crossing the lines could be challenged by the forward -
observation posts and the identity of the machine fixed at this
point. )

It is quite essential to obtain the proper kind of a machine for
night work. In the first place the engine must be reliable and
simple and, if possible, one that starts easily and instantly. The .
Le Rhone, Clerget, Mono-Soupape, BR, or any reliable rotary
seems best adapted for night chasse. The machine itself should
be light, maneuverable and with great ﬂexiblllty of speed, owing
to the fact that after overtaking a twin engine machine a pilot
must reduce his speed to the same or less than that -of the
bomber. It is essential that it climb and dive rapidly and at the
same time should land very slowly so that it can be safely
“pancaked” into a very small area as is essential in night forced
landing. It is well to strengthen the center section struts so that
in case of a turnover, the pilot can be sure of getting out and it
would be advisable to have a machine sensitive laterally rather
than fore and aft. If a machine is too sensitive fore and aft, one
is apt to pique into the ground. or stall on coming into the
airdrome when one’s attention is diverted to landing lights,
instruments, or ground lights. With regard to fuel, it is well to
have as much gasoline as possible. Although a patrol should not
be for more than 1-} hours, pilots sometimes get lost returning
and have to fly around a long time before they get their
bearings.

Armament is an important feature, equip the machmes with
two guns, one balloon and one ordinary. Have illuminated sights
and ordinary ammunition, with the exception that very few
tracers should be used (1 in 15). Bomb racks are essential, and
it would be well to have a rack that could be bodily taken off
with bombs and replaced on short notice,.as normally this will
not be the duty of night machines. ,

The instrument board is an important feature. All 1nstruments
should be lighted as well as luminous in themselves and there
should be two movable flashlights, the whole electrical equipment
being run off two separate storage batteries which, in themselves,
should be very accessible, yet substantially fixed. A good, speed
indicator and a good altimeter are even more essential in night
flying than in day, and the compass, too, should be of the very
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bounds of the field be clearly defined. For an emergency lighting
outfit would recommend these Aldis signal lights with a 15-volt

storage battery placed on a trolley. These are quite inexpensive
and would on every field justify their existence many times over.

The Army area as a whole should be lit up with Mortars and
hghthouses and it would be well to place a 36-inch Sperry light
at the main airdrome for purpose of defense as well as with the
object of directing machines home.

Certain rules will have to be inaugurated for landing on
Airdrome at night. These will be formulated not forgetting the
possibility of the enemy bombing and will consist of a signal for
reconnaissance and on the main fields the use of a dummy
airdrome as an adjunct. All pilots will be called upon to make
circuits to the left and glide in parallel to the main line of lights.
Each pilot must flash the proper code letter before landing. If a
crash occupies the field, proper signals must be flashed to him.
In this connection, it wﬂl be essential to instruct one man at
least on every field in the placing of lights so that a pilot will
never be required to come in over obstacles and so that he will
be able to make a landing even if he is unfamiliar with the
airdrome. At the present time, a great deal of ignorance exists
throughout the Air Service in this respect and few seem to
appreciate the first essentials.

Probably the greatest difficulty to be encountered at first will
be the selection of pilots for this work. It is absolutely imperative
that night pilots master the science of flying. It is quite possible
to be a successful pilot in'the daytime and yet know very little
about flying but he who: hopes to succeed at night must be
capable of flying any kind of a machine by the feel and in
addition must have mastered the peculiarities of the particular
machine that he is to use. It is essential that he be keen about
his work and ‘the responsibility for this rests primarily with the
Squadron Commander directly through 'the Flight Commander.
He must be imbued with 2 spirit- of determination, first, to
“develop this new branch of war_aviation. He should be steady, -
sober, keen, and industrious, and so fond of flying that he seizes
every opportunity to get up day and night.

In flying a pursuit machine at night, a pilot who has mastered
his- machine thoroughly should have no difficulty. in flying at
night, whether chasse or bomber, but it is useless for him to
attempt the work until this is the case. In all armies there have
been regrettable accidents in this conhection which have tended
in a long way to bring night flying into ‘disfavoer with the pilots
and in most cases they could be traced to this source. It is a
fact that any good day pilot will make a good night pilot
provided his vision is normal. In addition to being good pilots the

l
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night flyer must have thorough knowledge of the country, of the land-
marks, and must be skilled in the location of possible fields, airdromes,
forests, rivers bad grounds, etc., and when he is first enlisted into the
service of the night squadron, he should spend 2 months mastering the
situation, never feeling satisfied until he knows the country thoroughly.
He must be instructed in'cloud flying but should be warned never to
attempt it unless compelled to do so.. If overtaken by amist or cloudshe
should never let the ground get out of sight. If necessary he should make
a forced landing rather than attempt to get home at night through the
mist, unless of course he is flying high and is sure of the weather.

After a pilot becomes.competent, he should practice forced
landings on his own airdrome on moonlight nights, and practice
combat fighting with two seaters with the cooperation of the
searchlights, and as an extra, aim at making forced landings by
means of parachute flares, using the engine if he discovers that
the field sought is liable to cause him to turn over.

The location of instruments and the methods of using them in
the dark should become a matter of second nature to him, so
that this will in no way distract his attention from more
important things. Patrols will often be monotonous in that they
will cover short beats over important points. Enemy night
bombers are certain to follow permanent landmarks, such as
rivers or forests. This means that a pilot on patrol will have to
patiently stay over this spot and await his opportunity and he
will do well to have patience and not be distracted by
neighboring lights from his particular mission. Pilots should never
attempt to fly under 200 meters at night as the risk involved is
too great and on his first flights he should arrive over his
airdrome ‘at a height of at least 1,000 meters and take his time
coming in. Pilots in all branches of the Air Service have to be
humored to a certain extent but this is more so in the case of
night pilots. Day flying should be indulged in and should only be
permitted between certain definite hours of daylight. Otherwise,
pilots will never feel that they are off duty and in a short time
will become tired and disgusted with their work, and lose all
their keenness. )

The main duty in the operations of night pursuit at the present
time is defensive patrols. These are carefully planned with the
object of intercepting hostile bombers at the point where they
are picked up by the searchlights. Patrols will therefore be
carried out slightly in the rear of line. and more particularly over
permanent landmarks. They should not last more than 1-% hours
and vary in altitude from 2,000 to 4,000 meters, according to the
situation. It is inadvisable to send patrols up until enemy activity
has been reported by the advanced posts and it is quite possible
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to determine with great accuracy when the enemy is operating
by observing his - mortars, lighthouses, airdromes, etc. Balloons
may in time be utilized for this purpose as they would in all
probability render valuable assistance.

When a pilot is on patrol, he will have his attention called to
enemy aircraft by the firing of the Archie guns, by observation of
the explosion of bombs on the ground, and by the direction and
concentration of searchlight beams. He should cut his motor
frequently and glide as long as possible with a dead motor so
that the light operators and gunners can listen for the enemy
ships. In time it will be possible to institute a system of rockets
and flares which will enable a pilot on patrol to follow the course
of an enemy bomber and it is within the range of possibility that
before long wireless telephones will come to the assistance of a
pilot on patrol and solve many of his difficulties.

When a pilot sights an enemy machine, his method of attack
simply will be to get under his tail, closing in to very close range
and opening up fire after throttling down, making use of the
element of surprise to the utmost, for, if the enemy begins to
side slip and maneuver, he will probably get away. Should a pilot
be so unfortunate as to be seen by the enemy machine before
he has effected a complete surprise, he should endeavor to keep his
eye on the enemy, observing his instrument board, his exhaust or
the explosive tracers from his machine guns. After a short time,
the enemy will steady down and even attempt to dive for home,
when it will be quite safe for the pursuit machine to close in on
him again. Itis easier on a clear night to see a machine above
silhouetted against the sky but should he dive and get below the
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attacker it is quite possible to pick up his outline once more
against the lights on the ground; probably in time special
illuminating lights will be provided for this purpose.

In addition to defensive patrols, night pursuit will be utilized in
time for reconnaissance and surveillance and special machines
will be dispatched to intersections and crossroads, railway
stations, rivers, etc., for the purpose of locating and confirming
enemy movements. In some cases, parachute flares will be used
and in time it may be possible to take photographs at night. The
same machines will be able to carry Cooper bombs® and shutting
off their motors, glide down to a very low altitude and with great
precision and accuracy drop them, insuring good results.

Other duties, however, beside these will be required of night
pursuit squadrons. They will be able to attack balloons late in
the evening, in the air, and in their nests after all the enemy v
airplanes have landed, and come back in safely to their own lines
landing after dark. In the early dawn, the same work can be
accomplished and it is not without the range of possibility that
the present efficiency of balloons will in this way be reduced
many times over.

Airdrome straffing in the late evening and in the early dawn.
will in time become one of the chief functions of night pursuit
and may result in enemy airdromes being so far back that the
whole situation will be changed. It is quite conceivable that
hangars will have to be underground and that mechanics will
have to live in dugouts. On fine nights, single machines will be
able to harass enemy airdromes many times over and before large
offensive operations will be able to put many machines out of
action. Before and during an offensive, enemy concentrations will
be straffed and machine gunned from low altitude. Indeed
possibilities are unlimited. ‘ ‘

A great deal of the success of night pursuit will depend on the
location of the airdrome. The ideal place will be in the center of
the line of searchlights. This will enable pilots to be on alert and
reduce the time of their patrols. With an airdrome in this
location, pilots will be able to go up and take short flights,
making many sorties per night if necessary, Many devices, such
as dummy airdromes, will be used to enable the location of this
advanced field to be kept secret and to prevent its being
bombed. It is possible that the machines will not be brought up
until the night of an anticipated raid, the actual location of the
squadrons being well in the rear. It is very much better,
however, to have squadrons work from the field where its
headquarters, hangars, machine stop, etc., are located, as
advanced fields are never entirely satisfactory, and if at all
possible this should be insured. The location of this field, near
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Lt. Col. Davenport Johnson
. C.0., 2d Pursuit Group

“Johnnie” Johnson commanded the 2d Pursuit Group from its
organization on 29 June 1918 until after the Armistice. A gradu-
ate of the U.S. Military Academy in 1912, he had served with the
1st Aero Squadron in Mexico before being sent to France early
in 1917 for flying training in combat aircraft. After serving as a
staff officer in the Air Service, AEF, Johnson had commanded
the 95th Aero Squadron in combat before assuming command
of the 2d Group.

1. It must be borne in mind that no two problems are identical
and that different problems will be encountered in other
campaigns. Such as mobility of organizations in open warfare.
This is the time when Aviation will be, if possible, of more value,
keeping its relative position with the advancing or retreating
Armies, gaining information of the enemy and protecting our
troops from enemy aircraft.

2. In view of the fact that one experienced pilot at the front is
worth two pilots of same training but without experience at the
front, the effect of the different uses of Aviation on the individual
pilot must be considered, as morale, or wﬂl to do, is one of the
big assets of pursuxt Aviation,

3. The missions of pursuit Aviation are to protect our troops
and air forces from enemy attacks and observation, and to
attack and destroy enemy aircraft and harass enemy troops on
the ground. These missions are accomplished by protection
patrols, barrage patrols and alerts. Upon rare occasions special
reconnaissances are made by pursuit Aviation.-

(@) Protection patrols are when a number of pursuit
machines accompany an observation plane. The methods insisted
upon by the observation has been for the - pursuit patrol to stay
within 100 to 200 meters above the observation plane. This gives
a moral protection only as monoplace machines are offensive
fighters only and not defensive, and the pursuit has its hands
tied because it must remain with the observation and the enemy
can get position and attack at its pleasure. It would be better to
have small fast biplace Aviation for this kind of work, or
designate the time, place and altitude that the observation plane
is to work and have the pursuit to sweep the air clean of enemy
machines.

(b) Barrage patrols consist of keeping an adequate number
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of machines constantly in the air patrolling the desired sector,
with the mission of destroying all enemy aircraft in the sector
thereby protecting our troops and -aircraft from observation and
molestation by the enemy. This is easiest on the pilots as they
have certain set hours for this work and are free the rest of the
time. However, as barrage patrols use up a great deal of
Aviation material and energy, these should be cut down to a
minimum with the work to be done. ,

(c) Alerts are where all available planes not on other duty
are kept lined up and warmed up with the pilots at the hangars
so as to be able to leave the ground within 15 minutes notice for
special missions, such as reinforcements for the barrage patrols,
attacks on enemy ground troops with both machine guns and
bombs, clearing the air of enemy aircraft at certain places, at
certain times etc., or in other words these are the reserves to be
thrown in at a mmutes notice,

4. Army Air Service Gommander, or Wing Commander keeps
absolute liaison with the enemy and troop activities by means of
advanced observation points, balloons, observation planes, etc.,
and sends out his alerts when enemy activities justify it. The
most dangerous from a physical standpoint is the attacking of
troops on the ground with bombs and machine guns and this
should never be done unless a clearly defined target on the
ground is known beforehand. Alerts are the hardest wear on the
pilots as they, when not flying, are waiting at the hangars under
a great tension to go, which is infinitely harder than the actual
flying itself. But alerts have the great advantage of attacking the
enemy at unexpected times with overwhelming force, and
consequently do excessive damage materially and morally to both
the enemy airc¢raft and ground troops.

5. As pursuit Aviation is essentially offensive, the ideal
employment is, for protection of special observation, to designate
a time, place and altitude that the observation plane will work,
and have pursuit planes thoroughly police the air at that point,
for the protection of our troops and aircraft and destruction of
the enemy aircraft and harassing of enemy troops on the ground,
to keep a permanent barrage over the sector only large enough
to do this work, and to keep all remaining planes on the alert as
a reserve to be used at a moment’s notice.
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Maj. Milton F. Davis
C.0., 4th Pursuit Group

Davis, who had .spent several months at the Third Aviation
Instruction Center at Issoudun as commander of a training field,
had succeeded Maj. Charlés J. Biddle as commander of the 4th
Pursuit Group when Biddle had left on 29 November 1918 for
return to the United States.

1. In compliance with your Memorandum of December 13, 1918,
the following report is submitted:

(a) From my experience in the Air Service previous to
assuming command of a group, I think that our system of giving
training in the S.0.S. made the training of pilots unnecessarily
long and expensive. The training that the pilots received in the
S.0.S. often duplicated and overlapped that which they received
in the U.S. without putting them on service machines until they
actually were assigned to active squadrons at the Front. The
pilots thus were called upon to do war flying in types of
machines which they were absolutely unfamiliar with.

(b) My recommendation is that pilots be thoroughly trained
at home through everything, including gunnery and combat, on
their service machine. Then when arriving overseas they go to a
dispatch center which is both for new squadrons and pilots going
to the Front. At these dispatch centers, the pilots and machines
are assigned to squadrons, and thus both pilots and personnel
get acquainted with the machines they are to use at the Front,
and with each other. Thus the pilot’s work in the S.0.S. is
entirely with the machine, guns and men he is to be with at the
Front. The pilots meant for replacement would not get all of this,
but would see and become familiar with the most up-to-date
experiences and lessons from the Front.

{c) My experience as Group Commander has been entirely
since the cessation of hostilities, but emphasize the need of both
Pilots and Enlisted personnel becoming acquainted with their
machines, guns, and with each other before beginning war flying.

2. The above applies principally to scout work, as practically
my entire experience has been in this kind of work.
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- Therefore, when a new pilot joins a squadron, he is impressed
with certain essentials arrived at through experience by his
predecessors. Their purpose is to minimize in so far as possible
the undesirable necessity of his solving situations as seem best
to him at the moment. They are based on the fact that similar
situations have been encountered before, the possibilities,
analyzed and the method of dealing with them incorporated in
the essentials.

The formation is the unit—all operations will be directed so as
to maintain it as a unit. Therefore, when flying over the lines,
the primary point to keep in mind is that a pilot is an asset just
so long as he remains part of that unit. Any separation means
that the danger of attack by enemy planes is tremendously
enhanced. If his motor lags, for example, so that he cannot keep
up, he should go home. He becomes a liability. The formation
will be hindered in its work by attempting to guard him, and to
carry on at the same time. If he is, as a straggler, attacked by
an enemy patrol that would hesitate to engage the unit his
formation must go to his aid, giving combat under perhaps most
disadvantageous circumstances (Chateau-Thierry drive, July). He
jeopardizes the safety and efficiency of all. Such separation
applies equally to a pilot breaking from his formation to give
combat. Combat should invariably be entered into by the leader
of the formation. The reasons against a pilot breaking away are
self-evident. He may attack a machine or formation that is
headed into our lines, and which his leader wishes to be allowed
to proceed as far as possible into our territory before attacking.
The leader, a man of more experience or better judgment, may
be maneuvering for better position. He may s¢e another enemy
formation above, which makes immediate attack undesirable, or a
lone machine may pass close under the formation, going in the
opposite direction. The odds are apparently 1 to 1, to the pilot
who breaks off. The leader has seen that lone machine, however,
break out of a'large formation above, diving from the side
underneath in the very hope of exciting someone to break away
and follow it. Result—the whole enemy formation with its
advantage of altitude mobs the machine that has broken away
before its own formation can give aid (Chateau-Thierry drive,
August). .

The foregoing episodes could not have occurred if the
formation had been in its unit form. There are some eventualities
that have happened directly as the outcome of lack of
understanding in the absolute necessity for discipline.

Again, when attacked, to break out of the formation is often
fatal (St. Mihiel Sector, August). It requires the greatest self
control when enemy planes are following, diving and firing on the
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rear men of a lower patrol, for those men to avoid turning away
or maneuvering wildly. However, it has been proven beyond
question that the defense is to dive under their own formation
and to stay there. If the formation is properly echeloned, the
attack continuing, the next men, becoming the rear two, receive
the fire, and in turn will dive underneath: So long as the enemy
planes stay well above, it is impossible to counterattack
effectively. The leader of the formation attacked will turn into his
own lines, climb, perhaps dive, to shake off the pursuit, and
return with the advantage lessened; for in all pursuit work the
advantage of altitude is everything. The formation thus retains its
unity, differently massed for the moment, but still a mutually,
protective and aggressive unit.

Small formations of Germans, by way of notation, when
attacked from above, sometimes formed a circle, following each
other around, protecting one another’s tails, and gradually edging

back into their own lines. They thus become a difficult mark, but.

were absolutely on the defensive for just so long as the attackers
wished to continue (Toul Sector, May, June).

It is reported that in 2 cases, when attack of this character
was imminent, one or two machines dove back into the German
lines, climbed and returned to harass the allied formation from
above. It would seem that a maneuver of this character would
require too much time in execution to make it valuable as a
practice. '

We are still dealing with the action of a single formation
unreinforced by a protective patrol at higher altitude, or guarding
a lower formation engaged in some definite mission requiring -
cooperation. It will be observed that the foregoing has been in
character, defensive. Discipline has been emphasized in this
connection. It is as important when attacking and the function of
pursuit being to attack, it becomes all important.

The first pilots of the United States Army in this war were
trained under French instructors. They had at their command
the experience of men who had been long at the front. There
was no word spoken that would lead to any other conclusion
than that the action was individual in war flying. A protective
patrol was mentioned as remaining above in attack. The leader
opened the attack, but from there on, the individual acted as he
thought best. The American pilots instituted and initiated “gang
fighting.” It may have been in the. minds of the French, but no
hint of it as a practice was given, nor in any of the matter
circulated to the pilots by the French were any problems worked
out along these lines. Gang fighting by the test of trial has
proved the most efficient and only form adaptable to the
character of fighting pursuit has met with as the war progressed.
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In the early days, aviation was in a way based on individuals.
Time has brought new problems, as the size of the fighting air
forces increased, that are solved only by this method.

Gang fighting is based on an attempt to figure out a system
whereby the enemy has no chance. It is efficiency, the exact
antithesis of the “sporting attitude.” The pressure of time
prevented it from acquiring the finesse that might have been
later commanded, but along its lines cumulative training will not
be wasted. An organization to be schooled in the unit action
necessitated by this mode of scientific air fighting, requires much
training. It requires mock combats wherein the real conditions
are simulated, and the possibility of the unexpected reduced until
each man is a part of a mobile machine, thinks with one head as
the actions of the enemy in combat convey that this, that, or
another set of maneuvers is required.

“Two examples will impress the intent of this system. A simple
case of a lone bi-place attacked by a formation of 5 or 6 mono-
places, which approaches from above or behind in V formation.
The leader of the mono-place formation sees that the enemy
machine turns quickly into its own lines. He is observed. He
reaches a position three or four hundred meters behind, wiggles
his wings (the prearranged signal for attack) and “cabarets”
(slowing up forward speed by pulling plane. into steep climbing
angle with reduced motor). At once number 2 and 3 machine on
each side and directly behind him fan out and dive to a position
on each side of the bi-place, coming no closer to it than 350 or
400 yards. This is done in a moment, on account of the extra
speed gained while diving to the enemy’s level. The leader still
holds back, not attempting to gain on the fleeing bi-place. The
two or three remaining machines of his formation fly on, climbing
as soon as possible to a position high over the bi-place. They
are protection, watching for enemy planes, that may seek to
interfere, and taking no active part in the combat. Meanwhile
there is a mono-place on each side of the bi-place, and the
leader still above and behind. The two on the sides swing in and
away as the gunner of the bi-place fires on them (they can see -
the smoke of his tracers) never coming nearer than 300 or 400
yards; turning away when he fires their way, coming in when he
is engaged with the plane on the other side. The attention of the
gunner and pilot of the bi-place is concentrated on these
machines, with possibly a share given to the protective planes
above and out of range. The leader now drops down, comes up
very close below, and shoots the bi-place down from 30 or 50
yards. Normally he has not had a shot fired at him. The planes
on each side are well away, where they run only the very
slightest chance of being hit, and the planes above are both an
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annoyance to the bi-place and protection to their own.

The protective planes then drop down to the altitude of the -
leader, the two on each side, close in, and the formation is again
complete (May 30, St. Mihiel-Toul Sector).

In contrast is an attack wherein 4 monoplaces attacked a bi-
place under parallel circumstances. The leader dove and
attempted to come up underneath, but was driven off as the bi-
place pilot switched his tail around, and the gunner got in a fair
shot. Two more machines dove together, from the side now,
trying to get behind as they came down. They watched each
other and the bi-place. One got behind for a moment, getting in
a short burst, but his speed carried him by. The fourth waited a
moment and came down, but could not fire as the first machine
was getting back ‘in position and came in line with the bi-place.
So it continued while the bi-place turned leisurely in quartier [?]
circles, losing altitude till it was too low and far in its own lines
to- make further pursuit reasonable (June, St. Mihiel-Toul sector).

The foregoing has been somewhat generalized. It is because
the writer believes that as soon as the strength that the enemy
had to offer against us in any sector, was determined, and the
situations that might occur reasoned out, with applications of the
gang fighting method, special problems ceased to exist. There
are definite rules, and as definite situations that may arise on
patrol work. They are limited if the patrol continues as a patrol.
It must not be split by faulty technique or drilling of the pilots.
Its effectiveness then as a patrol will depend on the sort and
amount of training in gang fighting that it has received. If
attacked by superior numbers from above it must get back to its
own lines as already stated, or climb to an altitude from which it
can work. If attacking monoplaces below it, it must-keep above
them, the leader and those on each side of him diving and firing
and zooming up to rejoin those that have acted as protection
and remained above. If attacking bi-places, there will rarely, if
ever, be more than one to deal with. Two together split on
attack, make no attempt to defend each other.

The American pursuit pilots have had no experience with
groups of bi-places flying together, since the Germans employed
no day bombers in the sectors over which our Aviation worked.
The Germans solved this problem by following our bombers,
firing at long range or mobbing machines that might become
crippled and drag back from the formation. They would also dive
far beneath, zoom, and hanging on the propeller -get in a burst
from below. This required a fine judgement of speed by the
attackers and was apt to entail casualties as great as the results
obtained by it. )
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The possibilities that may then develop for a single patrol on
the line are: '

1. Attack on pursuit plane or a formation of pursuit planes.

2. Attack on a single bi-place. (If a bi-place is protected by
enemy pursuit, the attack is on the formation of pursuit, working
always from the higher altitude downward).

3. To be attacked by pursuit planes from the same altitude
or from above. There is a sameness in the working out of these
possibilities that lends itself well to analysis and preparedness.

The necessity for tactical decision begins to assume more
definite shape for the patrol leader, when. instead of being on
patrol with a single formation, he is carrying out orders in
conjunction with another formation or performing a special
mission. It is the patrol leader only who should have the thinking
part until contact with the enemy is gained. Before this time the
pilots’ place is to follow. From the moment of signal for attack
or when attacked, each pilot in the formation at once assumes
his part as cog in the prearranged scheme.

Cooperating with another formation which is leading or
protecting photographic machines, he must so maneuver as to
keep contact with the leading formation or machines and still
regulate his speed so that his formation can follow. He must
further place his formation in position to render the most
efficient aid to the lower formation or act as a buffer to incipient
attack on . . . [?] the photographic plane.

This is distinctly an article on ways and means. It is taken for
granted that the function of pursuit is known, that in time of
attack it is to clear the air for observation. that it has
objective to prevent the enemy from getting within a prescribed
distance of our line with any form of airplane, and to destroy
whenever possible, working always on the gang fighting principle,
a principle of cooperation, throughout.

Cooperation then between patrols. An upper patrol will of
course go to the aid of a lower if attack comes from an
intermediate altitude. It must leave part of its number above,
part going down to harass the attacking enemy, the part above,
depending in size on the actual or likely presence of enemy
planes in the region, or on the size of the attacking enemy force.
It must above all things not lose contact, immediate contact, with
the number that have gone down. The same procedure as in
attacking any enemy formation of mono-places will be followed,
diving on the highest machine of the enemy, zooming toward
their ‘protections, and diving again until the enemy force is split
or turns off, never getting below enemy pursuit planes.

In this connection, and throughout all pursuit fighting, ability to
see in the air, is of paramolint importance. To be able to discern
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formation which in one case has wiped out an entire allied
formation . . . . The system is good but requires a large number
of pursuit to continue it as a policy throughout the day.

Our pursuit has cooperated most successfully with the day
bombers. The Bombers leave their field, telephoning before they
start the hour at which they will be over the objective. Our
pursuit, carrying small ten kilogram bombs reaches the objective
five or ten minutes before the bombers are due, They discharge
their bombs on the objective and await the bombers, clearing the
region of enemy pursuit. After the bombers have accomplished
their mission they are escorted back by the pursuit. These
missions were carried out on a large scale, a Group of Day
bombers and a Group of pursuit working together.

Lastly, the work of pursuit in attack has been to bomb and
straff with machine guns enemy troops and emplacements, and
to destroy or force down their balloons. The writer has had little
experience in the latter work, and is not competent to deal with
the comparative efficiency of various methods of attack. Bombing
froni low altitude and straffing seems to be best accomplished by
crossing the line at a thousand meters, dropping the bombs from
500 to 600 meters, and then attacking with machine gun. It is
not desirable or necessary to approach the ground nearer than
two hundred and fifty meters when machine gunning troops. The
work can be carried out as well from that or a little higher
altitude, and the plane offers a more difficult target.for the
ground fire. Immediately after the mission is performed, each
plane, for they, of necessity, split while seeking objectives for
their machine guns, will return by the most direct: route across
the line, unless. that route necessitates passing tht‘ough a barrage.
Special conditions decide this, but the object is to get out as
soon as the work is completed.

The foregoing has been framed as an argument for collective
and cooperative fighting. ‘All examples have actually- occurred in
the course of the work, the conclusions are based on the
collective evidence of eight months of work on the line. In future
training, with the aid of the wireless telephone, gang fighting can
be brought to a standard of efficiency that will make large
formations of pursuit invincible, and that will minimize our losses.

During the last months of the War, the: trend .of Pursuit
Aviation proved that it requires direct ‘cooperation of all parts, as
is necessary in an infantry attack; Future training should be
directed with the idea foremost that, save for attack on balloons,
American pursuit aviation ‘has rio place for the"individuals.
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developments in aviation, and that an experimental department
be maintained at home to develop airplanes and equipment, both
from their records and reports and from the suggestions and
designs of American inventors and manufacturers. In this way,
we will not only keep in touch with the physical future of
aviation, but we will be enabled to create a considerable number
of experienced pilots and d:rectors of production for use in an
emergency. It seems very necessary to me, that this
expenmental board combine. pilots, observers, designers, and
tacticians, in order to co-ordinate all the possibilities of any one
design. It appears to me, most important that the Government
should give all possible encouragement to civilian aviation,
particularly from the production viewpoint, and with a view to
developing the general utility of aircraft. This will assist greatly in
securing personnel and equipment, which might be readily turned
into the production of Government air-craft in time of
emergency.

I would, most strongly, recommend that flying pay be made.

- the same for all ranks engaged in aviation. A 2nd Lieutenant

flying over the lines from two to four hours a day is certainly
entitled to as much remuneration for his extra hazardous service
as is an officer of higher rank, who in the majority of cases flys
very little, and then without the hazard of enemy interference.

Second: Since taking command of this Squadron, the
Squadron engaged in only two patrols over the lines; prior to the
signing of the Armistice, and my recommendations for this penod
must, necessarily, be governed by that fact.

I believe that a Monoplace. Pursuit Squadron can dispense with
the services of its Operations Officer, its Engineering Officer, and
its Medical Officer without any decrease in efficiency. The

. Commanding Officer can and should handle operations, with the

assistance of the Adjutant and Flight Commanders. The Supply
Officer should be able to take the work of the Engineering
Officer, in addition to his other duties, if properly trained along
that line. These recommendations are made with. the idea that
the Group Organization will be kept as at present. In cases of -
detached Squadrons, a Medical Officer becomes necessary.

It is not necessary, in my opinion, that three men should be
assigned to the care of a single-seater pursuit plane. The British
have operated efficiently with one rigger and one fitter caring for
each machine. A careful estimate should be made of the number
of nonspecialistés needed for regular fatigue duties and a sufficient
excess allowed to take care of emergency work. Table of
Organization should be so compiled that it would be unnecessary
to put members of Squadrons on detached service at Group and
other Headquarters to enable them to take care of their work.
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It is my belief that co-ordination between the training of line
troops and the Air Service would result in a much better
understanding between the various branches of service,
particularly inasmuch as the difficulties under which each branch
operates are concerned. Infantrymen should be given a general
understanding’ of the difficulties of aviation, as applied to
cooperation between aircraft and troops on the ground as well
as in connection with the engagement of enemy aircraft. Pilots
and obscrvers, on the other hand, should understand fully that
their prirhary duty is to assist'the Infantry through as many
methods as. it i$ possible to develop, and that any possible
personal risk is well worthwhile, if it will assist the troops on the
ground. ‘

It is vitally necessary that a sufficient pursuit organization be
created and maintained in time of peace to furnish experienced
personnel, sufficient in time of war, to train and direct pursuit
organizations on a scale large enough to clear the sky for
reconnaissance, artillery observation and contact patrol machines.
If aircraft was important in this war it will be much more so in’
the future emergencies which may arise, and I strongly
recommend that the United States be so equipped with
personnel and machines as to be able to efficiently defend itself
and its ground troops from the ruinous methods of attack which
will undoubtedly result from further developments in aviation.

—11— .

. Capt. Charles M. Jones
C.0., 28th Aero Squadron

Jones had commanded the 28th during the squadron’s opera-
tions at the front with the 3d Pursuit Group, from 2 September
1918 until the Armistice.

In order to attain the highest point of efficiency and maximum
amount of work from the personnel of an aero squadron, military
regulations and tactics etc. should be reduced to a minimum, at
the same time enforcing a strict and rigid discipline.

Unlike most miilitary organizations, the nature of the work is
such as to call for considerable individual duties and very
irregular hours. For that reason the amount of work allotted to
each mechanic varies greatly due to the amount of flying, the
condition of his plane, and the time of year, accordingly great
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tact should be used in the handling of men ih order to obtain
their full efficiency without driving them excessively. Reveille
should be held each morning for all concerned with the

" exception of those mechanics. who were.on duty earlier at the

hangers, and a formation with. roll call of all mechanics sometime
during the day affords a good opportunity of familiarizing them
with any rules or suggestions,.as to their work. Particular
attention should be paid that goed food and quarters be available
for the men, and if possible, short periods of games, such as
baseball, football etc., this being their only form of hard exercise.

As regards to the Flight Commanders and the Pilots, as much
freedom which will not interfere with their work should be given
them. Pilots cannot work at high speed more than a limited
space of time, this depending upon the disposition of the pilot,
and the more recreation he can enjoy, the longer will he be able
to take interest in his work and do it efficiently. When ever
possible short leaves of three or four. days should be granted, to
- give the pilots a change of surroundings and cure or prevent
staleness.

Flight Commanders should be given as much authority as
possible and made to realize that their flights are miniature
squadrons of which .they are in command, and for which they
are responsible.. Whenever available an experienced pilot should -
be put in charge of flying with authority to handle all matters
pertaining actually to it.

In regards to the assignment of the men to jobs in a pursuit
squadron the following system has been most successful altho
there are, others probably equally as good. Each plane is taken
care of by a crew of two men, a rigger and a fitter, assisting
each other, the rigger has an opportunity to learn engine work
and vice versa. Each flight is in charge of a flight sergeant,
according to table of organization, and the three flights are under
the joint command -of two or more master electricians. Attached
to each flight are two or three so called “trouble shooters,”
whose duty is to'locate engine trouble, and to explain such to
the plane’s crew. By this system much unnecessary work, due to
unskilled mechanic, is avoided, and many unnecessary changes
done away with. These “trouble shooters” must accordingly be
thoroughly experienced men, and should be picked from the best
material of the squadron. They should not be expected to do
much work, as their time is well occupied in locating troubles,
and inspecting new motors.

A dlfﬁculty which has often arisen in an aero squadron, on
active duty, is that of waking the mechanics, cooks, pilots, etc.
in ample time for a patrol at say 4 a.m. The most certain
method is to appoint a.man, whose duty is to stay
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—12—

1st Lt. Field E. Kindley
C.0., 141st Aero Squadron

Field Kindley, for whom Kindley Fleld in Bermuda is named,
had trained in Great Britain and had served at the front with a
British squadron. Later, he had been assigned to the U.S. 148th
Aero Squadron, which was attached to the British for service.
Kindley, who had become a flight leader in the 148th, did not
assume command of the 141st until sometime after the Armis-
tice.

1. . . . ] shall give criticisms, as frank as possible upon our Air
Service program, from building of aircraft to actual combat.
2. Manufacture.

(a) The greatest failure in our entire air program is that of
manufacturing, and because of this failure many of the following
criticisms are possible. However I shall make the criticisms
regardless of the actual causes. ‘

(b) The probable cause for the production failure is that
manufacturers in the States were selfish and tried at first to
perfect their own type of machine while later no one seemed to
know just what type they wanted and finally through ignorance
of those in charge they chose the wrong or I might say an
older type.

(c) It seemed they were partial to the two seaters and
neglected the scout. This was probably due to the fact that they
could appreciate the work of a two seater observation machine,
but could not appreciate the work of a scout. They could not
understand that a scout was very necessary in order for a two
seater to work. '

3. Training.

(a) We were very successful in training pilots for the R.M.A.
tests but we were very short of schools capable of training a war
pilot, and the results are we had thousands of pilots but very
few of which were fit for the front. ) -

(b) In many cases the moral[e] of the flying student was
very poor, due not only to continual hounding but also to the
fact that many instructors discouraged a pilot that was about to
go solo. Upon his first solo the pilot did not fear so much the
chance of killing himself as he did that of crashing the machine
for which he would be punished and in many cases actually
taken from the Air Service.

(c) In the case of a crash many are punished by taking
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them off of flying for a week or two. This to-my mind is a very
bad mistake, for 1 honestly believe that the sooner a pilot gets
back into the air after a crash the better it is for him. | have
had actual experience along this line.

(d) In many training camps: @n officer under instruction is
made to feel like a third class private and not like an officer in
the United States Army. Many think that this has no effect upon
results, but [ am sure that a’ satlsfled and COmfortable pllot will
make a better air man.

(e) One of the greatest faults of our advance training is that
our instructors were not ‘experienced war pilots and did not
know the “game.” Many set rules they gave for fighting were
incorrect. A good war pilot is of great value at the advance
training school than he would be at the front.

4. Discipline

(a) The Air Service is entirely different from any branch of
the army and the same should be considered in the required
discipline. Of course the men can and should be disciplined as
an infantry company but the pilots must have a different kind of
discipline and a good name for it is “loyalty.” Loyalty can be
instilled into them by a good commanding officer. What I mean
by loyalty is that the pilot will do what ever work he is ordered
to do against the enemy when there is a possible chance of
doing it and will at all times attack and destroy the enemy not
because he fears his commanding officer but because of respect
for him. Loyalty will also demand team work among the pilots in
combat,

(b) The best place of disciplining an officer or instilling
loyalty is the mess where the pilots collect, where friendship and
respect for one another is formed. Understand me I do riot
mean to say a pilot should be allowed to call his commanding
officer by his first name or such as that but I 'do mean to say
the iron infantry hand should not be used.

5. Aerial Tactics.

(2) It seems that we had no system at the front, that is to
say we did not keep a consistent patrol on the lmes, to work at
different heights, nor did the pursuit squadron know just how to
cooperate with the observation and bombing machines to the
best advantage. They seemed to go to the lines blind folded
and butted into the enemy and fought the best they could. In
my mind a pursuit ‘squadron can ‘do wonderful work by keeping
the lines clear of the enemy even though they may not destroy
so many machines. They did not seem to know just how to
get the best results with the least possible losses. They did not
use the system of trapping the enemy and out-maneuvering him.
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(b) Of course lack of machines no doubt is a case for a
certain amount of this but it would be better not to send out
any machines than to send one or two at a time as was often
the case for this caused many losses without results equal to the
value of the losses. In March of this year on a front that [ am
well acquainted with, the one-flight patrol was sufficient to patrol
and keep the enemy off of the lines, but in September and
October a squadron patrol of three flights became necessary.
This as we all know was due to the enemy introducing the
Fokker Biplane in such large numbers, but | understand that we
sent out the same strength patrol so to speak in September and
October as we did in March. To defeat the enemy we must
meet his improvement by improving ourselves.

(c) Often officers in the capacity of flight commanders were
intrusted with other officers’ lives when he himself was not
experienced on the front. This was a waste of man power.

6. Care and Treatment of Pilots at the Front.

(a) Of course because we were so short of good men at the
front they were kept there for very long periods, but every effort
should be made to give a pilot the necessary rest in the form of
leave or other duties such as instructing or lecturing at the
training schools. Many pilots broke down in health and others
were shot down because their efficiency had gone down.

(b) . There is no better tonic for a soldier than that of
promotion on the grounds he had done good work, Thls tonic
was very scarce.

7. The Enemy’s Criticism.

(a) Thave heard that a German Air Service Intelligence
officer even went so far as to criticise our Air Service by telling
an American pilot who was a prisoner of war and before a
German Officer that “the Americans have the best possible
chance of having the best possible Air Service in that they have
the material and manhood, but they are making their mistake in
sticking to the French machines and French system of training
and fighting.”

(b) My experience as a squadron commander does not

justify me in giving my ideas and of lessons learned in this war. , / /Zf;/; —
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object. If the squadron is divided into three flights, flight
sergeants are responsible for their work, it would be easier for
the C.O. in that, the flight sergeants will be responsible for the
condition of the men under him and he can watch them closely.
In this way each man takes a personal interest in the plane he is
looking after and with the cooperation of his pilot he will keep
the plane in good shape. Keeping the men interested in their
work and making them feel that they are directly instrumental in
helping their pilots in their work, cannot be too greatly
emphasized. Discontent among the enlisted men is a condition to
be very carefully avoided. :

Keeping the men and officers in good physical condition is
another important point to be considered by the C.O. On days
when the weather prevents flying, the men usually have plenty of
work to do on the machines, but sometimes their machines are
iri good condition and the men are inclined to do nothing rather
than find something to occupy them and give them some
exercise. When nat flying the pilots are inclined to sit around
and do nothing, rather than find some form of distraction to take
them away from the usual routine of work around the squadron.
But primarily the pilots should be made to oversee any work
being done on their plane and to be sure that it is in a
serviceable condition. .

To understand each man under him and make the work as
interesting as possible, a contented and happy squadron will do
the best work and to obtain this end the C.O. must see to it
that men in charge of the different departments are competent
and interested in their work.

—14—
147th Aero Squadron

Successful aerial attacks like all other military offensive
maneuvers, depends to a large extent on position and surprise.
Other things being equal, the aviator that can surprise his
opponent or accelerate his speed by diving from a higher altitude
will win the battle. The best possible position to have is to be in
line between your adversary and the sun and to be at least a .
couple of hundred meters higher. An attack on equal numbers
from such an opportunity should bring a victory every time.

When a hostile formation is seen below, the leader should
start to swing his formation into the sun to get the better
advantage of its blinding light. When he dives the whole
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formation should go down with him at the same time
endeavoring to hold the positions in the formation. It has been
found that the Bosche often leave one or two men above their
formations ready to-dive at an attacking formation when it is
mixed up in the melee of the fight. To counter this one of the
trailing members of the friendly formation should remain up out
of the fight in order to. combat any that tried to enter in a
surprise attack. Many men have been lost by diving too far
through the enemy formation for if not outnumbered several
machines will follow on down and with little danger to themselves
ride the tail of the man that has gone down too far. Normally,
an attack made of diving, shooting, and zooming up to dive
again should split up any opposing aeroplanes. ‘
Tightening a formation when the leader gives the Hun signal is
absolutely necessary particularly if all its members fail to see the
Huns. The Bosches seldom attack an enemy formation even if
they have a preponderance of members if it is flying a tight
formation. It is about the best protection that a small group of
machines can assume. After the formation has closed together
the leader will maneuver in order to bring the opposing machines
into better view out of the sun. At the same time the formation
climbs in an effort to counter the superior altitude of the enemy.

"To attack from below is dangerous unless the attackers have

superior numbers but if attacked the Bosche will lose a lot of
their advantage if the enemy formation is climbing towards them,
often the speed of the diving machines carrying them through
the other formation.

—15—
95th Aero Squadron

Aerial combat presents so many unexpected and novel
situations in practice that any attempt to reduce it to a system
of rules seems at first glance to be practically impossible, but at
the same time there are numerous general suggestions which can
be made subject to the changes which must be instantly devised
to suit each new development.

It is no exaggeration to say that three-fourths of the battle lies
in seeing your opponent or opponents first and if possible,
making a surprise attack. Under these conditions, everything is
in the favor of the attacking man and his adversary, if he ever
gets into a position to fight at all, is at a tremendous
disadvantage. When getting into position for any attack, and
especially when a pilot thinks he is catching his adversary
unaware, the greatest care must be taken to search minutely for
other enemy planes above or nearby. Often an apparently
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helpless plane is simply acting as a bait for others lying in wait in
sorne advantageous position. Make sure you see and understand

every detail of the situation and then attack with all possible
speed. : ,

In any fight in which more than one enemy plane is
encountered, make a sharp rapid attack on the highest man if
possible and break off the instant he tries to lead you down to
lower altitude, even though he appears to be an easy victim. The
great temptation is to concentrate one’s whole attention on the
machine you are attacking, whereas at least half your faculties
should be devoted to what is going on around you. Look behind
you at least once every 10 seconds: As a general rule, it is
advisable to always try to remain above your opponents, but if
attacked by surprise or forced into a-difficult position by superior
numbers, a vertical dive with full motor, especially in a Spad, will
often prove to be the surest and safest method of escape, but it
should be saved as a last resource. |

In attacking a bi-place machine, one should endeavor to
maneuver into the blind spot under his tail where the observer’s
gun is useless. If this position can be attained, he will be an easy
victim, but in practice it will be found extremely difficult to do,
particularly if you are up against an experienced pilot. If more
than one pilot is attacking a single bi-place, one man can easily
draw the observer’s fire without great risk, while the others close
in to the actual attack. If forced to dive on a bi-place alone, try
to swing from one side of the enemy machine to the other so as
to force the machine-gunner to move his guns continually.

For a good shot, the attack from a three-quarter front and
slightly above is an excellent position but can be held for only a
few seconds and, hence, is practically useless for an
inexperienced pilot. Similarly, a crack shot may do great damage
to any enemy plane and even bring it down from a distance of
300 to 400 yards, but the average pilot will find that most of his
work will be accomplished from 200 yards up to as close as 10
yards; and on account of the danger of jams, it is inadvisable to
sheot from further than 200 yards. When once you fire, keep
shooting as long as your tracers go reasonably near or until
torced to pull away.

—16—
95th Aero Squadron

Formation flying for pursuit planes was a development of the
last 2 years of aerial warfare when the steadily increasing number
of machines in the air made it exceedingly dangerous for any but
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the most experienced pilots to fly alone.

In all formation work, it is absolutely essential to have a leader
who has had sufficient time to be able to see enemy machines in
the air, and one upon whose judgment the other members of the
patrol can rely. Given this it should be understood that no pilot
should leave his patrol, unless unable to keep up, and the
strictest discipline while in the air must be maintained.

In getting together at the start, the leader should designate a
comparatively small point, such as a village or even a single
building, as rendezvous and should circle immediately over that
point until all his men have arrived. It will be found exceedingly
difficult for one leader to try to assemble more than five planes
under his immediate command.

Pursuit formations may be roughly divided into two classes:
large formations of 10 or more machines whose mission is to
protect observation or bombing planes or, in some cases, to
form a barrage against hostile planes; and the small formation
three or possibly five planes whose duty it is to seek out and
destroy enemy machines. The former type of formation has
. numerous obvious disadvantages owing to its cumbersome size
and the difficulties of cooperation. It is essential that each five
machines in a patrol of 10 or 15, for example, should have a
separate leader, cooperating with and directly responsible to the
patrol leader, but at the same time keeping a sharp eye on the
men under his imimediate control. It is of the utmost importance
for the two rear ‘men to fly close to their formation, as otherwise
they' are practically helpless if attacked from above. If, due to a
bad motor or for any other reason, a pilot is unable to keep in
close touch with his patrol he should return to his own lines at
once. Either of the rear men on a formation, if attacked from
above, should immediately dive into his patrol where an enemy
machine cannot follow. To turn in and endeavor to combat
under such conditions ‘is fatal, as it breaks up the formation and
totally destroys its efficiency as a protective unit.

For pursuit work, the most interesting and efficient unit is the
small patrol of three or five in V-shape formation which by
reason of its extreme maneuverability and compactness can act
almost as one man. Such a patrol if composed of experienced
pilots and with a clever leader will be :practically immune from
attack and will be effective against much larger formations of
enemy machines. Isolated bi-place machines of the enemy which
would flee before a large formation of pursuit planes may be
readily surprised and are an easy victim for the small patrol.
When attacking, at least one man should remain detached from
and above his companions, keeping a watchful eye on the
proceedings, and ready to lend instant assistance to any of his
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men who get into difficulties.

—17—

“Skilled Pilot,” 27th Aero Squadron

Aerial Tactics and Combat

Scout machines being single seaters fly over the lines in
formation. These formations vary in strength from three to
seven. It is good practice during offensive operations to fly
several formations over a séctor at the same time having them
constantly in touch with a designated squadron as pivot
squadron. Before starting on patrol every member of the
formation should know the plan and what to do in case of
emergency. It often happens during a fight that the formation is
split up and a rendezvous should be arranged before starting out
so as the formation can get together again.

A formation patrolling the line must keep in close contact; in
other words it is of prime importance that each member of the
formation . . . [hold] the position designated to him. The
formation usually is in V shape as shown below. #2 man 50
meters above the leader, #3 man 50 meters above #2, #4 man 50
meters above #3, etc.

#1 (Leader)
#3  #2
#5 #4
#7 #6

#2 should be 50 meters behind and to the right of the leader;
#4 man 50 meters behind and to the right of #2 man, etc. A
straggler in a formation is easy meat for the “Hun.” He is
always on the lookout for a chance to pick off the end man. It
is also a fact that a good formation will scare away a Hun
formation of much larger strength. Several cases of formations
which have penetrated far into enemy territory and have not
been attacked is one proof of this. A man out of formation is
liable to spoil the effectiveness of the whole unit. A straggler not
only puts himself in danger but reduces the strength of the
formation.

The Attack
The leader starts the attack. In favorable circumstances he will
have altitude over the enemy and will dive on the enemy
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every opportunity to attack.

‘The Individual :

The individual preparatmn for wark-over the lines starts: on the
ground at the hangar. It i taken for granted when a man is sent
to the front that he can handle his machine.

Your machine must be in the best of condition, .as must be
your guns. Live with your machine, get to know your mechanics
and let them know that:you are taking an interest in things. It is
[up] to you-to have that machine ‘and 1ts guns in the best of
conditions.

Upon your arrival at the front. get in touch with the older men
and get their advice on. how things are done. Keep your ears
and eyes open and obey instructions, be keen to learn. Take
things easy at first and finally you will be a good pursuit pilot. If
you think you know it all and refuse advice and do not do as
told you by flight cornmander and the older men in the squadron
you will most likely develop into a first class “Daisy Pusher.”

In combat your advantage lies in pressing the attack. Wait
until you can see the man’s head and then spray him with both
guns. If you do this you will get him. If you persist in shooting at
long range you will waste all of your ammunition, accomplish
nothing, and find yourself out of luck when the time comes for
you to save your own skin. Keep after the enemy. Do not give
him a chance to fix his guns or to do anything else. However,
remember attack from the Front and “Watch Your Tail.”

Recommendations

The training schools have not sent men to the front prepared
for their work. They have not been taught to fly formation. They
expect signals from the leader as to when to turn. This should
be instinctive. They have not been taught how to keep in
formation.

The combat instruction given them has been based on the
wrong idea. They have been led to believe that their combat

principles involved individual combat principally whereas individual .

combat is a very rare occurance.

The main trouble with the training appears to be that the
instructors are not men of experience at the front. No man can
teach a pursuit pilot who has not been through the mill. The
instructor should be a man who has been at the front as a bona
member of a pursuit squadron and has been in combats and
preferably a man who has been a flight leader as he has already
had the experience of teaching pilots from the training school.

‘The main recommendation would be therefore that a staff of
instructors be formed who know the game from every angle and
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the reason that while a compact unit, enemy machines can
maneuver in any fashion and have an unobstructed view. Due to
the blind spots common to all planes, a zig-zag tortuous course

is always flown near the lines, to enable the pilot to have a free :‘_“"'__“2" - |

vision in all directions, and also to render archie fire ineffective. Lo
Groups of planes patrol the lines, to the end that all enemy ‘4_' '4_' 0

aircraft attempting to cross the lines be destroyed or driven . e

back; and by clearing the air of enemy fighting patrols it enables = el el —

our reconnaissance and reglage machines to operate free from i

interference. Perhaps the most disliked duty a chasse patrol is
called on to perform is to protect reconnaissance or ;
photographic missions far into enemy territory, where they are at
the mercy of any large group of attacking fighting planes.

In troop straffing always done during a special drive or push,
scouts operating singly or in twos, diving on enemy trenches or
supply trains and zooming back into safety, and then repeat the
attack at another point. Low fog or clouds at such a time are a -
great aid.

In any attack it is very essential that the patrol have the
advantage of greater altitude than the enemy. Existing weather
conditions of course must be taken into consideration. Clouds
and bright sun afford excellent opportunities to surprise an
enemy group, if properly used; and likewise enable the enemy to
obtain the advantage if great care is not exercised in the use of
these natural advantages. Thick solid clouds for instance, can be
flown directly under with perfect safety, which if there are holes
in them there is great danger of an enemy group circling above
such a hole and diving on the end men of a formation passing
beneath, with every prospect of success, and then zooming back
above the clouds unmolested.

To straggle or. lag behind the formation is to court disaster,
many a man bemg lost in this manner.

A bright sun constitutes a great advantage if the patrol
maneuvers so as to have the sun at its back, thus being in what
is known as the enemy’s sun spot, it being almost impossible to
look directly at the sun and see a machine until it comes within
shooting range. Great care must of course be taken that no
enemy group obtains a similar advantage by maneuvers, as a
surprise attack particularly from above, allows but small chance
for escape.

In order that both low and high flying enemy planes be
intercepted, patrols are as a rule flown at varying levels,
approximately 600, 2500 and 5000 meters as in this manner the
upper echelons constitute [protection] to those below. Should the
low patrol attack and in turn be attacked by a second enemy
group our upper echelon would have every opportunity of diving
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in turn upon the enemy, with great advantages. It is in this way
that so called dog-fights commence, friendly and enemy groups
diving on one another in layers. Here the necessity of vigilance
not only ahead, but to the rear, and particularly above, while
carrying on, or contemplating an attack.

In attacking an enemy formation equal ar slightly greater in
numbers assurning that the leader has maneuvered so as to have
the advantage of altitude, a favorite method is to have the leader
and 'the right and left hand man dive on the enemy, followed by
the next two men at a distance great enough to have the first
three chandelfle] up into position again; thus keeping the ‘
formation intact, while a practically continuous fire is maintained
on the enemy, and the advantage of altitude: is not lost. Unless
one of those diving gets into difficulties below the end men of
the formation do not go down, but remain above, affording
protection to thase diving. From an attack of this kind there is
no escape, other than by diving away, manipulating controls so
as to.cause the ship to pursue irregular course; commonly
known as putting the nose down and walking the rudder, which
affords a very difficult target. ’

In attacking a bi-place machine, containing an observer
operating machine guns on a movable turret, the most
satisfactory method has been found to be two or three men
diving simultaneously from both sides and to the rear. The
combined fire would usually disconcert the observer and render
ineffective his aim, which at best is difficult because of double
deflection. There can be no escape from such an attack if well
carried out.

A single scout attacking a bi-place can often, by taking
advantage of the blind angles or vision of stuch-a ship, approach
it from below and slightly in front with a fair chance of success,
in as much as the traverse of the observer’s guns is limited. An
individual combat between two single seaters often calls into play
considerable acrobation, that unless skillfully performed and well
timed often proves dangerous.

There is a very great danger of the adversary securing a great
advantage in maneuvers of this kind, this is particularly true of
the reversement and in fact any maneuver which has a dead
point is lost [?] of speed. A vertical virage is without a doubt the
most valuable maneuver and by far the most difficult to perform
correctly, as in the majority of single combats considerable
circling is done before either can get into shooting position. .Due
to the guns on a single seater shooting straight ahead only, the
man who makes the smallest circle or tightest virage gradually
gains so as to come on the tail of his opponent and so get in a
burst of shots. It is at such a time that a pilot must know and
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ammunition of service calibre, even though incendiary .
ammunition is used in a very large proportion. Also, and this is
of very great importance, pilots should be strictly forbidden to
attack balloons unless so equipped, for the very great chances of
failure otherwise,-make the risk, proportional to the chance of
success, far too great.

Weather conditions permitting, the enemy endeavors to give
very adequate protection to his balloons. In the Chateau-Thierry
drive, tri-plane Fokkers were specially detailed to this task,
whereas in the Argonne Meuse Drive, Bi-plane Fokkers were
nearly always to be found above and in the vicinity of the enemy
balloon lines. From the ground invariably his balloons are '
protected by the so called “Flaming Onions,” “Archie Batteries,”
and by machine gun emplacements. It may be remembered that
the latter are by far more dangerous.

In clear weather, the enemy aerial protection is practically
certain, it is imperative to give adequate protection to the
“Balloon Straffer,” and so to enable him to concentrate his entire
attention on his task. If the enemy balloon is within 6 to 8
kilometers within his lines, an escort of six to ten planes to fly
above, circle during the attack, and accompany balloon straffer
back to lines, will usually be sufficient; if balloon is farther back,
this squadron has experienced best success with an escort of
two echelons of five to six planes each employing same tactics,
and flying one 500 to 1000 meters above the other. In case of
clear weather, and good visibility, the chances are the balloon
will be high (600 to 1000 meters) and consequently enemy
protection from the ground is relatively less to be feared.

When clouds are solid at low altitude the Officer selected to
destroy the balloon may proceed on his mission alone, for then
he may fly just under the clouds and so be safe from aerial
attack above. In case of attack by superior numbers he can
escape into the clouds and fly a compass course until within his
own lines. Also Balloon Straffer may be dispatched alone before
dawn, so as to reach his objective at dawn; or before dusk, so
as to reach balloon at dusk. In both named cases he is relatively
safe from aerial attack, due to fact the enemy aircraft will not
leave airdromes before dawn for balloon protection, and will
leave in time to return by nightfall. Of course the straffer leaving
before dawn must be a most experienced pilot, very familiar with
sector, and balloon locations must be definitely given, and the
same is applicable to balloon straffers before dusk.

The methods of attack are of course individual problems, and
worked out differently by different pilots, but the following
principles may be suggested. Above all it is most necessary to
group shots well together to insure combustion of balloon.
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Croute would naturally make himn
“at the ballaon. the pilot immediately attacked t} o en .
. while a balloon’ was still in:its; nest.. lmmed:ately, thereafter taking
- ’;the -quickest route’ for his’ own lines:’
.dawn straffing consist of the protection afforded the pilot from

be_dispatched from. the airdrome before dawn, taking off by a

the field, the pilot would time’
his departure so as to arrive at the balloon location at dawn, as
the balloons are sent up at this time to begin the day’s

. observations. Often’times the pilot pursued a round-about route
to the balloon location after crossing into the enemy lines in
‘'order ‘to ‘confuse grour\d obsery TS
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The particular advantages of

possible attack by hostile E.A., since hostile machines are

‘practically never flying at such early dawn. Another advantage is -

the opportunity of making a surprise attack on the balloon while
the enemy fire from A.A. and machine guns is inaccurate due to
the poor visibility. The chief advantage is the destruction of the

balloon at the beginning of the day as it is practically impossible
to replace the balloon for the day’s observation.

Practically the same plan is followed in dusk straffing; the pilot
leaving just before dusk, arriving at the balloon at dusk attacking
it in its nest and at once returning to his aerodrome by the
quickest possible route. The pilot is enabled to land by light
from the lighting system around the field. Rockets and flares are
fired continually to assist him in locating his airdrome. The
advantages of dusk straffing consist of the protection afforded
the pilot by the darkness allowing him to carry out his mission
unmolested by hostile E.A. and due to the poor visibility, A.A.
and machine gun fire is necessarily inaccurate. At this time of
the day the hostile E.A. usually have returned to their respective
airdromes leaving the air_free for the carrying out of the mission.
The darkness also assists the pilot to make. a surprise attack,
the value of which can hardly be over estimated.

In successfully carrying out dawn and dusk balloon straffing
missions the pilot must study his map well before leaving,
carefully working out his route, noting principal water-ways and
land:marks that would be plainly discernable in the darkness and
having firmly fixed this in his mind, and also the exact location
of the balloon. An accurate compass with a radio light face is
absolutely necessary as after attacking a balloon the pilot quite
often is obliged to return to his lines flying just a few feet above
the tree tops; not being able to see the surrounding country he
is obliged to rely absolutely on his compass. The sun can often
be used to follow direction by, but on the Western Front it is
often concealed for days at a time by thick mist and clouds.

\
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propeller. One gun was the common aerial Vickers 7mm. gun
firing service ammunition, every fifth cartridge being -a tracer.
The other gun being the 11 mm. Vickers balloon gun firing alt
incendiary ammunition. There are many instances of our pilots
attacking and firing good bursts into balloons at close range but
failing to burn the balloon due to lack of proper incendiary
ammunition, but since the introduction of the balloon gun no
such cases have been reported. The sights used have been the
ring and bead,® Aldis,® and Reville seville,d but they are hardly
necessary in attacking balloons due to the large size of

the target and the pilots usually regulated their fire by changing
the direction of the plane as their tracers indicated the necessity
of a change. It is vitally important that the guns be in good
working order and that the ammunition has been carefully
selected, as a jam at the critical moment may mean the failure of
your entire mission. It is obvious that the pilot should be
thoroughly familiar with the operation of his gun.

Since in attacking a balloon a pilot is required to penetrate
several kilometers into enemy territory; the importance of having
his plane in absolutely perfect running order cannot be too highly
emphasized. If a pilot desires to fail in his mission and perhaps
allow the balloon he was to destroy continue invaluable -
observation for the enemy, if he desires to: spend the balance of
the war in a prison camp, let him fly a-machine over enemy
territory that is not running properly and the chances are big
that he will never be able to carry out his mission or ever get
back to his own lines. A pilot should thoroughly understand his
machine and know that it is right. The American training schools
have made a grave error in sending pilots to the front, practically
100% of whom had never flown a Spad, taking the valuable time
of the older man as well as their own time in familiarizing
themselves with the Spad both in how to fly it and in the
handling of the motor to produce the best results. The motors
furnished the squadron have as a majority been of a very poor
quality and combining this with the fact that many of the pilots
had to familiarize themselves with the Hispano-Suiza motor by
experience and by continued experiments; the efficiency of the
squadron has been impaired and many offers for volunteer
balloon straffing. expeditions had to be refused, due to the
shortage of planes. This shortage being produced by repairs
being constantly made on the engine.

In all the forms of balloon straffing the balloon was attacked
from above along the top surface from head to tail due to the
hydrogen being in the upper part of the bag. The surest method
of burning the balloon as carried on by our pilots was this:
Diving on the balloon the pilot opened fire at about 100 yards
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plane back to the airdrome if possible, ‘as a plane “out on pan”
means a serious tie up to the flight and squadron. Headwork as
well as flying ability is extremely necessary to a successful pilot
at the front.

In the third case when. the motor stops absolutely or slows
down to a point when it is useless, there is only one thing to
do, “pique” or dive steeply enough to keep flying speed and land
the best available place, into the wind if possible. Never
endanger your own life trying to- save the plane.

This, so far, is a very general discussion and in order to
narrow it we will deal only with forced landings as they occur at
the front. ‘

A pilot should know his motor from A to Z so that when
trouble occurs he can instantly decide what is wrong and how
serious it is. Before leaving the ground the temperature,
pressures and the “rev” should be right and the pilot should feel
confident that the motor is in as perfect condition as
circumstances will allow. I put it that way because many times it
is necessary to make a patrol with amotor which vibrates or

" which, while it isn’t quite right, still gets you where you have to

go and enables you to do the work required. Should serious
trouble occur while taking off there is one valuable rule, the
breaking of which has cost many a pilot his life and that is to
go straight ahead and land, no matter what you have to land on
or into. Here again experience will have to tell you how serious
the trouble is while circling around over or near the airdrome as
is the custom when forming for a patrol, you have an excellent
chance to try out and listen to your motor. It is far better to
detect trouble at the start than to have a forced landing in
Germany or the shell holes and trenches at the front, just
because you didn't notice a leak or hear a miss or discover that
when you opened up your throttle the motor choked badly.
When you start for the front with a patrol you should feel
confident that unless something develops everything is O.K. The

.ideal condition of course is when you can forget your motor and

attend only to the thousand and one other things that you must
watch and think about while patrolling the lines; unfortunately
we have run across but few such perfect motors.

During the Saint Mihiel drive we had very little serious trouble
from forced landings, due to the fact that we were flying high
and also because the country was not badly shot up. If you are
high and motor trouble develops there is little difficulty in at least
picking out a good landing field and getting down safely. In most
cases the pilots were able to limp back to the airdrome because
they could lose altitude safely. .

Matters were decidely different when the Verdun Argonne
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A very satisfactory mode of assemblement employed in many
French squadrons is as follows: Every motor is started before
leader taxies out to starting line allowing the ten minutes for
each machine. The leader after noting the number of motors
turning over immediately takes off and climbs rapidly to 200
meters where he reduces motor to line of flight speed and
straightens out continuing straight into wind. Each remaining pilot
starts to take off as soon as the wheels of his predecessor’s
machine leave the ground and immediately climbs to fifty meters
above the leader on the side assigned and remaining machines
do likewise climbing to 50 meters above their predecessor. As
soon as the leader counts all the machines behind him at proper
altitudes and positions he performs a vertical turn and passes
back through the group, each succeeding pilot forming into exact
position by performing a vertical turn in an outward position
from leader; that is if he is on the left he turns to left and on
the right he turns to right. This mode of assemblement entails
high efficiency and co-operation on parts of mechanics and pilots
and have not yet been able to make it succeed in the American
army, but if it can be accomplished by the French it can also be
done by Americans.

The following method is quite efficient: Have all machines
prepared as is stated in first paragraph and instruct all pilots to
turn in left hand circles, at a given altitude over a well defined
land-mark, such as a village, lake or small forest. The leader
awaits until all available machines have taken off then climbs to
within fifty meters of the circling planes under which he passes
in the given direction such as from north to south or east to
west and by waving his wings in some distinctive manner attracts
the others immediate attention. At periphery of circling machines
he reverses and starts in opposite direction, repeating this
operation until everybody is in place. If he attempts to form by
going in right circles for example; the pilot on the left will find it
difficult to retain an approximate position and the pilots on the
right will have difficulty in keeping in the leader’s rear and the
formation thereby retarded.

Unless the mission is urgent the leader should climb at
eighteen or. nineteen hundred revolutions depending on the pitch
of propeller so as to enable everybody to keep in proper
position, for all motors are not of equal power and some have a
tendency to over heat. On arriving at given altitude the leader
should turn his motor at seventeen hundred or seventeen-fifty
hundred revolutions depending on pitch or propeller. A great
many types of formations have been tried but I think the best
and simplest is the V formation. With each pilot seventy five
meters above, seventy five meters behind and seventy five
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meters to the left or right, as the case may be of the man in
front of him. A great obvious fault of our formation is the too
great distance between the planes.

To attack a large enemy patrol all planes must act in unison,
which they cannot if the formation is uneven. Furthermore the
pilot who flies a long distance from his companions is susceptible
to an attack without chance of immediate succor from the
patrol. '

A good protective formation is for the planes on the side next
to the lines, to fly twenty five meters below his comrade on the
opposite side of formation. If attacked he dives into his own lines
and under his patrol which throws the attacking E.A. immediately
under the fire of the pilot opposite. The E.A. most often attacks
from the side and this is really an effective means of protective
flying.

The same formation of pilots should, as far as possible, always
fly together, establish a code of signals, and discuss together the
mode of attack to be followed on different E.A. formations, the
individual part that each is to: play, modes. of defense to be
followed in case of attack from all possible positions etc. This I
shall not attempt to describe for it has been very amply done by
Cpt. Deullin of the French Air :Service and translated by Maj.
Bidell [Biddle].® Every pilot should have this document and each
pursuit squadron have several copies in its possession.

Another very practical practice is a voluntary patrol of three
pilots. It is the best method of breaking in the beginner. Two old
pilots taking out a new one can give him very valuable
encouragement in permitting him to take part in the attack of an
E.A. bi-plane. several times. | find it distinctly bad to introduce a
pilot to actual combat with a large E.A. patrol. He is surely not
going to be at his best and in a moment when he is
bewilderingly watching the combat some E.A. is quite apt to
surprise him. E.A. bi-planes. have a habit of coming to the line at
certain hours to perform their work, usually when they think our
pursuit patrols are not in the air. This hour is often at noon and
often just before dusk. By telephoning to our balloon stations
one can always gain valuable information concerning activity of
E.A. bi-planes and by being on the alert, the voluntary patrol can
secure a combat with a biplane.

I think it an excellent suggestion that each patrol that leaves
the ground should carry four. light bombs and ¢limb to its given
altitude cross the lines at once and drop them, not deep within
the enemy lines but distinctly on the enemy’s side. Of course
accurate information as to change in lines must be at hand. No
particular spot is to be an objective but any spot in region of
enemy infantry. As a rule infantry cannot tell whether or not the
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planes above are enemy or friendly and if each patrol would
drop its quota of bombs into the enemy trenches the enémy
infantry would come to mistrust any plane over-head, even its
own, and the moral effect would be tremendous.

—923—

1st Lt. Louis C. Simon, Jr.
Pilot, 147th Aero Squadron

Formation Flying. To begin with, Formation Flying is the key
to success of any squadron on the front; this applied to all kinds
of squadrons: Chasse, Bombing (day), and Observation.

Flying Formation with Chasse Machines differs in many ways
to other types. To begin with, you may be flying, say, a Nieuport
where you can only fly at full speed and one machine may be
faster than the others, that pilot has to S more to keep in
place. The fact is every pilot has to S a certain amount in order
to keep his correct position. It also takes a lot of practice to
keep formation and at the same time be able at all times to look
around in the air for enemy airplanes and also on the greund to
try and observe for information which may be valuable for our
use. In being able to do all this, it not only takes practice and
experience, but a patrol leader who sees everything and can use
his head at all times. If a patrol leader does not have these
qualifications, he cannot keep his patrol together, cannot
maneuver for best position of attack and most likely will be
attacked by enemy airplanes and suffer heavy losses. Before going
on patrol, you must always have a deputy leader with equal
experience in case the leader drops out. From experience,
enemy airplanes will not attack if you are in formation whether
you have an equal number of machines or not. Formations in
chasse machines does not mean flying wing to wing but about
200 yards above and 100 yards back of the pilot in front, this
distance giving you room enough to maneuver in case of being
attacked or attacking. ’

Method of Attack. First, patrol leader should maneuver to get
all his patrol in formation. (This should only be necessary when
you have a new pilot .or a pilot with something wrong with his
motor.) Always maneuver to get the sun at your back if possible.
When attacking, always attack in formation, but all machines
must not go down into the fight. Always have at least two
machines above in case there are more enemy airplanes around,

Q-?q
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to prevent them from diving on your tail, and you always find
that upon attacking or being attacked the enemy airplanes try to
climb above you and get on your tail, So by having two above,
you will not have to worry 'so much about your tail. The average
fight lasts from 2 to 5 minutes. When you break off, getinto

formation as quickly as possible and prepare for another attack
or move towards home, as the patrol leader deems fit. Always
have some point where you can rendezvous. (This is in case a
pilot loses his formation.) One of the strongest points that all
young pilots should have beaten into their heads (I use the word
beaten because it is just about what you have to do) is never
leave a formation or attack unless the patrol leader signals you
or leads the attack himself. I can’t emphasize this point too
strongly because in my squadron 50 percent of our casualties

were caused by pilots either losing their heads or. leaving a patrol
and going off alone. They may get away with it for a while, but

sooner or-later ‘they will be missing.

At the beginning | spoke of the Nieuport 28 machine, because
it has the rotary motor and is the hardest to fly formation with
because you can't regulate your speed, but those with stationary
motors, formation flying is easier because of not having to S so
much, but you always should do a certain amount in order to
know what is around. In closing I'll say, never take anything for
granted, trust no planes till you are positive what they are, and
by all means follow your leader in all cases whether you think he
is doing the right or wrong.

04—

Maj. George E. A. Reinburg
C.0. 2d Day Bombardment Group

The 2d Day Bombardment Group which was organized on 1
November 1918, was Reinburg's first Air Service command at
the front. Aaalgned to the Second Army, the group had two DH-
4 squadrons, the 100th and the 183d, ready for operationg by 9

. November, but bad weather prevented them from flying any

bombing missions before the Armistice. Reinburg's “Lessons
Learned from the War in Aviation” was submitted with the
group’s history just before Christmas 1918,

A. Aeroplanes.
1. Types. The war has shown that there is no universal or
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former including both visual and raphic reconnaissance.
Pursuit and “Strafing” units were w development of the
present war, the former. bemg used ‘against enemy an'planes, and
the latter against ground roops. B

4, Limitations of Aviation in Warfar The prmcmal limitation
of the aviator lies in his inability- to conceal himself from the

_‘ground troops hence the latter are always forewarned of his
s g; ce. Another limitation (especially in- observation and

mbing) lies in the difficulty of picking cut the finer details of

: "'yvthe ground landscape from a height, and especially in cloudy or
" hazy weather. For photographic work the weather of France is
i very aduerse, except for a couple of months m the summer

o ' B, ‘Essential Requirements of a Succesaful Dav Bombing Plane

1. Good visibility. Speed being but a miner:congideration if a

. _plane can be flown well in a tight formation and-inasriich as no
.. bombing plane can hope to run away from pursuit planes, its
. defensive power lies. in: the f the: form Good
.o visibility is necessary
rrwchines can fight off d

e

, ) ‘planes

2. Carrying capacity.’ Nofﬁay“.%mbmgf lane that cannot -
carry five hundred pounds of bombs is worth calling a Bombmg
plane. If less than this is carried the Pursuit and Observation
type of plane can as easily do the work.

3. A Wide Fuel Range. To bomb behind the range of
present day artillery and to reach strategic rail-heads, not less
than four hours of fuel should be carried by each plane. If
tactical bombing is desired the same planes can do the work,
carrying less fuel and more bombs. By Tactical Bombing is
meant Battle Field Bombing.

4. Great ng Spread Unless this is maintained for bombing
planes difficulty is found in maintaining a tight formation at high
altitudes, for the plane must be stalled thru the air with its heavy
load of bombs.

5. Detachable or Protected Fuel Tanks. Inasmuch as a
bombing formation does a great deal of defensive fighting and’
has limited maneuvering ability this seems absolutely necessary. It
has been found practical.

-6. No Exposed Controls. They are very apt to be shot away
by the observer while attempting to shoot under his tail.

7. Armored Pilots Seat. Many occasions have shown this to
be responsible for the safe return of the plane.

8. Universal Bomb Racks.. Bomb racks should accommodate
any size of bombs for the same total aggregate weight. This is
very important as object bombs are practically worthless against
troops and shrapnel bombs are useless against railheads,
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factories, etc.

9. Both pilot and observer should be as comfortable as
possible. Four hours of flying is wearisome at the best and the
best work is not done by a wornout man.

C. Why the De Haviland, Liberty Four, is a Poor Airplane for
Day Bombardment.

1. It is not fast at great altitudes with a full load of bombs.

2. For a bombing plane it carries to any altitude an inferior
quantity of bombs.

3. The fuel tank placed between the pilot and observer is
the target of every pursuit plane that attacks it.

4. The fuel tank is unprotected, works by pressure and
explodes when shot up.

5. When a bad landing is made or the plane crashes the
tank leaves its bedding, having nothing to keep it there, and
crushes the pilot against the motor.

6. The pilot and observer are too far apart. Team work is
necessary in a bombing plane and-is impossible in this type.
Speaking tubes help some but are not the remedy for this
situation.

7. The observer’s cockpit is too low and the seat and belt
provided are useless for active fighting. Any observer finds great
difficulty in swinging Twm Lewis guns-in the blast 6f a Liberty
tractor.

8. The controls are exposed and liable to be shot away by
even a careful and conservative observer.

9. The arrangements for the throttle and switch are badly
placed. They should be on the same side, thus making it
uhnecessary for the pilot to change hands on the stick while
landing.

10. The engine bed is weak. ,

11. The tail is weak and must be braced. Bracing is never as
reliable as substantial construction in the making.

12. The king posts on the elevator are weak and no wires
(on the white ships) run from the king post to the trailing edge
of the elevator.

13. The plane is blind both from the pilot’s and observer’s
standpoint.

14. The Liberty motor is too heavy and powerful for the De
Haviland 4. Anyone who has flown one can tell this by the
vibration of the machine under full power.

15. The rubber connection on the gasoline line runnmg
parallel to the exhaust becomes heated and so works loose. This
causes a flood of gasoline over the exhaust and a resultant plane
burned in the air. Have seen this happen on the ground.
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ordinary altitude of 10,000 feet with 600 pounds of bombs, an
armored seat for the pilot, twin Lewis guns, 6 drums of
ammunition and the regulation front gun and ammunition.

3. The fuel system is divided into two tanks, the lower of
which can easily be dropped in case of fire, and the upper so
protected that it is very rarely set on fire. These tanks are in
front of the pilot and do not tend to crush him in case of a
crash.

4. Pilot and observer are close together so that conversation
is easily carried on.

5. The observer’s cockpit is deep so that the guns are easily
swung and the observer requires no. belt.

6. No controls are exposed.

7. The throttle arrangements are conveniently situated and
excellent for the pilot.

8. The engine bed is strong. In our experience we have
never seen the engine leave its bed in a Breguet crash.

9. The metal fuselage is strong, so that the plane does not
get out of line easily. Have seen a longeron entirely shot away
and the plane return safely.

10. Both pilot and observer have good visibility enabling good
formation work and protection.

11. The entire floor of the fuselage can easily be opened thus
giving excellent visibility below and making practical an accurate
bomb sight.

12. The Michelin bomb racks are adjustable to any size bomb
and still carry a full capacity load.

13. The struts cannot be shot apart by an explosive bullet.

14. From a standpoint of construction no stronger ship has
probably ever been subjected to hard active service and given
such good results.

15. We believe it possible to install a Liberty Motor in a
specially designed Breguet and as a result have a plane close to
the ideal bombing plane.

16. The present Renault Breguet carries five hours fuel in
addition to its capacity of bombs.

17. At a high altitude it is just as easy to fly as a De
Havilznd since no stalling is necessary to hold the altitude once
gained.

Note: These observations have all been substantiated by
experience and many more could be added.

E. Flying Personnel.
1. Choice of Fliers. Altho for. the most part the fliers have
been proved as excellent material, a certain proportion have
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- been somewhat below par. From observation a large proportion

of these cases have been due to the individual indifference of the
fliers in question rather than to any actual inferiority.

2. Manner of Choosing Pilots for the Front. In some cases
the best fliers have been kept at the various schools instead of
being sent to the front, with the result that when fliers were sent
out in squadrons operating at the front, some of those fliers
were apparently stigmatized as being inferior to the flying
instructors in the S.0.S. This was especially true when
promotions were given to flying instructors in the S.0.S.,
whereas at the front a flier must be given command of a
squadron before any promotions were given.

F. Operations.

. 1. Size of Formations. It has been learned that no hard and
fast rules can be laid down for the size of formations. Each unit
must regulate the size of the formation to the importance of the
mission and to the degree of resistance offered by enemy
aircraft. This proved especially true in the Chateau-Thierry, St.
Mihiel, and Argonne operations, where the enemy amassed a
large number of pursuit- flights. In a case where two formations
met, each one consisting. of planes of equal fighting power, the
advantage of the larger formation over the other is in about the
same ratio as the square of their respective numbers. Assuming
that in the first round of fire that each side downs. the same
number of opposing planes, the smaller formation has by this
time lost a bigger proportion of planes than the larger and stands
a good chance of being wiped out altogether.

2. Area of Operations. The least loss is experienced to
aviation when the enemy is fooled as to the target' chosen. If he
can guess the probable area and time of aerial attack,
arrangements will' doubtless be made for some counter attack,
but when operations cover a wider area and are constantly
shifted, his patrols must either be increased all along the line, or
he must wait for word of our planes crossing the lines before
sending up fighting planes.

In the case of an army attack when it is necessary to reach
certain objectives regardless of enemy opposition, much better
results have been gained and with a considerably smaller loss of
planes and flying personnel when extra groups have been brot in
to equalize the odds of the Air Service of the army attacking.

G. Results of Bombardment vs. Expectations.

1. Expectations of Bombardment Aviation. Due to
considerable newspaper talk it was popularly thot that bombing
aviators would bomb enemy trenches and distant objectives such
as Berlin, etc. These writers showed a lack of appreciation of the
limitations of -the planes available and of the military importance
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of the objectives thus popularly assigned.

2. Aims of Bombardment ‘Speaking. for a military .standpoint ‘

the principal aims of bombardment have been to destroy enemy
works beyond reach of artillery fire, to dtﬁperse enemy air forces,
and to undermine the morale of the ‘enerny by such hostile
demonstrations.

3. Actual Results of American Bombardment Aviation.
Resulting from the ‘bombing of prmc:pa.l enemy railroad centers,

the traffic at those stations waé so. tied up, that trains had to be

rerouted thru other channels, causing considerable inconvenience
and delay. The morale of the railfoad workers was considerably
lowered, judging from testimony recéived after the Armistice. As
a result of the bmnbmg of enemy coricentration several enemy
counter-attacks were said to have beer checked-at the outset.
During enemy retreats the bombers caused considerable
confusion along the route..Aside from' these considerations the
material damage done by bombers. during their raids was '
considerable arid has not ¢ven been calculated.

The indirect results affecting the:morale of the enemy and
our own troops can scarcely be estimated, but helped
considerably towards a successful conclusion of hostilities.

H. Relative Values of Different Objectives.

1. While it was necessary at all times to maintain a certain
amount of secrecy concerning the operations of the
bombardment squadrons, yet a more complete summary of
intelligence concerning the damage done on the various raids
could have helped out wonderfully, It was found out afterwards
that some of the raids which were listed as unsuccessful were
successful in wiping out a part of a machine gun training school
for German officers.

2. Changing Objectives Enroute. In the case of a cloud
completely obscuring the region of the objective, it was
sometimes found necessary to bomb-another objective or return
home. The leading teamn then had to judge from their limited
knowledge of the situation on the ground which course to follow.
In the course of an army attack, it was impossible to tell within
five miles of the position of the front line and unless specific
objectives were given out, the leading team would pick some
center sufficiently far from the actual front to be on the safe-
side.

L. Value of an Efficient Intelligence Section
1. Group Intelligence Office. Aside from furnishing the pilots
and observers suitable maps of the sector and maintaining up-to-
date wall maps the Group Intelligence Officer provides all
available data obtainable concerning the enemy air forces and a
full series of maps indicating the principal road and railroad
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3. Spirit of Competition. The various pilots and observers
were checked up when flying in new positions and changed
around until the formation was able to perform most efficiently.
The Intelligence Officer would suggest certain observers to fly
where they could devote a large proportion of their time to
ground observation, and those better adapted to aerial gunnery !
would practice upon the enemy planes from time to time. The
leading teams. were chosen in accordance with their value to the
squadron and not according to the ranks they held.

4. Increasing Value of Group to the Army. The Intelligence
Officer by increasing the number and value of observations made
by his group woulg enhance the value of that group to the
Army, instead of accomplishing merely a series of bombing
mlsslom, the group would act also as an observation unit, its
ability in this line being limited only by the experience of
the observers, the area covered by the bombing unit, and the
freedom of the bombing unit from enemy attack.

5. Information desired by a bombing group. All mformatlon
concerning its immediate objectives, enemy aircraft located in the
opposite sector, anti-aircraft locations, weather reports, changes
in disposition of enemy forces at the front is necessary to a
bombing group. Desirable information includes; damage done
by raids, changes in enemy transportatlon, new works, localities
of maximum activity.

Y.

Maj. George E. A. Reinburg
C.0., 2d Day Bombardment Group

. ... l.am submitting herewith such tentative changes in the
Air Service tables of organization (approved by G.H.Q.,  A.EF.,
Sept.' 8, 1918), as 1 believe to be desirable for the efficient
functioning of a Day Bombardment Group.

------------------------------------------------------------

3. It is believed that the commanding officer of a Day
Bombardment Group should be a full Colonel and that a Day
Bombardment Group should correspond in that respect to a
regimental command, as a tactical unit. It is not likely that a Day
Bombardment Wing will ever be utilized within an army and that
the day bombardment group will be the unit employed. The
tables of organization provide for 156 officers and 749 enlisted
strength (exclusive of Air Park personnel), in a day
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bombardment group command. This together with the large
property responsibility calls for a commanding officer, an active
flyer, of the rank of Colonel.

------------------------------------------------------------

6. With reference to officer personnel I.am of the opinion that
the development of bombardment aviation in. the army will

_render advisable the discontinuance of commigsioning as officers,

all pilots and observers. The British and French Air Services
have adopted the plan of using non-commissioned otﬁcers, but I
believe the most practical system for. day bombardment in the .
United States Air Service, would be to commission as officers,
flight leaders and leading observers and: to create the grade of
Pilot 1st Class, Pilot, Observer 1st Class, and Observer, with
commensurate pay for the several grades. The presence of so
many commissioned officérs in a squadron, whose military
trainipg has been subordinated to flying. training, is complicating
and tends toward relaxation of military discipline. As this is a
matter affécting policy | am not incorporating this in the table of
proposed changes. ‘

------------------------------------------------------------

8. An increase should be made in the number of non-
specialists allowed for a squadron. Experience has shown that
specialists can not at times be used for ordinary fatigue and for
duties of a nature calling for unskilled labor. | have therefore
increased the number of Privates in the squadron. . . .

—26— -

Capt. Charles L. Heater
C.O. 11th Aero Squadron

Heater, who had been placed on detached service with the
British, had served with No. 55 Squadron, a D.H.4 unit of the
Independent Force, Royal Air Force, from 1 July to 20 Septem-
ber 1918.* With a recommendation from General Trenchard,
commander of the Independent Force, Heater had been trana-
ferred to the 11th Squadron following the loss.of the squadron's
commander,-1st Lt. Thornton D. Hooper, on a bombing mis-
sion on 18 September 1918,

Command. Squadron commanders shoufd direct. operations of
own squadron, based on orders from group. They should be
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Capt. Harry T. Wood
C.0., First Army Observation Group

Wood, an observer, had served at fhe front with the 24th
Aero Squadron and later would command the squadron in the
Army of Occupation.

I strongly recommend that Aero Squadrons be made units of
great mobility and independence. I mean, a comp]ete unit in itself
in every particular.

To elaborate, Aero Squadrons during the present war were
very immobile. When moving, they had to depend on Air Park
Squadrons, which were seldom equipped to handle the
movement, or to call for transportation from an Air Depot or Air
Service Headquarters. :

Air Park Squadrons should be abolished. In their place there
should simply be salvage squadrons, and Air Depot Squadrons to
handle replacements.

The Service Squadron should be made complete. The ideal
squadron would be one with sufficient transportation to move
bag and baggage at a moment’s notice, and one which could
draw its own supplies.

There should be sufficient transportation at least to move one
flight. For instance; during: the last ten days of the war this
Group found itself suddenly one hundred kilometers behind the
line. It would have been a matter of days before we could have
moved the Group into the Zone of Advance and have been able
to operate. The same trouble was complained of by the
Commanding Officer of the First Pursuit Wing.

Some modification should be made in the present equipment.
While hangars can be moved, it is a lengthy affair. The only ‘
solution is to design some sort of tentage which can be used in
emergencies for hangars. Then if the Squadron should be there
for a protracted period, the more unwieldly hangars used at
present could be brought up and established.

Tentage should be supplied the enlisted personnel for those
men who could not sleep in emergency hangars, and for
headquarters, the officers’ mess, and the enlisted men’s mess.
Tentage was supplied here for the E.&R., Ordnance, and Supply
tents.
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In place of the present method of handling supplies through
the Air Park Squardon attached to the Group or through a
Group Supply Office, Service Squadrons should draw all their
supplies direct. In the Air Park system, it is seldom that these
units have in their stock the articles urgently needed, at least in
amount. In the Group Supply Officer system, it is a case of an
officer who could be dispensed with. It would be much better
and simpler for the Squadron Supply Officer to submit his
requisition direct than the present roundabout system. At least
there could be no cry of favoritism. In my own experience, I can
quote such a case. My crew chief requisitioned for a Wasmer
prop. The prop was obtained by the Group Supply Officer, but
instead of it being placed on my ship it was turned over to
another Squadron which always had the first call on new
material.

A service Squadron with these modifications would be of much
greater utility, and in fact the only Squadron which could be

efficient in a war of movement.

—28—

Maj. Joseph T. McNarney
Corps Air Service Commander, VI Corps

A graduate of the L).S. Military Academy in 1815, McNarney
had received his Junior Military Aviator badge at the Aviation
School at-San Diego-in April 1917. The following month he had
joined the 1st Aero Squadron at Columbus, New Mexico, and in
August 1817 he had salled with the squadron to France. He had
flown at the front as a flight commander of the 1st Squadron
before being assigned to the staff of IV Corps Observation
Group in the Toul Sector at the beginning of July 1918. After-
wards (as he indicated in the report which follows) he had com-
manded first the 1 Corps Observation Group and then the Air
Service of Ill Corps at Chateau-Thierry, IV Corps Observation
Group in the Battie of St. Mihiel, and V Corps Observation
Group in the Meuse-Argonne Campaign. He had taken com-
mand of the Air Service, VI Corps, S8econd Army on October

© 1918,

-------------------------------------------------------------

1. I have been the Commanding Ofﬁcér of the 1st, 3rd, 4th,
5th and 6th Corps Observation Groups and in each case during
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their first large scale offensive action.

2. Liaison. Without constant and efficient liaison with the units
for which the Observation is working, nothing worth while can
be accomplished.

(a) Liaison with Corps and Division Staffs.

(1) Corps. Liaison with the Corps Staff is comparatively
simple, and in nearly every case has been very good, except that
there is a tendency to neglect the Corps Artillery Commander,
the liaison with the artillery being all accomplished through
subordinate commanders. In many cases, especially with new
divisions, it has been very difficult to get fugitive target batteries
assigned,and in many cases each battery commander will insist
on his own method of adjustment. | believe that in every case if
properly presented by the C.A.S.C. the Corps Artillery
Commander will, if necessary, order the fugitive target batteries
assigned, and a uniform method for adjustment put in force
throughout the entire Corps. It is also very necessary that the
C.AS.C. be in such close touch with Corps and Division Staffs,
and the general operations of the Divisions, Corps, and the
Army, that when called upon to write an annex to Corps Field
Orders, he can write one which will not only be in proper form,
but which will provide for the proper use of the Air Service by
all branches. If the Corps finds it necessary to send your annex
back for revision two or three times a very bad impression is
made with a resulting loss of confidence in the Air Service. This
is a small but very important point.

(2) Division. It has been the general practice both of
C.AS.C.’s and Group Commanders to leave the liaison with the
Divisions almost entirely to Squadron Officers. This is a great
mistake. During active operations Staff Officers are usually
overworked and quick tempered from lack of sleep and a 1st
Lieutenant will often not even be received and seldom listened
to, while a field officer, especially if he be a regular, will always
be given an opportunity to make suggestions and explanations.

Again very few of our Division Staff Officers had any
conception of the use of the Air Service and did not know what
we could do for them or what was impossible. During the
operations of the 1st Corps at Chateau Thierry neither the Air
Service or the line knew just what they could do. We had never
been in active operations, liaison was poor and until the last
week of the operation no attempt at liaison with divisions other
than an occasional visit of the Squadron Commanders was
made. Consequently very little work of any value was
accomplished, the Air Service executed a great number of
missions, with very severe losses, but due to the lack of proper
ground liaison, and communications the work had little value
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other than educational.

In"order to give the divisions the full benefit of the Air
Service it will nearly always be found necessary to suggest how
the Air Service should be used. In case Field Orders are
prepared a sufficient length of time before the impending
operations it is desirable that the C.A.S.C. or Group
Commander after consultation with Division G-3 write the Air
Service annex to the Division F.O. using your Corps Annex as a
base, but going more into detail. This will be found to be a great
help especially for the first time. For the St. Mihiel offensive I
wrote the annexes for both the 42nd and the 89th Divisions.
They were very grateful as they said they had no idea as to
what the Air Service could do.

In connection with liaison with the division I wish to state,
that I believe that squadrons should be assigned permanently to
a single division. The personnel come to know each other and
trust each other, how each one works. After a division has been
pleased with the work of a squadron small difficulties and
misunderstandings are easily cleared, staffs are always ready to
listen, and the work steadily improves. This was very clearly
demonstrated to me before and after the St. Mihiel offensive.
Before the offensive the 1st Division had success with the C.42
French Squadron and was willing to cooperate with the 8th. The
42nd Division had had very poor work from a French Squadron,
and said they were still open to conviction but didn’t think the
Air Service was any good. The 89th had had no experience
except in Sector warfare and didn’t know. Afterwards the 1st
said when they moved they would request that the 8th go with
them, the 42nd said they considered the 90th as a part of the
family, and the 89th had the Division insignia placed on the
planes of the 135th to show that they belonged to them. The
change in the way the Division received the Air Service officers
is significant. Before you waited for an audience, stood up while
there, and never got an invitation to a meal. Afterwards you
were immediately received, invited to sit' down, pressed to stay
for a meal, and always asked to drop in any time. Difficulties in
liaison disappeared as if by magic, they were willing to try
anything you suggested, but unfortunately the divisions moved
and the Squadrons went to other divisions. In my. opinion the
Service would be benefited if squadrons, as far as possible, were
kept with the same divisions even though it necessitated the
squadron changing Corps often.

3. Education of Line Units. Except in a few of the older
divisions, our line troops have no conception of the use of the
Air Service

(a) Staffs. As I have stated it is very necessary to suggest to
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by Liaison Schools at the Airdrome. . .constant participation in
manouevers, and talking to Junior Officers.

4. Communications. Too much stress cannot be laid upon the
necessity for keeping up communications from the airdrome to
Corps and Division headquarters. In every case after an advance
telephonic communications break down with the division and
often with the Corps and the only thing left is courier and radio.
Courier messages take often 24 hours for delivery, and then the
wireless is the last resort.

The operators furnished the Air Service are not sufficiently
trained and there are not enough of them. All messages are in
code and excellent operators are required to take them
correctly. In every group I have been it has been necessary to
comb the squadrons for operators, the results have been very
poor. In several cases | have had important messages come in
and when decoded did not make sense, by the time they had
been repeated the requests for work would often be from four to
six hours too late.

In every case Division Commanders, Air Service Liaison
Officers and Group Commanders have failed to make sufficient
use of the Radio, and nearly always failed to take into account
that an average of two hours is necessary to get a message
through. Not enough use has been made of advanced landing
grounds. When communication is bad the surest and quickest
way is dropped messages. This will always work from Groups to
Divisions, but necessitates an advanced field from Division to
Group.

When communications are poor and the Group has been left
behind the use of an advanced and a base field becomes
imperative. This phase of the move has been almost entirely
neglected by the American Air Service. A detailed account of
how relations between Corps, Division, advanced, and rear field
should be coordinated is too long to be gone into in this
statement. It will suffice to say that the Group Commander,
B.1.O. and photo section with a radio outfit should be pushed up
to within 10-15 K.M. from the front, and three individual hangars
erected. All except three ships and three teams remain at the
base field during the night and come up only 30 minutes to an
hour before scheduled missions. This is equally valuable in case
of advance or retreat, and in case of a retreat is the only way to
save much of your material.

The unequal distribution of codes, when changed, has caused
the loss of an entire day’s work in more than one case. Codes
have been changed and the Air Service received the new codes
24 hours in advance of line units, consequently the units could
not decipher messages or map references. This can be obviated
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by having codes not go into effect till a certain time well in
advance of the time the distribution is started.
5. Within the Group.

(a) In many cases not enough attention has been: paid-to
keeping up the observers room. During an advance it is very
difficult to get the information but if some one observer is
charged with it for each squadron, and if the information brought

" in by each observer as well as that obtained from the Corps and
‘Division is posted, the maps can be kept up to date. . .

(b) It has been a mistake to have the B.1.O. a ground
officer. The full information gathered by an observer can only be
drawn. from him. by ‘careful questioning, this has been the duty of
the B.L.O. A flying observer has not a great deal of confidence in

a ground officer, no:matter how well he knows his duties and

always has a secret dnsrespect for a: ground 'officer who tries to
question him. I have noticed this in many cases, especially during
very active operations, and have often taken over the cross
examination of the observer myself. ,

(c) Group Commanders. Group ‘Commanders have been too
prone to-occupy themselves only with administration and
technical questions. It is a prime essential: of a good Group
Commander that during active operations. he spend his entire
time from daylight till dark in the observers room, and that he
occupy himself with tactical questions only. To question every

*. observer and keep himself informed at all-times of every bit of

information that comes in. Only by this keepmg in touch with
events will he be_.able to get the full efﬂcxency from his Group.

. He must decide whether or not conditions warrant sending out

missions in very unfavorable weather, what information should be
checked, .[ahd what] additional missions ordered. He must take
the initiative ‘and not wait for requests from Corps and Division.
After two or three days of hard work with losses he will find the
morale of his ﬂlers lowered, he should then fly himself on the
dayhght missions and he must compliment every observer and pilot
who does good work. He must personally see that pilots and
observers go, to bed early ‘and do not sit up all hours of the

~ night gambling. Work will fall off 25% if pilots and observers do

not get proper rest.

6. Dropped Messages. Enough attentlon is not paid to proper
instruction of observers in writing clear and concise messages.
Often very valuable information has been lost due to failure to
write messages properly. A good illustration follows:

A Corps plane of command went out to locate if possible any
bridges over the Vesle which had not been destroyed. The
mission was accomplished and the following message dropped.
“Three good brldges over the Vesle.” The entlre value of the
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ground and forced down in No Man’s Land. Both Curry and
his pilot, 1st Lt. L. L. Smart of the 135th Aero Squadron, had
managed to make their way safely to the Allied trenches. On
another flight, on 3 November, Curry and his pilot, along with
pilot and observer of another DH-4 of the 168th Squadron, had
been credited with the destruction of a German balloon.

. . . submit herewith the following suggestions, all pertaining
entirely to my experience in the Second Army. . . .

Organizational. . . .

The Corps Air Service Commander and the Commander of
the Observation Group attached to the Corps should be one
and same person. The Corps Air Service Commander, in order
to efficiently do his work must be in close relation with the
working of his Group, which he can only be by being in direct
command of that Group.

Wing Commander Army Observation Group should be
abolished. He exercises no useful function and is only an extra
Jink to slow up work. This is the opinion of all Observation
Group Commanding Officers with whom | have talked.

There is a constant tendency for the work done by the
Operations and Information Sections to overlap where there was
no clearly defined line. Close liaison is needed between these
sections but the work should be clearly differentiated. Operations
confining itself to strictly operations work, statistical, tactical,
planning, training, etc., while the information should closely follow
the lines of G-2. All information covered by the Air Service and
its photo missions, etc., the sending of these missions and
reporting of same should come directly under the Air Service
Information Section and not under G-2 as at present.

Reports. Strong tendency to place too much value on certain
reports which are necessarily routine. The Operations report
would on an active day require the services of too many
members of, and would occupy too much time of the Operations
Section, it being featured to the exclusion of everything else
while in reality it is a routine report and should never be allowed
to interfere with constructive planning, The time of rendering the
Operations report should be from noon as in the rest of the
services and not from daylight to dusk as in the Air Service.
Due to the time of the reports not coinciding there was always a
possibility of error in reading the operations report of the Army
and the Operations report of the Air Service.

Liaison. The necessity of close liaison between the Air Service
and ground troops and between different Air Service Units was
extremely evident. The needs of liaison were met in the Second
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Army by the establishment of Corps Liaison Schools where
details from the different divisions of the Army were given a

short course of instruction in Aviation, its possibilities, limitations,
infantry liaison work, etc., while Observers and Pilots from the
different Observation Squadrons were sent to the different
Brigades and Regiments for short periods of time, there to learn
what the ground troops had to do.

—30—

Capt. Stephen H. Noyes
C.0., Corps Observation Group, First Armys

Noyes had commanded the 12ch Aero Squadron at the front
from 1 June until 24 October 1918, when he left to take com-
mand of V Corps Observation Group.

This report expresses the opinion of the undersigned on the
most important points of criticism regarding Corps Observation,
Air Service, under conditions that existed during the latter part
of the present war—i.e., troops in open warfare practically
untrained in the use of Air Service and artillery little accustomed
to adjustment by airplane.

Army Corps, C.A.S.

The Chief of the Air Service of an Army Corps should be an
officer who knows the difficulties of certain types of missions; he
should be throughly in sympathy with the work of pilots and
observers by personal experience as such; he should have a
prestige that commands the respect of those that do the work
he assigns, otherwise the work will be done half-heartedly or not
at all, as the opportunity to find trouble with the weather or
motor are far too easily found; the pilot and observer ordered
out should know that the order came from one who realized the
possibilities of being outnumbered by the enemy, the risk of
storms, the chances of motor failure, but who knew that the risk
was justified by the possibility of a successful mission. If the
C.A.S. is the proper kind, the average pilot and observer will not
only do what they are told but endeavor to do more.

With one or possibly two exceptions, the undersigned knows
of no C.A.S. of a Corps who ever seriously flew over the lines.
Officers were promoted to these positions at first, when our Air
Service first started functioning, for their knowledge and previous
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training in military organizations (which of course was entirely
proper), but were kept there later on when other officers with
the actual experience in aerial warfare became available. The
truth in this connection is that there have been many officers of
the rank higher than any attainable by the original reserve
officers for whose opinion pilots and observers who did actual
flying soon learned to have no respect. The result was that the
squadron C.0.’s were continually searching for excuses in the
weather for the failure to carry out the daily program that would
have quickly washed out their squadrons without a commensurate
result. The continued failure of the Air Service to do the
impossible resulted in dissatisfaction of divisions with their
squadrons. Examples of orders emanating from the office of the
C.AS,, Army Corps:

1. “Reconnaissance planes continually over the lines the
hours of daylight” (16 hours) or say 20 sorties for 10 protected
missions of two planes each—this is about double the number of
Salmson airplanes that can be sent out day after day out of a
squadron that will average 15 planes available.

2. “Infantry contact missions, dawn, noon, and evening.” An
infantry contact mission is the most difficult and dangerous flight
made. The type of pilot and observer that can successfully find
the frontlines when the infantry is poorly trained is so
uncommon that a squadron would be fortunate to have one
quarter of its personnel available for this kind of duty; it takes a
long time to train a new man; therefore, the squadron should be
called on for this kind of work at the time only when it is
imperative to know where the advanced elements are and only
when every other means of liaison with those lines, has failed.

To call for such missions by schedule from the day before is to

be ignorant of this fundamental principle and is a useless

sacrifice of officers; when called for, even when the troops are

not advancing, as it has been is simply to invite the squadron

C.O. refusal under any pretext he happens to be able to think

[of] at the time. This matter of excuses for failure to send out
missions has, in some cases, made the Air Service appear
ridiculous; bad weather and heavy fields are two which are most
used [by] C.0.’s who lack imagination; the former should be

used with care as the Boche may be flying, the latter is,

therefore, better although in truth the slight additional danger
(except to the propeller) in taking off on a muddy field is

negligible. The superior officer who gives direct orders to a
squadron should be one who knows the difficulties of a mission,
who is familiar with the internal condition of the squadron, who
will give the order only when the chance for fulfillment is at least
fair and justified by conditions, and then who will listen to no
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Headquarters, and he had telephoned (by instructions) to the
C.A.S. Corps, and the clerk or adjutant had relayed the message
to the Group, who in turn passed the order to the squadron,
the meaning of the original message was usually garbled beyond

. ' understanding. Officers consequently never know whether their
mission was important or even necessary.

The Group

In grouping squadrons, the individuality of the squadrons
should be emphasized and not the Group. There are occasions
when it is important that squadrons cooperate, but it is not one
of the essentials. Were it not that a Group -operation officer,
responsible for the dissemination of knowledge of the units
adjacent to the one a squadron directly works with, is a help
(not an essential), the ideal condition for a Divisional squadron is
to be alone; here the esprit of a squadron is best fostered, its.
initiative developed, and interest in its work advanced; if, in
addition a direct liaison with the C. of S. of the Division
(properly advised by the squadron liaison officer) is furnished, the
Divisional squadron stands under the best advantage for its
usefulness and development.

When squadrons are grouped, it is of course necessary to
have a Group Headquarters, to take care of camp work,
common to all units on the post; it can be of service in the
matter of supplies, transportation, and can promote cooperation.
of squadrons in their work when the occasion arises, but the
Group C.O. should suppress his authority as much as possible,
issuing as few orders as possible instead of as many as possible.
Orders to properly working squadrons for missions over the
lines should never emanate from a Group Headquarters, neither
should these Headquarters be a channel through which orders
come. '

Source of Orders

: The officer to give orders to a Divisional squadron is the
Divisional C. of S. or his assistant. A means of direct
communication with the squadron C.O. is the great essential, so
that a clear understanding of the importance of the mission can
be gained and so no time will be lost in transmission; the C. of
S. should be told what the internal condition of the squadron is
at the time (reports are valueless) so that he may realize that if
he calls for a mission at one time, he may have to do without
an airplane later. The C. of S. may lay the situation before the
squadron C.O. and, the latter being an expert in such matters,
may advise the C. of S. what he can do for him; if he knows
the needs of the troops for an airplane he will know whether or
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and what to look for especially; on its return, the C. of S. could
talk directly with the observer, clarifying his dropped message,
and questioning him on points not therein mentioned; pilots and
observers would thereby appreciate more fully the value of their
work, with the obvious results. For example, a squadron C.O.
made it a practice whenever possible to send the observer
immediately on his return from a mission up to Divisional
Headquarters; it was found that G. 2 or G. 3 always asked
questions, but the most important result was that the observer
learned to see the value of his work and what was important to
report and what irrelevant (the observer gets no training in this
important branch of observation at schools). '
The Squadron

To command a squadron so that it functions with average
efficiency is a simple matter for an officer accustomed to
command men. To run a squadron efficiently, however, during
open warfare, demands, primarily a C.O. who takes an active

" part in flying; in this way only can the C.O. expect the pilots

and observers to do their missions to the best of their ability,
and in this way only will he himself be able to talk intelligently of
what is going on at the front to higher commanders. He can
leave the details of operation to his operations officer, but the
C.O. with his broader knowledge of the conditions of the
squadron will have to modify operations to the squadron
resources. If the C.O. does not (as he commonly cannot) take
his turn in routine flying, he should hold himself prepared to fly
a mission when a specially difficult one is called for. A C.O. who
has earned the suspicion of dodging danger behind his rank
should be summarily relieved from his duties. No amount of
military discipline among the enlisted personnel which calls simply
for an obedience to orders will be sufficient in a squadron if
results are to be obtained. To develop a squadron whose
mechanics will work night after night on motors so that they will
be ready in the morning for a flight, and to do this to the
absolute limit of their knowledge and ability can only be’
accomplished by fostering their pride in their organizations. Close
order infantry drill does not go far enough in this direction. The
emphasizing always of the squadron as the unit (as opposed to
the Group, for example) the provision of letter paper with a
good squadron insignia, a squadron baseball and football team,
squadron guidon, and a special squadron chevron are among
some of the things that would help in this direction. Experience
shows that the factor that most commonly limits the resources
of a squadron as far as sending missions over the lines goes, is
the number of planes that will run without motor failure;
conscientious mechanics who can keep up their planes are the
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direct issue in this respect.

A C.0. who takes an intense interest in the work his
squadron is doing and can impart some of his enthusiasm to his
pilots and observers, raises the value of every mission in direct
proportion. A not unusual attitude in squadron C.Q.’s has been
to hold on to pilots and observers whose ability and experience
justifies their appointments to command other newly formed
units. This prevents a normal, healthy promotion in responsibility
of all officers and soon reacts on the esprit of the squadron (to
say nothing of the harm to the Service as a whole). Recognition
and reward should follow meritorious service—above all in the
case of squadrons in open warfare, where the officers and
enlisted personnel must be kept at top pitch. In this connection,
the undersigned, is of the opinion that decorations such as the
D.S.C., are an incentive to greater effort on the part of pilots
and observers, and that if properly awarded are for the good of
the service; but that the way they have been given out has done
more harm than good. Too long a time has always elapsed
between the action and the reward, and the recommendations
for decoration have not been kept sufficiently secret; too much
has depended on how the recommendation had been written. -

Another common mistake that squadron C.0.’s make is the
ordering out of as many planes as possible each day, in order to
make a good showing on their reports. It should be their attitude
to send out as few planes as possible, compatible with
achievements of the result; nothing but a reasonable chance of
success in their mission justifies flying during open warfare. The
C.O. will find that with a month of open warfare expected ahead
and the usual call on its services as made by an American
Division he should start with about the following: six experienced
teams (pilot and observer) who can conduct an infantry contact
mission, two good photographic teams, four good teams
experienced especially in artillery adjustment. The rest can be
inexperienced teams, in training for one of the specialties, but
still useful only for protection. With the supply of replacements
as it was during the latter part of the present war, a squadron
could keep up its work day after day for a month or 5 weeks.
At the end of that time, the mechanics would creep into their
work with a consequent loss of confidence of pilots in their
motors; moreover the older observers and pilots would be
nervously exhausted—such men are easy marks for the Boche—
and the work of the squadron as a whole rapidly deteriorates.

Liaison Officers
Ignorance of the use of airplane has marked the attitude of the
line troops toward the Air Service. To counteract this an
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Organizations of the Air Service as affecting the supply of
pilots and observers has been one of the handicaps under which
observation has worked. The lack of recognition of the ability of
some (particularly observers) has been a gross injustice.
Example: The two best observation squadrons that have been in
the First Army have for operations officers, 2nd lieutenants who
have proved by their efficiency the propriety of their
appointments as such in spite of this handicap.

No matter how simple it was to get rid of unsuitable pilots and
observers, according to higher command, it has been found that
their relief from duty with a squadron was a matter of the
greatest difficulty—this has resulted in officers, who could not be
used over the lines, being recommended for positions in schools,
when names were called for by higher commanders.

31—

Capt. Stephen H. Noyes
" C.0., Corps Observation Group, First Army

Herewith a collection of notes and extracts from squadron
orders bearing on the subject of biplace fighting, gotten together
by the undersigned as a result of his experience and that of
others on the front during a period of 8 months activity.

1. It must be remembered that a bi-place observation machine
is always on a mission to bring back information and never to
provoke a fight. »

2. The Boche is (either by nature, or because he is under
strict orders) a coward; he will seldom attack unless he thinks
he will surprise you. A patrol say six or seven Boche will
probably never carry on attack against one good double-seater
(such as a Spad or Salmson) which is on the alert, to a finish.
Each machine more likely will simply fire a burst from long range
and turn away. Therefore, the cardinal principle of bi-place
defense is to be constantly watching the air.

(a) Watch beneath your machine as well as above. Some of
the new Boche planes have unexpected climbing ability; and are
able to approach from below.

(b) Remain on the alert until safely home—it was by waiting
until an enemy plane was near its airdrome and the observer
entirely off his guard that one of our best chasse pilots got the
majority of his bi-place victims.

3. If approached by a Boche patrol, try out your guns
immediately. This shows him that you are alert and perhaps he
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will turn away far out of range to await a more favorable
opportunity, giving you added chance to fulfill your mission. If he
comes close in, fire bursts of two or three shots when he is still
at long range, increasing the number of shots in a burst as the
target approaches, always shoot on whatever plane in the patrol
is shooting at you at the time being and let nearer and better
chances to down a plane go by; shooting at the Boche usually
makes him stop shooting at you.

4, Save ammunition; in the excitement of a fight you will fire
two or three times as often as you estimate.

5. A very common trick of the Boche is to distract your
attention with a small patrol which he hopes you will keep
constantly watching, and have, by prearrangement, another single
plane (or patrol) attack you from the direction of the Sun.
Therefore, if you see Boche look for another Boche.

6. The pilot and observer should be in perfect accord, and this
cannot be the case unless they practically always fly together.
From the point of view of aerial combat, the necessity of
teamwork, is most imperative; simple signals to suit their fancy
should be prearranged (such as tap on the pilots head to mean
“Boch e”)'

7. When attacked by a single Boche (or patrol) seek the safety
of your own lines at low altitude; you are perfectly (?) safe at
500 meters near a balloon defense battery.

(a) If suddenly attacked over the lines the pilot must
immediately start down in an irregular spiral say banking about
25, and descending say 15. This will continue making yourself a
shifting, difficult, target and still be a stable platform for the
observer to shoot from while still making it hard for the Boche
to keep under your tail where the observer cannot shoot him.

(b) If suddenly attacked beyond your lines bank immediately
then maneuver down towards your own lines keeping the Boche
always where the observer can shoot.

- (c) If the pilot can maneuver to keep the Boche (this applies
to single seater or patrols attacking) so that the observer need
never shoot eéxcept in the two rear quadrants of fire and have
his guns point a little up it will be found that the observer can
shoot better and the pilot follow the position of attacking planes
better. In order to preserve the principle of making yourself a
difficult target, the pilot can swerve from. one bank to the other
placing the attacking planes first in one quadrant and then in the
other, making this turn when the observer is not shooting for the
time being; this shifting of turns is a delicate proposition
however, as while it is taking place the tail for a moment will
blind the target, and what’s more the observer must change the
position of his guns or the turelle.
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friendly plane of the approach of a Boche by shooting two bursts
of shrapnel, which gives white clouds of smoke, in front of you.

12. In ordinary flight the observer’s guns will be carried on
right side of fuselage pointing back and up. This should be
constant practice in a squadron.

13. Turelle elastics should be loosened at all times, when plane
is not in flight.

14. Lewis machine gun ammunition drums of 97 cartridges are
found to be the most practical.

—32—

Capt. John Gilbert Winant
C.0., 8th Aero Squadron

Winant, who had been a member of the New Hampshire
House of Representatives before the war and who later would
be governor of his state and U.S. ambassador to Great Britain,
had enlisted in the U.S. Army in Paris in 1917. Later he had been
commissioned and had flown at the front with the 1st Aero
Squadron before being transferred to the 8th Squadron in July
1918. Winant had commanded the 8th, which flew DH-4 Liberty
airplanes, during the Battle of St. Mihiel and in the Meuse-
Argonne Campaign.

1. . . . the few practical suggestions that are here submitted
might lessen some of the present difficulties and dangers
encountered in D-H 4 Observation Squadrons serving on the
front.2. ‘

2. The first D-H 4 aeroplanes sent to the front were provided
with one oil tank. This supply of oil was not sufficient. The
shortage was done away with by the use of a second tank of
equal size. All new machines coming to the front are so
equipped. It would be a simple matter to make this change, if
the oil tanks and brackets were supplied. These have not been
furnished this Squadron.

3. Because of enemy planes, it is necessary to fly “close
formation” on photographic missions. The upper plane in the
American D-H 4 blinds the Pilot and prevents such formations.
By removing the Norris® tank an opening can be made over the
Pilot’s head which would give good visibility. If this is done it is
necessary to substitute for the Norris tank the British stream-
lined gravity tank, placed under the right or left upper wing,
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depending on the talk [?] of motor. These tanks should be
furnished.

4. At present it is impossible to obtain the necessary number
of different sized carburetor jets to make a fine adjustment of
gas flow. This stops the use of the compensator and reduces the
maximum flying time at high altitudes, one hour or more.
Request that Squadrons at the front be supplied with these jets.

5. The only two planes of this Squadron shot thru the main
tank, both fell in flames. A large tank under pressure is
dangerous. Lieut of Colombey-les-Belles gave me a British
Selsdon to use for experimental purposes. This pump has been
successfully installed in the main tank of one of our planes. It
displaces the old pressure system by a suction system (however
we have retained intact the pressure system so that it can be
used as an emergency reserve, the shift from the one system to
the other is accomplished by simply turning a petcock.) If
Selsdon pumps could be provided for all D-H 4 planes on the
front, [ believe the number of these planes brought down in
flames would be cut in two.

6. The most serious defect of the D-H 4 as an Observation
aeroplane is the distance between the Pilot and the Observer.
This difficulty has in part been done away with by the
Interphone. The supply of these phones has been limited—many
planes have not got them. Successful cooperation between a
Pilot and an Observer in a D-H 4 without one is almost
impossible.

7. The pressure from the wind stream is very great in this
type of aeroplane. An improved windshield would enable the
Observer to do better work.

The British rudder with the 2 extra arms is an improvement
on the one used by us. '

33—

1st Lt. Robert C. Paradise
C.0., 12th Aero Squadron

Paradise had joined the 12th Squadron on 25 June 1918 and
had succeeded Stephen Noyes as squadron commander on 25
October.

Suggestions and recommendations from Squadron Commander:
1. That Squadron Commander be grade of major. A
commander of an Observation Squadron has 42 officers under
him and often these officers are his senior in rank. To command

’
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in working with airplanes has been the cause of many
unsuccessful missions. Suggest that an aerial observer of some
experience be attached or assigned to the Division staff as a
permanent member of the staff, his duty to take charge of all
operations and liaison between a Division and the Air Service.
(4) Recommend that all pilots before being assigned to an
observation squadron be given a course in observation, thereby
eliminating much time in doing a mission over the front. In this
way, a pilot will know how to fly so that the observer can
accomplish his mission in less time and with better results.

—35—

Capt. Clearton H. Reynolds
C.0., 104th Aero Squadron

Reynolds had been the first pilot assigned to the 91st Aero
Squadron after the squadron’s arrival in France late in 1917. He
had served temporarily in January and February 1918 as com-
mander of the 91st and later as its adjutant. When the 91st had
begun operations at the front in June with Salmson 2 aircraft,
Reynolds had become leader of the squadron’s first flight. Re-
assigned on 26 July, Reynolds had commanded the 104th in the
Battle of St. Mihiel and the Meuse-Argonne Campaign.

1. It is my belief from experience, that Infantry Contact work
as performed by an Observation Squadron has not been as
efficient and successful as the needs of the service demands. The
chief difficulty seems to have been in getting line troops to
properly designate their front line when called upon. This may
have been due to faults in the present system, or to lack of
proper training and co-ordination between the line and aviation
units. | would personally like to see the following experiment
tried. Believing that a good pilot desiring to become something
more than a chauffeur for an Observer, can with proper training
do nearly as much observation on infantry contact work. Use an
aeroplane like the Salmson equipped with a high horsepowered
motor of small horizontal surface, and place the pilot’s cockpit
back of the wings to offer greater visibility, and armor the motor,
gas tank, and pilot’s seat with a weight of armor equivalent to
the weight of the Observer, extra guns and ammunition done
away with. This plane should fly very close to the ground. The
pilot would indicate on a map in front of him the position of the
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—36—

Capt. Clearton H. Reynolds
C.0., 104th Aero Squadron

Recommendations:

1. That the present inefficiencies in Infantry Contact work, due
to inability of observers to get Infantry to respond to signals to
locate their lines and to lack of coordination between the two
arms, can be improved by the use of single-seated planes, lightly
armored, in which the pilot could fly at a low. altitude over the
lines with a protection plane above him, and locate friendly
troops without the aid of panels. For this, Capt. Reynolds
suggests a plane of the Salmson type, with high-powered motor
of small horizontal surface, the pilot’s cockpit to be placed back
of the wings for greater visibility.

2. That a squadron of 18 pilots and 18 observers is too large
for Division work and that greater efficiency could be secured by
conforming to the size of squadron used in the French Army.

3. That, in order to improve coordination between observing
machines and protection pursuit planes, a small pursuit squadron
of possibly 15 planes with 10 pilots be attached to each
observation squadron.

—37—
1st Aero Squadron

1. Contact Missions. It has been found good practice to
approach the lines at near the extreme altitude at which
necessary visibility is possible, which varies with atmospheric
conditions and the character of the terrain covered. On a day of
average fair visibility in fairly open country troops can be seen in
shell holes or behind natural protection at an altitude of 300 to
400 meters. Patrols and isolated bodies of troops often fail to
catch the eye at even lower altitude. Entering at as high an
altitude as possible, it is well to nose over a bit for added speed
and cover the front to be covered, coming out at a lower
altitude. Flying a zig zag course helps to avoid machine gun fire
from the ground. It is very often necessary to fly in fogay
weather or in such poor visibility that it is necessary to fly as
low as 50 meters.

Signal rockets and pistols often fail to function but in no
circumstances should they be carelessly handled nor should
pistols be loaded beforehand. It is the practice of many
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headed operation of the camera. It is probably mare dangerous
work than other missions and the operating plane should be
heavily protected preferably by both observation and chasse
planes. Practice in flying these formations would be useful and
methods of irregular flying to avoid anti-aircraft fire while still
keeping some sort of formation.

4. Miscellaneous. A protecting or alternate plane prepared to
take over the mission should always, when possible, be
employed. The observer of this protection plane should make
note of what he can, but it must be impressed on him that his
real object is to protect. But in foggy weather protection planes
should return. Observers sent up to protect must remember that
they may do more harm than good when fog makes danger of
collision. ]

Map boards are a matter of individual taste and ingenuity.

We have found that the dropping of newspapers and cigarettes
was greatly appreciated by the Infantry and would like to see
this sort of service made general, rather than an exception.

—38—
90th Aero Squadron

1. Air Service Telephone Net. Past experience shows that the
Air Service, like the Infantry and Artillery, should have its own
telephone net connecting all groups and squadrons, chasse,
observation, and bombardment, with the office of the Chief of
Air Service and leading forward from him to the division P.C.’s
where a representative of the Flying Corps should be on duty.
At present, all communication from the front goes over already
congested Infantry and Artillery nets and is thereby rendered
very difficult at best and more often almost impossible.

2. Air Service Liaison Officers. During the last few months of
hostilities, squadrons working with divisions have assigned
observers to act as liaison officers with the division commanders,
whose duties have been to keep the squadron informed on the
situation at all times and to give as many suggestions and as
much help as possible to the unit commander with whom their
squadron was working. This is a practice which should be made
permanent and which, with the direct communication spoken of
in the preceding paragraph, will add appreciably to the results
obtained.

3. Exercises With Infantry. More exercises in which planes and
infantry can work together will tend to remedy several existing
conditions.
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There is an old saying that eternal vigilance is the price of
peace. In air work it is the price of life. One’s safety and one’s
usefulness alike demand absolutely that pilot and observer should
both be everlastingly on the lookout for enemy planes. Half the
planes brought down, one pilot ventures to suggest, are brought
down in surprise attacks, and this is probably true. It is essential
that pilot and observer practice “picking up” and reporting to
each other any planes that appear, always remembering to keep
an especially sharp watch under the tail of the machine and in
the direction of the sun; for that, above all on hazy days, is the
enemy’s best friend. He will use it if he possibly can. It is to be
remembered that all planes are enemy planes until one has been
able, by their appearance or their cocardes, to distinguish them
as friendly; and any plane that dives on one out of the sun, even
though it be an allied plane, as happened once in this squadron,
must be considered an enemy plane and so treated.

If the pilot and observer are to do satisfactory work, perfect
familiarity with one’s sector and its main features is vital—not
simply the knowledge gained by constant flying over it, but by
continuous study of maps, intelligence reports, and photographs,
made real and vivid on each trip by comparison in one’s mind .
with the sector itself. Each member of a team should keep in
touch with what the other knows, or learns from day to day,
and especially before going out on a mission the two should talk
over the important points to be observed on the trip. The pilots,
except under unusual conditions such as severe anti-craft fire,
can always give a moderate amount of attention to the ground,
and just as four eyes are better than two, so should all
information, no matter how trivial it may seem, that has been
gained on the trip be [given) to the observer on returning, to be
included in his report.

The third essential, cooperation, is the lesson which will
perhaps be the most valuable to us, in our life back in the
States, of all that we have gained from this work. It is the lesson
of our college athletics, and we can now understand better why
the authorities were so interested on that score when we applied
for enlistment in the Air Service. It is the Keystone of all
effective work. Cooperation between pilot and mechanics,
between pilot and observer, and the ordnance officer and his
men, cooperation between the different members of the individual
flights, and most important of all, between each pilot and
observer working together. These are the qualities that produce
a smoothly working whole, and get results.

Other lessons, such as the necessity of dressing warmly, for
even in midsummer it is sometimes bitter cold at 5000 meters;
and as the preparations to be made in the machine before
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From the plane’s first appearance on the front, it has been
looked upon unfavorably from the pilot’s viewpoint. Its greatest
criticism has been the lack of features of safety. The wing
construction and fuselage is admittedly weak, and pilots
undergoing instruction are warned against steep dives and
vertical virages. It has not been advisable to put the ship into
loops or subject it to any strain that is not absolutely necessary.
It is not difficult to imagine the frame of mind of the pilot over
the lines in a ship he has little faith in the construction of.

Probably the most objectionable feature is the gas tank and its
construction. There is not and has not been any covering or
safety on the tank. The French practice has been to use
asbestos and rubber so that when a bullet enters the tank in
combat, the hole is automatically sealed and no fire results. A
bullet hole in the Liberty gas tank, in most cases, has resulted in
a fire and the death of the pilot and observer. With a gas tank
unprotected, the pilot cannot possibly have the proper mental
attitude, nor can an observer properly do his work. They also
face the probability of fire in a crash in a Liberty without a
protected tank that would be greatly reduced if the tank were
properly covered as is the case in the Salmson or S.P.A.D.

There have been numerous examples of Liberties falling in
flames from the hits of “Archies” in the recent bombing raids,
and in many instances the fatal result has been attributed
directly to either the flimsy construction or the unprotected gas
tank of the Liberty plane.

41—

2d Lt. David S. Kennedy
Deputy Flight Commander
24th Aero Squadron

Criticism, adverse or favorable, of the Aviation Instruction
Schools, must be concerned chiefly with the personnel and
organization rather than with the course of instruction offered.
The latter seemed in most instances adequate and as complete
as the newness of aviation in the United States permitted.

One exception to this is that many flying students graduated
from schools in the States have been deficient in familiarity with
stunts. Apparently this was due to fear on the part of authorities
of adverse public opinion if the number of casualties from this
cause showed a marked increase. As a result many flyers were
graduated and actually sent to the front to fight without ever
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having been in a tailspin, a loop or other air maneuvers. While
these are actually little used in fighting and especially in
reconnaissance or bombardment work, nevertheless a certain
knowledge of them greatly increases the confidence of the pilot
in himself and his machine and might in many instances furnish
the reserve of morale necessary to turn a defeat in the Air into
a victory.

In many of the schools in the States stunting is forbidden. I
myself repeatedly asked for instruction in stunts at various posts
but my request was never granted. My only familiarity with them
is due accordingly to my practicing alone, out of sight of the
field, without instructions and without the sanction of the
authorities in charge. I do not regret this disregard of regulations
- and believe that my assuming of the responsibility in doing this
resulted in better service in my work at the front. It should not
be necessary for a flying student to undertake this essential part
of his training under such circumstances.

Another criticism of the training schools, and partlcularly of
the ground schools, is that undue insistence was often placed
upon subjects not essential to success as a flyer and that in
consequence the United States Army lost many good men. As
an instance, at the ground school at Cornell University, many
promising men were discharged because of failure to pass the
examination in radio telegraphy. Many of these went to Canada,
enlisted in the Royal Flying Corps and subsequently became
efficient aviators in the British service. Some of them became
well known aces.

My twelve months experience as a flyer have convinced me
that sufficient attention is not given to the physical condition of
the Aviation Student. I myself have not received a physical
examination since first enlisted in the service nearly eighteen
months ago, though in that time I have been flying constantly,
and at altitudes as high as 19,000 feet.

It is my belief that many of the accidents in training are due
to lack of proper physical attention. The senses of a student
almost exhausted or under undue fatigue do not react as rapidly
as under normal conditions. The eye is apt to misjudge the
distance from the ground, or the feel of the machine under the
control of the student is likely to be blunted. This is shown in
the fact that many students are killed by slipping off on a wing
in a turn near ground, especially when the motor has cut out or
lost power from any cause.

Skill in the co-ordination of the muscles is absolutely essential
in the making of a flyer. My observation has been that men who
have this ability have made good flyers, whether this faculty has
been shown in athletics, or in some other accomplishment as
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Peculiarly shaped woods are readily seen.

Unusual angles and bends in roads are picked up readily.

Hills and valleys are not readily distinguished from an altitude,
but frequently hills have tops of unusual earth covering or
exposed stone, while valleys often contain marshes or ponds
which stand out from the neutral coloring of surrounding ground.

Railroads are hard to see above 15,000 feet and do not afford
landmarks as good as commonly supposed.

The roofs of buildings are good landmarks.

Visibility. Good visibility for the pilot simplifies visual and
photographic work, especially when it is necessary for the pilot
to fly over a prescribed course.

When it is impossible for the pilot to be seated ahead of the
wings, it is desirable for him to be placed just behind and with
the upper [wing] slightly above the level of his eyes.

A small shutter door in the bottom of the fuselage is
necessary and visibility would be improved by an arrangement of
two mirrors giving a view to.the side and beneath each wing.

Controls. It is desirable to have the plane sensitive on the
controls when this can be obtained without sacrificing more
essential features. The rudder should be particularly easy to
permit the tail to be switched aside quickly to uncover an enemy
plane of greater speed which may be approaching for an attack.

Quick response to the ailerons may be obtained by eliminating
the dihedral angle. A skillful pilot does not need this feature of
inherent stability so long as his controls are not destroyed, which
infrequently occurs. The plane should respond easily to the
elevator.

Speed. A difference in speed of ten miles per hour often
means the successful return of an observation team with
information, as against its destruction. A speed range of fifty to
one hundred and forty miles per hour would permit the motor to
be throttled to slow speed for the purposes of observation and to
[high speed to] draw away from enemy planes in case of attack.

In a machine of greater speed than enemy planes, observation
far into hostile territory could be carried out at lower altitudes
with impunity. Under present conditions it is necessary for long
distance reconnaissance to be accomplished at high altitudes to
take advantage of the extra wingspread of observation planes.

Wings constructed with a variable camber would be of
enormous irmnportance, allowing slower landing speed and slower
speed over an objective, while at the same time permitting
greater speed in case of attack.

Machines for long distance reconnaissance should be strongly
built so that it would be possible to return home even with
bullets in vital parts. It frequently happens that observation



136 U.S. Air Service
) in World Warl
Vol IV

planes are attacked by superior numbers of the enemy and are
considerably shot up before escaping.

Armament. Protection of the gas tank and of vital engine
parts is of great importance and should take precedence over
protection of pilot and observer when both are not possible.

Training. Pilots of reconnaissance planes should be thoroughly
trained in close formation flying and in “S-ing” in‘formation. The
latter is the only maneuver required in observation work and is
necessary to escape from anti-aircraft fire. Attacks from enemy
planes often follow an “Archie” barrage and it is essential that
the formation should not be scattered.

Pilots should be familiar with stunts and should know how to
recover from a tail spin.

43—

1st Lt. Allen T. Bird, Jr.
Flight Commander, 50th Aero Squadron

The flight commanders of a squadron should keep in close
touch with the work in their respective flights both of the pilots
and observers as well as the mechanics, also to know each day
the condition of every machine in the flight and to watch the
motors closely.

Finally, whenever necessary to make suggestions or criticisms
to both pilots and observers (observers, more particularly on
their requirements of pilots in working) regarding their methods.
It is needless to say that under the prevailing table of squadron
organization usually such suggestions or criticisms were not
received in the spirit they were given and little heed paid.

In the work of an observation pilot caution and good judgment
should be the primary requisites. As the successful
accomplishment of each mission is due to a great extent upon
the flying ability of the pilot he should at all times maneuver his
machine so that the observer can carry on his work most
effectively.

Before going on a mission it is absolutely essential that pilot
and observer talk over the work to be accomplished and lay
their plans of cooperation accordingly.

Contact Patrol: To successfully accomplish such a mission
there are several vital factors and situations to be considered,
upon which the method to be employed depends. The area to
be covered: wooded, broken and open country each require
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By locating the enemy AA and probable troop positions and
searching for troops at the altitude mentioned the possibility of a
surprise attack from enemy aircraft was overcome and the
danger of any extensive ground fire practically nil.

. On the low flying work over the area there was only the
danger of machine gun fire from the ground and before
attempting it would make sure there were no enemy aircraft
about.

From the beginning of our operations I have been of the
opinion that with an airplane such as the Liberty motored DH 4,
with its speed and abundance of power the chance of being hit
by machine gun fire from the ground were very small if the
advantage of speed and power was taken, and so I depended
upon speed alone to successfully conclude the work, reserving’
however an abundance of power to be used should any
unexpected difficulty be encountered.

In broken country such as that in the area north of the Grand
Pre-St. Juvin Line, it is to be expected that the enemy will take
advantage of all high ground to mount machine guns for use
against aircraft. In working over an area of that description it
was necessary to keep this fact in mind and fly the mission
accordingly. Flying at various altitudes and a very irregular
course with good speed, flying directly over the heights in order
to make the gauge of deflection more difficult.

In open country, the danger from machine gun fire increases
as the gunners have ample opportunity to gauge deflection and
to throw up an intensive fire so that speed and incessant
changing of both course and elevation is vitally necessary.

Reconnaissance: On working on such a mission the
observations of the pilot are equally important as those of the
observer and the pilot can constantly bring things to the
observer’s attention that otherwise would escape his notice.
Enemy aircraft among those things. On several occasions while
flying over villages in enemy areas I have noted, beyond the
possibility of a doubt, that they were occupied by troops. After
accomplishing the mission and while talking over incidents of the
trip it developed that my observer had not seen any signs of
troop occupation. The practice of pilot and observer comparing
their impressions of the observation immediately after each
mission is of great importance and should be done on every
occasion.

N

............................................................
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flight commander’s authority over the officers in his flight should
extend only to flying, ground and flight rules—matters of
discipline, program, etc., should be dealt directly by the squadron
Commanding Officer and Operations Officer.

Observations—Active Service. The greatest value of the
aviation reconnaissance service in the battle of the Argonne laid
[in] its ability to locate and report the position of the front line.
Very low flying was done with extremely few casualties. As to
modus operandi, the writer employed two methods depending
on the positions or progress of the forward elements. Should the
front line be more or less stable, the advance being slow and its
location somewhat definitely known before leaving the airdrome
the approach was made at an altitude of from 800 to 1000 feet
in a series of wide circles the general progress being toward the
line. On the farthest point of each circle the observer would fire
his pistol and the maneuver was continued until the call was
recognized and answered by the Infantry. The flying consisted of
dives and climbing turns.

The value of the above maneuver lies chiefly in the fact that
this does not permit the pilot to over-fly and become out of
touch with his troops; it also eliminates much machine-gqun and
rifle fire, as in most cases the machine and its purpose has been
recognized from its preceding circles, the panels and flares are
already laid out and can be picked up out of range of the hostile
anti-aircraft barrage. Another decided advantage is that it affords
the pilot an opportunity of keeping a constant lookout from all
sides and above.

Should the advance be great and no definite information as to
the whereabouts of the line, the flying should be done at about
2000 feet. Troops should be looked for near or along the roads,
railroad tracks and hill sides, it is advisable not to continue in
any direction where there is no activity—the last soon will
generally be your most advanced patrol. Flares or panels in an
advance of this kind can not be expected as the infantry will
generally throw them away to lighten their load. Never fly over
the same place twice and regard clumps of trees and edges of
forests with the greatest respect.

Hostile Aircraft. Extreme care should be taken in approachmg
the line, carefully note the aerial activity and the planes working
in adjacent sectors. A large number of friendly balloons at a fair
elevation is a good sign of a peaceful sky, although this should
not be depended upon. Always regard with suspicion the plane
or planes that seem to have nothing to do or who appear
unaware of your presence. The sun and clouds are your greatest
friends and greatest enemies. Beware of an attack from their
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direction and in case of trouble you will find them your greatest
refuge.

The first dive is always the most to be feared—a good
maneuver is to wait until he is just within range and then go up
in a sharp climbing turn. The enemy plan of attack on two
seaters is to take them by surprise. A short burst of tracers by
the observer will often forestall combat. _

After an attack or low flying venture, great care should be
taken in the handling of a machine until it is safely landed on the
drome. A ground inspection of a plane after a “job” often causes
cold perspiration. As a last remark, it has been the writer’s
observation that those with the greatest “wind-up,” whether in
training or in service, are the first to go.

—45—

1st Lt. Merrit O. White
Flight Commander, 90th Aero Squadron

Training of pilots for observation work has been very much
underrated and therefore neglected. So much so that at chasse
schools we were threatened with observation work if we fall
down in chasse.

Our experience has taught us the importance of thoroughly
trained and skillful pilots for observation work if they are to be
successful in working with the observer. Only two pilots of the
90th Aero Squadron had ever received any training in
observation work, and this would have proved a distinct setback
if they had been obliged to start hard work immediately upon
their arrival at the front. Fortunately, all of them had completed
the entire course for chasse pilots, including gunnery, and for the
first two months on the front were able to do easy work on the
lines and get plenty of practice with the Infantry in the rear. This
gave them the much-needed experience so that by the St. Mihiel
drive, they had become expert observation pilots. The work
done and the losses sustained from this time to the end of the
war bear this out. Our loss over the lines during this time was
one man who had practically no previous experience.

All observation pilots should go through the regular course of
training, including acrobating, then through a course in
observation work, actual practice with the Infantry of course
being the most valuable.

Infantry contact work, one of the most important, hazardous,
and interesting, requires most expert piloting and perfect
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cooperation with the observer to be successful. _

First, the pilot should study his maps carefully, the situation
thoroughly, and get from his observer a perfect understanding of
where he is to fly, where to go through the barrage and at what
altitude, so that no further instructions will be necessary from his
observer during the execution of the work.

Too much emphasis cannot be placed upon the importance of
the facts. While making a contact, the pilot has three important
things to watch out for mainly—attacks from enemy chasse, anti-
aircraft fire, and maneuvering of his plane over the right
territory. He must never for an instant fly in a straight line,
neither must he circle over one place constantly. Constant
swings and unexpected turns keep gunners on the ground
guessing and seems to work out successfully.

The pilot must be 90 percent of the eye of the team against
enemy chasse planes for the observer is busy with his work, and
a live pilot enables him to do just so much more. ,

In case of attack, he should immediately maneuver in a
position for his observer to do the shooting, as his two guns are
more than 100 percent more formidable than his own.

We believe the experience of the 90th Aero Squadron has
proven conclusively that a thoroughly trained observation pilot
and one who is interested in his work is the only type who can
constantly and thoroughly do the work assigned to them.

1st Lt. George S. Clark
Flight Commander, 104th Aero Squadron

1. The best and most successful work will come from the
Observation Squadron in which there is the greatest cooperation
between the entire personnel of the squadron and especially
between the pilots and the observer.

2. In the first place, pilots for this work should have a
minimum of 100 hours of flying experience including at least 25
hours of aerial gunnery (actual time in the air), with fixed gun
both photographic and shooting at targets. After his gunnery
course he should go to a school where he can get some idea of

- the kind of work going on at the front, preferably an observer’s
school. In this work he would find that he could work with some
observers a great deal better than with others. In this manner
the teams could be formed and if sent through the rest of their
training together, they would be able to enter their duties at the
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150 hours flying to their credit to be kept as instructors
whenever practical. Pilots who have 300 hours to their credit
before going to the front are not good material for work over
the lines.

Pilots be trained on as many different planes as possible.

2. Operations in Field, General. All missions be under strict
supervision of Operations Officer and chief pilot or Flight
Commander, between whom the greatest coordination is
imperative.

Pilots work with the same observer at all times.

Infantry Missions. Infantry missions be flown by single plane
whose altitude over the lines should never exceed 300 meters. A
straight course while over the lines is always to be avoided and
a very crooked course of short turns, skids, and sharp changes
of altitude be at all times employed when over the lines. In case
Infantry plane is attacked by enemy chasse, it should at once
dive to lowest altitude possible towards our lines, returning to its
work when enemy chasse has left the flight.

Artillery Reglage and Surveillance. Be flown by a single plane
behind friendly chasse patrols at an altitude from 600 to 1500
meters. Care be taken to avoid going directly over battery in
which reglage is being done except when absolutely necessary.
Surveillance missions be sent out just before dawn and just at
sunset, as this type of mission can work far more effectively at
these times. In case of attack by hostile chasse, a tight spiral
with side-slip be used to get down close to the ground as the
machine is behind its own lines and is best protected by ground
fire at low altitudes.

Photography Mission. Be flown by three planes, one plane
taking pictures, other two planes acting as protection. Mission to
be flown in a tight three point formation with the protection
planes flying about 50 meters above and just behind the
photography plane. That in cases where mission is to go more
than 10 miles over lines, chasse protection be always given and
in other cases chasse protection be furnished whenever possible.
In case of attack, that under no circumstance is formation to be
broken, but if force of attacking chasse is in great numbers, an
effort should be made to finish pictures and get behind our lines
losing altitude in doing so. In case it is important to finish the
pictures, the formation should get behind its own lines losing
altitude and then return to finish the pictures. This type of
mission be flown above 3500 meters.

That liaison be kept with the nearest chasse group at all times.
That chasse groups at all times be nearer the lines than
observation groups. That up-to-date chasse patrol schedules be
furnished observation group.
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1st Lt. Dogan M. Arthur
Pilot, 12th Aero Squadron

1. Before leaving the aerodrome study your map carefully.
Make sure of the lines as last reported, the next objective, and
as near as possible where the Infantry front lines will be at the
time you should reach the lines. When near the lines orient
yourself carefully before going over. Pick out a prominent
landmark. A high hill, a large town, highway, stream, lake or
wood. Note the position of this landmark as it appears when you
are headed towards the enemy lines, flying parallel or away from
the enemy lines. Note the position of the sun. If it is at your
back as you go in, then you will have to face it to come out; if
it is on your left or right going in then it will be on the opposite
side when you start out. This is very important, for you quickly
lose sense of direction when you start looking for our infantry,
enemy planes and panels, -and if attacked by superior number of
enemy airplanes or motor fails, then you must find the direction
of friendly territory without losing even one second. No matter
what is occupying your attention, always keep in mind just which
way you have to turn to head towards friendly territory, one
second’s delay may prove fatal.

After you have oriented yourself then start in at one end of
your sector and fly to the other end. Never cut in deep or fly
into enemy territory far. It is not necessary. Fly back and forth
along sector, gradually working in. Fly level if possible, that is do
not bank up any more than is necessary. To bank up exposes a
larger surface for enemy ground machine guns and rifles to hit.
Do not race motor but run normal, and keep nose of plane
down a little, thus getting a large amount of speed without
straining your motor. When it is a case of life or death, then is
the time you need all your motor, and will have some reserve
speed. When near or over our front lines you are constantly
under fire from enemy machine guns and rifles from the ground,
so keep plenty of speed, skid the plane from side to side by
using rudder. When you have to turn at the end of sector, do a
half vrille turn; all this tends to make you a very difficult target
for the enemy gunners. ’

Help the observer all you can by watching the ground for our
troops, but do not neglect your watch in the air for enemy
aircraft. The observer usually lets the pilot know when he is
going to call for panels from our infantry. Then keep him in best
position to observe panels. This is the time to keep a very sharp
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watch for enemy chasse for if there are any near they will be
attracted by the rockets, and will attack them if they are near
enough, for they know that when rockets are fired, the observer
is busy watching the ground and his watch for enemy aircraft is
therefore impossible. Try to locate the front lines first; then
verify it by calling for panels with a rocket, thus keeping from
making infantry as well as yourself conspicuous.

Friendly troops can usually be distinguished easily from about
200 meters by the color of their uniform, but weather conditions
and heavily wooded territory at times makes it necessary to fly
as low as 50 metres. When flying as low as this, always try to keep
back of our lines as far as possible to avoid enemy fire from the
ground, but at the same time keeping near enough front lines for the
observer to see panels plainly.

When on contact patrols the enemy archies cause very little
trouble as you are so low and behind our lines they have to fire
laterally and their aim is usually poor. If they come near just
change direction about 45 degrees and altitude without banking
up any. But should they come too near or get you bracketed
then side slip out of them and resume work at some other point
along sector.

Pilot and observer should have utmost confidence in each
other. Try to team up with an observer that you know is
reliable, that is that you don’t mind doing as he tells you to. For
instance, if he should try to tell you to fly over a certain place
within the enemy lines at a very low altitude, and even though
you knew it was extremely dangerous, and thought it wasn’t
necessary, you wouldn’t hesitate a second but would do as he
asked, for you have full confidence in him; knew that he knew
what he wanted, and it was necessary to do as he asks in
order that he may secure the desired information. Just
remember that he knows what he is doing. Knows the danger
and is taking the risk as you, even more, for if he is killed you
can get the plane and yourself back, but if you are killed then
the planes goes down, and therefore he is taking a double risk.

Never depend on your observer to keep your direction, that is
the pilot’s business. The observer’s time is fully occupied in
watching the ground and for enemy aircraft, and is not expected
to keep the direction, so it is up to you, as the pilot, to do this,
for nine times out of ten the observer is so busy that it would
be impossible for him to know whether the plane was flying
north, south, east or west. In order to fully carry out his
missions he had to have full confidence in the pilot and he
knows he will keep himself oriented.

It is not advisable for the pilot of an observation plane to
strafe enemy troops, transports, etc. His gun is fixed and he
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1st Lt. Robert L. Davidson, Jr.
Pilot, 12th Aero Squadron

Every pilot has his own peculiarities in flying the different
missions over the front, but at the bottom of all observation
flying there are certain basic principles, which, if followed, will
make the work less hazardous. These principles are:

1. To remember that you are sent out to accomplish a
mission and not to seek combat until that mission has been
accomplished. When outnumbered to withdraw and attempt to
elude the enemy so as to be able to finish the mission later.

2. When flying over the lines to constantly maneuver the
plane in order to dodge the line of fire, either of machine guns
or anti-aircraft depending upon the altitude. Gentle side slips and
flat skids prove very deceptive to marksman on the ground.

3. To never go deeper into enemy territory than successful
completion of mission requires. Certain missions can be done
without crossing the lines.

4. When anti-aircraft becomes too dangerous, withdraw and
come back at a different altitude, causing battery to find new
range.

What to do when attacked depends on many things; type of
plane, number of enemy, altitude, clouds, etc. If the enemy is
seen in time and the altitude is low it is best to fly towards our
lines, and after crossing, hug as close to the ground as possible.
The enemy will soon give up the pursuit. Many high altitude
observation planes can outclimb, outmaneuver and outfly the
chasse planes above 4,000 metres. One observation plane, if
skillfully handled can make a warm combat for two chasse
planes. If the observation plane is surprised and hopelessly
outnumbered, a combination of skid and gentle side slips make a
very difficult target. If the plane dives too steeply in attempting
to escape, the attacking planes can get under the tail and riddle
it. A tail spin is very impractical as a means of escape as it can
closely be followed. A steep bank should never be used in
combat. In combat with more than one plane, the shooting
position of the observer should be considered as of utmost
importance.

On infantry liaison work the altitude depends on the visibility.
500 metres is advisable if the work can be done at that height.

While flying, the machine should be kept constantly side slipping

and skidding to avoid the machine gun and rifle barrage.
An artillery reglage is the easiest to fly, hostile aircraft being
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the main worry. The plane needs to be within a range of the
anti-aircraft only a small portion of the time. This is usually flown
in circles between battery and target.

Photographic work necessitates the ship being flown in a
straight course. Generally the anti-aircraft will permit a straight
course being flown into enemy territory. Then the pilot may
dodge coming out. Often a complete round trip may be made in
a straight line. If the anti-aircraft becomes too dangerous the
course may be broken. Then go away for awhile and let the
battery lose its range. Come back and continue work where it
was left off.

1st Lt. Kenneth M. Holden
Pilot, 12th Aero Squadron

1. Infantry ligison protection. Circumstances sometimes
necessitate two planes to successfuly accomplish a single mission,
one plane to do the work and the second to act as protection.
In this protection work you are largely responsible for the
success of the mission, for you must not only fight off enemy
aircraft but be in a position to carry on the mission itself should
the other plane fail. The pilot must have his map marked with
the probable location of the lines, must keep himself located at
all times, so that he can be able to glide into friendly territory
in case of engine trouble, and must always be in the best
position to defend the mission plane. When the mission plane
starts working over the lines, for example, at one hundred
metres, it is best for you to stay several hundred metres above
him and not attempt to remain directly on his tail, or in case of
attack you are then able to warn the mission plane by diving on
him and then climbing back in a defensive position in the
shortest possible time. In. this work it is necessary to be wide
awake at all times for you are not only on the constant watch
for enemy aircraft but at the same time are being constantly
fired on by machine guns on the ground. The best possible way
to avoid these is by skidding, for where a machine is flying in
this manner it is a very difficult target to hit. Never flyina
straight line and skid most of the turns for when a plane makes
an ordinary bank into its turns, it becomes an excellent target
and an easy one. Always stay with the machine which you are
protecting no matter where he may go and if the mission plane
should become lost, which you will know by the fact that in this
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must keep constantly shifting the position of your machine. In a
fight never let the enemy separate you from the plane which you
are protecting for if they succeed in this, your mission as a
protection machine has been a failure. Above all watch the sun
for it is the best possible hiding place. The enemy will get
directly between you and the sun if possible and if successful in
this, is able to dive directly at you and it is almost impossible for
you to see him. No matter how difficult always keep the leading
plane, the sun, and yourself at an angle and never in a straight
line. Be sure not to fly below and directly behind the leading
plane as his wireless wire is out for perhaps a distance of sixty
or more metres and you are liable to run into the same. Always
be in a position to carry on the mission should the first plane go
down, for in observation a mission must be accomplished no
matter what the cost may be.

3. Protection for photographic missions. The first thing a pilot
must realize before leaving the ground is that he is in for a fight
with the odds against him and consequently must have a thorough
understanding with the other pilots in the formation as to mode of
defense when attacked. A photographic mission is something
which must be accomplished at all costs and in view of this fact,
one must be prepared for all emergencies. The leading plane is
the one which generally does the work and as it is necessary for
him to fly in a perfectly straight line he is consequently exposed
to direct anti-aircraft fire as well as being an excellent target for
enemy aircraft. Therefore, as nothing can be done to protect the
mission plane from archies or anti-aircraft fire, the protection
planes must devote their entire attention to enemy aircraft. It is

. a common trick of the enemy to fly over your formation at a

safe altitude with a single plane, hoping that someone will dive at
him. If he is successful in this and you should leave your
formation, you are immediately jumped upon by the formation
above and you are lost. In falling into this trap you not only lose
yourself but weaken your formation and if this should be
repeated, the formation would soon be broken up. Another
favorite trick of the enemy is to fly over you and attempt to
attract your attention while at the same time another formation
attacks from below. This is used to break up your formation and
unless all planes in your group are working together and carrying
on a cross fire which will keep the enemy off from your tail, it is
generally successful. Therefore, you must always remember that
even though your own chances of living seem to be awfully
small, you cannot under any consideration leave the formation,
above all keep your head and never for a single instant let
anything detract your attention from the protection of the leading
plane. A few bullet holes in your plane will do no harm while on
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the other hand a single bullet might hit the camera and cause
the mission to be a failure. Do what is asked and expected
of you. Keep your eyes open wide at all times and remember
th?lt the success of the mission depends upon you and your
ability. ‘

—51—

1st Lt. Robert M. Anderson
Pilot, 50th Aero Squadron

To make a reconnaissance or a contact patrol, it is necessary
to get to the lines which are in contact with the enemy. In order
to get to the lines, it is the duty of the pilot to get his observer
there, the result being that the motor must be in perfect
condition before leaving the ground. It is better not to go on a
mission than to go on with a missing motor as the chances are
that the plane will have to land between the airdrome and the
front. In case the plane should come down, it would probably be
hours before the pilot could get word to the squadron that the
trip had been a failure. The motto should be remembered by the
pilot that while 5 minutes are wasted, six lives might be lost.

With the motor turning up properly, it is then time to leave
the ground. The wireless is checked up while flying over the
airdrome. Protection planes falling in on the flanks as the
checking out is carried on, providing the latter is furnished. To
get to the place where the mission is to be carried out, it is best
to follow a certain route, observing the terrain on the right and -
the left of the course to facilitate the time which will come when
lost in the clouds or fog.

Beginning the contact patrol the observer will direct his pilot
to the spot where he wishes to fire his rockets, or where he
thinks the line is located. He will then fire a six star rocket
which is the signal for the infantry to show up the line. If the
first rocket does not bring results, he will direct the pilot to fly
farther toward the enemy’s positions. He will then fire another
rocket with the same number of stars. As soon as seen from the
ground, the infantry will put out panels of white cloth. These
series of panels are the front lines. The observer then records
the line on his maps and the mission is complete.

The visibility is the chief factor in flying infantry liaison. If the
clouds are low, it is sometimes necessary to fly the patrol at a
hundred feet, but, when the visibility is excellent, the mission can
be carried out between 2000 and 3000 feet. The higher the panel
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large explosions are recorded and sent down in his written
report which is dropped similarly to the infantry contact patrol
report.

All things of importance recorded, the plane returns to the
airdrome to await a later mission.

52—

1st Lt. Floyd M. Pickrell
Pilot, 50th Aero Squadron

That the plane should be [in] perfect working condition in
order to carry out a successful mission is obvious. Therefore, it
is the duty of the pilot to study his plane and motor very
carefully. He should inspect thoroughly before and after each
flight. He should discuss with the crew chief the running of the
motor with each flight, be present when repairing is being done
and know as far as possible the cause for a bad motor. Each
motor has a personality, so to speak, and the pilot must know
his motor in order to handle it successfully, for it can be death
when it goes bad in the air. A bad motor shakes the morale [of]
both the pilot and the observer, for the observer with experience
can detect a missing or sputtering motor as quick as can the
pilot. His mind is then taken off his work, because he does not
know exactly what the pilot can, or will do, and since his life
depends on such, he has cause for worry.

I have found the Liberty Motor to be a wonderful piece of
machinery, but it is light and powerful, and consequently delicate.
Therefore its usage should be according to directions. Particularly
do | mention the fact that it should not be run at high speed on
the ground until the temperature is 70° centigrade.

Before attempting flight everything should be inspected to see
that it is in perfect working order, particular attention being paid
to the guns and the ‘C.C." gear.* The pilot must know the sector
as well as does the observer and it should be necessary for
them to agree on the altitude and the course to be pursued. If
the mission is Infantry Contact the altitude should be from three
to six hundred meters, depending of course on the weather and
the kind of terrain. One can sweep down and pick out uniforms
in an open country, but it cannot be done in a forest like the
Argonne. When an Army is advancing rapidly in the open, as in
our advance toward Sedan, it is necessary to pick out friendly
patrols in order to locate the lines.
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—53—

2d Lt. G.T. Lindstrom
Observer, 90th Aero Squadron

All the photographic missions on which I was sent were in the
St. Mihiel sector, and were done during the preparation period
before the attack and also during operations. These missions
were for the benefit of the division with which the squadron
operated, and were taken at an altitude ranging from 2000 to
2500 meters, and from the enemy front line to a distance of
about 15 kilometers to the rear. I was also sent on several
missions before and during the attack to take oblique
photographs of the enemy front line position at an altitude of
about 350 meters.

On some of the missions (when taking vertical views) I had
two biplace planes from our own squadron for protection, and
on several missions, the various pursuit squadrons operating in
the same sector furnished the protection planes.

The equipment during these operations consisted of the 52 cm
camera, without the automatic magazine, so a great deal of the
observer’s attention during the time he was actually over the
course to be photographed was occupied in manipulating the
camera.

During these missions (the vertical) I was chiefly concerned
about four points, the course of the plane, enemy pursuit planes,
anti-aircraft fire, and the whereabouts of the protection planes.
Owing to the method I pursued in minimizing the danger from
anti-aircraft fire a great deal of attention had to be confined to
the course of the plane in order that the wind did not affect its
course so as to blow us away from our objective, as the pilot
had great difficuty due to his position in following the course
true and allowing a proper amount for “drift”. No especial
difficuity was encountered in regard to following the course.

It was found that so much attention was required in
manipulating the camera and watching the course of the plane,
that it was comparatively easy for an enemy patrol of pursuit
planes to come within striking distance before the observer was
aware of their approach. With an automatic camera [which] was
later used in the Argonne-Meuse operations, this danger was
greatly minimized, as the observer’s attention was not required
so much inside the fuselage in operating the magazine. The
greatest advantage a pursuit plane can have in attracting a
biplace observation plane is to surprise the observation plane.
The protection planes may see the enemy patrol and yet not be
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able to communicate to the photographic plane except by
machine gun fire close to it, unless the observer who is taking
the photographs is ever on the alert. The photographic plane
may also bring the whole mission to grief by continuing on a
course which soon will place them in the midst of an
overwhelming enemy pursuit patrol. One such instance occurred
during the St. Mihiel operations. The photographic observer’s
attention was occupied in manipulating the camera magazine and
did not see an approaching enemy patrol which outnumbered the
photographic plane with its protection. Machine gun fire from
one of the protecting planes, very close to the photographic
plane, very quickly attracted the observer’s attention to the
impending danger and the quick maneuvering of the
photographic plane with its protection planes, saved the mission
from probable disaster. If all photographic planes were equipped
with the automatic camera, this danger would be greatly
minimized. Too much emphasis cannot be placed on the caution
to all pilots and observers to be ever on the alert for enemy
pursuit planes.

In regard to anti-aircraft fire, which an observer is bound to
encounter on every photographic mission over the enemy’s lines,
I have found what I believe to be the best course to pursue in
order to minimize the danger of a hit. In planning my missions I
followed the course here given. Before leaving the ground plan
the flight so that the course to be followed in flying over the
objective is at a sharp angle to the approach at the beginning of
the course, and if the mission is several kilometers behind the
lines, it is advisable to fly at an altitude of 110 to 150 meters
higher than the required altitude. In this way while the A.A.
battery is figuring its data and getting the correct altitude the
plane has time to fly some distance before the bursts come
dangerously close and by the time the beginning of objective is
reached the battery is firing with data which is entirely off as
soon as the plane makes a quick turn and loses its extra altitude
and is flying over the objective. Before the A.A. battery has had
time to observe the change, in both direction and altitude,
changed its data, and placed the bursts dangerously close, the
end of the objective has been reached and no longer is it
necessary to fly in a straight line.

The greatest danger from A.A. fire is while flying in a straight
line without changing altitude. A gentle sideslip to a lower
altitude has been found to be a very effective means of getting
out of dangerous fire.

We experienced a great deal of difficulty in our attempts to
take oblique photographs. Our first attempt was to suspend the
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blast of the propeller coming full on to the camera, making it
extremely difficult to swing the camera towards the side. In
changing magazines difficulty was also encountered with the
shutter in the camera. Nevertheless several successful missions
were accomplished with this camera.

Some of these missions were sent out with protection planes
as the photographic plane was practically undefended, and some
were sent out without protection. Due to the extremely low
altitude, protection was hardly necessary as no enemy planes
were encountered at that altitude. The anti-aircraft fire was also
rather inaccurate at such low altitudes and without protection,
the photographic plane drew less fire than it would have had
protection ships gone out with. it.

—54—

2d Lt. AW. Parr
Observer, 90th Aero Squadron

To properly discuss the question of cooperation of aviation
with artillery we must divide it into two parts: work in a quiet
sector with the warfare of a stationary nature, and condltlon of
the war of movement.

With well trained artillery personnel and good communication
artillery reglage is highly successful in a quiet sector, or any
sector where the lines are not changing rapidly. But it should be
remembered that aviation should only be resorted to in directing
artillery fire when terrestial and balloon observation fail, on
account of obvious reasons—i.e. greater expense, uncertainty of
communication, intermittency of observation on account of
enemy planes, and the very fact that the plane moves thru the
air so fast. In general, the methods as laid down in the
regulations are adhered to in firing. Of course the standard
panels and letter and number signals are used and they are
ample for most conditions. It is imperative that the reglage be
personally arranged preferably by the observer who is to run it,
as that is sometimes impossible the observer on liaison with the
division may arrange the details. After a number of reglages with
the same battery this is not so necessary as both parties become
accustomed to working with the other.

The average battery commander prefers to follow the book but
is generally willing to modify some of the methods. For example
the B.C. may prefer to do amelioration by piece which from his
standpoint is better than amelioration by salvo whereas the
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some fire. No one wants to make a complete adjustment to a
target when you have to get in the barrage all the time as you
frequently do on account of low clouds. Also you want to keep
your eye out for other targets, to fire on. It has been our
experience that reglage during an attack is not very satisfactory
altho it should be attempted in many circumstances. The
batteries are on the move, and their receiving stations are often
in bad working order; at least they don’t get our signals altho we
-test out our wireless at the squadron. In any case knowing the
location of your batteries you can drop them a message giving
the coordinates of enemy targets and they can fire if need be
without further assistance from you. But in every case
communicate by wireless if possible.

While each observer may have different ideas about flying a
reglage, here are some suggestions which have proven useful:
Call your battery on the way over and while getting your battery
ready, cross the enemy’s lines to reconnoiter the target after that
you can keep on our side of the lines, unless you have to fly
very low and the visibility is bad. In making your circles or eights
don’t fly exactly the same course twice in succession, thereby
making impossible for anti-aircraft to lay on you by knowing just
when you are due to reach a certain spot. It is necessary to zig-
zag more or less to dodge archies but unless you turn sharply
your wireless will be received. While sending, keep a close watch
in the sky; also just before your shots are due to fall look
around for planes.

—55—

2d Lt. William Bolt-
Observer, 50th Aero Squadron

Too much emphasis cannot be placed upon the importance of
the liaison between the ground and the air. Good ground liaison
between the various units engaged during a battle is very
essential but there are certain pieces of information that can be
more quickly found out and sent to the proper authorities by the
aeroplanes. The aeroplane, equipped as it is with wireless, flares,
V.B. rockets and dropped messages not only affords a rapid
means of communication, but many times the only means
by which certain information can be taken from one unit to
another.

The location of our advanced troops, enemy troops, batteries,
machine gun nests, convoys, counter attacks and train
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planes and the terrain make the method of flying different on
each occasion. The pilot and the observer must understand each
other and work together at all times.

Reconnaissance work differs greatly from Infantry Contact. Here
too, the observer must always be on the lookout for enemy planes.
In reconnaissance one flies several kilometers into the enemy
territory hence it is more probable that he will be attacked by
hostile aircraft. The observer must not allow the enemy to
surprise him. He must remember at all times that he is sent out
to get certain information and it is his duty to get that
information and return with it. Under no circumstances to return
without doing all within his power to fulfill his mission.

—56—

1st Lt. Howard C. French
Observer, 50th Aero Squadron

Safety over the enemy lines for Observation Planes depends
mainly on the watchfulness of the observer. If enemy planes are
seen soon enough on nearly all occasions the observation plane
can get away, even if the enemy has large numbers. A good
observer should see enemy planes in time to have his guns
trained on them long before they are in range. :

If on observation for a Divison, where the distance to be
covered is only a short distance behind the enemy lines, the
enemy is encountered in larger numbers than yourself, the
Observation Plane should return to its own lines. You can then
enter your sector from a different place. If chased out again
continue to return and you will gradually cover your sector and
get the information to the rear without engaging in a fight.

On entering the enemy territory immediately start to side slip,
change direction, etc., even if the anti-aircraft guns are not firing
at you. They will allow a plane flying a straight course to get
within good range before firing. In this case the first shots they
fire are the most accurate.

If attacked by a small number of the enemy, it is best for the
observer to begin firing at long range. The enemy will know that
you have seen them and are on your guard. Knowing this they
will hesitate to close in. However, if the enemy is in large
numbers he will attack anyway and it is best to wait until he is
within 300 yards before firing so as to have full magazines at an
effective range. »
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If two or more biplace planes are attacked while flying
together, by closing in very close to one another and protecting
each other’s dead angles they can hold off a large number of the
enemy.

Reconnaissance. When flying short distance reconnaissance,
on a clear day, it is possible to stay directly over your own front
lines at an altitude of about 4000 feet and still cover your sector
four or five kilometers to the enemy’s rear. To do this, while
looking at the ground you must not cover too much territory at
a glance. Watch particular spots and gradually cover the sector
this way.

This is also a good position to spot enemy batteries in action.
The flash of a gun can be seen as far back as eight or ten
kilometers. It is possible to locate batteries from this position
which would not [be located] if they saw a plane overhead.

On a day with poor visibility, after ascertaining that the air is
clear of enemy aircraft, it is a good plan to cross the lines at an
altitude of about 3000 feet and when four or five kilos behind
them to come down to 1000 feet or lower. In this way the
machine guns on the front line can be avoided. In the back
areas, machine guns are not found so thick and it is possible to
get valuable information at this low altitude.

Infantry Contact Patrol. While flying Infantry Contact Patrol
I have noticed that the infantry seem to think that all planes are
enemy and on several occasions have fired on their own planes.
This I believe is due to some extent that the Infantry does not
know the American insignia. While acting as a ground liaison
officer with the Infantry, | encountered infantrymen who were still
looking for the star in our insignia.® This was as late as
October, 1918. They said they got the idea from looking at
pictures in American magazines showing the old insignia. Not
recognizing our planes causes the infantry to be slow about
showing panels and flares.

In calling for the infantry line it is better to fire the rockets
"ahead of them rather than directly overhead. They are more
likely to see the rockets.

Six-star rockets, which are the ones most frequently used, are
very often faulty and do not show the full number of stars. |
believe it would be better to use a rocket with a smaller number
of stars, in calling for Infantry line, as they are more accurate
and burn longer.

During very open warfare, as during the last phase of the
advance on Sedan, it was possible to locate the extent of our
advance by the formation our Infantry were moving in along the
roads. This could be done from a high altitude of 3000 feet.
Often, knowing the approximate location, the observer could
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descend to a very low altitude to get more accurate information
without the danger of being over the enemy lines at a low
altitude for any great length of time.

When flying low over woods occupied by enemy troops, a
plane appears to be a better target at an altitude of 1000 feet
than at 100 to 200 feet. When real low it is a fleeting target for
the men among the trees. Tracer bullets from the ground are
the most accurate. They also give away the location of the gun
firing them. A few shots by the observer in their direction
usually causes them to stop firing or stop using tracers.

—57—

1st Lt. James E. Sain
Observer, 50th Aero Squadron

Infantry contact cannot be governed by any certain set of
rules but each time changes in order to get results. The
difficulties to overcome are rarely ever the same, but by knowing
the experience of a few, the others become easier. For instance,
if the observer knows approximately where the line is, then he
can come down very low and find it even though no flares or
panels are shown and if he doesn’t know except that it is within
five kilometers, then he must start and work up slowly firing
rockets continually. The terrain must be known perfectly by the
observer or many things of importance will be passed up before
they can be definitely located. The kind of terrain also makes a
great difference in the observer’s ability to carry out a successful
infantry contact, woods and mountains being the greatest
drawback.

There are always several things to do almost at once, firing
rockets, locating things on the maps, watching the sky for enemy
planes and directing the pilot, and there should be a perfect
understanding between the pilot and observer. There are several
things to prevent an observer from doing a successful Infantry
Contact, the main three being: Poor visibility, fire from the
ground and enemy planes. The first is overcome only by low
flying. If visibility is good, to escape fire from ground fly around
five hundred meters and change direction constantly, and to get
away from enemy planes, never allow him the advantage and you
are reasonably safe. The Infantry Contact report is very
important, therefore much care should be taken to get it
absolutely correct.
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Reconnaissance is very different from Infantry Contact and yet
it is very much similar. The object is to see in both, but different
methods are used to see it. In reconnaissance, everything you
see should be behind the enemy’s lines. Fly so as to cover as
much ground as possible at one time, yet see it well, and that
means no one altitude can be used. Spend the time looking
where things naturally would be; in woods, valleys, along side of
roads, etc. When an object is seen circle round it until sure
what it is, if necessary to even distinguish uniforms. If fired at
from ground at this altitude, return the fire and the enemy seeks
shelter. The main difficulties in reconnaissance are anti-aircraft
guns and enemy planes. The first is overcome by changing
altitude and direction. Enemy planes should never be allowed the
advantage of getting between you and your own lines or
surprising you.

One of the greatest aids to observers is having experienced
men as instructors. They have been given the wrong impression
about many things before going to the front and that is
especially so with Infantry Contact and reconnaissance and many
important things were left out. Not enough time was spent in
map reading and cross country trips to be followed by maps
alone.

— 58—

1st Lt. John W. S. Gilchrist
Observer, 104th Aero Squadron

1. Infantry: So far as I observed the most successful infantry
missions were those in which the observer did not call for the
line with rockets, but by very low flying found the advanced
elements of infantry on the ground—generally in patrols and not
in the oldtime line—and reported where those troops were.
Occasionally the infantry answered rockets but not often. In my
opinion the reason for this was that observers were sent out far
too often with the order “Find the line.” The infantry got tired of
seeing the signals from the aeroplane. So long as the infantry is
advancing it is not hard to find detachments of them, but when
the infantrymen are halted and dig themselves in and their
position [is] fairly well known, they do not want to expose
themselves to enemy observation. At such times, no aeroplanes
should worry the infantry with rockets. In my opinion the Air
Service should have a few signals for use with the ground and
use them sparingly.
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—60—

1st Lt. John H. Caufield
Observer, 104th Aero Squadron

1. I think artillery reglages were very unsatisfactory during
my presence at the front (Sept. 25th-Nov. 11th, 1918), but that
the chief cause was the artillery’s ignorance of airplane work.
As much training as possible by actual firing to familiarize
artillerymen with aerial methods and its limitations, is the only
remedy that | see for such a condition. I think the panel and
radio system now in use is a good one.

2. | believe that Infantry Liaison was fairly effective during the
period mentioned, but that it would have been much better had
the infantrymen been impressed with the advantage of signalling
to planes by panels, flares and rockets. Both officers and men
were very ignorant as to what they were supposed to do to
uphold their end of the liaison. Some officers did not know
even what a six-star rocket meant, and were completely in the
dark regarding the finer points, such as the use of battalion or
other P.C. panels, ground-signal rockets, etc.

3. One of the chief causes of other branches neglecting their
end of the aerial work, I believe, was their attitude toward the
air service. Artillerymen, infantrymen, doctors, and in fact every
branch of the service engaged at the front, take an unfriendly
attitude toward the air service, not toward men in the air
service personally, but toward the service generally. They have
wholesale collections of stories as to airplane inefficiency and
even cite some cases of alleged cowardice. All of such stories
can be traced directly to ignorance of aerial work, and to
exaggerated ideas regarding the number of American planes at
the front, and the work they were expected to accomplish.
They base their notions on newspaper stories and want results
to match. If some real facts were published, even now,
regarding the number of planes that took part in the American
offensive and the casualties, accomplishments, etc., of these
planes, [ think it would do a great deal to raise the Air Service
in the opinion of other branches. When they change their
attitude toward the Air Service, and become more friendly and
tolerant, they would probably show more interest in their end of
the work, to the benefit of all concerned.
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—61—

1st Lt. Fay W. Williams
Observer, 104th Aero Squadron

Infantry Contact: The work of an infantry plane is best
divided into two phases, times of attack and quiet times.

At times of attack, a plane over the line at all times is
imperative, and if the regimental and battalion headquarters had
displayed their panels, this plane would be of great assistance.
About all we could do was to report a group of men
progressing here and there as the infantry can’t stop and
display their panels. The failure of liaison between the infantry
-and the air has been due to lack of training.

In quiet times the front line should not be called for except
at daybreak and late in the afternoon unless other orders are
received from Division Headquarters. The front lines should not
be called for until the end of the mission. Quite a good deal of
time is lost due to not flying in our own sector. Each pilot and
observer should have his sector limits fixed in his mind and not
go outside of them. Identification rockets must be shot when
the plane is in front of our own line in order to get results.

Artillery Reglage: Our main trouble has been the lack of
liaison. It is absolutely necessary for a successful reglage that
the pilot and observer should see personally the commander of
the battery and find out his method of fire and limits of range
and deflection. Quite a few times locations of targets were
dropped on the nearest battery and it was usually out of the
area covered by the battery and by the time Headquarters
were notified and a battery designated our gas supply became
exhausted. A plane sent up every afternoon just before dusk
can locate enemy batteries and this is of the utmost
importance. This was done but seldom and we did not
accomplish what we should have in this.

Counter Attack Plane: This plane should not start over until
after two or three hours of the beginning of the attack. Results
obtained in the first hours were unsuccessful and I believe a
counter attack plane should cover a corps sector instead of a
division front as the latter is too small for successful counter
attacks to . . . [form?].

General Impressions: The main reason for the failure has
been due to the ignorance of the capabilities of an aeroplane
by the Infantry and Artillery. So much has been promised by the
newspapers that actual statements should be given in order to
change the hostile attitude taken by the infantry and artillery.
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2d Lt. Fred E. D’Amour
Operations Officer, 1st Aero Squadron

1. The chief criticism which I consider can be made as regards
the use of aerial observation is the crying need of ground units
for training in working with the Air Service. One does not realize
how totally ignorant our troops are as regards aerial work until
one works as ground liaison officer with a division now at the
front. This ignorance is not limited to the troops themselves, the
command is equally unfamiliar with the advantage and limitations
of aerial cooperation. It is important enough when our own
troops shot down an American aeroplane as has happened
several times in this squadron, but it is even more unfortunate
when Division Commanders refuse to give us their cooperation,
and the entire work of a squadron is in vain. A case in point is
when the C.A.S. [?] of the 80th Division refused to arrange
practice exercises [with] us, another where the Commander of
the Artillery Brigade of the 35th Division hesitated to assign a
battery for fugitive target work, saying “we gave him his own
men for targets” and another where the same division had been in
the lines for 4 days without any of the P.C.’s except the division
having their panel.

These faults can only be remedied by a course of training, not
only of men, but officers as well. It need not be a long course
for infantry, merely to make the men familiar with the American
cocarde and to teach them to display their panels when called
for. This would require only four or five practice exercises.

.In artillery the course should be more thorough and repeated
frequently. It is [not] necessary that any actual firing be done,
since, the main difficulty has been in lack of liaison between
airplane and battery commanders and not any fault of the men
at the guns. For this reason, only panel exercises are necessary,
a shoot being actually run through, corrections sent and all the
workings of an actual reglage gone through, except that no guns
are fired.

1 believe that the above criticisms have been repeated over
and over again so often indeed that they seem to lack force. But
experience has proven beyond question that no matter how
efficient the personnel of a squadron may be, no matter what
improvement is made in type of machines, the Air Service must
have cooperation from the ground forces in order that the
results obtained will justify its future maintenance.

II. Several times while this squadron was operating at the front
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pilot is, yet I know of only two cases where observers are in
command of squadrons. Only one observer in this squadron has
been promoted while five pilots have been thus honored. In no
case is the table of organization carried out, it seems
fl:ﬂf?lfc;ssaw to prepare such a table unless its requirements are
ed.

VI. Red Tape. | leave this problem for someone wearing stars

to solve.

—63—

1st Lt. Howard T. Fleeson
Observer, 12th Aero Squadron

It is only when pilot and observer have an intimate knowledge
of the terrain over which the attack covers that infantry liaison
can be accurately carried out. The pilot and observer must at all
times keep their sense of direction. This is done by means of the
sun and by the outstanding features on the ground. The
observer’s study should be contours, as well as the roads, woods
and rivers which are the necessary points of study in every kind
of aerial observation. Both pilot and observer must know the
exact location of the present line, the objectives of the attack,
the hour of attack and the hour that the objectives should be
reached.

It is best to reach the lines at least 20 minutes before the
advanced positions of the infantry are to be taken, this allows
time for a study of the situation on the ground and in the air. If
the air seems free of enemy aircraft, fly up and down the old
lines once or twice, if you meet with hostile machine gun fire
from the ground, it is obvious that the advance has been held
up. Perhaps it is only local, that is, at one end of the sector you
meet with machine gun fire and at the other end you do not. Fly
further in the next time except at the points where you know
the enemy are. If you meet with no fire from the ground still,
cut in farther at certain points you will no doubt see friendly
troops, if they are the most advanced units they will sometimes
wave their panels before you call for them. In this way you get
an idea where to expect the panels or flares as you have an
approximate idea as to the location of the lines. Before shooting
your six star rocket, take a survey of the sky for hostile aircraft
as it is the most favorable moment of attack for the enemy, as
the observer will be busy watching the ground and the pilot the
course he is flying. It is here that a study of contours is so
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valuable to the observer; it permits quick and accurate locations
of the panels or flares displayed by the infantry.

If troops are going forward, they will not always display panels.
If you meet with this situation, continue to follow the advance
until it is held up. At this point, Battalion Commanders by
means of battalion panels may call for a lengthening of the
barrage, hand grenades or ammunition, or state that our artillery
fire is falling short or that our troops are unable to advance
farther. The aeroplane here becomes of great value in
transmitting this information to Division Headquarters. It is
sometimes possible to aid the infantry by machine_gun fire from
the air on the strong points of the enemy. This is greatly
appreciated by our own troops and extremely discouraging to
the enemy. However, the work of straffing should not be done
until Division Headquarters has all the information that it is
possible for you to give them. :

The least number of six star rockets it is necessary to fire, to
secure the result sought for, the better. Infantrymen complain
that the shooting of rockets from the air gives information to the
enemy artillery for their adjustment on our front line positions.
The writer believes that there may be some truth in the
statement. In doing Infantry liaison when our troops were on the
heights west of Chateau-Thierry, I shot about four rockets, after
getting the line we flew up and down, seeking to aid the infantry
in any way possible. It was not long before the enemy began a
violent bombardment of these advanced positions. Whether this
was a prearranged barrage on our positions or incited by our
shooting the rockets, I do not know.

Oftimes the infantry has not been trained in the use of panels;
in such a situation, you will have to fly low enough to distinguish
uniforms. When the' visibility is good, this is possible from a
height of 200 meters, but you will often have to go low as 50
meters to be sure of your identification. Unless panels are shown
you cannot be sure that the troops seen are the most advanced;
so in writing your report, it is best to say “Friendly troops seen
at” and “Infantry showed panels at.”

The enemy seeks to prevent aerial observation by two methods;
first, antiaircraft and machine gun fire, and, secondly, aircraft of their
own. The former is the least effective of the two
but is dangerous for the inexperienced. Antiaircraft is avoided by
constantly changing altitude and direction, machine gun fire by
skidding and increased speed. Enemy aircraft will seldom if ever
attack a biplace machine unless it has superior numbers. When
attacked, it is best to withdraw and make a running fight toward
your own lines. The attacking planes will come under your tail
and in a vertical dive on you from a higher altitude. The pilot



Lessons 175
Leared

will kick his rudder to throw off their aim and when he does this
you are able to get a good shot at the one underneath. For the
one above about all you can do is to pray that he is a poor
shot. Don’t get excited and aim on the nearest first. Shoot in
short burst of five or six shots. On the approach of hostile
aircraft, the observer should fire a short burst at long range so
as to inform the pilot of their proximity; the pilot likewise must
notify the observer of all planes which he deems hostile.

—64—

2d Lt. W. J. Rogers
Observer, 50th Aero Squadron

Rogers was the man who “found” the “Lost Battalion.” During .
an advance by the 77th Division on.2 October 1918, six com- Vi
‘panies of the 308th Infantry and two companies of the 306th
Machine Gun Battalion had penetrated the enemy line and had
been surrounded by enemy forces. The 77th had tried for sev-
eral days to break through and reestablish contact but without
success. The battalion had displayed its panels, but the 50th
Aero Squadron, which was working with the 77th Division, had
been unable to spot the panels or other signs of the battalion at
the place accurately reported by the battalion commander in
messages sent by pigeon. Food, ammunition, and other sup-
plies dropped by the 50th Squadron had landed just out of reach
of the Americans, who were hanging on to their position in a
wooded ravine. On the morning of 7 October the 77th and other
American and French units made another effort to reach the
battalion. Flying with 1st Lt. Robert M. Anderson (see Document
51, above), Rogers spotted a panel that morning about 200
yards east of where the airmen had been looking for the bat-
talion. Rogers immediately reported the coordinates by mes-
sage to the 77th Division. The ground attack was successful,
contact with the battalion being reestablished later the same
day.

In doing an Infantry Contact Patrol, 1 first fly along the sector
over our own artillery to get an idea of the battle. Observe
where the barrages are falling, friendly and enemy, and get an
idea of the enemy aerial activity. I judge the approximate location
of our lines. Then fly in on our side of the sector, fire a rocket
and come out, say 500 meters. Then go in on the other side and
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fire another rocket. By this time the line is being shown where |
fired the first rocket. I get up close enough to see the panels
and flares and fly across the sector, putting the line on my map
as I go. Then I'm through.

I did most of this work at 500 meters altitude. When weather
conditions are such as one must fly lower than this altitude, it is
well nigh impossible to do the mission. In open country an
observer can fly along a road, or a small wood, and locate
troops on the ground orienting himself by villages, but in a forest
like the Argonne, when there is a fog or mist, when you lose
sight of the villages on either side, it is like being on the sea.
You must fly by compass. You cannot locate what you see on
your map with any accuracy. The results obtained, therefore, do
not compensate for the risk incurred. A machine gun or a rifle
bullet from the ground, and the resultant forced landing destroys
a machine and kills pilot and observer. The records of this
squadron furnish the unrebutted evidence of this fact.

The manner in which panels are laid by the infantry so as to
take advantage of the sun and contours is of the utmost
importance. When the writer located the famous Lost Battalion
in the Argonne Forest, they had put their panels on the side of
a hill, in, and facing the sun. I could not mistake them.

When panels are put in shell holes, they should be put on the
side and facing the sun. If put in the bottom they look like
water. Panels cannot be seen from the air very easily if the sun
is shining and they are in the shade.

An infantry observer should not strafe, except under favorable
conditions. He is the best trained man in the Air Service, and he
accomplishes but little at this for the risk he is taking. He is too
valuable for such work. However, there are times when he can
take the enemy unaware and inflict many casualties.

When the Americans made their memorable breakthrough
from Grand Pre to Sedan, the writer was observing the
disorderly retreat of the Germans on one occasion. On a road
through a small forest there was much artillery being rushed to
the rear. The pilot, Lt. Anderson and I fired about 800 rounds
on the road before the Germans could realize what was
happening. By the time they had crawled into shell holes and
other hiding places with rifles and machine guns, we were gone.
It would have been suicide to have returned. The French
civilians in a nearby town informed us later that we killed 60
horses and as many men. The good results were due to the
excellent aerial gunnery of the pilot in the first instance and the
fact that we enfiladed the road. We had a very few aerial
combats in our work. I think the DH4 with the Liberty motor
must have been divined by the Germans as a two-seater fighter.
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They came around in Fokkers many times in superior numbers,
looked us over, and went away. Sometimes they would fire a few
shots. .

One Fokker went around into the sun one day and came at
Lt. Anderson and I three times. We left the sector three times
but each time returned and finished the mission without a
combat. My experience was that they wouldn’t attack the Liberty
without a distinct advantage.

In conclusion I might remark that aerial observation is neither
a bed of roses nor the path to glory that the man on the ground
sometimes imagines it to be. The wind behind a Liberty is
terrific, and it taxes the strength of the strongest to fight it 3
hours. If the ship is rolled and tossed about very much, either
by bumps or purposely to avoid shell and shrapnel, the
occupants sometimes get sick. Very similar to sea sickness, you
lose your lunch and the wind places it in a neat layer on your
goggles. The wind has blown your hankerchief from your pocket.
You wipe it off on your teddy® sleeve. You start to write your
messages and of your three pencils you have one left. You break
the point on it and your knife is in your pocket under your
teddy bear.

You read in the air report the next day that our chasse men
shot down 30 planes, and that the efforts of reconnaissance
planes to drop provisions to a lost battalion were of no avail, all
falling to the Germans.

But I like it. I'm sorry we had war, but since we did, I'm glad
I was an aerial observer.

—65—

2d Lt. James E. McCurdy
Observer, 50th Aero Squadron

Too much importance cannot be given to close liaison between
the infantry and the aeroplane. While the infantry are advancing
and obstacles are being overcome, even in the best terrain, it is
impossible for quick and precise information to be obtained by
the ground liaison agents.

No matter how thoroughly trained the Infantry and Artillery
may be, there are sure to be times when the shells from our
own guns will fall upon the advancing troops and unless
information on this is quickly gotten to the artillery units
supporting, the attack is held up and many lives lost, at a time
when every life lost and every second of delay diminishes the
chances of success.
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fact that little can be accomplished at a greater altitude than 300
meters. For my part | have always found 100 to 200 meters to
be the best altitude for good work. At this altitude the danger
from enemy machines is diminished by half, for a plane is not
likely to attack and if he does attack, he can only attack from
above; also the anti-aircraft guns cannot be used on a machine
at this altitude, while machine-gun fire from the ground is no
worse at this altitude than at 300 meters.

The last point I will mention is a proper understanding
between pilot and observer. An observer, in order to be
successful in infantry liaison, must feel the utmost confidence in
his pilot; also the pilot must feel that the observer is perfectly
competent to carry out his mission and at the same time.guard
the machine from attack from the air.

When | say an observer must feel the greatest confidence in
his pilot I mean that he must feel that his pilot is not only a
very brave and willing flyer, but that he is a very skillful one. [
remember on one occasion while flying on a photographic
mission with two other machines, we were subjected to heavy
fire from machine guns on the ground and anti-aircraft. It did not
seem possible for the machines to escape without injury, but |
felt no fear for the safety of my own machine for I had
confidence in my pilot though at the same time I felt the liveliest
fear for the safety of the other machines.

2d Lt. Adolph O. Devre
Liaison Officer, 50th Aero Squadron

The duties of a squadron liaison officer may be compared
favorably with those of a walking delegate of a labor union in
civil life; both act as the buffer betweeen their respective
organizations and those for whom they work, and both are
constantly on duty to see that the interests of their constituents
are carefully safeguarded, and to clear up any misunderstanding
which may arise between them and their employees, The liaison
officer is the medium by which the aero squadron and the line
forces with which it is working, come to a complete
understanding of the work at hand and thru him any difference
may be adjusted.
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The aero squadron liaison officer must be thoroughly familiar
with the duties of the aerial observer, and he must be well
impressed - with the limitations as well as the possibilities of aerial
observation. He must, therefore, have had actual experience in
flying over the lines, and accordingly he is selected from the
squadron roll of observers, temporarily detached from the
squadron and sent to the Headquarters of the division with
which his squadron has been assigned to work.

On arriving at this post, the new liaison officer at once seeks
to make himself known to the officers of the divisional staff. This
is done on his own initiative or under the guidance of one of the
staff officers. The Chief of Staff will explain what he expects of
the aero squadron, and criticize what they have done for his
division in the past. From the Operations Officer and Intelligence
Officer can be found the means of obtaining that latest
information as to the situation on the sector. The Operations
Officer will also, on request, furnish a copy of the field orders
and the plan of liaison for whatever movement the division may
be interested in at that time. The Chief Signal Officer has charge
of all lines of communication, and the liaison officer should at
once find out from him the best way to communicate with the
squadron, the system used in receiving the radio and dropped
messages from the airplane and the codes in use. From the Staff
Officers of the Artillery Brigade the distribution of all artillery
units can be determined and what units rely on aerial
observation for their fire control.

The daily work of the liaison officer varies to a certain extent.
He must at all times be sure that the proper divisional panel is
being displayed, and in such a position that the observer can
readily see it. He will make sure that the panel men understand
their work and that they are in direct communication with the
radio receiving set. He must keep in close touch with the
operations and intelligence offices; any abrupt change in the
position of the front line, or change in an artillery location must
be sent to the squadron at once. All reports on aerial activity
must be investigated thoroughly, especially those involving the
work of his own squadron.

It is also important that the liaison officer visit the artillery
battalion and infantry brigade posts of command to see that the
airplane is giving good service and is receiving proper co-
operation from the ground. The infantry must at all times be
equipped with panels and flares, and instructed in the proper use
of each. With the artillery the exact method of fire must be
agreed upon, and also the number and positions of the batteries
designated for fugitive target work.

The whereabouts of the liaison officer must always be known
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2d Lt. Walter L. Francis
Observer, 90th Aero Squadron

There are but few flying men who will not agree to the
statement that infantry liaison or infantry contact, as it is
probably better known in the American Service, it at once the
most valuable, most dangerous, and most difficult type of air-
plane work. Of course it is only carried on in periods of attack
when our troops are advancing and when lines of communication
from the front to the P.C.’s are very often useless.

Theory says that the Infantry contact plane will fly from 800 to
1000 meters and that when called upon to do so by prearranged
signals the infantry will show their panels or flares on the ground,
the observer will plot the line of panels thus formed and will
drop a map with the line marked out upon it. Practice, however,
is widely different. First of all the infantry. is very busy fighting,
and at 800 to 1000 meters your signals would many times be
unnoticed. Then again a battlefield is covered with debris,
papers, and various things which look like panels from that
altitude. So you find first of all that you must fly lower. Still for
some reason you can only see a panel here and a flare there,
and you see also some figures moving on the ground but you
cannot make out whether they are friend or enemy. Again you
decide to go down a few hundred meters. Now you are flying at
a hundred meters or less, well within the trajectory of the
artillery, and also within range of enemy machine guns, but you
can make out your men and the enemy also. Your signal rockets
also fall nearly to the ground and are seen by the men. Now the
proposition comes down to locating the advanced elements of
your own troops, which in the method of attack now used
against enemy machine guns, will never form a continuous line,
but will merely be groups of men spread out, and advancing
slowly to encircle and put out of action the points of resistance
which are bothering him.

One case is known where an Infantry Liaison mission was
carried out with a thick layer of fog at fifty meters. The team
doing the work flew to the point where the troops should be,
dropped through a layer of cloud and proceeded at that very low
altitude to locate their advanced units with good results.

There is always the enemy scout plane to be kept in mind.
The observer cannot hang over the side and search the ground
as he does in training, but must continually be on the alert
against monoplace attack. A French observer of three and a half
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years experience once told me, “The secret of successful
observation is to never be surprised. Watch the ground oné
second and the air nine.” His idea was that if you see your
opponent as soon as he sees you or sooner, you can at least
choose your own position for receiving his attack. Any flier
knows that the biplace attacked by a scout cannot attack and
expect to survive many such combats.

Many times when rapid advance is being made the team
performing the missions does not know exactly where their
troops are expected to be. Some observers have quite
successfully used the following plan: They flew well back into the
sector, until they saw large groups of our troops in close order
advancing on a road, then they turned about and following the
road back until the units grew smaller and finally disappeared,
they then began to look for the advanced elements, and
gradually picked them up and established the line. This again
means flying at low altitudes where friendly troops can be
recognized by sight. Another squadron at Chateau-Thierry flew
forward until they encountered enemy machine gun fire and then
knew that they were over enemy troops and began to search
out their lines, a little further back.

Another practice which has been found very satisfactory as
well as almost necessary is to fly down the approximate front
line firing as many as five or six signals calling for the line. This
gives the entire line a warning to show their position, while firing
only once at one end of the sector might very often be
unnoticed in other parts of the line resulting of course in a
failure of the troops to show any panels.

Successful infantry contact missions depend upon the observer
and pilot seeing the line. If it cannot be given at the time by
panels it is up to the aviator to go down and see the men
themselves. Many times after several days in line continually
fighting, the troops have lost their panels, and their flares are all
gone, so that the infantry cannot be too harshly criticized for not
always responding to the airplane call. Hence the necessity of
the observer seeing from a low altitude.

Insignia of the 90th Aero Squadron.
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1st Lt. Pressley B. Shuss
Observer, 90th Aero Squadron

During the four months on the quiet Toul Sector, Lt.
Livingston® as Pilot and myself as observer accomplished a
number of exercises with different infantry units in order to train
the infantry in working with the planes and to get the needed
experience ourselves. :

On the morning of Sept. 12, 1918, we were assigned our first
real Inf. Contact mission in combat. We left the flying field in
sufficient time in advance of the scheduled time to test the
wireless and to fly to the designated P.C.’s to locate message
dropping grounds.

The first difficulty which presented itself was getting through
our own barrage. This was accomplished by observing the
flashes of the guns, choosing a point to enter where the least
number of flashes were observed and flying through the line of
rising projectiles in the direction of fire at an altitude of 300
meters. Then later choosing a point where the least number of
projectiles appeared to be falling we flew through the falling
barrage at an altitude of 600 meters.

Flying in elongated circles, and figure eights, over our troops
we worked forward more each circle, first observing that vehicles
were not visible in advance of certain points, then massed troops
were not visible in advance of other points, further advanced I
saw friendly troops in an open formation after descending to
200m as visibility was very poor with some rain. Advancing
further I observed more troops, but as the barrage was still
about one kilometer in advance we continued north to the line
of bursts of the barrage and worked back searching each part of
the sector for our troops. After seeing the most advanced ones
visible I fired several rockets which means “where is the front
line” and also where are the P.C.’s of the units.

The only answer was given by one Battalion P. C. showing its
position. After firing several more of the same rockets without
answer from the front line we circled over the [one?] point after
the other descending until we had located the most advanced
troops and the rear guard of the enemy troops, and the rear
guard where they were visible.

I found that at an altitude less than 150 meters it is necessary
to circle over [one] point and search it thoroughly before
proceeding to another as the speed of the plane would only
permit a short glance at one point while flying straight, also that
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men on the ground are very difficult to see if they are in shell
holes or immovable.

While observing the advance of the troops I sent by wireless
code the line of the barrage and location of the front lines and
while flying back to the rear I wrote out the dropping messages
and marked on the drop maps the location of troops, barrage
fire (in enemy territory) and any thing observed which would be
of interest to the command. I dropped one copy of these at
Division P.C. and one at Corps P.C.

After landing I immediately reported to the Intelligence Officer,
gave him what infarmation I had, then made a detailed report of
the mission. '

All subsequent missions were accomplished in the same
manner, but many difficulties presented themselves which had to
be overcome. The most important difficulty is the presence of
enemy planes. During all missions I had to watch the air for
enemy planes and have rarely failed to see some every mission.

They endeavor to surprise us which we counteract by keeping
a very careful watch and by always standing up with the
machine guns ready to mount.

I wish to warn all concerned of the importance of this as |
was surprised by four enemy planes diving down through the
clouds when I was sitting down. By the time I had risen and
turned my guns on them they were out of range, having turned
away which showed us that we were saved by the fact that they
were more surprised to see us than we were to see them.

Had they known that we were there we should have been
easy victims as they passed us within 30 meters.

At that time I was wearing a fur lined coat reaching to my
knees, when | arose to get my guns in action the wind blew the
skirt of the coat up between my hands and the guns which
added to my delay and prevented any chance of my getting a
good shot at them.

I have never worn anything but a union suit since that
experience.

As a biplace plane has movable twin machine guns in the rear
it is most effective in an aerial combat while appearing to be
running away; therefore [it] should only fight when the enemy is
aggressive.

When attacked during a mission we have always led the
enemy planes over our territory and when they turned back we
would return and finish the mission or repeat the tactics until
they go home, as we carry more gasoline and can stay longer in
the air.

The second important difficulty is bad weather conditions. Rain
decreases the chances of the infantry answering the signals. To
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because of rumors to the effect that the enemy use planes with
the allied identification marks for the above purpose. I do not
believe that is true.

I made a visit to the troops while they were in the front line
and thus was enabled to find their reason for the existing
conditions above mentioned.

The troops do not realize the importance of the command
knowing their exact position and location and progress in combat
and how quickly the plane can get the information to the
command after obtaining it.

This difficulty is overcome on our part as much as possible on
the mission by repeatedly asking for the line and staying over
them as long as possible and in the event that they will not
show panels or flares we go down until we can see them unless
they are in a green forest, in that case it is impossible.

It can be readily seen that if we see troops in an open space
and a forest in advance we cannot tell the command that the
troops that we saw are the first line unless they show panels
indicating it, as we have no manner of knowing if there are more
troops in the woods unless we receive an answer by the Bengal
flares from the woods.

This also meant that we must fly forward until we see the
enemy troops in order to be sure that no more of our troops
are in advance of the last observed. Doing this decreases very
much our chances of getting the information to the command as
the enemy troops shoot at the planes with rifles and machine
guns at a very effective range.

We have conducted school at the Aero Squadron which is
“attended by about 200 officers and non-commissioned officers of
the infantry of one Division at one time for the purpose of
instructing them in  distinguishing planes, methods of showing the
lines,. sending messages to the plane, and the importance of
liaison between the infantry and the contact planes.

The Squadron has sent observers to visit the Infantry Division,
Brigade, Regiment, Battalion P.C.’s and into the front line to find
out what the infantry thinks of our work, what we can do for
them and to instruct them in what our work is, how we do it
and enable them to identify allied planes. This better
understanding will lessen their fear of planes and prevent our
troops from firing at allied planes and machine guns which has
occurred very frequently.
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1st Lt. Flynn L. A. Andrew
Observer, 104th Aero Squadron

1. Too much time is lost in the execution of an Infantry
Contact Mission which defect can be remedied only by the
thorough training of infantrymen designated to work with the
aeroplane; and immediate answer to signals from the aeroplane is
imperative.

2. The method of firing rockets from the aeroplane as a
request for information is not sufficient to insure a reasonable
successful mission, for two reasons to wit: (1) A six star rocket
requesting our line is very often fired when the ship is behind
the front line which means that the infantry whose whole
attention is directed to their front, fails to see the signal, the line
is not shown and the time is lost. (2) An observer failing to get
the line at this' first signal must again signal, distracting his
attention from the ground where it should be constantly in order
that he may always be oriented. This defect can be cured by
some continuous signal that will show the infantry at all times
just what the ship is requesting. Two methods could be used. (1)
If the ship was sent out to get the line, one, two or even more
streamers attached to the ship, meaning a definite thing and

. showing the infantry at all times that this ship requested the line.
(2) Mechanical devices such as small antennas which could be
instantly rolled in or out, attached to each a small streamer or
more compact signal, one meaning one thing, two another, etc.
In this way no time would be lost, while over the lines, the
infantrymen could have the signal constantly before them. The
whole time of the Observer could be given to them.

—70—

2d Lt. H. L. Borden
Observer, 90th Aero Squadron

During the latter part of the' Meuse-Argonne operations the
First American Army was greatly handicapped by the absence of
cavalry with which it could harass the retreating enemy and
accurately learn the disposition of the enemy rear guard. To
remedy the defect the idea was conceived that the observation
squadrons at the front could to a large degree, do the work
which in former wars was intrusted to the cavalry.
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craft and anti-aircraft defenses (which always confront the
observer during an advance) no hard and fast rules can be laid
down for the successful carrying out of a cavalry reconnaissance;
however, it can be definitely stated that the purpose of the
cavalry reconnaissance is to first find our front lines in a certain
sector, and then to scour the air so carefully that practically
every meter in the enemy’s lines will have been seen to a depth
of from four to six kilometers, so far as possible locating the
hostile first line of defense machine gun nests, etc., with their
supports in the rear. Then this information should be written
down and dropped to our front line troops.

Now to accomplish such a mission it is evident that certain
general rules must be observed. The first thing to be considered
is the way to accurately locate the enemy’s forces (it is not
necessary here to speak of methods of finding our front lines for
every observer trained in Infantry contact work understands
that). The location of the enemy is much more difficult.
Generally the hostile troops have retreated to previously
determined positions where they are well protected and
concealed. Also, being well trained troops, when they first see a
hostile plane (if they are at all exposed to view) will take all
the cover available, or if there is none will be prone and
motionless. Hence they are extremely difficult to see.

Therefore it is necessary that the observer on a cavalry
reconnaissance should fly at such an altitude that he can pick up
such difficult objects. For the individual observer the altitude will
depend upon weather conditions, the keenness of his eye sight,
concealment offered by the nature of the terrain to troops on
the ground, etc., Under conditions of such poor visibility as
prevailed during the Meuse Argonne operations the writer found
that an altitude of 100 meters was the most satisfactory in his
individual case.

In addition to the greater facilities for locating troops afforded
by flying at a low altitude is the fact that a plane is safer from
M.G. bullets at an altitude under 200 meters than one from 200
to 600. This is due to the rapidity with which the plane passes
out of range and the rapidity of changing angle of sight.

When the enemy troops are seen, if the conditions are
favorable, it is a good idea to strafe them with machine guns.
This not only demoralizes the hostile rear guards but (if your
advance guard is not too hotly engaged) they will see the
direction of your tracers and this will point out the position of
the enemy. Furthermore, when a plane begins to shoot all the
M.G. nests in the vicinity if not already firing will open up. By
thus drawing the enemy’s fire the observers can locate by sound
and by sight (if tracers are used) the machine gun nests which if
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not discovered would take a heavy toll of our infantry.

It is not advisable to go into further details in regard to the
carrying out of a Cavalry Reconnaissance. Only experienced
observers should ever be sent on such a mission. A trained
observer bearing in mind the purpose of the missions (as have
been outlined) must work out the details as to altitude of flight,
etc., himself. In regard to manner of flying, one thing only should
be insisted on; as in every case when flying over hostile territory,
the pilot should never fly straight ahead. He should throw off the
many machine guns for whom he is sure to be animated target.

It is evident from the few experiments successfully made that
the Observation Squadrons have a new and valuable field of
work in the making of cavalry reconnaissances during an
advance. Tho the planes cannot harass the enemy as thoroughly
as the cavalry, they can cover the tefritory much more quickly
and more carefully. The experienced pilot and observer can
cover the front of a divisional sector in from one to two hours,
drawing the fire from all hostile positions and locating the strong
points of defense, this in most cases can be done rapidly and
without loss of life. On the other hand the progress of the
cavalry is slower and always costly in lives of the troops. It will
remain for future opportunities to demonstrate beyond a doubt
the valuable service that an Observation Squadron can
accomplish thru a “cavalry reconnaissance.”

—71—

2d Lt. William Nickel
Aerial Gunner, 99th Aero Squadron

Having been from April 20th., 1918 to Sept. 15th., 1918, Chief
Instructor in Armament in the School for Observer Gunnery at
Casaux, and having been asked to report in brief, from this
experience in connection with my experience at the front with
the 99th Squadron, the following is submitted:

A waste of time is the result of the method of machine gun
instruction, in an effort to systematize the assembling and
dissembling of machine guns. Because of the different characters
of different persons, it is impossible to achieve uniformity.
Instruction for some is thereby retarded and they must begin
their studies anew when they reach the front.

The French system comprises a complete course in the
rudiments of gunnery, and the need of constant practice, careful
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and the quickest means of correcting them. Brief lectures giving
the fundamental theory of the actions and operations of machine
guns will suffice much better than long, intensive discussions
which tire the minds of the listeners and cause a loss of interest.
The time thus saved, could be spent with great value, allowing
the student to do by actual operation, what he must eventually
do in any case, i.e., construct his own personal method for
achieving results, whether it be in assembling and demounting his
gun, or in the clearing of stoppages. Timely suggestions by the
instructors, are, of course, of material benefit.

The machine gun instruction centers of our service, uniformly
base their course on this systematic method, and on the use of
a single gun, whereas in actual practice at the front, the twin
gun is universally used. This discrepancy between instruction and
practice should not occur, because it is manifest that with twin
guns instead of single guns, new difficulties arise.

The practice of removing the magazine to clear simple
stoppages, with either the single or twin guns, is unnecessary
and is also cumbersome and slow. The French who are experts
at clearing such stoppages, do not remove the magazine in
actual work at the front, nor does their course of instruction
include such an operation. In my estimation the French method
is quicker and safer for both pilot and observer than is the
English and so-called American method, which includes removing
the magazine for all stoppages.

A combat seldom lasts over 30 seconds, and the average
combat lasts about 10 seconds, the average distance being about
200 meters. Every move that the observer makes can easily be
seen by his opponent. If the observer begins to demount his
gun, the enemy closes in to a closer range, thus making his
shooting more accurate. The observers who joined our squadron,
who had taken their aerial gunnery training under our own
method, invariably learned from the students of the French this
easier, quicker method of clearing jams and stoppages.

I found that the French sight was the most preferable. Our
Government having adopted the so-called Norman Ring,* an
English sight; the Reille Soult was impossible to get from our
Ordnance Department.b In many cases the observers had their
mechanics to make the Reille Soult sights, some borrowed them
from the French, and in some cases where they could not be
procured or made, the observer used no sights at all, judging his
shooting by his knowledge of deflection.

The student has never been taught any method of defense
against machine gun fire from the ground. As about 75% of the
casualties of our squadron were from this source (a not unusual
percentage | am told), it is quite apparent that a gunnery school
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instructor should be absolutely familiar with combat conditions,
and where possible, experienced in such work.

At Cazaux we mounted a shot gun on a tourelle and had the
students to fire at clay pigeons. This method enabled the student

, to attain quickness in judging deflection, ease in handling the
tourelle, or “feel” as it is called; and lastly and most important of
all, he learned to shoot quickly from a tourelle.

Map reading for aerial gunners has always seemed to be a
minor subject, whereas it should be a most important one. Oft-
times he finds it is his duty, not only to orient himself but
actually steer the flight course. Forewarned is fore-armed, and
the aerial gunner who is never sure of his location is rarely in a
position to be fore-warned.

—72—

Col. Frank P. Lahm
Chief of Air Service, Second Army

Balloon Service. On my arrival in Paris the last of September
1917, | found no Balloon Service organization. This work was
being handled in the Technical Section, Paris, with Major East,
Air Service in direct charge. There was no one in France at that
time who had been in the Balloon Service or was technically
conversant with the subject. Foresight on the part of those in
charge had led to orders being placed with the French for eight
complete company equipments, for 50 additional equipments of
balloon baskets, cables and basket equipment. It was fortunate
that these orders had been placed as the first companies to
arrive from the U. S. did not have their equipment with them.
At the same time orders had been placed in ltaly for Fiat trucks
and cars, which, though slow in arriving, made possible the
operation of the first units. A cable had been sent to the U. S.
asking for eight balloon companies at once. They did not arrive
until late in December. In the meantime, artillery brigades had
arrived from the U. S. and were in training at the various
artillery training centers, unfortunately without balloons to work
with them, with one very notable exception, that is, the Artillery
Camp at Le Valdahon. The 84th French Balloon Company had
been sent there in August and a great deal of credit is due its
commanding officer and chief observer for their excellent work in
teaching our artillery the use of balloon observation, in training
artillery officers as balloon observers, and later in training some
24 of our own balloon officers who were sent over here to
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would have six French officers and 10 French non-commissioned
officers as instructors, who were to work with our own
instructors. With the assistance of the Construction Department
plans were drawn up in the Paris office which organized
immediately after my arrival, providing for training the officers
and most of the enlisted specialists of balloon companies coming
from the U.S. Construction was started in November, one
balloon company arrived in Chalons about December 23 and was
utilized in construction work. This was completed about the end
of March when the German offensive made it advisable to
evacuate both the French and American Schools.

Had it not been for French balloon equipment, French
assistance in our early instruction and the benefit we derived from
their previous balloon experience, our own Balloon Service would
have been greatly handicapped and we would not now record
the success which I feel it has had in France, practically from
the beginning. The time came, however, about the end of March,
when it was advisable for us to separate our own activities from
those of the French and rely more upon ourselves so [ believe it
was wisely decided that our School should be moved to Souge
where it could operate under our own control, still however,
assisted by the advice and cooperation furnished by the French
through their representatives at the School.

The French offered to train 100 Balloon Officers and a cable to that
effect was sent to Washington about October 1917. Fifty-four extra
officers with no balloon training were sent to France and put
into French balloon companies at the front, afterward receiving
artillery instruction at Le Valdahon, additional balloon instruction
in the 84th French Company at Le Valdahon and some of them
finally graduating from our Balloon School at Souge. This was a
war expedient that I trust we will not have to repeat, and will
serve us a lesson to prove that our own facilities must be
sufficient to meet our needs without calling on a foreign nation
to train our officers in bulk. They were given valuable training by
the French, were fortunate to receive instruction in companies
operating on the front, but the training varies in different
companies, was unnecessarily long in others. A very few of
these officers were not of the desired standard as raw material
and wasted their own time as well as that of the French. The
latter should not be called upon to sift out our new officers,
eliminating the unfit and reclassifying the others. That is our own
duty. I believe the records show that not over 30 per cent of
these 54 extra officers proved to be good observers.

On being relieved in Paris by Colonel Chandler about
November 20th, I went to Headquarters Air Service at
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Col. Charles DeF. Chandler
. Chief, Balloon Section
’ Air Service, AEF

Commissioned in the Signal Corps in 1898, Chandler had
become interested in balloons and had been placed in com-
mand when the Aeronautical Division was established in 1907.
He had qualified as a balloon pilot in 1907, dirigible pilotin 1909,
airplane pilot in 1911, and military aviator in 1912. He had been
in charge of the Signal Corps’ aviation schools at College
Park and Augusta, had commanded the 1st Aero Squadron at
Texas City in 1913, and, among other things, had established
the Army's balloon plant and later the bailoon school at Fort
Omaha. He had been placed in charge of lighter-than-air experi-
ments and engineering in Washington in April 1917 and had
gone to Europe with Foulois in November, replacing Lahm as
head of the Balloon Section, AEF.

The following paragraphs summarize the lessons learned during
the present war which pertain to the Balloon Section:

As a result of our experience the present complement of one
balloon company per Division should be considered only as an
allowance and all companies serving with Army Corps should be
classed as Corps Air Service. When a Division joins the Corps
one balloon company should be assigned to it, normally
remaining under the tactical control of the Division commander
during the entire period that the Division pertains to the same
Corps. There is no objection to the transfer of a Divisional
balloon from one Corps to another with its Division, whenever
prospective military operations make the transfer expedient.

The control of a balloon Group commander over Divisional
balloon companies in his Corps should be considered technical
and not tactical; the supervision relating principally to personnel
replacements, supply of maintenance equipment; provision for
hydrogen and the consolidation of information reports required
by Corps Headquarters.

Army Artillery should in all cases arrange with the nearest
Corps balloon to adjust fire instead of having special balloons
attached to Army Headquarters exclusively for Army Artillery.
An army reserve of 10 to 15 balloons should be available in each
army for special assignments, particularly the relief of companies
in Corps Groups after long periods of arduous service: The
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Army Reserve companies should never be considered as available
only for Army Artillery.

Balloon Wing Headquarters of an Army should be utilized to
exercise the technical supervision over all balloons in one Army.

Instead of the small administrative units now provided by
Organization Tables for each Balloon Group Headquarters and
Balloon Wing Headquarters, there should be allowed one Balloon
Park for each Army; this Park to have the same personnel
allowance as balloon companies and utilized to provide
detachments not only for each Group and Wing Headquarters
but for tube dumps, balloon mobile parks and all other balloon
detached service of an Army.

............................................................

The change from balloon squadron organization to separate
companies, each serially numbered and combined in Groups
according to their assignment to Army Corps proved to be
entirely satisfactory and should be. continued.

The procurement of balloon observers by assignment only
from Artillery which was effective from January to August 1918
was not satisfactory. It resulted in much waste of time and effort
in cases where Artillery officers were detailed as balloon
observers against their inclinations for air service.

It was found that the course of instruction at the Balloon
School covering a period of three weeks and including only the
most essential subjects could not be pursued satisfactorily by
officers having no previous balloon experience. In time of peace,
to cover the entire subject thoroly, a course of one year should
be provided to insure complete instruction for officers having no
previous ballooning experience.

............................................................
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Capt. Alvin C. Reis
C.0., Balloon Group, V Corps

The assignment of balloons to Army Artillery as such should
be abolished. It is recommended that all balloons under the
jurisdiction of the Army be assigned directly to corps.

The necessity for providing a channel through which reports
can be transmitted promptly requires that the reports come
through an office which is in more intimate touch, than Army
Headquarters can be, with balloons on the line. Information
obtained must be acted upon at once. Delay of an hour, in the
effort to secure connection through main controls, renders the
information worthless. All balloons should be connected by direct
line to the balloon central of the sector, so that the value of the
balloon’s observations may be immediately utilized.

The mission of all balloons in a sector is, fundamentally, the
same. The mission is two-fold: surveillance of the sector and
adjustment of fire. )

There is no distinction in method and aptitude between an
observer’s watching matters of interest to Army Artillery and an
observer’s watching matters of interest to G-2 of the corps.
Ludicrous it is to assume that a balloon can look only for things
of importance to the Army, shutting its eyes to things of
importance to the corps. The balloon must see everything and
should report everything to one central balloon group office.
That office should be held responsible to determine whether the
information is of value to Army Artillery or to Artillery Corps, tq
G-2 of the Army or G-2 of the Corps.

There is no distinction in process and function, between
adjusting fire for the 155’s of Corps Artillery and adjusting fire
for the 270’s of Army Artillery. There is no distinction between
objectives for Corps Artillery and spotting objectives for Army
Artillery. The work is identical.

The present designation of Army balloons, as such, creates
this double paradox of permitting the Army balloon to be idle
when the Army Artillery does not fire and, on the other hand, of
compelling the Army balloon to reach over into the sector of
other balloons where Army Artillery batteries may be situated,
attempting to regulate fire on an exaggerated Balloon-Target-
Battery-Target angle.

The balloons in a corps area should be distributed territorially,
not tactically. The balloons should be identified with a sector, not
with a command. The balloon should see everything and do
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Determining the conditions for the operation of the balloon
should be left to the company commander, who should be held
responsible for the technical part in the employment of a balloon,
in all other respects the balloon should be under the orders and
be supplied by the combat unit.

It should be as much a part of a division of infantry as is the
artillery brigade headquarters.

—77—

Capt. O. B. Anderson
C.0., 43d Balloon Company

Recommendations on Equipment: That a special study be
made concerning transportation issued to balloon companies.

Heavy trucks with low axles are not suitable for mud and bad
roads.

A company should be equipped with a light tractor with
caterpillar tread. This is to replace tender which is useless.
Compartment in tractor for tools would replace tender in every
respect and would really facilitate mobility in mud, open fields, or
any kind of roads.

Experience proves that a light tractor has enough speed when
a balloon forms a part of a large unit which moves slowly.

Motorcycles for liaison work, alone, are not enough. Two
saddle horses are indispénsable.

There is 10 times the necessity for a horse in a balloon
company than in a battery of artillery, for artillery reasons alone.

A chart room truck should be issued.

Trailers are dead weight.

The transportation of a balloon company should not be built
for speed, but to insure steady progress in any weather or on’
any road.

Command: The organization known as “Balloon Group” is
believed to be useless, during field operations.

The work of the balloon is so varied and it is concerned
with so many different features that to do justice to the units in
line, the balloon should be assigned to them and left to work out
its own mission.

To accomplish the best results, it is believed that this can
be done by placing the balloon under the orders of the combat
unit or artillery brigade.
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Lt. Col. Warwick Greene
Chief, Executive Section
Air Service, AEF

Greene, a graduate of the Harvard Law School, had been Direc-
tor of the Bureau of Public Works in the Philippine Islands and later
Director of the War Relief Commission of the Rockefeller Founda- .
tion before being commissioned in the U.S. Army in 1917. After
serving on the Air Service staff in Paris, he had become Chiefof the
Progress Division when the Coordination Section (later Coordina-
tion Staff) was established in June 1918. Greene had succeeded
Lt. Col. H. A, Toulmin, Jr., as section chief when the Coordination
Staff was reorganized as the Executive Section at the beginning of
November 1918.

The creation of the Coordination Section by General Patrick was
an effort to tie together and relate the diverse and scattered activi-
ties of the Air Service, AEF. Supply and technical matters were
being handled by an office, headed by an Assistant Chief of Air
Service, in Paris. Personnel administration, training, information,
balloons, photography, and some other things were supervised
from Headquarters, Services of Supply, at Tours. in the Zone of
Advance an Assistant Chief of Air Service was in charge of devel-
oping airdromes, depots, and parks. All of these activities had to be
coordinated, not only within the Air Service, AEF, but also with
plans and programs of General Headquarters, AEF, at Chaumont,
and with the requirements of aero squadrons and balloon compan-
ies in service at the front. Finding that coordination previously had
been weak and faulty, Patrick tried to correct this situation by
creating a special coordinating unit soon after he became Chief of
Air Service, AEF. Greene, as the result of his experience on the
Coordination Staff, thought there was a better solution to the prob-
lem.

1. In accordance with your instructions to prepare a
statement giving my personal opinions and recommendations
based upon my experience with the Coordination Staff and its
successor the Executive Section, the following is submitted:

Coordination Staff
1. The principal duty of the Coordination Staff was as its
name implies to coordinate the activities of the Air Service,
A.EF. To this end it was empowered:
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and was in operation on a large scale in the A.E.F. (and similar
staff organization in the other Allied armies) the Air Service
would have wasted no time in drawing up plans, preparing
schemes of organization, working out the details of duties, etc.
On the contrary, it could have availed itself of a ready-made plan
of organization, in actual operation, a practical success, and so
well known that a mere reference to a section number carried
full information to other army staff officers of the exact
jurisdiction embraced by the section. All of the duties actually
performed by the Coordination Staff could have been performed
under such a staff organization—and in my opinion performed
with less effort and greater effectiveness.

5. To sum up, the important duties of the Coordination Staff
could have been carried out to better advantage by the regular
staff organization in use by the American and Allied Armies.

Executive Section

1. On or about November 1, 1918, the Executive Section
succeeded to the functions and duties of the Coordination Staff,
except inspection. I do not know why the name Executive
Section was selected.

2. This Section had hardly gotten under way when the
Armistice fundamentally changed all conditions in the A.E.F. This
historical ‘and statistical work of the Section was, at the
suggestion of the undersigned, transferred out of the Section.
This work was then placed in a Historical Section under the
charge of an Assistant Chief of Air Service.

3. Mobilization work being finished, the force which had been
engaged in this work was, upon the recommendation of the
undersigned, transferred out of the Section in order to work
elsewhere on demobilization.

4. The preparation of plans, estimates, programs, and the
follow-up work on the progress of the Air Service automatically
ceased. : ,

5. There remained in the Executive Section property
accountability and the valuation of the assets of the Air Service,
a duty which had been added to the Executive Section after its
formation.

6. With reference to inspection: the undersigned while a
member of the Coordination Staff recommended that an
Inspection Department be organized for the entire Air Service, to
be divided into three branches, namely,

Military—Discipline; morale; administration; smartness; flying,
gunnery and combat efficiency; condition of stations, parks,
messes, sanitation, etc.
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This war has been responsible for the development to a
hitherto unknown degree of the science of military intelligence.
Whereas previous Generals have been content to learn of large
enemy movements with questionable accuracy from their spies,
and of a number of minor unrelated details from the occasional
capture of prisoners or documents, it has become possible
through the careful exploitation of all sources of information for
Commanders in the present war to reconstruct the major part of
the enemy’s organization and intentions with dependable
completeness. This work is the special care of the Second
Section of the General Staff (G-2) in the American forces, which
directs and coordinates all the agencies of intelligence. None of
these is more important than air intelligence, though its
possibilities have been fully appreciated only within the last two
years. However, before the United States entered the war, the
experience of the French and British had proved that the results
of air reconnaissance and the data to be gathered from air
photographs were of such importance that it was well worth
while to assign specially trained men to this work exclusively. In
recognition of this, but with a most imperfect understanding of it,
early tables of organization of Air Service made provision for an
Information Officer with each squadron in the field. The idea in
mind was that these Officers should take care of military
intelligence proper and also collect and disseminate information
on enemy and allied aviation of interest to the Air Service only.
In October 1917, however, the problem having received more
specific consideration, an agreement was made between the
C.AS. and the A.C. of S. G-2 providing for the detailing of
Officers as representatives of the General Staff to serve with
Squadrons in the field. From this time it was recognized that the
matter was primarily a Staff affair and all the Intelligence Officers
so assigned, from whatever branch of the service they were
drawn, were, in point of fact, selected and trained by the staff,
under whose orders they acted. In spite of this original
arrangement, nevertheless, the idea that the work of air
intelligence belonged properly to the Air Service persisted in
some quarters, to the detriment of cooperation and mutual
understanding. The thesis of the supporters of this theory was
that it was necessary for an Intelligence Officer to have technical
knowledge of aviation for the proper performance of his duties
and that it was impossible to get good results from a system
which gave so prominent a place to an Officer attached to Air
Service units yet not responsible to the Air. Service. This view
was based on a consideration of the French system in which the
corresponding Officers, while in the closest contact with the 2me
Bureau, are in effect members of the French Air Service. To put
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an end to the possibilities of contention on the subject in March
1918 Major D. M. Henry was sent by the Air Service and Major
C. F. Thompson by the General Staff to study the methods of
the British whose air intelligence was conceded to be the best in
theory and organization. After a study of considerable detail,
covering a large number of units and headquarters, these
Officers presented reports without consultation in which,
however, they were in perfect agreement on the point that,
under existing conditions the work could be satisfactorily handled
only by the General Staff at G.H.Q. Accordingly a subsection on
Air Intelligence (G-2, A-7) was formed which was to select all the
Branch Intelligence Officers. The reports made it evident also
that convenient as it might be for these Officers to have
theoretical and practical knowledge of aviation, such knowledge
was by no means essential, whereas it was of the first
importance for them to have an acquaintance with Intelligence in
general such as could only be gained by an intimate association
with the Staff. It was then decided finally that all bombing and
reconnaissance units should be supplied with Branch Intelligence
Officers, responsible to the G-2 of the Army or Army Corps
under which their unit operated, through whom orders for
reconnaissance were to be transmitted to the C.O. and
information gathered from reconnaissance disseminated to all
concerned. The most important feature of this arrangement was
that it made the work almost wholly a matter of the personal
relations of the Branch Intelligence Officer. It was very soon
shown that his efficacy was in no way affected by the arm of the
service to which he belonged. If he was not able by force of
personality to make good his standing in the Squadron to which
he was attached, no possible official position could repair the
damage. And if he was able to give the person most concerned
(G-2 in ninety nine cases out of a hundred) prompt and accurate
information about the enemy, it mattered not at all who was
technically his commander. That the system was capable of
excellent results is abundantly proven by such an example

as that of the 91st Squadron (later the 1st Army Observation
Group) where a C.O. and a B.1.O. both possessed of ability,
energy, and a fine sense of values produced an organization
which may be fairly considered as good as any Army can show.
That the relations of the Air Service with G-2 were in general,
only moderately successful is due to a number of causes. In the
first place G-2 A-7, always an amorphous office, suffered badly
from the prevailing G.H.Q. disease of atrophy of the sense of
proportion. In the second place, through force of circumstances
it was often impossible to secure officers far assignment to
Squadrons who had the requisite breadth and balance. It was
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only one of the numberless ways in which the A.E.F. suffered
from the lack of experienced officers. In more cases than one
the value of a reconnaissance Squadron was very materially
reduced becatise the B.I.O. was ignorant or tactless—
shortcomings of exactly equal seriousness to his position. In the
third place the latent jealousy of various Air Service
Headquarters to the whole system frequently hampered its
efficacy. It was one of the unfortunate bi-products of the plan

to make the Air Service a complete and self sufficient arm of the
fighting force that some who had had no experience of the war
from any other point of view were inclined to resent any
infringment of the sovereignty of the Air Service without due
consideration of the matter from the standpoint of the force as a
whole. In this case it was the failure to grasp the essential fact
that intelligence of any kind is concerned wholly and solely with
“killing Boches and preventing casualties” and that all questions
of credit and precedence are extraneous and impertinent. There
was further difficulty due to the reluctance of certain Air Service
Headquarters to look at reconnaissance as an ordinary part of
the day’s work and nof a matter of particular moment. Evidence
of such an unfortunate attitude is to be had, for example, in one
of the bulletins of the Air Service of the 2nd Army on aerial
observation the obvious tendency of which was to show, not
how important it was but how difficult it wast—a publication as
useful as though the Chief of Artillery should issue a
memorandum on the unlikelyhood of hitting what you aim at. In
this case the lack of mutual understanding was due, it would
appear, less to the inability of the Staff to appreciate the special
work of the Air Service to grasp the general work of the Staff.
Nevertheless these drawbacks are all such as time would have
remedied and, while the consideration of them is useful to show
the dangers to which the system is liable, it does not alter the
conviction, supported by the success of the British, that the
system itself is sound and, based as it is on individual ability, is
capable of indefinite expansion and adaptation.
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1st. Lt. Robert B. Rhoads
Operations Section
Second Army Air Service

The writer’s experience during the past 8 months has been, to
a large extent, a very limited one in scope, so far as the
practical details of organization and supply are concerned.
Having been in the Operations Section continuously since the
first functioning of the Air Service with the First Army Corps on
May 1st, my experience has been almost entirely along tactical
lines.

To most of us who have been interested in the utmost
efficiency of the functioning of the Air Service, the relations of
G-2, General Staff, to the Air Service have been a question of
considerable discussion and criticism. The present arrangement
whereby missions for both photographic and visual
reconnaissance are ordered by G-2 direct to each Group
Commander, through the respective Branch Intelligence Officers,
is subject in my opinion to criticism in several ways. In the first
place, the missions which are given are often prepared by
officers totally unqualified to judge of the possibilities and
limitations of the Air Service, and often orders for wholly
impossible missions go to the Group Commanders without the
knowledge of the Army Air Service Commander, who might have
been quite able, having seen the assignments, to so alter and
rearrange them that they could have come within the scope of
possibility.

I know of instances where Groups were given missions of such
magnitude that weeks would have been involved in their
execution. With the danger of inexperienced Group
Commanders, often their missions were attempted only to be
abandoned without result after the greatest amount of lost effort.
Then, too, the system whereby G-2 assigns missions direct, robs
the Army Air Service Commander of the benefit and value to
the service, of his experience, whereas by a wise selection,
missions could undoubtedly be accomplished much more
efficiently in every respect.

From an Army Operations Section point of view, it is my
opinion that entirely too much effort is expended in the issuance
of the daily operations report. The report is never more than
history of past events, and all effort spent in it is just so much
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effort lost in the greater game of studying the enemy’s intentions
and in devoting the best efforts of the Operations Section to
constructive work. This question involves not only the lost effort
of Army Air Service headquarters, but that of every squadron
and group in the Army.

On account of the undue emphasis put on this question during
the St. Mihiel and Argonne offensives, great hardship was put on
the personnel of all squadrons, groups and headquarters, and the
mechanical equipment and loss of time to all concerned, through
apparently needless demands made upon all units in regard to
daily operations reports, certainly made its mark on the morale
of all concerned during the trying days of those two offensives.

In this same connection, the tuindue emphasis given to
operations reports, which resulted eventually in a great amount
of unhealthy and unproductive competition between groups in
order to make paper results, was responsible, as I personally
know, in several group commanders dispatching many missions,
which they knew beforehand would be unsuccessful, and which
were always costly in every respect, simply to increase the flying
hours and total number of missions as shown on the daily
operations report.

The whole question of reports—engineering, statistical,
operations—was one without any correlation whatsoever,
resulting in an enormous amount of useless duplication of
paperwork for all squadrons and groups. A thorough review of
this subject with a painstaking compilation of statistics has been
made by the Assistant Chief of Air Service, Z. of A., which
report, in my opinion, will bear the fullest examination and will
reveal some startling wastages in our report systems.

One of the greatest difficulties experienced throughout the
whole history of the Air Service, was in my opinion, the lack of
liaison between the Air Service and the other arms. While totally
unfamiliar with the methods in vogue in training in the states, it
would seem that during the long period of training which
our divisions underwent both here and in the states, liaison could
have been established so that infantrymen and artillerymen could
at least have known what an American cocarde looked
like when they arrived at the front the first time.

The questions of organization, assignment of squadrons to
divisions, etc., have been so often discussed that further mention
of those points seems totally out of place. However, so far as
the Army Air Service Operations Section is concerned, in my
opinion, the Observation Wing is an extra cog in the machine
which delayed rather than expedited the fulfillment of orders.
The Wing Commander had no tactical prerogatives and at best
could be no more than a technical adviser. The additional
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paperwork demanded by Observation Wing Commanders
brought an undue hardship on all Observation units under them,
and often duplicated work done for the Army Air Service
Commander by all units.

—81—

Capt. Heber Blankenhorn
Chief, Propaganda Section, G-2, GHQ, AEF

Heber Blankenhorn, who had been assistant editor of the New
York Sun before the war, was given the task in February 1918 of
forming a psychological warfare unit in the Military Intelligence
Division of the War Department General Staff. Having devel-
oped a plan that had received the approval of Chief of Staff
Peyton March and Secretary of War Newton D. Baker, Blanken-
horn was sent to France to report to Col. Dennis E. Nolan, Assis-
tant Chief of Staff G-2, GHQ, AEF. He took with him Capt.
Walter Lippmann, Lt. Charles Merz, and some other newsmen
who had been commissioned at his request. An investigation of
Allied methods was started but cut short in August by orders to
begin propaganda operations at once. Operating from a room
on the floor above Pershing’s office in Damremont Caserne at
Chaumont, Blankenhorn organized and directed the prepara-
tion and delivery of propaganda leaflets over German lines by
airplanes and balloons. Copy for the leaflets was prepared in
Blankenhorn’s section and sent to Paris or Langres for printing.
The leaflets then were sent by truck to field units at Bar-le-Duc
and Toul for distribution to the aero squadrons and balloon
companies responsible for delivering them over the lines. Blank-
enhorn described the leaflet operations in the following report.t

No Air Service, No Propaganda

............................................................

. if there had been no Air Service, or if the Air Service had
balked, there would have been no propaganda against the enemy
worth mentioning. . . . in any future war against a civilized
nation propaganda should be used extensively in the field and
preparation should be made early by the Air Service for such
use. ... .
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get peace on Wilson lines. More specifically, certain of the A.E.F.
leaflets spread in the German Army the knowledge that
Americans did take prisoners and treated them especially well,
particularly well as regards rations, and that German soldiers
who knew that the war was lost and who did not care to get
killed in the last battles of the war were being received in the
American lines.

American Aviators distributed these leaflets with tireless
devotion. It was a strange business for them. They could see on
a photograph the effects of their air bombs, they could bring
back mapped reports of their observations of enemy activity and
in regulating artillery fire they had visible and immediate proof of
the worth- of their endeavors and risks. But in dropping leaflets
out of the skies the fliers saw no visible results and had no first-
hand knowledge of the effects of the whole campaign. These
effects accrued to the profit of the infantry and were studied and
recorded by the G-2 Staffs of Corps and Armies. Some of the
airmen must have thought it a thankless task. Some without -
doubt thought it time wasted. It is therefore especially fitting and
necessary that these fliers should have some knowledge of the
estimate placed by the General Staff, A.E.F., on the fruits of
their labors.

Proof of the Pudding

Considerable proof already exists of the effectiveness of these
leaflets. No competent authority connected with the General
Staff would on the basis of the present evidence attempt to
make sweeping claims concerning the destructiveness of the
leaflets but neither will any competent authority deny that when
the full evidence is in, it is possible that the judgment of
historians will declare that the results were rather sweeping: In
other words the evidence in hand, necessarily very incomplete,
indicates undoubted results and implies effects which may have
been much greater than can now be positively ascertained.

The evidence now in existence is of several kinds:

1. Testimony of Boche prisoners, who were extensively and
intensively questioned for propaganda purposes throughout
September and October.

2. Enemy orders concerning propaganda, captured by the
A.EF. and by the British and French.

3. Enemy proclamations against Allied propaganda, published
in their press.

4. Letters from Germans and interviews with German ex-
officers obtained since the armistice.

Complete evidence of course cannot be obtained until the
German General Staff publish their memoirs and German Army
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Records are available to the historian. It is probable that
conclusive evidence can never be obtained because the effects of
propaganda were in the invisible minds of men and because
Boche who caved in as a result of propaganda more frequently
denied it than admitted it. Soldiers naturally prefer to assign as
their reason for surrender the overwhelming barrage, deprivation
of supplies or being outnumbered. A good soldier prefers to say
that it was a very large shell which lowered his morale rather
than a little piece of paper. And yet it may have been the little
piece of paper which actually broke the camel’s back and made
the German and his squad stay in their dugouts and give up
when the Americans came in sight.

Hastily summarizing the evidence in hand, the following
statements are borne out in the records:

1. Prisoners came over in increasing numbers with the
American leaflets concealed on their person, in some cases held
in their hands as passports; prisoner privates generally indicated
their belief in the statements of the leaflets and asserted that the
leaflets were no help in making them fight; prisoner officers
generally denied that the leaflets had any effect but about 25
percent declared that the effects were bad and some insisted
that the leaflets were disastrous; prisoners frequently asserted
that the first news they got of important developments, such as
the armistice notes and Austria’s withdrawal from the war, was
obtained from our leaflets and caused widespread depression;
prisoners more and more demanded as they marched back from
the lines those famous American rations advertised in the
leaflets; prisoners in October were, 90 percent, convinced that
the war was lost because of American participation, and were in
doubt only as to whether America and the Allies could win the
decisive victory which Germany certainly could not.

2. Captured enemy orders, which were corroborated by
prisoners’ statements, showed that the German Command tried
to counteract the leaflets by paying the soldiers for turning them
in; showed also that men were to be punished for reading the
leaflets or having them in their possession; that measures were
taken to stop the men’s practice of mailing them home; that
officers gave lectures to counteract the leaflets; that extensive
and exceptional steps were taken to bolster up morale in the
German Army and that the rain of American and Allied leaflets
was a main cause of worry to the German High Command.

3. Proclamations and exhortations against the leaflets were
published in increasing numbers in the enemy press in
September and October, including especially the famous
proclamation of Hindenburg himself directed solely against the
leaflets, denouncing them and warning against them and praising
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the German soldiers for obeying orders and turning them in. The
figures which Hindenburg gave, 504,000 leaflets turned in in May,
June and July, were useful to the Propaganda Section because it
enabled us to calculate the percentage. The leaflets turned in
were just 4 percent of the total. Meanwhile the German press
decried soldiers’ and civilians’ belief in the leaflets, together with
the practice of passing these leaflets around in home circles and
in cafes.

4. Since the armistice letters from German officers have
blamed the leaflets as principal cause of the lowering of German
morale; letters from revolutionary leaders in Berlin have asserted
that the common soldiers of the army were relied on because of
the large number of revolutionary letters recently received from
the front; German military critics have publicly blamed a
considerable part of Germany’s downfall on the leaflets. One
officer interviewed by Americans after the armistice, for example,
declared, “I can only talk as a soldier on the front, but there the
effects of propaganda were disastrous and especially so in the
last six months. Even the little Flugblaetter, after you read them
you imagined you read the truth, that our government was lying
to us. | remember one; after I read it, I felt like blowing my
brains out. I never let one of our men read them but it was
difficult, they were everywhere.” This officer referred mainly to
British air propaganda but his testimony applies as well to
American leaflets which had this in common with the British,
they both were confined to statements of bald fact.

In general the present judgment of the Propaganda Section,
G.H.Q,, is based on such recent testimony as the above
together with previous prisoner questioning reports, especially by
its own questioners. The reports of Corps and Army questioning
contained many such statements as the following from the report
of the 3rd Corps, October 12-13, obtained from officers of the
40th Infantry of the 28th Division; “The propaganda which your
aviators have dropped over our lines has given us no end of
trouble. . . . A very large number insisted on secreting them on
their persons and when home on leave make it a practice of
reading and distributing them to relatives and friends. . . . In
fact civilians would write to men at the front beaging them on
the score of this propaganda to seize the first opportunity to
desert.” Even on the present evidence the judgment of the
Propaganda Section is that the leaflets’ effects, while uneven,
were largely as was intended and that they contributed in .
considerable measure to creating that unescapable atmosphere of
defeat with which the German Army was shot through at the
time of the armistice.
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Credit to the Aviator

If the above judgment is correct, and should be borne out
and even enlarged by the judgment of the historian, it should be
emphatically reported now that the principal credit for
the achievement should go to the individual fliers of the Air
Service, A.E.F., who undertook the risky bother of searching out
the German in his lair and virtually handing him the destructive
arguments. The 1st Army Higher Command of the Air Service
did not make any noticeable great effort in the matter but
individual fliers, and a great many Flight and Squadron
Commanders, gave the business their unremitting thought and
determination and action. The history of the success of
propaganda is virtually the history of aviators and squadron
captains, who were button-holed on Air Fields all over the zone
of the American Armies by persistent propaganda officers and
who, rising to the occasion in the typical American rough and
ready fashion, loaded their buses up with the leaflets and while
observing or bombing or regulating artillery showered the leaflets
into the German airs. Especially these aviators cooperated with
the Branch Intelligence Officers attached to Air Squadrons.

Fliers’ Daring

The Propaganda Officers in the course of their investigations
at the London War Office and at British G.H.Q. learned that the
British Air Service had forbidden their fliers to carry propaganda
on the ground that it was an unwarranted risk. Two British
flierst had been sentenced by the Germans to hard labor for
carrying propaganda and the German High Command had
proclaimed that they would shoot or hang any aviator caught
carrying propaganda. Therefore every British bus carried a little
clard attesting that printed matter could not be carried in the
plane.

In the beginning of October the Austrian Command issued a
new order threatening hanging for captured pilots who carried
propaganda. When this threat was brought to the attention of
one American Squadron (The Third Corps Observers at Souilly)
the Squadron Commander was asked what effect it had had.c He
replied that as a result he had issued orders that the fliers
carrying propaganda should not fly: lower than a couple hundred
meters. He added that American Aviators had flown as low as
50 meters over Montfaucon with the leaflets.

In short the American aviators, despite enemy threats and
Allied caution, seemed never to have hesitated and rather to
have risen to greater activity because of the greater risk. The
record of the American flier in this respect was communicated in
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the middle of October to the British Propaganda Direction with
the result that the British Air Service was moved to revise its
orders just beforg the Armistice.

The Individual Flier

The attitude of the Chief Command in the Air Service, First
Army,d in the end of September was natural and easily
explained. Handicapped by inadequate equipment, overtaxed by
the magnitude of effort expected of it, suffering heavy losses and
threatened with continual shortages, it was very natural that the
attitude should be taken and the statement frequently made,
“Propaganda has no place during operations. Come back in the
winter and we will do anything for you that you want.” It is to
the credit of those holding this view that when argument was
made exposing their fallacy, the attitude changed quickly to one
of cooperation. The principal argument, however, was the
willingness and eagerness of certain Corps Squadrons to carry
propaganda as already displayed in action. It was the
venturesomeness and inquisitive daring of the individual aviators
which saved the day. They studied the leaflets, argued over
them, planned out automatic releases for them and cluttered up
their buses with them on every sort of more strictly military
flight. One flier was busy inventing a propaganda air bomb to be
dropped from great heights in order to reach limited areas
accurately. In the British Army the rumor was current that fliers
had been prone to burn up the leaflets in the Hangars rather
than carry them. In the French Army fliers were paid special
little bonuses for every little pack of the leaflets thrown
overboard. In the American Army it seems to be true that the
individual flier was sufficiently intrigued by the fun of the thing to
do the job and do it well. Riding the unseen and perilous areas
over the German lines the individual flier could slack on the job
without any possible check-up. He could have thrown the leaflets
over in bundles instead of loose, he could have dumped them-
just anywhere, but it seems that he preferred to risk his life to
get those papers into the areas where they would do the most
good.

Technical Points
It was a new business to the flier. He had to work out the
technical points of how to stow the leaflets in his ship, how to
get them overboard loose and yet not tangled in the tail of his
machine, how to take advantage of air currents and avoid
adverse winds so as to snow under specially designated areas.
The Propaganda Section, using British data, had worked out the
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Very few free balloons carrying propaganda were sent off
before the armistice, and these entirely by the Independent
Truck Sending Stations of the Propaganda Section. A first set of
eight free balloons was sent off by Observation Balloon Number
6, as an experiment, on September 17, 1918, at Dommartin la
Montagne in the St. Mihiel Salient, under the direction of the
Chief, Propaganda Section. The experiment was entirely
successful. .

Organization

Based on experiments and experience the following scheme of
organization was worked out for the cooperation of the Air
Service with the Propaganda Section, G-2-D, G.H.Q.:

(a) By airplane. The Chiefs of the Air Service, First and
Second Armies, were made responsible for the distribution of
leaflets by airplane, over areas and at times designated by the
Propaganda Section; leaflets to be distributed, wherever
practicable, on all of the flights for other purposes and where
necessary, on special flights for propaganda purposes primarily.
Reports of distribution were to be made through the B.1.O.,
through the G-2s, to the Propaganda Section, G.H.Q. Indications
of areas and priority of distribution were to be made through
Propaganda Liaison Officers with the G-2s of each Army.

(b) By balloon. The Chiefs, Balloon Wings, First and Second
Armies were to be responsible for the distribution of leaflets by
free balloons, operated by the Observation Balloon Companies.
Free balloons and made-up balloon “releases” were to be
furnished the Propaganda Section, together with indications as
to time and areas of use.

(c) The Balloon Wing was also to supply hydrogen gas to
the Independent Mobile Sending Stations of the Propaganda
Section for free balloons.

The above organization was put into effect as regards (a)
about three weeks before the Armistice; as regards (b) it was
never in effect and as regards (c) it was in effect just before the
Armistice.

The Balloon Wing of the First Army, properly enough, took
the stand that gas could be furnished for free balloons only after
the needs of Observation Balloons were met, and more, were
safeguarded by reserves sufficient to cover all emergencies.
Emergencies consisted of Boche planes which came over and
burned up our big observation balloons. Every time a big balloon
was burned two hundred tubes of hydrogen gas vanished which
might otherwise have been used for propaganda. So many
balloons were burned that the balloon sending program never
really got under way. Only in the Second Army, where the
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shortage was not so great and where the Chiefs of the Air
Service and of the Balloon Wing were convinced believers in the
efficacy of propaganda, were steps taken to inaugurate the
program on a big scale but this effort like many others was
“ruined” by the Armistice.

The free balloons used were the standard British propaganda
balloons, made of chemically treated paper with an oiled silk
neck, to which was attached a “release”, consisting of a fuse and
hangers to which bunches of leaflets were attached. As the fuse
burned down the leaflets fell free and scattered at regular
intervals. The balloon was about nine feet long and required half
a tube of gas. Four pounds of leaflets (about 600 sheets) were
easily carried on the “release.” . . .

It was especially planned to make extensive use of free
balloons during the winter lull in order to reach the civilian
population of Germany, especially of the Rhineland. Experiments
carried on in the United States at the instance of the
Propaganda Section, G.H.Q., and of the Psychological Section,
M.LD., Washington, had partly succeeded in evolving a large
balloon capable of carrying 10,000 leaflets to distances of from
300 to 500 miles. Meanwhile the Air Service, S.0.S., A.EF., had
enlarged its hydrogen gas producing program so as to provide
gas for a really extensive winter campaign.

The balloons actually sent off, aside from those mentioned,
were dispatched from the neighborhood of Verdun by the Mobile
Sending Stations of the Propaganda Section. It is noted that the
French Army made extensive use of balloons and the entire
huge distribution of the British Army throughout the summer and
autumn was accomplished by free balloons. There is no doubt
whatever that next to the airplane the free balloon is the best
medium of distribution.

Conclusions

The airplane was the great weapon of propaganda in the
AEF., nine to twelve Aviation Fields handling the leaflets,
averaging in distribution 5,000 to 10,000 leaflets a day and some
as high as 30,000 a day. The most effective effort was made by
the 3rd Corps Observers at Souilly, the 4th Corps Observers at
Toul, the day bombers at Amanty (later at Maulan), the Army
Observers at Vavincourt and the various Corps Observers at
Rarecourt, Foucaucourt, Remicourt, Beauzee, and Rumont, later
Bt. Mihiel (the last two, French).

The miserable weather prevailing in October was the great
deterrent to greater distribution. It rained persistently and when
it did not rain, cloud levels were so low as to make flying
impossible. The Armistice caught the Air Fields with great
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quantities of leaflets on hand which would have been distributed
but for the weather and the extreme changes of the line in the
last fortnight of the war.

It was never possible to tell the exact amount distributed by
each squadron because, in the haste of making war, squadrons
failed to make formal written report of all their efforts. The main
credit goes to the unnamed aviator, the lone enthusiast in the
skies, who unperturbedly and intelligently rained the leaflets on
Fritz’s haunts.

The use of the Air Service for propaganda purposes in any
future war against a nation whose soldiers are capable of reading
should undoubtedly be a part .of the recommendations of the
War Plans Division of the General Staff.®

—82

1st Lt. Evan T. Mathis
Armament Officer, | Corps Observation Group

1. In this organization the office of Group Armament Officer
was not created until August 29, 1918.2 At this date three
squadrons, namely the 1st, 12th and 50th, comprised the Group.
The planes of the first two squadrons mentioned were Salmsons
and were equipped with one synchronized gun, the Vickers with
the mechanical synchronizer, while the planes of the 50th
Squadron were D.H. 4’s and were equipped with two Marlins
with the C.C. synchronizing gear. The planes of all three
squadrons carried two Lewis guns on the tourelle.b .

2. The duties of the Group Armament Officer were chiefly that
of Supply to the three squadrons. The Squadron Armament
Officer would submit a list of material needed to the Group
Armament Officer and same would be obtained by the latter with
Group transportation, when possible to obtain said
transportation, and delivered directly to the squadron armory; no
stock of supplies was kept by the group. The lack of sufficient
transportation has hindered the supply to a certain extent, but
never did this lack affect operations as each squadron carried an
emergency supply.

3. As mentioned above, the work of the Group Armament
Officer in the case of this group was mainly that of Supply. This
is due in a large measure to the fact that two of the squadrons
had been operating on the front for several months and the
personnel has been well trained in its duties. At very few times
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8. The first Salmsons which were supplied to the 1st and 12th
Squadrons were equipped with a Lewis gun on the upper plane.
This was abandoned due to the lack of need of it and to the
tremendous amount of resistance offered to flight.

9. Prior to the change to Salmsons in June the 1st and 12th
squadrons (the 50th Squadron at that time was outfitted) were
equipped with a French type Lewis gun, cal. .303. These proved
highly satisfactory but spare parts were difficult to obtain and the
interchangeability of parts was satisfactory. However very few
breakages occurred. This was Darne Revise Lewis and it is
indeed an exceedingly fine piece of work with a strictly high
class finish.

10. The Salmsons came equipped with the modified ground
type Lewis made by the Savage Arm Co. This gun was modified
in France and as could easily be seen in many cases was very
much abused at this stage. These guns were sent out on the
planes without being tested after having been modified. Orders
were received by the squadrons to turn in all .303 guns and at
the same time a change of stations was effected requiring a
move of 150 miles from the point where these guns were turned
in. This was the latter part of June. The first few days of July
saw some hard air fighting on the Chateau-Thierry front and
untold trouble was experienced with these modified Lewis guns.
This trouble was the most serious that could be brought about
and it was necessary to abandon the use of this gun and go
back to the use of the .303 French Lewis.

11. Then the American Air Type Lewis made also by the
Savage Arm Co., was supplied on all planes. After drilling the
gas port in the barrel to 4.5 mm and the port in the gas
regulator cup to 6 mm. this gun proved fast and satisfactory.
The drilling was done in the squadrons after the guns were sent
to the squadrons with the approval of the Inspection Department
for work over the lines.

12. The performance of the Vickers gun was at all times
satisfactory. Some trouble was experienced with the first
American made copperized link. The performance of the Marlin
was also satisfactory; it proved to be a very fast shooting gun; at
the beginning of its use some trouble was experienced with
double feeds. This was entirely and positively eliminated by the
u}s:e of a small attachment which could be made in any machine
shop.

13. The Very pistols supplied gave very poor results on
ejection. It was practically always necessary to use another round
or a stick for this purpose. Several of the main springs required
refiling and retempering. The Very pistol ammunition was
absolutely unsatisfactory due to old age and improper storage
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before reaching the squadrons; all this ammunition was obtained
from the French government.

14. Some trouble was also experienced with the Frankford
Arsenal ammunition, F.A. 18, which was made specially for aerial
machine guns. One lot F.A. 18 Ball, lot number 433, was put
into the ammunition boxes of the planes and considerable [?]
experienced. A 1000 round test was run on this lot and two
rounds were found to have no powder in them and several
misfires were obtained. This necessitated the discard of all the
ammunition in the planes and the reloading of some 12000
rounds per squadron for the synchronized guns alone.

15. Finally will state that the main trouble found with
equipment could have been detected by more thorough and rigid
inspection both at the manufacturing points and at the stations
where the armament is installed on the planes.

16. Would recommend that when a field is picked to be used
for aviation purposes that the proper butts be constructed into
which the guns may be fired from the planes for testing.

—83—

2d Lt. R. H. Wessman
Armament Officer, 50th Aero Squadron

On August 1st, 1918, the work of the armament section of this
squadron takes its beginning.2 Before this time the men had been
doing .all kinds of fatigue work, and on calling them all together
it was determined that only three of the thirteen men assigned to
armament work had training fitting them for this work, while
several could act as helpers. So the first step was to call them
together, find out their previous occupation and experience and
then to instruct them on the work they were to do. At this time
we had no ships and plenty of time was available for this work.

By the time the planes had begun to arrive the men had
begun to gain a little experience. A tent had been set up, a butt
was erected, and things moved along with occasional hitches due
mostly to inexperience. The following program was carried out
for getting armament on planes in condition.

As the planes all arrived in a group, the best results were
obtained by handling each article of armament equipment at one
time, setting this out of the way and then taking another article.
For instance, the Marlin guns were dismounted from the planes.
One group of men disassembled the guns, cleaned off the
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cosmoline and the rust, of which there was a great deal at first
and put the guns in first-class shape. The guns were then fired
through and thoroughly tested by me, every gun being shot
several hundred times and perfect performance being required
before remounting on the planes. Having passed this test okay,
another group again dismounted and cleaned thoroughly. After
this they were put back on the planes.

It must be said that the Marlin guns performed excellently,
showing that at some point they had been run in very well, for
they performed better than they did in the states where 1 have
had some experience at a run in plant. Their condition, due to
exposure from weather conditions, at first was bad but these
improved.

Then the question of the Lewis guns came up. At first it
seemed that not a gun would shoot. In every case it was the
same story; the piston would not come back, showing either too
much friction or not enough gas. The latter was finally decided
on as being the cause, and the problem cleared up when we
bored straight through the gas chamber nipple through the barrel
with a 4.5 mm drill. After this no trouble was experienced.

By the time the guns were fixed, a good line was obtained
upon the capabilities of the men, and they were each assigned to
a certain number of ships, and they were made responsible for
all- the armament on those ships. They were brought into the
Armory as occasion required.

The C.C, gears presented another problem, for very few
systems were in working order. Many pipe lines were broken, all
of them bent poorly, and leaked everywhere. A sergeant was
dispatched to the First Air Depot, and in the Armory there
picked up all the information he could on the gears and Marlin
guns. On his coming back he ripped out most of the systems,
straightened the pipes, packed the trigger motors, and gradually
got the guns in shape. The work on the gears being completed,
the guns were then shot through the props at the butt and the
sights were harmonized.

By the time the squadron was completely organized, the
armament was in condition for service. Much was learned in the
first operation of the St. Mihiel drive, and from this experience
the present state of organization originated, which may be of
interest.

In the first place, the most important thing developed was the
absolute need to place responsibility and also to arouse the-
man’s interest in his work so that he would take pride in having
the armament on his plane in the best of condition. Those two
factors, the pride in his own plane and his responsibility for
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them, to a large extent governed the success attained. These
factors were brought about through the following organization.

There were 18 planes in the squadron besides a few extras.
Each three planes were assigned to one armorer. He was
responsible for the armament fixed on the planes, such as Marlin
guns and ammunition, sights, tourelle, etc. He was responsible
for keeping the gears filled with oil and taking the air out of the
system. Also for going to the Armory for the Lewis guns and
ammunition and putting them on the plane and taking them back
to the Armory. There his responsibility increased in regards to
the Lewis guns. One sergeant was in entire charge of all these
men, and all armament in the hangars, so to speak.

One man was put in entire charge of the gears, to inspect
them regularly and make any repairs which the ships’s armorers
could not. The latter would take out the floor boards, etc., and
prepare things for the C.C. gear man, who would in this way
lose no time in getting around the ships.

Now we come to the Armory. A sergeant was in charge of
everything therein. Under him there were six men, two corporals
and four privates. One corporal specialized in Lewis guns,
making any necessary repairs and preparing the guns, and
shooting them before putting them on the planes. The other
corporal specialized in Marlin guns. Under them are three
helpers who clean Lewis guns and do the other necessary work
round the Armory. One man tends entirely to the ammunition
keeping individual pilot’s and observer’s ammunition straight,
taking care and filling magazines, calibrating and getting together
sets of Very pistol ammunition. There is one other man in the
Armory who keeps records straight, keeps up supplies, takes
down and posts the number of rounds fired, makes out reports,
etc. So much for the organization. Let us now take, for example,
a day in the Armory to show how the organization works.

The list of missions for the following day is obtained the night
before, and is posted on a bulletin board so that the armorers
may ascertain what work is in store for them. The armorers in
the Armory then prepare the Lewis guns for early morning flight.

In the early morning every bit of armament is thoroughly
inspected by those concerned. Marlin guns are cleaned, gears
filled, air taken out, etc. In the Armory al] the Lewis guns are
cleaned superflcnally

It is time for a mission. Three- quarters of an hour before
hand, the Lewis guns are shot through and placed on a table,
the ammunition and flares beside them. The armorer from the
ship which is to go, comes in, gets the guns and ammunition
and places them on the ship. He then tests the gears, wipes out
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the barrels of the Marlin guns, loads them, leaving them on
safety.

When the ships come back, he gets the report of the number
of rounds fired and troubles, if there were any, carries back the
guns and ammunition, reports number of rounds fired to clerk
and ammunition man. He goes back to his ship, cleans the guns
and puts the armament in shape again. In the Armory the
Lewis guns are cleaned and the magazines refilled.

Now, as to suggestion for improvements which experience has
shown. In the first place, as a rule guns and gears, when they
arrive on the ship, due to the weathering they receive or some
such cause, are usually in very bad condition. And are badly
rusted, often the barrels. For this reason it is our opinion that
guns and gears ought to be drawn by the squadron as needed,
rather than be received on the ship.

This argument for drawing armament instead of receiving it is
not the only argument. The guns from a new plane must be
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taken off the plane, thoroughly cleaned and tested by shooting
anyway, so it would save this dismantling the guns if they were
drawn from a supply depot. Again, for example, you have several
crashed planes on your field, as we have had occasionally.
Orders are to leave the guns on the planes. A pilot has used
and liked these guns. These guns could be mounted on the new

ship coming in, without dismounting the pair from the new ship,
and thus having extras which have to be returned. In other
words you could cut down on the total number of guns
necessary. :

Every plane coming to us had six magazines and many fiber

. belts, and we had to return at least 175 of those Lewis
magazines. This would never have had to be done if we drew
only what was needed.

Now to another problem entirely, that of Signal Pistol
Ammunition. This squadron had very little success with the
signal pistol ammunition which was available, and though-such
precautions as were possible were used, several missions failed
because of the failure of the ammunition to fire correctly at the
proper time. As this squadron did a maximum of Contact Patrol,
in which Signal Pistols are of great importance, the poor quality
of the ammunition was especially noticeable.

It appears that a more stable type should be developed with
an improved type of pistol. The pistols used would never eject.
The ejector was worthless. Besides every cartridge had to be
calibrated through the pistol it was to be used in, for the
cartridge and pistols were very irregular.

Also an improvement in the cartridge carrier should be made.
After two experiences in the squadron, a carrier was developed
which gave great satisfaction. It was fastened to the outside of
the fuselage so that if struck and exploded by a bullet (which
actually happened in this squadron), it will burn outside and not
inside the ship. -

A piece of aluminum sheeting [was] fastened to the outside of
the fuselage and to this again was fastened another piece of
aluminum, shaped to fit half way around the cartridge, and
catching the rim so it could not fall. Across these were stretched
a piece of elastic rubber which held the cartridge and also
served to streamline the holder. An old inner tube served
admirably.

Another thing contended with throughout was the poor quality
of aircraft ammunition. True, some lots were okay but many of
them had to be discarded after testing. Worst of all though were
the lots which were only found bad after they were mixed up in
the ammunition boxes. Those gave all sorts of trouble. The deep
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set primers found in the aircraft ammunition was especially
noticeable.

It is the opinion of this squadron that C.C. gears are not very
practical. There was practically no trouble due to shooting prop,
but the constant care required and undependability of the gear
makes [it] rather impractical. For instance, a gear will test out
on the ground alright, but taking the air it will not function. A
secondary pipe breaks in the air. The soldering breaks loose
from a vibration. The principle and action of the gear is good,
but it is the unexpected trouble that cannot be found, which
makes it bad. A gear, depending for successful operation on a
tightness, where there is so much vibration is impractical.

—84-—

[2d Lt. Robert A. Kohless]
Ordnance Officer, 1st Aero Squadron

1. In moving from camp to camp, guns and magazines were
damaged by lack of proper transportation facilities. This trouble
was overcome by the use of a four-wheel trailer with improvised
racks and fixtures.

2. The installing of machine guns (Lewis) in the tail of the
fuselage to shoot underneath the tail of the aeroplane was found
to be unsuccessful owing to lack of room for maneuvering and
for the use of sights, and was discontinued.

3. Very pistols were found to be faulty in construction; main
springs were as a rule too weak and ejectors often failed to eject
exploded cartridges.

4. Some trouble was experienced with Signal flares. Many
flares when received were found to be mouldy and damp.

5. Defects in ammunition were noted as follows: low primers,
split cases, and insufficient powder charges.

6. Cams operating the synchronizer for Vickers guns on new
planes received by the Squadron were in many cases faulty. This
necessitated obtaining and installing new cams.

7. Considerable trouble was experienced with American-made
black enarmneled and coppered Vickers links. These links were
evidently badly made and held the cartridges too tightly.
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1st Lt. Melville C. Hall
Ordnance Officer, 12th Aero Squadron

Based on the experience of the past 5 months operations, the
armament work in connection with the Salmson Observation
plane may be divided into two parts: (1) pilots’ machine guns
and (2) observers’ machine guns.

Calibrating and supplying of ammunition for all machine guns
used on the plane should be made the duty of the Armament
Officer, the pilots and observers to inspect and recalibrate if they
think necessary. Much confusion resulted under the arrangement
of requiring each officer to calibrate the ammunition he used.

Operations: Frequently when the squadron moved to a new
field, operations would be started before the armory could be set
up. A special heavy truck should be assigned to move extra
guns and the other ordnance supplies to the new field without
delay.

Personnel: Trained armorers (from 10 to 15) should be under
the direct charge of the armament officer, he to be empowered
to make such promotions as are desirable, subject to approval of
the Squadron Commander. The practice of loaning untrained
men from the squadron was the cause of much poor work and
inefficiency.

Material: Guns and ordnance supplies should be brought to
the squadron ready for use, after the usual cleaning and testing.
Overhauling and marking in of the guns was often done in the
early months on the front. Experimental work was carried on
when the guns were unfit to be sent into the air, but this extra
work could not be handled well along with the routine work
during the active operations. The First Air Depot gave us
excellent service in filling requisitions, but it could not be
expected that the armament received here in poor condition
could be put into firstclass working order.
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—87—

Capt. Charles W. Babcock
Chief Aeronautical Engineer
Third Aviation Instruction Center

1. The most important lesson that has come to my attention
during the present war is the improper distribution of mechanics.
Some of the best mechanics in our Air Service were used on all
kinds of work except on work that they were best fitted for. A
close survey of the mechanical personnel would show expert
toolmakers or other expert mechanics doing kitchen police,
military police and work of a similar nature. In many cases
mechanics were doing stenography or clerical work while
stenographers and clerks were striving in the shops with all their
might to become mechanics. Mechanics are not made in one day
nor one week: it takes years of practice in order to become an
expert mechanic.

2. Guard Duty was another drawback to the mechanical
personnel. This important work always had to be taken care of
by expert mechanics. Take, for example, a shop using personnel
from several companies or squadrons; each company or
squadron furnishes a detail for the Guard. Take six men out of
every outfit that is employed in your shop and note the
confusion caused in all of your departments. This changing
around goes on day after day and keeps your departments very
well disorganized.

3. My statement boiled down is simply this; use mechanics for
mechanical work; use laborers for kitchen police; use non-
technical men for military police; and use soldiers, and non-
mechanics for Guard Duty.

—88—

2d Lt. Lee M. Rogers
Engineering Officer, 1st Aero Squadron

(a) The-quota of 18 planes assigned to a squadron having 18
pilots is inadequate during an offensive operation.

(b) When squadron is on the move great difficulty is
encountered in obtaining replacement machines and supplies due
to the number of channels from the squadron to the air park.
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(c) Difficulty is encountered due to substitution of parts from
Supply Depot, and lack of inspection, especially propellers.

(a) Recommend that the squadron have an extra flight of six
(6) planes, making a total of twenty four (24) planes and four (4)
flights. Each pilot is to use his own plane. If washed out or on
repair to draw from 4th or repair flight, allowing more careful
inspection of plane before leaving on mission.

(b) A direct method of obtaining supplies and machines for
squadron from Air Park through Squadron Supply Officer.

(c) Particular attention to be paid to requisition of parts as. -
called for and only those parts to be supplied. A more distinct
line be made of parts for different types -of machines supplied
from the same Air Park.

Engineering Officer
12th Aero Squadron

Three distinct obstacles hampered this department in its work:

1. Lack of Personnel. The shortage of personnel was caused
by faulty material furnished. By material we will cite motors and
magnetos as examples. Motors furnished to us and installed
without a thorough overhauling were unsatisfactory and unsafe.
This made a complete overhauling of every motor received for
installation, and a motor repair shop had to be maintained. This
drew three men from those available for hangar duty. Every
magneto had to be rebuilt to insure efficient operation. This drew
two more men from the hangar detail. A complete and thorough
inspection of all material furnished to a squadron should do away
with the necessity for the squadron doing this work and would
leave more men available for hangar duty.

2. Poor Material. Material furnished to our squadron was
faulty in almost every instance. Each motor received was
completely torn down, repaired, and reassembled. Not many
damaged parts were found, the main trouble being faulty
assemblage. The same trouble being encountered whether the
motor was a new or a rebuilt one. Magnetos were another’
source of constant trouble until we started to rebuild them. It
would be a great aid to squadrons operating in the field if they
could use material without first overhauling and rebuilding it.

3. Supply. At all times during the period of the two
operations, the greatest difficulty was encountered in securing









248 U.S. Air Service
in World War I
Vol. V

supply of parts, motors, propellers, etc. This will be dealt with in
another part of the report. The Engineering Department has all it
can possibly do when operating in the field without being
hampered with lack of material.

In summing up, will say that personnel as provnded for in
present table of organization is sufficient to do all work provided
proper material is furnished.

A closer relation between Air Parks and squadrons operating
in the field is suggested. The Air Park working with our
squadron during this period was located so far from the
squadron that practically no cooperation was secured.

One of the most important facts connected with the successful
operation of the hangars and Engineering Department of this
squadron is the placing of responsibility for the work being done
directly on the man doing the work. This was carried out very -
successfully because in every instance of faulty or careless work
the responsibility was directly placed on the man doing the work:
who' was summarily dealt with by the squadron commander. It is
suggested that the Engineering Officer be allowed full control of
‘the man doing work on airplanes. Let him pick and choose his
men from the personnel as he sees fit. It is deemed unadvisable
for the Engineering Officer to take charge of any work other
than maintenance, repair, and the responsibility for successful
operation of airplanes.

—90—

1st Lt. E. E. Esslinger
Engineering Officer, 50th Aero Squadron

I found during my first experience, in the month of August,
that the Liberty planes were not ready for service. In fact at the
First Air Depot, the planes often required considerable amount
of work, which was done by our squadron mechanics, before -
they could be delivered to our:flying field.. A great amount of this
work and repairs was necessary, however, owing to the ferry
pilots not being familiar with the flying fields. Often planes were
damaged due to rough and unserviceable fields.

Have made recommendations for the following changes, some
of which have been made:

1. The Shock Absorbers originally designed for the DH 4
were absolutely worthless. Perhaps, under the most favorable
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cockpit seat. The Liberty steel seat interferes with the free and
unobstructed. movement of the observer when he is standing.

Since he naturally stands in the center, it is very evident that a
side seat similar to the Salmson would be a great improvement.

7. 1 would also recommend that the wings, both upper and
lower be constructed with double ribs particularly between the
first set of struts. The continual vibration and propeller blast
breaks the fabric stitching.

8. Owing to the limited vision for the pilot, particularly to
the front and above, I would recommend that the gravity gas
tank on or in [?] the upper wings® and to “glass in” the center
section.

Squadrons should be supplied with some convenient means to
heat water and oil. The large amount of water and oil required
each motor makes it almost impossible to start motor other than
with some method to rapidly heat the above, especially during
cold weather.

In conclusion I desire to state, that with the above mentioned
improvements, some which have been made, I firmly believe that
the Liberty Motor has proved to be the best in the Field of
Aviation.

Capt. Harlowe Hardinge
Radio Division
Office of the Chief Signal Officer
" Services of Supply, AEF

A. General

. . . . Information obtained from the allied armies and from
experience gained before operations became a war of movement
show that the organization of liaison, during a battle, between
headquarters and the different arms especially the infantry, had
been one of the most difficult problems. In fact, under intense
bombardments, the best organized means of liaison did not
function after a few hours of combat. Telephone lines were cut
and visual signalling was not only insufficient but not always
dependable and liaison by means of couriers was found to be
uncertain and slow. At the beginning of the war (1915) the
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difficulties encountered due to the inability to have perfect liaison
during combat resulted in the following:

1. The infantry was completely isolated during battle and
could no longer report in due time to headquarters relative to its
exact location and the turn of events. It could no longer point
out its needs in the way of reinforcements, ammunition, etc.

2. It compelled the artillery to fire in conformity ‘to plans of
the artillery without taking into account unforeseen events or the
conditions under which fighting was being developed.

3. It left headquarters in almost complete ignorance of the
operations of the infantry during battle, of the events which
could bar its advance or force its retreat. It therefore prevented
the proper and timely use of reserves. Maneuvering could not
even be considered. Without going into details concerning the
development of the airplane liaison with special reference to radio
communication, it will simply be said that due to the airplane
equipped with radio, it has been possible to obtain definite liaison
with the most isolated units at all times during atack. The
method by which this liaison was obtained will be outlined.

B. Methods Employed
1. Air Radio: '

(a) Artillery Reglage: Radioc communication between the
airplane and the artillery receiving station was extensively used
for directing the fire of both heavy and light artillery. During the
long period of trench warfare this method of liaison was used
very extensively, much more so than during the short period of
open warfare. Up to the signing of the armistice, no two-way
communication between airplanes and ground stations was used
by the American units, owing to the fact that equipment was not
available until a short time before, and the facilities did not
permit the observers being instructed in this method of
communication. Satisfactory communication however was had
with the long range artillery, using the ordinary one-way set
(Type “Y”-French) on airplane, the airplane flying back over the
lines far enough to see the panels between each correction.

(b) Infantry Liaison: Very satisfactory cooperation between
the infantry and airplanes was had by the allied armies, and
while not as efficiently operated by the: American Army, owing to
the limited amount of instruction, the liaison effected between the
airplanes and infantry proved of great value in many cases.
Locations of the lines were sent down by radio and also by
written messages dropped from airplanes in message containers.
Often during the recent operations, practically the only effective
method of liaison was by use of airplanes.

(c) Reconnaissance: By means of radio on airplanes sent on
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was possible to locate hostile airplanes operating radio. The
Intelligence Service was, however, used primarily for recording
messages sent by the enemy and in locating enemy ground
stations.

(d) Network Communication: All main divisions and isolated
units, such as squadrons, were kept in communication by means
of radio . . . .

3. Discussion:

(a) As has already been stated the Type “Y” French Set
was the only one used on airplanes up ‘to the signing of the
armistice. This set seems to have proven satisfactory for the
purpose for which it was intended. There has been considerable
“discussion relative to this set at the front, due to-the fact that
artillery operations when unable to receive messages sent with
this set attributed the cause to the limited range of the Type “Y”
set. It should be said, however, that after careful consideration
by those who have been concerned in the operation of this' set,

. conclusion has been reached that these failures were not due to
lack of power in the “Y” set, but to lack of cooperation and
ignorance on the part of the artillery operations. . : .

(b) Network communication proved satisfactory as long as
the operators in any one net had received proper instruction
relative to the operation of undamped sets. The main trouble
was due to the inability of the operators to obtain wave length
settings within five per cent accuracy. A greater error than five
per cent of stations within the set resulted in failures, due to the

1
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sharp tuning required by the undamped sets. The majority of air
radio personnel at the front up to the s1gmng of the armistice
had little or no trammg outside of that given them in the
squadrons.

(c) Radio Telephone: No radio telephone sets were used at
the front up to the time the armistice was signed, as instruction
had only just begun. A sufficient quantity of sets had arrived
only a short time before the armistice was signed and all
fixtures, such as brackets, generator collars, etc., for their
installation had to be made, as none came with the sets.

(d) Direction finding: No airplanes equipped with direction
finding equipment were ever flown over the lines, consequently
no data is available relative to its usefulness under actual battle
conditions, although it has proven a success at test stations and
training centers.

92

[2d Lt. Knox W. Nicholson]
[Radio Officer, 1st Aero Squadron]

The French radio set Type-Y Direct, was and is used by the
1st Aero Squadron during its participation in the war. The
essential parts of this set are the high frequency fan driven
alternator mounted in the drift of the propeller, and the
transformer mounted within the fuselage.

Much inconvenience and annoyance has been caused by this
set during recent activities because of the difficulty of testing it
properly on the ground and because.of its semi-permanent
installation in the airplane, it would have been much more
satisfactory to have used a highly compact transmitting set not
installed but merely placed in the airplane, and then only when
that machine was going out on a mission involving the use of
radio. Such a set could be put in place and ‘the necessary plug
connections made in far less time than it takes to place a
camera. This would save the strain which is put on radio sets

i
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while in the air on missions not necessitating their use (i.e.,
photo or protection).

Another inconvenient feature of the French Type-Y set is that,

due to its semi-permanent installation, all minor repairs and tests
(the latter are very numerous) are made out on the field or in
dark hangars. If compact portable sets were used they could be
taken to the radio trailer shop where all facilities for repairing
and testing are available.

Antennae and weights? were lost at such a rate that the
following was resorted to: The weights were placed on an
improvised swivel and attached to the end of the antenna thru a
spring. The dimensions of the latter were 1x12 cm. This
arrangement reduced the number of lost antennae and weights
materially.

The radio apparatiis available, gave satisfactory service at all
times, but better service could have been had, it seems, with
less effort and less chance for errors or failures, by using a
compact portable set as referred to above.

—93—

2d Lt. Oliver N. Beymer
Radio Officer, 12th Aero Squadron

In the Case of planes used for radio, it is much more
satisfactory to have the plane equipped at the factory. Because of
the great amount of vibration with the generator mounted on
a bracket on the fuselage, leads to the generator field and
brushes become broken. This vibration might be cut down by
mounting the generator on the lower wing. A more satisfactory
interchangeable reel might be developed. The leads on the
generator type “Y” to the field and brushes might be made of a
braided soft wire such as used on high speed exciters, as those
would withstand greater vibration than the present stranded wire
leads.

A short wave indirect set similar to the S.C.R. 72 would be of
greatest advantage because of the sharp wave. Less jamming
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would occur at artillery receiving stations. The wave lengths of
the type “Y” indirect and also of the S.C.R. 72 were too high to
be used according to the wave length . . . [schedules?].

The workshop could be mounted in a medium-size truck with
charging outfit installed. With this arrangement, the radio truck
could be moved from field to field without depending on the
squadron transportation, since the radio department often has to
do work on the planes while the squadron is moving.

The system of supplies is not the best as the newly developed
and approved apparatus does not reach the squadron as soon as
it might. Often the supplies that are most needed cannot be had
but are found in plenty anywhere but the front.

With the light truck as above mentioned, the radio department
could be more independent of squadron transportation.

The radio enlisted personnel might be put on a par with the
remainder of the squadron enlisted personnel in regards to non-
commissioned officers.

As a whole, the equipment and personnel have been good but
improvements might be made especially in a short wave indirect
set for planes.

—94_—

2d Lt. Harry W. Pribnow
Radio Officer, 50th Aero Squadron

During my period of duty with the 50th Aero Squadron
beginning September 28, 1918, the radio section has had the
opportunity of using its equipment under the greatest difficulties
and with great success. Before being assigned to this squadron, |
was with the 1st Aero Squadron which used the same sort of
radio apparatus, although on a different type of plane. I found
that the radio sets mounted on the Salmson planes were easier
to take care of than the sets on the DH 4 planes owing to the
construction of the machines. The Liberty planes have much
more vibration to contend with than the Salmson. For this
reason more care and attention must be given the radio
apparatus on the DH 4 than on the Salmson.

In spite of all the difficulties the radio section had to
overcome, we had but one complete radio failure since
September 28, 1918, and this was unavoidable. The lead into the
field broke on the winding and could not be prevented. This is
the second instance of such an occurrence since the American
Army started to work with its own Air Service.
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the requisitioning of supplies, which with the instruction now
available in our radio schools, can readily be handled by [a] non-
commissioned officer. The group radio officer should be
consulted relative to any changes.

— 96—

2d Lt. J. G. Belcher
Radio Officer, | Corps Observation Group

Commissioned Personnel: It is suggested that one officer in
charge of Radio in a Group is all the commissioned personnel
necessary. An M.S.E. or sergeant first class would suffice in the
Squadron where the Radio work is limited entirely -to the care
and installation of equipment on the planes. This non-
commissioned officer with the proper enlisted personnel could
handle the work with ease and could be made directly
responsible to the Group Radio Officer who in turn would be
responsible to the Group Commander. There is no necessity for
both Group and Squadron Radio Officers.

Enlisted Personnel: At least six first class operators should be
attached to each group. These are necessary to allow the
functioning of the “net” or long wave station, and to operate the
checking-out station, and includes one extra man for
emergencies. Besides these a battery man with an assistant are
necessary.

Equipment: Each group should. be equipped with one long
wave transmitting set, preferably undamped or sustained wave.
This Group has had one for each squadron, which has not been
necessary. The longest distance worked by this Group has been
about forty-five miles but it would be preferable to have a set
with greater range. On several occasions, notably at Chateau-
Thierry and in the Argonne, liaison between the group and the
divisions which it was working with has depended almost entirely
upon Radio and though communication has never failed it has at
times been rendered extremely difficult on account of distance.

This set should be mounted in as light a camion as possible
and should be accompanied by another with a charging outﬁt
and all facilities for battery work.

Supplies: Supplies have been a problem in Radio work on the
front for one reason. The Supply Parks attached to the Corps
have not carried a large enough or varied enough stock for us
to obtain what we needed promptly.
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—97—

Maj. F. N. Shumaker
0O.1.C., Air Service Section
Radio Division, OCSO, AEF

General Patrick’s “Final Report” on the Air Service, AEF, gave
some space to the organization of the radio service and the
problem of dividing the various functions between the Air Ser-
vice and the Signal Corps. As the report pointed out, the situa-
tion was further complicated by a three-way division (Air Ser-
vice-Signal Corps-Artillery) of responsibility in matters per-
taining to radio communications for artillery adjustment by
aerial observers.e In the report which follows, Maj. Shumaker
advocated giving the Air Service control of both ends of the
radio communications system for regulating artillery fire. In
support of his proposal, he cited the success the British had
had with such an arrangement. He might also have noted that
this was the system which had been advocated by the Technical
Section of the Air Service, AEF, late in the summer of 1917 but
which had been rejected.

Shumaker had been engaged in radio work with the British
before his appointment as Chief of the Radio Section, Air Ser-
vice, AEF, when the section was created in April 1918. Subse-
quently, in September 1918, he had become Chief of the Air
Service Section when the Radio Section was taken over by the
Signal Corps. His immediate superior, Lt. Col. L. R. Krumm,
Chief of the Radio Division, agreed that whoever controlled Air
Service radio should also control the receiving stations for
artillery adjustment, but whether control should be given to the
Air Service or to the Signal Corps was a matter for discussion.t
At a conference presided over by Krumm on 11 January 1918,
and attended by a dozen Signal Corps and Radio Officers, in-
cluding Shumaker, it was agreed unanimously that ground sta-
tions for army artillery should be manned by Air Service per-
sonnel. This was not extended to include divisional artillery
because in the latter case radio was more concerned with co-
operation with the Infantry than with the Air Service.c No such
distinction was made, however, in the recommendation that
General Foulois made three days later to the Director of Military
Aeronautics in Washington (Doc. 98).

1. I have prepared the following outline as a suggested basis
for reorganization of radio cooperation between airplanes and
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artillery as a permanent branch of military science along those
fundamental principles that must be followed in any military
operation involving the extensive cooperation between two
separate arms of the service if efficiency, under the trying
conditions of active service in the field, is to be maintained.

2. Effective cooperation between airplanes and artillery can
only be maintained by an efficient radio system and in this
regard it must be borne in mind that by far the greater skill in
radio operation alone must be possessed by the receiving
personnel on the ground, and that not only is this the case in
the strictly technical operation of the radio apparatus but that
the receiving operator must be familiarized by careful training
with every detail of the airplane observer’s duties and difficulties
so that he may feel that his duty is one of Loyaity to the
Observer in the Air in rendering every possible assistance to the
latter in his arduous task, as well as of Loyalty to the Air
Service in promoting the efficiency of that service in every way
that lies within his power so that there will be no chance of
dissension, and the mutual confidence so vital to successful
cooperation between the two services will be upheld.

3. He must be made to realize that for the time being, he is
the most vital link in the chain of communication and that a
break or failure, which by his own personal sacrifice could
possibly be avoided, means much more than the failure of a
simple registration, though this in itself is serious enough,
especially during the preparation for an attack when there is
never sufficient good visibility flying time available to provide for
the amount of counterbattery work that should be done to
properly safeguard our infantry troops when zero hour arrives. It
means that for the time the loss of an airplane and two flying
officers is being needlessly risked and their services are being
worse than wasted, for during the minutes when he is for any
reason not properly receiving its signals the airplane is probably
sending countless calls intended for him but which are only
causing interference with the signals of other airplanes trying to
work with other batteries near by. What is far more serious is
that when such a failure occurs due to the operator’s negligence
or incompetency of training (and countless such failure have
occurred during actual operations in the A.E.F), it is only human
nature that, provided he is an artilleryman and responsible only
to the Artillery for the efficiency of his work, he will report the
failure to his immediate superior as the fault of the airplane, and
each service will say that the other is at fault. Therefore, if the
sender of the message, i.e., the airplane observer, is to be
responsible to the Air Service, and the receiver of the message
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completed by making the receiving end responsible to the
master, who will be charged both with training of the operators
for this duty, and with supervision with authority over these
stations in actual operations. This latter function therefore
properly devolves upon the Squadron Commander of the
Observation Squadron which cooperates with the particular
artillery units affected, as there can be no argument but that he
is the officer held directly responsible by higher authority for the
percentage of success which has squadron attains in the
missions of artillery observation with which his squadron is charged.

5. For this purpose he is provided with a radio officer
commissioned in and trained by the Air Service. There is also an
Air Service radio officer of the staff of the Air Service Group
Commander who might readily be charged with general
supervision over the outside stations pertaining to all the
squadrons of his group, to standardize erection and general
technical and operating details of these stations. Under the
present system, these officers have only the responsibility for
maintenance of radio apparatus on airplanes within their
squadrons, a duty which might readily be left to a large degree
in the hands of the radio Master Electrician of the squadron,
leaving themselves free to maintain daily supervision of reception
stations in the field and to make immediate investigation and
report of any failure of airplane cooperation with these stations
when radio operation is involved. In an active program, there
would be at least 20 such stations in operation pertaining to
each squadron and the best efforts of the Squadron Radio
Officer would be fully and usefully employed in their proper
supervision.

6. A sufficient commentary on the value of the work which
may be accomplished by the employment of this simplified
system wherein the supervision and control of all the stations for
receiving messages from airplanes rests with the flying service is
given by the following quotation of a typical day’s work by a
British Wing, the 15th R.F.C., comprising three Artillery
Observation Squadrons, on June 2nd, 1917:

Successful registrations by airplane radio cooperation 159

Direct hits on enemy battery positions 101
Enemy gun pits destroyed 29
Enemy gun pits damaged 30
Explosions caused 21

Total number of rounds corrected in counter-battery
shoots by radio cooperation with 6", 8, 9.2",
and 12" howitzers 5230
Radio failures, either at -artillery reception stations
or in airplane apparatus None
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As against records of this nature, we are only able to show by
the reports of Observation Group and Squadron Commanders,
Operations Officers, and the Artillery itself that our system has
been a source of contention and that but a small percentage of
the airplane cooperation by radio, which might have been
expected in fair comparison with the above typical record, has
been accomplished.

Relationship with Signal Corps

1. The relationship with the general communication service of
the army in this regard is entirely analogous with the telephone
service between the artillery battery and its forward observation
posts, a service in which, it will be noted, that the telephony
branch of the Signal Corps takes no part beyond the supply of
material on mass requisitions which are submitted by the
Artillery. This is due to the fact that this service is entirely
unique within the Artillery itself and in no way affects the general
communication system of an Army, and it does not appear that
the introduction of Signal Corps personnel, either in maintenance
or operation of these lines, would contribute to efficiency.
Exactly the same is true in the subject of airplane radio
communication to the Artillery except that, for reasons as
already stated, this work must remain as a responsibility of the
Air Service.

2. The plan by which the Signal Corps is charged, as at
present, with the development and production of radio apparatus -
for all branches of the Army is good and should remain in force,
the Air Service merely requisitioning on the Signal Corps for all
requirements to maintain its service of cooperation with the
Artillery, both for equipment of its airplanes and receiving
stations.

3. Chief Signal Officer of the Army should also, for purposes
of general radio control, designate the range of wave lengths,
power output, and wave form which must be followed by the Air
Service in carrying out its cooperation with the Artillery,
assuming supervision of this service only insofar as these
technical details are concerned. The Signal service should,
however, not attempt to assume responsibility for operation of
this service, either in training or actual field work, as it is
obviously a branch of communication entirely lying between the
Artillery and its observation and in no sense affects the general
communication system of the Army.

4. The above mentioned technical details may easily be
supervised by the Chief Radio Officer of an army in cooperation
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with the senior radio officers at Air Service Commands.

5. Installation of radio apparatus on aircraft is, of course, as
much a function of the Air Service as would be the installation
of any other part of airplane equipment and is provided for by a
sufficient radio personnel now included in authorized tables of
Air Service Squadron organization.

—98—

Brig. Gen. Benjamin D. Foulois
Assistant Chief of Air Service, AEF

1. The following suggestions bearing on the future organization
of Air Service radio work are submitted for your consideration
as the result of combined recommendations gathered from
experiences in active operations:

(a) For a permanent organization there should be a Radio
Section within the Air Service charged with administration and
training of radio personnel, experimental research and
development, and supply of air radio equipment. This
recommendation is largely influenced by the high degree of
specialization necessary in the development of communication
between airplanes by radio telephony and the navigation of night-
flying machines by radio direction, the vital importance of which
may now be readily foreseen in the light of developments already
accomplished. Considering only the subject of Artillery
cooperation and taking as a possible permanent organization of
20 active observation squadrons as a basis it will be seen that
the total requirement of enlisted radio personnel for this service
alone is 760 men, although naturally this strength would be
largely controlled by the proposed permanent artillery program.
This figure however, would provide for the manning of 20
squadrons with the authorized complement of 8 enlisted radio
mechanics and operators each and would make possible the
immediate manning of 250 battery stations for receiving radio
signals from airplanes, with an emergency pool of 100 operators-
for replacement. It would be unwise to restrict the radio operator
strength of the Air Service to a number exactly commensurate
with the supply of two operators per Battery of Corps or Army
artillery on a peace-time basis for the reason that it takes much
longer to train an operator to competently handle this work than
it does to train and put together the personnel of the Battery
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itself. An over-percentage of trained radio men should therefore
be held ready for assignment to Batteries under emergency
notice. An additional reason for this plan is that a most
important phase of the Battery’s training is that of its
cooperation with airplanes, and it would be inimical to the
success of such training and unfair to both Artillery and Air
Service if it were necessary to send untrained operators to carry
out this important work with new batteries just being formed.

(b) Successful cooperation with the Artillery can only be
obtained by means of special receiving stations having no other
function whatever aside from that of receiving signals from
airplanes, by reason of the highly specialized nature of the
service and the precise limitations of possible flying time due to
varying weather conditions. It is obviously impossible to gauge
the load of communication on these stations. Two hours of good
visibility weather during an otherwise bad day will make it highly
advantageous to put up as many as 25 or 30 artillery reglage and
registration machines over a short area of frontage and if the
radio stations detailed to receive signals under these difficult
conditions are involved in the operation of a regular ground radio
communication network both systems will break down at the
moment when perfect radio cooperation is most vitally important.
It is therefore recommended that all radio personnel for
operation of such stations be enlisted in, trained, and supervised
in action by the Air Service.

(c) All commissioned personnel should be first selected from
experienced radio men and young electrical engineers, likewise
enlisted personnel should have had practlcal work with electrical
apparatus and Morse code.

(e) Endeavors toward the perfection of airplane radio telephone
apparatus and radio navigation of night-flying machines should be
vigorously supported and the maintenance by the Air Service of
a separate radio development flying field and laboratory similar to
that maintained by the British Royal Air Force at Biggin Hill,
reports on which have already been forwarded to your office, is
considered as vitally necessary to the maintenance of supremacy
in this branch, which will continue to grow rapidly in military
importance.

(f) Special effort should be made to instruct and give practical
examples to officers of the Artillery, Infantry, and Cavalry, in the
use of radio in airplanes and the methods of giving ground
signals airplanes.

(g) In a similar way the ground or deck signals now usually
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when Air Service had their transportation under its control we
did not have this difficulty in obtaining supplies pertaining to
transportation as has been experienced for the past four months.

6. 1 would suggest that transportation pertaining to Air Service
be handled by officers of that service and not by the M.T.S., for
in the case of this particular Group which has operated on the
active fronts since last March, the Motor Transport Service has
done nothing whatsoever to help or relieve the serious state of
our needs. ’

7. We have experienced no trouble with rations or clothing
and no improvement could be made as to that,

—100—

1st Lt. A. M. Wright
Supply Officer, 12th Aero Squadron

1. To improve the supply department, we must have the
cooperation of all departments especially the Air Depots.

2. Supply departments must be allowed to draw supplies on
squadron requisition and not [be] hampered by a Group supply,
as in the past.

3. We must have adequate transportation at the disposal of
the supply department at all times so that we may be able to
transport immediately gasoline, spare motors, wings, etc. As we
never know what the demand may be very far in advance, also
the above items cannot be carried in stock in any quantities.

—101—

O. D. Burwell
Supply Officer, 50th Aero Squadron

A resume of the activities of the 50th Aero Squadron from the
standpoint of supplies and transportation (which are closely
interlinked) has presented a rather complex and serious problem
during the recent operations.

In the first place the difficulties in obtaining spare parts for the
Liberty DH 4 planes considerably handicapped this squadron
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long way toward improving the efficiency of our Air Service. One
of the bad features of procuring supplies in this war has been
the necessity for relying on the French and English Governments
for suitable types of aeroplanes and spare parts. These
governments have felt it necessary to take care of their own Air
Service and the U.S. Air Service thereby received only the
surplus, which has been far insufficient for our needs. A
permanent and sufficient source of supply must be established.

3. The necessity for the best liaison possible between the Air
Service in the U.S. and the Air Service in France has been most
necessary in order to procure sufficient quantities of the essential
and urgently needed equipment. The need of a highly efficient
salvage service is necessary to recover vast amounts of good
material from wrecks and condemned planes.

4. Lastly, the need for qualified experts in each branch of the
Air Service, to be in charge of each department with sufficient
experienced personnel, is vitally important. .

—103—

Col. Thomas R. Boggs
Medical Consuitant
Air Service, AEF

Dr. Boggs was associate professor of clinical medicine at
John Hopkins University and chief physician of Baltimore City
Hospital when he was commissioned a major in the Medical
Reserve Corps in 1917. He served as chief medical officer of
Base Hospital No. 18 (John Hopkins Unit), which was sent over-
seas in June 1917. Later, after making a study of the work of the
medical department of the Royal Air Force for the Chief Sur-
geon, AEF, he had been directed in July 1918 to make a study of
existing medical work in the Air Service, AEF, and make recom-
mendations for improving the medical care and supervision of
flying personnel. Following submission of his report to the Chief
Surgeon he had been designated Medical Consultant to the Air
Service on 8 September 1918, In a report to the Chief of Air
Service on 28 December 1918, he included the following recom-
mendations:

1. In order to arrive at any just appreciation of the needs of
the Air Service from the medical standpoint it is essential to
keep in mind that this branch of the service is fundamentally
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different from any other. The character of the duty demands a
very specially selected personnel, which is peculiar not only in
physical but in mental makeup. To this is added the factors
arising from the small size of the basal unit, the squadron, and
the isolation demanded so frequently in order to obtain landing
fields and concealment of hangers. Lastly, even the enlisted
personnel differs from the other services in the combatant troops
in containing a large percentage of highly trained technicians, not
readily replaceable. It is obvious, therefore, that the medical
organization planned for the Army in general may fail in some
particulars to meet the very specialized needs of this service.

2. The difficulties met in the general medical service are
principally two. The first is in commissioned personnel, there
being a dearth of specially trained and adapted men for this
duty; and, furthermore, the transfer of medical officers from one
arm of the service to another which is unobjectionable in general
is quite impractical in relation to men once trained for a very
special service. Again the dependence of the medical service with
the aviation units upon the Division, Corps, Army, or Section
Surgeons, leads to difficulties from the lack of interest,
understanding and sympathy with its special needs and demands.
It is only natural that many men in responsible officers [?] with
the Army as a whole, object to the special demands made and
are annoyed by the privileges granted to this branch. Thus,’
purely personal reactions of individuals in high executive position
may lead to serious handicaps. The sudden injection of a
radically new member into a well crystallized formation may well
be expected to produce such results.

‘The remedy for these difficulties would seem to lie in the
separation of the personnel and property and channels of
communication into a distinct division of the general medical -
service, or the placing on the staff of each Army, Corps, or
Section Surgeon of a specially qualified officer who should handle
directly for this surgeon the business of the aviation section, with
of course a corresponding chief, as representative in the offices
of the Chief Surgeon and the Surgeon General. Should Air
Service as a whole be separated from the Army and Navy the
solution would be simplified.

3. Medical Responsibility for Flying Fitness. The recognition
achieved in the Expeditionary Forces, of the essentially medical
nature of the decision, as to the fitness of the flying officers, and
the disposition of the unfit, must be perpetuated in the Air
Service if efficiency is to be increased and maintained. The
medical boards and laboratories and the flight surgeons should
be recognized as permanent parts of the Air Service
organization.
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The system of record devised and made available in the last of
the active period has many points of great practical value, and
‘should be incorporated into the record system of the Air
Service. It is based upon the scheme evolved for the Royal Air
Force, which has proved most successful. The essential features
are compactness, completeness and constant availability, as the
flyer has the carbon copies of all examinations from the entrance
into training to date, which follow him in all his assignments,
whether to duty, recreation, or hospital.

4. General Hygiene of Flying Personnel. Flying fitness is so
intimately dependent on personal conduct and standards that no
amount of legislation or regulation alone will produce the results
desired; it is only through the active cooperation of the officers
themselves that we may hope to reach the maximum of
efficiency.

It seems evident that the most promising approach to this
problem must be by endeavoring to cultivate the spirit of the
athletic teams of the colleges and amateur associations. The
flyers should be imbued with the idea that their team’s success
depends upon the fitness of each component member, and that
any infringement of the recognized rules of good training
jeopardize the prospects of success for the team. In this way
there is a strong sentiment developed which helps in resisting the
tendencies to break the training rules. As agencies making for
the same result there should be provided material for active
exercise, especially in competitive games, as basket ball, medicine
ball, tennis, fencing, boxing etc. and inter-squadron and group
contests should be actively promoted. In order to carry out
these plans it would be desirable or necessary to have specially
qualified athletic directors detailed to this duty.

5. Training Tables. Diet has such an important bearing on
fitness for any athletic activities that it may not be neglected in
the plans for the flying man. Observation at the schools and
permanent camps makes it evident that, in general, the flyers eat
too much for the real demands of a sound body and are apt to
concentrate on the sugars and other carbohydrates. While no
accurate nutritional studies have as yet become available for this
class of men, it seems clear in general that they should have hot
tea, soups, bouillon, etc. at any time on departure for, or return
from, flights if they desire it. The regular meals should be liberal
and of the best quality and well served, but promiscuous eating
between meals as now practiced should be discouraged. The
effects of overfeeding will be much reduced by active physical
exertion.

6. Alcohol. There is no genuine evidence to support the
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contention of a few well meaning but inaccurate proponents of
the view that the flying man may be benefitted by moderate or
even excessive doses of this drug. The contrary position, viz:
that the flying man should be a total abstainer, has the support
of scientific demonstration and practical experience, and by rule
and example every effort should be made to banish the use of
alcohol.

7. Tobacco. The laboratory tests show conclusively that visual
acuity is promptly affected by the inhalation of a moderate
amount of tobacco smoke; the flyer is undoubtedly better
without any tobacco, though moderate smokmg in hours off duty
will be well borne by most.

8. Rest and Recreation. The necessity for frequent rest and
change of scene with normal diversion has been pointed out in
other places in this report. This [was] thoroughly demonstrated
in the experience of the aviation services of the French and
British Armies as well as for a short time in our own before the
cessation of hostilities. We should and can improve on the
methods in use by the Allies by controlling the places of
recreation in such a way that the aviator may have a thoroughly
agreeable change, with amusements and sports away from
centers of population. In this way. the temptations to license in
alcohol and venery may be minimized. The assistance of the Red
Cross and other auxiliary agencies would be invaluable in these
arrangements. )

9. Venereal Disease. Prophylactic stations for officers should
be maintained in all organizations. The advisability of venereal
inspection remains debatable. Certainly it should not be enforced
in the Air Service alone.

It should be a matter of regulation that:

a, Officers acquiring syphilis should be reclassified and leave
the Air Service.

b. No officer under treatment for acute gonorrhoea or
syphilis or any complication of these should be allowed to fly,
except after examination by and recommendation of a properly
qualified medical board.

10. It is most important that portable shower baths be
provided with each squadron; and that portable delousing and
clothing sterilizing plants be available for the air -units with each
Army.

11. Hospitalization. In any permanent plans for the care of
aviators some provision should be made for special
hospitalization. The peculiar psychologic and physiologic factors
involved in any adequate medical attention to flyers will require a
staff of doctors able by experience and training to meet these
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special needs. Again we must recognize in the hospital, as in
other army formations, that it is difficult to administer smoothly
any organization where one group gets a different treatment from
another, without reasons patent to the uninstructed. There is
every evidence from the experience of the Royal Air Force that
special hospitalization has paid in efficiency.

It is suggested that, in each Army, there should be at least
one evacuation hospital to which sick and injured flyers are sent,
there to be attended by specially trained medical officers
attached for this purpose. And, furthermore, that there should be
one base hospital for the exclusive care of flying officers, sick or
wounded. This base hospital would suffice for a group of Armies
if placed in a proper location. Provision should also be made for
the hospitalization of the slightly sick enlisted personnel of the air
units with armies and schools in the organization or in nearby
hospitals. These slightly sick should be returned when well
directly to their units, and not evacuated from the area.

12. Laboratories. The Nation should maintain at_ all times a

- fully equipped research laboratory for the investigation of

physiologic, psychologic, hygienic and general medical problems
relating to aviation, and for the special training of flight surgeons
for field and hospital work with the Air Service. This laboratory
would also collaborate with the military in aiding in the devising
of new and improved methods of attack and defense, the
adaptation of special apparatus to flying needs, etc.

Separate from the research laboratory there should be .
laboratories for the routine examinations of candidates for the
Air Service, students, and accepted qualified pilots and
observers. These laboratories should be so placed in schools,
depots and armies as to make a thorough examination quickly
available to any flyer, ordered for this purpose by the squadron
medical officers or commanders. A medical board would be
constituted from the members of the laboratory staff, which
would pass upon the condition and fitness of each aviator
examined and recommend appropriate disposition. The base
hospital designated for the care of aviators should be equipped
with such a laboratory in addition to the ordinary medical
laboratory equipment.

13. Dental Organization. In the schools and depots and pilot’s
pools the percentage of dental officers and assistants should be
increased to meet the extra demands arising from the rapid
shifting of the enlisted and officer personnel in these places.

In the tactical formations there should be provided dental
ambulances, at the rate of one for each three squadrons, or
more if these should prove insufficient. This would go far to
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curtail the loss of time and valuable services resulting from a
shortage of dental service.

14. Medical Officers. So long as the squadron remains the
indivisible unit of the Air Service it will be necessary to provide
one medical officer with each. These officers should have had a
special course of training to fit them for work with air units.
With each group of squadrons there should be a senior surgeon
of higher grade and wider experience to direct the work of the
squadron surgeons.

In each army there should be an Army Surgeon, Air Service,
with appropriate rank either as an independent officer or
attached to the office of the Army Surgeon to control all the
medical work of the Army for the Air Forces. To this officer the
Group Surgeons would report and be responsible. Army
Surgeons in turn would be responsible to the Chief Surgeon, Air
Service, or the Air Service representative on the Staff of the
Chief Surgeon of the Forces. The medical personnel of the Air
Service units, commissioned and enlisted should be considered,
as an inseparable part of these units and not subject to
detachment for duty with other than Air Service organizations,
as has frequently been the case. The fact that when squadrons
are grouped there is an apparent excess of medical officers and
personnel, does not justify this removal of the personnel
belonging to one or more squadrons. Squadrons are freely
moved and isolated or concentrated and must be prepared for
efficient work on an independent basis at all times. So long as
the squadron remains the basal unit of the Air Services, this
excess of medical personnel must be met and accepted as a part
of the waste ineradicable from military preparation and activities.
The above remarks apply with equal force to the personnel,
commissioned and enlisted, of the laboratories; these are
specially trained men and it is destructive of efficiency to remove
them into other duties to which their training does not apply,
and at the same time make it necessary to train substitutes
for them.
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15. Transportation for Medical Officers and Patients. The
ambulance provision as laid down in the tables of organization,
viz: one ambulance for each squadron, is sufficient so long as
the ambulance is in working order, but arrangement should be
made for reserve ambulances to supply the shortage caused by
the frequent laying off of machines for repairs. This medical
property should not be subject to detachment on the order of
the Army Surgeon or his subordinates.

The size and nature of the flying fields, often separated by a

considerable distance from the quarters of the personnel, and the
infirmary, make it imperative that there be some means of rapid
transit at the disposal of the squadron surgeon at all times, so
that he may reach the different points of duty without delay.
Ford automobiles or motorcycle side cars would meet this need.

Air Service Surgeons of Corps and Armies should be provided
also with transportation by automobile, as otherwise they will be
unable to perform their duties. This may be covered either by
individual assignment of cars or of these officers to
transportation should be a matter of record in the tables of
organization and not left to chance and the good will of superior
officers.

Medical Research Board
Air Service, AEF

The Medical Research Board had been appointed in Octo-
ber 1917 to investigate conditions affecting the efficiency of
pilots, to carry out experiments and tests to determine the
ability of pilots to fly at high altitude and to provide them
with suitable oxygen apparatus, and to consider all matters
relating to the physical fitness of pilots. A laboratory, built
at Mineola, Long Island, was ready for use by January 1918.
The following August the board and its staff, a tetal of nearly 50
officers and enlisted men, embarked for service with the AEF.
The equipment taken overseas included a low-pressure cham-
ber which the board had been using to study the effects of high
altitude on breathing. In the chamber, which was large enough
to accommodate five or six men, a reduced pressure corre-
sponding to an altitude of 38,000 feet could be attained. Part of
the group remained in England to study British methods, while -
the rest continued to France. The board, made up of four offi-
cers, established itself at the Third Aviation tnstruction Center
at Issoudun on 2 September 1918. A laboratory was set up im-












288

U.S Air Service
in World War |
Vol IV

complete success, in some instances without success. These
constitute, however, the material for subsequent investigations
when more time and greater facilities are available.

The greatest achievement of the Medical Research Board
consists of its recognition of the shortcomings of medicine, of the
possibilities of aviation and of aviation medicine, and its
recognition of the imperative need of a permanent school of
aviation medicine and a special medical air service.

—105—

Medical Research Board
Air Service, AEF

The board set up a program to educate aviators in matters
concerning health and efficiency. The doctors gave talks on
“such matters as the eye, the ‘flu’ and how to avoid it, the health
of the flier, etc.” As part of this program they wrote a series of
articles for Plane News, the camp newspaper of the Third Avia-
tion Instruction Center, the purpose being to preach the “gospel
of training and clean living.” An abstract from one of these
articles was included in the board’s report on its work.

............................................................

All experience up to date has impressed one crucial fact on
medical men: only the fit should fly. In the flier, as in men
generally, this is dependent upon the simple fundamental things
of life, such as sleep, exercise, diet, and habits.

Sleep. Eight hours is a good average. There are but few men
who can do efficient work on seven hours or less. Sleep should
be taken at night and since the “crack of dawn” comes quickly,
an early start is necessary.

Exercise. Without it, physical fitness is impossible. The
aviator’s life is sedentary, though out-of-doors. Any out-of-door
sport ending in a good sweat is all that is needed. It can be
followed by a dry rub when a shower bath is not at hand.

Diet. Judging from the number of fliers consulting the board
for digestive disturbances, this question is an important one.
Four factors should be considered: the balance of the diet, i.e.,
its food values, palatability, cooking, and serving. In this
connection two food experts were here during the last week of
October to deal with these very problems. Sugar and starches in
the form of breads, cereals, fruits, and fresh vegetables should
play a large role in the aviator’s diet. It is desirable to have these
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Col. William H. Wilmer
C.0., Medical Research Board

Dr. Wilmer, a graduate of the University of Virginia (M.D.,
1885), was professor of opthalomology at Georgetown Univer-
sity. He had been a member of the Medical Reserve Corps since
April 1911 and had entered active service on 1 October 1917,

1. The lesson learned from the present war is the great need
of careful selection of the flyer and skillful, self sacrificing care of
him during training and in combat.

2. For the future the proper facilities for the study [of] these
problems by men who by training are fitted to do this work.

—107—

1st Lt. Azro J. Pardee
Surgeon, 104th Aero Squadron

............................................................

1. In making any recommendations for the benefit of the
service as regards the Medical Department, many things have to
be taken into consideration, first of which I would place the
Medical Department itself. In the early days of the war, the
personnel were picked and assigned to squadrons with the view
of getting the best men possible to take care of the health of the
command, to care for the sanitary situation, and in short to fulfill
all the duties of an isolated Medical Unit. When the Squadrons
were placed in training, the great majority of these Medical
Officers and Enlisted men were detached and sent out with other
units not belonging to the Air Service. Consequently when the
training period was over, the Medical Detachment was picked up
here and there, with no particular view to fitness, as regards
training or intelligence. )

2. The second is in regard to the Status of a Medical
Detachment with a Squadron. Definite status should be given to
the Medical Department, and such duties and obligations as
naturally belong to it should be so clearly defined as to allow no
opportunity for discussion or misinterpretation by inexperienced
officers. !
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popular lectures be given to field troops, -this chiefly to acquaint
them as to how enemy can see, by means of aerial photography,
just what they are doing, even miles behind the lines. By
illustrated lectures or pamphlets they can be shown that [by
being] careless in making paths at the front, or of allowing
camouflage to deteriorate etc., they are endangering their lives as
well as the success of their operations. It would be well for every
soldier to know that the enemy observation planes flying high
overhead are a much more dangerous enemy to them than those
that come with bombs or harass them by machine-gun fire.

In reference to (b) and (c) the Photographic Section in
America gave considerable attention to the interpretation of
photographs in training its photographic officers and
photographic laboratory men. As a matter of fact there were a
number of men in the Photographic Section who, as the result of
this training, were better qualified to be entrusted with the
responsibility of interpreting photographs than were some of the
Branch Intelligence Officers working with the observation groups.
It is quite obvious that the interpretation of photographs is, from
a military point of view, the most important phase of the work,
and too much stress cannot be laid on choosing and training the
right men to do the same. The best French and British
interpreters have insisted that the essential requisite in the
training of interpreters is that they shall know modern warfare,
either from having had ‘experience at the front or from having
made external study of the actual ground on reconquered
territory. The mistakes that are [made] by a student in
interpretation whose knowledge has been gained entirely from
the study of books and pictures are flagrant; a few hours spent
on the battlefield studying the ground and organizations in
connection with aerial photographs previously, are of more value
than any amount of classroom work. The interpretation of
photographs is in no sense an exact science, but is largely a
matter of astute deductions, and men picked for this work must
have qualifications that will make it possible for them to develop
along such lines. The Intelligence Section was not only charged
with the interpretation of photographs, but also with ordering
them to be made. With the exception of one or two cases the
Branch Intelligence Officers know absolutely nothing about
photography or its possibilities and consequently were not able
to judge as to what could be done or what was desirable. It is
believed that the Photographic Interpreter should have a very
thorough knowledge of photography. Frequent cases have been
noted where an interpreter who knew nothing about photography
mistook imperfections in the photographic plate or print for






Lessons
Leamed

295

the information contained in the photographs for training
purposes. At a matter of fact very little work in exploiting
photographs for field training was done by the Intelligence
Section. It is reported that the mass photographic printing they
planned to do for the St. Mihiel offensive was very unsatisfactory
because of slow production, and some of the pictures did not
arrive until two days after the attack. In the first Argonne
offensive this work of mass printing was turned over to the
Photographic Section, all the printing required was done
promptly and in due time under very difficult conditions. The
extemporized Photographic Section at Ligny-en-Barrois, which did
most of this photographic printing, also, with the help of a
French officer, did a major part of the interpretation of the
oblique photographs that were sent out, as the Intelligence
Personnel was insufficient in number to do the work.
Furthermore, this division of the work entails a great deal of
unnecessary duplication, as, for instance, in the packing for
distribution of prints to their ultimate destination. Our
recommendation would be that the officer charged with
interpretation of photographs at an Observation Group, be a
Photographic Officer belonging to the Photographic Section of
the Air Service: this would be along the lines of the French
Organization.

With aerial photography clearly understood and an
organization adequate to exploit same, this Photographic Officer
becomes a very important figure in the Air Service. He is chosen
first for his special and natural aptitude, such as keenness,
imagination, tact, astuteness, and personality. It is desirable that
he shall have had previous photographic experience and under
any conditions that he take the full course in photo 1aboratory ’
work. ‘He should also receive the training currently given to an
observer and be on a flying status, as it is desirable that this
officer make occasional flights over the enemy lines. In this way
he will become personally acquainted with his sector and have a
better understanding of conditions. He will also in this manner
develop the Air Service point of view and will more fully
understand his observers and be able to intelligently advise them,
as well as secure information from them. He must have the
photographic point of view so that he may know just how much
he can get out of the laboratory. This will further make the
whole Photo Section a more vital working force as it will
stimulate the whole section and keep. up their interest which is
always important where such quantities of work must be speedily
turned out. With the aid of the observers and the Photo Section
he will interpret the photographs and properly record them.
From this point onward the photographic material properly
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belongs within the domain of the Intelligence Section, so that this
Photographic Officer in_reality acts as a liaison between the Air
Service and the Intelligence Section. This Photographic Officer
should not command or administer the Photo Section proper,
but simply direct this work. The administration and laboratory
work should be entrusted to a subordinate officer. This
Photographic Information Officer should be responsible for the
photographs but not for the photography. He should be in a-
position to know both what is wanted and what can be
accomplished. Up to the present photography has been a
commodity without enough customers, and each army needs
officers qualified to drum up trade and to show the army what
they can get and how they can use it.

The Photographic Section was rarely asked to make
assemblages except for office ornaments. Stereoscopic prints
were only occasionally called for. Not once was [a] large
assemblage requested of an entire sector. Initiative in these
direction[s] on the part of Photographic Sections was
discouraged and there was a general atmosphere concerning
these things which suggested it was none of our affair and did
not conform to Army Intelligence Regulations.

It was not until towards the end of hostilities and after the
Photographic Sections had thoroughly demonstrated their
efficiency by promptly meeting every proposition placed- before
them, that a larger leeway was given and a few more months
would have seen the present relationship considerably changed in
our favor.

The fact an adequate supply of proper material and sufficient
personnel was at last beginning to arrive from America placed us
in a position to undertake new things. The following is cited as
an instance: A number of specialists, stereoscopic printers, had
been trained at the Photo School, 2nd A.LC., with a view to
assigning them to the various Photo Sections at the front. All
photo missions could then have been sent out in stereoprints as
well as the usual single prints. This would have materially
increased the work of the Photo Section in the field. The
experiment was successful, and in a short time this would have
become a general practice, and the value of the photographs to
those studying them would have been very materially ihcreased.

In this connection it is noted that we recommended the
adoption of our Richard stereoscope to the Intelligence Section.
This was done and the instruments were secured by their Supply
Service, but, to the best of our information they were never
issued to the Branch Intelligence Officers and the Photographic
Sections were consequently never called upon to make the
stereo-positives required for use in these instruments. It was on
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number. The number of liaison officers belonging to it depends
directly upon the number of headquarters and branches of the
Air Service established and upon their geographical location;
though, if these were grouped one officer might cover a number
of sections.

- Aside from the normal routine work, which takes a certain
[number of] personnel, calls are made for special compilations.
As one example, the Information Section was called upon,
through channels, for a resume of the work done by America in
the air; authorized strength of the Air Service in 1914,
equipment, appropriations, status at entrance of the U.S. into the
war, growth in men and material and the standing at the signing
of the armistice.

Here was suddenly demanded a weeks work for one officer
and it is obviously improper to sacrifice normal routine to fill one
single inquiry.

b. To collect information on military aeronautics and our own
and other air services, from all sections and organizations of our
own and allied air services.

It has been demonstrated that the furnishing of information
automatically by departments, headquarters, armies, can not be
depended upon.

The Section should have a carefully planned liaison system of
its own with direct representatives in all training centers, sections
and headquarters of the Air Service, with the air services of
allied countries, and with the air intelligence office of the General
Staff. There should be a liaison officer attached to the
Headquarters Air Service of each of the armies in the field. He
would be charged with the collection of new developments in
tactics, and after obtaining the approval of the C.A.S. of the
Army, the forwarding thereof to the Information Section for
proper dissemination, among training centers for example, and to
the Information Section at home.

The Chief of the Section must be in a position to feel that his
files contain exhaustive data on all subjects of interest to the
C.AS. and to the Air Service as a whole.

These liaison officers would both secure information and see
that information available in the Section is properly disseminated.
All information collected by the liaison officers would be
submitted for the approval of the chief of the orgamzat:on from
which it emanates.

Reports of programs at home should be filed with the Section
and copied for circulation to those directly concerned with the
subject discussed.

c. To distribute information. Primarily the information would be
distributed by means of bulletins. In addition, there are
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pamphlets prepared by other services, our own and allied, and
the limited distribution among chiefs of departments of matter
not of general interest or too secret for issuing as bulletins.

Information on file in some offices is of value only when it can
be given to those who can use it or when its presence and
availability can be made known.

For instance, it has been found that bulletins and other matter
of value which was particularly needed by pilots, observers, or
students have not been made available although copies were sent
to their headquarters.

The liaison, or information officer, at the headquarters, training
centers, and the like, would see to it that information available is
furnished to those who can make use of it. At training centers,
he would establish a room especially set apart, where every
scrap of informative matter would be at hand for perusal. He
would keep his Section informed as to needs and see that it
supplied those requirements.

It would seem advisable to make the Information Section a
branch of the office of the Chief of Staff, or directly under the
control of that office.

The Chief of Staff, Air Service, would be the final responsible
authority for the publication of bulletins and handbooks, obviating
a situation where the publication of a manuscript officially
approved by the Zone of Advance could be disapproved by the
Chief of Training. This plan would afford one authority for the
final statement of the many questions of policy which necessarily
arise in connection with publications.

All publications of the Section would not, necessarily, be
issued as authoritative and final but the decision as to whether
or not they were such, or simply for information or interest,
would rest with but one authority.

Information of all kinds should be promptly published in some
form. It is necessary that production facilities be adequate.

The Section, as it has existed, has depended on the Engineers
in Tours and Langres, on the Photographic Section, and, finally,
on engraves in Paris, for illustrations. The use of commercial
engravers has been the most satisfactory but the ideal plant
would include engraving or lithographic facilities.

For the text, mimeograph and multigraph machines are
unsatisfactory. Supplies for the former ran out and we turned to
the multigraph. The war had nearly ended before a typesetting
machine and presses were secured. More speed, better work,
larger volume, greater economy can be obtained with typesetting
machines and printing presses. A photostat machine should not
be forgotten. In addition, there is other machinery required, such
as a cutter, stapler, punch, and the like.
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d. To act as a central publishing office of the Air Service for
all manner of publications.

All publishing for the Air Service should be done in one
central place-—the Information Section—whether it be handbooks
on rigging and photographic interpretation, folders, tactical
bulletins, curricula, technical reports, progress charts or
organization diagrams.

The text would, of course, be prepared by the Sections
concerned, or compiled by Information Section and submitted for
approval, final authorization being given by Chief of Staff.

Uniformity in size is a desideratum for reasons of economy,
indexing, filing, binding, press work, illustrating, etc.

All bulletins of the Section have conformed to this principle,
but the same remarks apply to all other publications as well,
.except in some exceptional instance.

All such extraneous publications, however, should dovetail with
the bulletins, to the end that the bulletins and their indices
provide a definite centralized source of locating published
information on any subject.

For instance, were a handbook on propellers published, after
compilation by the Technical Section, a single sheet Air Service
bulletin would be issued, numbered serially like all bulletins,
stating that such a volume had been prepared and was available
for issue by the Information Section. The handbook itself would
bear the same number. The same would apply in the case of
large wall charts on rigging, or diagrams of maneuvers in the air.
Thus, there would be brought to the attention of all concerned
that such a book, or other, was available.

A certain number of bulletins would constitute a volume. At
the completion of a volume, the index would again point to the
handbook, etc.

A similar method would be pursued with all publications
stocked, allied or other. A number of books could be listed in
the same bulletin.

e. To furnish required information to the C.A.S., Chief of
Staff, and other high officials, of statistical or other character,
either from time to time or in accordance with a regular ) *
schedule.

This Section has been charged with the compilation of
historical information® (narratives of combats, for instance) while
the statistics thereof were attempted by another Section. There
is, thus, a conflict of duties on an identical subject and resultant
avoidable duplication of work.

It would seem that a Section properly organized, equipped and
conducted to furnish the Service at large with information should
be the one to post the Chief of Air Service on what is going on
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in his world.
All reports, statistical or otherwise, desired by the C.A.S., or

-the Chief of Staff, should be obtained through the Information

Section. ;

Historical work. It is recommended that historical work be not
a part of an Information Section. The sole relation of the latter
to a Historical Section would be that of furnishing, like all other
Sections, what information it could in connection with the
compilation of a history.

Obviously from its scope, the Information Section, as outlined
above, could furnish a great deal in the way of narrative and
statistics, charts and graphs, but the actual compilation of a
connected history belongs to a Historical Section.

A history is a large enough project to require specialization
and the organization of trained personnel.

' s (CM; .‘ l:/\'( —110—
——-_.:7_( ! g N\ Capt. R. G. Kincaid

Information Officer
Headquarters, Air Service, First Army

i \—Jj ) 1. From experiences during the operations of the First

American Army, it is believed that unlimited opportunity exists
for the development of the Air Service Information Section and it
is believed that the Air Service performances with the First
American Army have demonstrated to a degree hitherto
unrealized the importance of the Air Service to an Army in the
field. Air Service operations are big enough to maintain an
information staff large enough to handle all the Air Service  work
and it is believed that the Air Service itself should handle most if
not all of the Air Service work at present handled by G-2.

2. With personnel experienced in observation and photography,
the Air Service could handle both corps work and Army work.
Let the Army G-2 or Corps G-2 indicate to the Air Service the
work it wants done but let the orders for its accomplishment be
issued by the Air Service and make the Air Service responsible
therefor. It is not believed that delay in any way would
result from such a method. On the contrary, they could more
expeditiously be handled by centralizing the control of all
squadrons and having at all times machines available for duty on
any part of the line.

3. The study of photographs also is one that should receive
more attention by the Air Service and photographic experts
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should be made a part of the Air Service Information Section in
order that material important to Air Service operations may be
made immediately available.

4. The study of enemy aerial operations also presents a fertile
field for development. Time and careful study is necessary to
intelligently handle this part of the work. Much might be
obtained, it is believed from the interrogation of German aviator
prisoners, A cursory examination is not usually productive of
results but by casual conversations at intervals of days or even
weeks, and allowing such prisoners to see a great deal of our
aviation activity, it is believed that they could be induced to
disclose their own methods, merely by comparison.
Arrangements could also be made, if sufficient effort was made,
with the Anti-Aircraft and also other front line-units to be helpful
to the Air Service in the way of promptly reporting enemy aerial
concentrations, tactics, and directions of flights. More complete
reports of this kind can be obtained from ground stations than
from our own planes in the air who are engaged in watching the
ground. '

5. Perhaps the greatest field for development in the
Information Section of the Air Service consists in more
thoroughly covering the distribution of information to our units.
A campaign of education and instruction should be made and
should also include other branches of the service who most
evidently lack comprehensive knowledge of the uses of aviation,

its difficulties, and its limitations. The liaison between Air Service .

units and Headquarters must be maintained and in order that -/ %\

the men who fly over the lines may improve the quality of their . S/” o
work, they must know the uses that are made of their R e ﬁ{-\‘
observations and the reasons for improving their methods. == ’

—111—

2d Lt. Edward C. Olds
Adjutant, Second Army Air Service

2. Entering the Air Service in the first class of the Adjutant’s
School at Columbus, Ohio, after six months service with the 3
French Army on the Chemin-des-Dames, I was immediately “Z
impressed with the character of the candidates selected to fill Y
Administrative positions in the Air Service. On the whole they
were experienced business men, who entered in the hope of
securing at a later time some actual training as Pilots or
Observers, and with the proper amount of military training would
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have made splendid Administrative Officers. However, the need
for Officers of this character was so pressing that it was
impossible to give them sufficient military training and it is my
opinion, that in the future Ground Officers in the Air Service
should be detailed from trained Officers of other branches of the
Service who have exhibited exceptional Administrative ability. |
do not believe that the plan to use former Pilots or Observers as
Ground Officers has been a success, as these men have neither
the experience nor the temperament for Administrative work.

3. My observation of the Pilots and Observers as they came
to the front from the rear convinced me that much remains to
be accomplished in the selection of personnel for active duty. All
Officers were sent to the front line Squadrons with no
accompanying information whatsoever as to their mental or
temperamental fitness for work over the lines. This situation
might have proven serious had the shortage of Pilots and
Observers, which existed at the beginning of November con-
tinued through several months of enforced activity. Until Pilots
and Observers can be trained by Officers who have had
extended front line experience and the unfit eliminated during the
training period, I believe the only solution would be to double
the flying personnel in Squadrons so that.new Officers might be
held under observation for some time in daily contact with
combatant officers before being given missions to perform over
the lines.

4. The question of simplifying the handling of statistical reports
and information has been thoroughly covered in previous
recommendations to the Chief of Service, which would have
gone into effect had not the war ended so quickly. I believe the
most serious problem to be solved in this connection is the
concentration in one Central Records Office of all essential -
information so handled as to be instantly available when needed
and to which organizations might forward reports directly without
the necessity of utilizing military channels. Our organizations
were constantly handicapped by overlapping and unimportant
demands for reports of all sorts which took time and effort
which should have been spent on constructive work. Much has
been accomplished in the direction of improving the situation and
it is probable that had the war continued a satisfactory solution
might have been found.
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Maj. Percy H. Jennings
Chief Disbursing Officer
Supply Section, Air Service, AEF

Business men in uniform filled many important positions in
the Air Service, both in the United States and in Europe. Among
them was Percy Hall Jennings, who had been born in New York
City in 1881 and had been graduated from Yale University in
1904. His father was an attorney and a member of the board of
directors of a number of railroads and various other corpora-
tions. Before the war the son was associated with American
Trading Company, of which he would become chairman of the
board of directors in the 1920's. As a captdin in the Air Service,
he had been made Chief of the Disbursing and Legal Division
of the Supply Section in Paris in November 1917.

1. Your memo of December 21st, paragraph 2, e, asked for
suggestions for use in case of future need and the following is
submitted. These suggestions are not made in the spirit of
criticism, for I believe that the Supply Section of the Air Service
has done its work with marked efficiency and success; but with
the idea that their adoption for future organization would make it
possible to carry on the business a little more easily and with
somewhat less personnel. o ’ '

............................................................

3. Aside from the difficulties of doing business in a strange
country, I believe a principal difficulty which has confronted the
Air Service in the $.0.S. has been that of trying to do a
business job with military men and on military lines. It has been
impossible with existing regulations and traditions as to rank and
under existing laws to move officers and men freely from one
position to another, to put officers and men in the positions for
which they are best fitted by expeérience and capacity, and to get
rid of them easily when there is no use for them. For an S.0.S.
in the future I would recommend that the Chief of Supply and
the chiefs of the various divisions under him be civilians, not.
commissioned officers, and that as many of the men under them
as possible consistent with proper control and hold on the
clerical force be also civilians. The Chief of Supply and the chiefs
of the divisions under him could get their authority in dealing
with the army outside of the section from the Chief of Air
Service, and in dealing with the men under them, through a few
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finances. But I would urgently recommend that there be a-
general appropriation, in as large an amount as Congress is
willing to grant, to cover any emergency and any expenses, legal
or illegal according to U.S. laws, arising out of the necessities of
the A.E.F. This appropriation should be made for expenditure
under the direction of the C.-in-C., putting the full power to
d}e]cide as to what it should be used for in him and in his bureau
chiefs.

............................................................

—113—

Maj. Charles W. Godfrey
Post Quartermaster
Third Aviation Instruction Center

As Quartermaster of this important Aviation Center, it has
been emphatically impressed upon me that proper food for
officers engaged in flying duty was essential to their safety and
success. The garrison ration is suited to men engaged in physical
labor, but men engaged in flyving where the mental effort is
strenuous and the physical exercise light, every effort should be
made to supply them with a varied diet, particularly laxatives in
the form of fresh and evaporated and condensed fruits.
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Lt. Col. George W. DeArmond
Chief, Personnel Section
Air Service, AEF

Upon graduation from the U.S. Military Academy in 1906,
DeArmond had been commissioned a second lieutenant in the
Cavalry. His assignments before.the United States had entered
the war included two tours of duty in the Philippines and one as
instructor in mathematics at West Point. Commissioned a major
in the Aviation Section in August 1917, DeArmond had been
stationed at Kelly, Rich, and Scott Fields before being sent to
France in April 1918.

............................................................

When | became Chief of Personnel the latter part of August, |
found a section excellently and logically organized internally into
sub-divisions, the heads of which were without exception
intelligent and capable young officers. And yet, there seemed to
be something amiss. It appeared to me that the Chief of the
Personnel Section® had endeavored to carry in his own hands or
even in his own head alone, too many of both the policies and
the details with which the Section was charged.- The young
officers charged with the operation of sub-divisions seemed in
some cases to feel uncertain as to just how to proceed or where
to go for information on doubtful points. They seemed loath to
proceed on their own initiative for fear of making the mistakes
natural to their lack of familiarity with military procedure and
to their often only half knowledge of the policy and prior action
concerning the matter at hand. In my opinion an organization is
not as good as an organization if, in order to carry on its regular
functions, it is greatly dependent upon its head as an individual.
Before being made Chief of the Personnel Section I had for
some months been in a position to observe rather closely its
general operation, and I had formed a general opinion as to the
cause of its deficiencies. My first act was to abolish the pomp
and ceremony that seemed to precede or preclude access to the
Chief of the Section. I endeavored to make myself readily
accessible to not only all members of the Section itself but also
to anybody else who might have: business with me. I tried to
make the officers under me feel that each one was charged with
the operation of his own part and was supposed to know all
about it, and that they were at all times free to come to me for
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decisions on doubtful points. I announced that I was entirely
willing to take the responsibility for their mistakes provided they
would use their intelligence to the end of making as few mistakes
as possible and of not making the same mistake twice. The
personnel composing this Section was most excellent and the
reponse therefore was almost immediate. The large bulk of the
work of the Personnel Section consists on handling details,
matter which day after day is of much the same order, .and as
doubtful points were cleared up and method of procedure
established, the Section soon become practically automatic in its
operations. | endeavored to adhere strictly to the principle that
the duty of the Personnel Section was largely service to other
sections and that it was not charged with running or attempting
to run the Air Service. On the 11th of November 1918, the
Personnel Section was in my opinion an efficient machine,
operating in close and friendly harmony with all other sections of
the Air Service. The flexibility of the Section was shown when
after the cessation of hostilities the Personnel Section was
charged with the details of the evacuation of Air Service troops
from France. By close liaison with the Adjutant General’'s Office
and the Sections concerned of the General Staff of the S.0.S.,
the procedure entailed was quickly established and the necessary
machinery quickly put in motion. I have been told that the
machinery of evacuation in the Air Service was working
smoothly at a time when that of some of the other Staff Corps
had barely been started. This I attribute not to myself personally
but to the excellent organization of the Personnel Section and to
the initiative and intelligence of my subordinates whose plans and
suggestions [ merely had to approve. The evacuation is now
proceeding most satisfactorily and at the present time the
operations of the Personnel Section are almost entirely automatic
and independent of me as an individual and that in my opinion,
is as it should be.

Of the lessons to be learned, in general I should suggest the
following points:

1. As to the Personnel Section in particular, handling as it
does that in which individuals are most vitally interested, namely
themselves, I believe its operations should be as automatic and
impersonal as possible.

2. In dealing with the supply and demand of personnel in time
of war, [ believe it to be almost axiomatic that a pool or
generally several pools must be formed, in which to accumulate
personnel from the source, and from which to draw it to satisfy
the demand. The demand can never be smoothly and
satisfactorily filled by direct requisition on the source.

3. Considering the same number of men involved, I believe it
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is a sounder principle to furnish replacements to old
organizations rather than to move up new ones. Old
organizations already broken in furnish in themselves a quick and
ready school for raw replacements, and if kept filled to strength
are practically always ready for satisfactory action. Under the
circumstances as they actually existed and developed, I believe
the Air Service of the American E.F. would have been benefited
if more replacements and fewer squadrons had been sent from
the United States.

4. Unless the necessity be great I believe it to be inadvisable
during active operations to change radically, as to numbers of
enlisted men and especially as to grades, the specified
organizations of units. If the number is increased there follows a
sudden and unusual call for replacements, which can often be
supplied only by breaking up other units. If the number is
decreased it usually involves the reduction of many deserving
noncommissioned officers. In either case 1 believe the effect is
liable to be a reduction in morale.

5. A fault which I think I have sometimes observed is the
application in military affairs of the spirit of the selfish
competition of business and commercial affairs, the desire to
build up one service or part of the service at the cost of
another. This spirit has no proper place in the military service.
The one object of war is to win it, and this result can be
accomplished against a strong enemy only by co-operation, not
destructive competition, within an army. For many reasons, but
largely on account of practical every day human nature, [ believe
the Air Service should never at any time be separated from or
independent of the Army and the War Department. So far as [
have been able to learn or observe, the first law of human
nature has never yet been repealed nor have its subsidiary laws
fallen into disuse. The Air Service should never be in a position
to compete, especially in manufacturing fields, against the Army
as a whole, nor should it ever be in a position to feel that it is
other than an auxiliary arm of the Army, entirely subservient to
the success of the Army as a whole and to the command of the
Commander in Chief.
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Lt. Col. Philip A. Carroll
Assistant Chief, Training Section
Air Service, AEF

Like Raynal C. Bolling, Carroll had begun his flying lessons at
Mineola in 1915. The following year he had organized the Gov-
ernors Island Training Corps to give civilians flying training, a
project patterned after the Military Training Camp for Business
Men at Plattsburg. In May 1917 he had been among the men,
including Bolling, who had organized the 1st Reserve Aero
Squadron. When Bolling left for Europe in June 1917 on a mis-
sion for the War Department, Carroll had taken charge of the
squadron, which he led overseas in August 1917. Redesignated
the 26th Aero Squadron, Carroll’'s unit had helped to establish
the Third Aviation Instruction Center at Issoudun. Carroll had
become assistant to Lt. Col. Waiter G. Kiiner, Chief of the Train-
ing Section, in May 1918.

1. This Memorandum is written in response to the direction of
the Chief of Air Service to submit a frank statement of lessons
learned in the A.E.F. It does not purport to lay a basis for
definite recommendations, but is intended merely to call attention
to certain principles which, though often obscured, are believed
to. be of more or less governing force under all circumstances.

Difference Between Civil and Military Effort

2. Civilians are slow to realize the difference between civil and
military life. Almost universally their first impulse is to judge a
military enterprise in comparison with some well established
business with which they were previously connected. The result
is naturally unfavorable to the Army.

3. This sort of comparison is unjust. No basis for comparison
as a matter of fact exists. Neither the results to be
accomplished, the motives for their accomplishment, nor the
methods used to attain them are the same in the Army as in
business. In business, the balance sheet and profit and loss
account are the dominant factors; in a military enterprise they
play only a minor part. In business the measure of success is the
success of the individual; in the Army it is the success of the
whole expedition. Competition is the mainspring of civil activity;
co-operation and united effort are the mainsprings of military
effort. What in civil life would be a laudable effort toward self-
advancement may become in military life, a menace to a Service.
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4. The means at the disposal of the business manager are
much more varied and powerful than those given to the military
commander. He can generally employ whom he pleases; he can
pay what he pleases; he can reward whom he pleases; he can
discharge whomever he sees fit. His object is single—the success
of his own business.

5. The military commander on the other hand is subject
everywhere to rigid limitations. He must pay all men of the same
grade the same wages, give them the same food and provide
them with the same equipment. His rewards can as a rule be
given only for most exceptional service. His punishments are
confined to the most flagrant examples of worthlessness or
misbehavior. He is limited in his choice of men, not only by an
arbitrary number made available by higher authority, but also by
the necessity of accommodating his organization to their
respective ranks.

6. He must rely on a system of discipline based on implicit
obedience, his power of promotion and demotion, and his ability
to create in his organization a high morale and esprit de corps,
which will replace in some measure the positive stimuli of civil
life. In order for him to succeed he must be given by his
superiors the widest scope and the firmest backing in the use of
his limited resources.

Discipline and Morale of the Air Service

7. The problem of maintaining discipline in an Air Service has
presented extreme difficulties in all Armies in the present War.
While many reasons for this fact have been put forward, it
seems to me that one of the main reasons, namely, that the Air
Service is in effect the voluntary service, has not been given sufficient
consideration, and has frequently been entirely overlooked.

8. The voluntary nature of the Air Service becomes apparent
when it is considered that it is impossible to teach a man to fly
or to become an observer against his will, and that it is ,
extremely difficult, even after he has been taught, to get effective
use out of him except by his most whole-hearted co-operation.
The reason for this is that the management of highly complicated
machinery cannot be made the subject of order and direction in
the same manner as can the handling of a rifle or the
management of a pack. The Infantry officer can be ordered into
the Line and when once there his conduct is more or less
insured by the intensely strong desire not to appear in a
despicable light before his men. The Aviator on the other hand
can say without fear of losing caste, that he has “lost his nerve”
or that his physical condition is such that he cannot fly. He can
present a hundred excuses relating to his machine, and if his
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most estimable character utterly failed to comprehend the
intricacies of the modern airplane, which are such that they can
be mastered only by a comparatively small number of men, and
the failure to master them, therefore, cannot render a man
amenable to discipline, or in fact reflect on him in any way.

10. In'the Infantry, discipline has been maintained and
improved for thousands of years by methods of life, drills and
kindred exercises. These exercises all bear some relation to the
work which the Infantry soldier does, and perfection in them
results in a high standard of morale and efficiency in the Field.
In the Air Service, however, the drills, hours and general
methods of life of the Army bear little or no relation to ‘the work
which the enlisted man is to do. His worth is judged necessarily
more by his ability to take care of a motor than by his soldierly
appearance, and the relation with his officer who pilots the
machine in his charge cannot be the relation of the Private in a
Infantry Company to his Captain or Lieutenant whom he must
implicitly obey, but is rather the relation of an advisor and
guardian to the man whose life depends on the advice and care
given.

11. It is not a question of there being necessarily less discipline
in the Air Service than in any other branch of the Service, but it
is rather that the discipline must be of a different sort, and that
the means of attaining it, which work in other branches of the
Army are in many cases not applicable to the Air Service.

12. Such being the case, the only remedy in sight is first, to
procure the best possible personnel by careful selection and
strict elimination; second to encourage the highest morale and

"esprit de corps. This should be borne in mind continually, and
everything that favors high morale should be done, and
everything that tends against it should be strictly avoided.

13. In the present War, the advertising and notoriety given to
the Air Service was sufficient in the beginning to secure for it a
personnel of most exceptional quality. It is due to this fact, and
especially to the extraordinary quality of the enlisted personnel,
that such successes as have been-attained in the Air Service can
be attributed. To this exceptional quality of personnel also is due
the fact that the morale of the Air Service was able, more or
less, to resist a number of unfortunate factors which were
calculated to destroy it, such as: the early promulgation of a
program so large that it was sure to fail; the selection of officers
for important commands who were wholly ignorant of the
activities they commanded; the unequal pay of flying officers; the
delays in training which reduced candidates to a frame of mind
bordering on despair; the unequal assignment of duties which
brought about in many cases the result that the willing and
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competent were kept on disagreeable and routine duty while the
less estimable were permitted to go forward to the duties they
desired; the inability to give recognition to deserving enlisted
men; the inability for a long time to secure necessary promotion
and effective elimination, and lastly, the attitude of ignorance,
contempt and disdain assumed by the Line of the Army on
whose opinion in the last analysis the morale and esprit de corps
of every Service must rest.

14. These matters are not to be treated in a spirit of criticism.
They were in large measure the result of circumstances which
could not be controlled. However, they should be carefully
studied with a view to avoiding them in future as their repetition
will be to a greater or less extent destructive of any Air Service
hereafter created.

15. The selection of Air Service officers and their promotion
deserves specia} consideration. In addition to all the difficulties
which this subject presents for the Line one has the fundamental
fact that men, highly trained in technical lines, resent in all
manner and ways the command of others who have less
knowledge of their specialties than they have. Though this
applies, in my opinion, only to immediate command, it renders
the selection of officers extremely difficult because those qualified
in technical knowledge and training so often lack the ability to
organize and conduct even a fair sized command.

16. In any future War it is going to be necessary again to call
largely on newly made officers and on officers of the Regular
Army who have had no experience by which their capacity can
be judged. Only the most inadequate means of grading these
officers are on hand at the beginning of a campaign, and the
artificial difficulties caused by improper ranking do not need
exposition. The experiment of promotion by selection may, so far
as the Air Service is concerned, be regarded as a failure, and
there is little hope that it can be improved. The only possible
solution seems to be the adoption of a system of “acting rank”
as distinguished from the “temporary rank”, supplemented by a
system of promotion by seniority with necessary elimination. The
difference between acting rank and temporary rank is that acting
rank follows the position and is lost when the officer is relieved
from the duty which gave it, while temporary rank continues
until action is taken to reduce it. In the one case the burden is
on the officer to hold his increased rank, in the other, the
burden is on the Government to take it away. The difference is
vital.

17. As a matter of practice, in our Army the loss of temporary
rank, which can only be brought about by a decision of a Board,
savors so much of demotion that its value in properly readjusting
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the grades of officers is absolutely useless. If a system of acting
rank were adopted, however, officers could be tried out for
responsible positions and be relieved and lose their rank without
any obloquy attaching to them. Under the present system,
officers have been put into high positions with a rank which was
entirely inadequate to enable them to fulfill their duties, simply
because one could not be sure that they would make good and
be deserving of what practically amounted to permanent
promotion for the period of the War. This is not fair to the
officer and tends to defeat the purpose for which the trial is
given. For instance, at Issoudun outlying fields have been placed
in charge of First Lieutenants who commanded $2,000,000 worth
of property, 400 enlisted man and 500 officers. Only one in every
two or three of these men made good and when he did so, it
was due to a natural force and character so unusually high that
no system based on it can be uniformly successful. If a system
of acting rank had been in vogue the officer, on being assigned
to the command of such a field, would ipso facto, through the
action of, say, the Commanding General, been promoted to the
rank of Major which rank with the prestige that it gave him he
would have held during his command. On relief from his
command, for any reason, he would have reverted to his
permanent rank, unless his services were so exceptional, and his
ability so marked, that it was deemed advisable to promote him
permanently to a higher grade. The same system would have
applied with equal advantage to the command of squadrons at
the Front. Indeed, it would have been immeasurably helpful in all
branches of the Air Service. It prevents recommendation for
promotion based on other than military reasons by giving to
higher authority a ready means of checking the judgment
exercised by C.0O.’s in making assignments.

Problems of Organization
18. In general, the problems of Air Service organization do

not, in my opinion, differ materially from those presented in
other forms of military activity, and the general theories of
military organization are adequate to cover them. Curiously
enough, these general principles are constantly overlooked, and
their study should be encouraged. The fixing of definite

. responsibilities, the placing in the hands of the responsible officer
the control so far as practicable of all agencies on which the
success of his particular enterprise depends, the establishment of
workable channels and the strictest adherence to them, both in
correspondence and in oral directions are as applicable to the
Air Service as to any other branch of the Army. In the last
analysis, however, the value of an organization will depend on
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despicable light before his men. I believe it is safe to say that,
could the average Line Officer follow his own wishes at certain
times in an action and separate himself from the fight without
fear of criticism or reflection being cast on him, many would
follow that desire. The Aviator, even though he be a part of a
formation may put the nose of his machine down and
immediately leave the fight at any time. He can present many
excuses relative to his plane or engine, and if his record is fairly
good, can escape without difficulty the loss of caste, which a
confession of weakness would bring to him in the Line. While
troops can be led by an officer who, although suffering from
intense physical fear is buoyed up by moral courage, an airplane
cannot be successfully flown by a frightened man.

5. This I believe to be an essential difference between the Air
Service and the Line. The flying man must have more than high
moral courage; he must be backed by the best of traditions;
must feel himself a real part of the organization which he
represents and must be willing at any time to sacrifice his life for

" the cause, even though he might very easily at his own volition

escape with absolutely no reflection being cast upon him.
Therefore, I put morale as the highest factor toward the making
of a successful Air Service.
6. The morale in the Air Service, particularly as applies to
flying personnel, has been lowered due to various causes stated
low:

(A) The promulgation at the outset of the War of a program
so large that it was sure to fail.

(B) The selection of officers, for important commands, who
were wholly ignorant of the activities they commanded.

(C) The unequal pay of flying officers.

(D) The delays in training which reduced candidates to a
frame of mind bordering on despair.

(E) The unequal assignment of duties which resulted in the
willing and competent being kept on disagreeable and routine
duty while the less estimable were permitted to go forward to
the duties they desired.

(F) Delay in securing the necessary promotion for junior
officers who did exceptional work.

(G) The lack of speedy and effective elimination of worthless
personnel, especially officers.

(H) The fact that wings and rank were given to pilots who
simply passed an elementary test in the U.S.

(I) The fact that newly made officers were quartered in
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barracks in large numbers, permitting one malcontent to
influence a considerable percentage of the whole.

(J) The issuing, in many cases, of petty orders by higher
authority which did not apply to the Air Service.

(K) The rapid promotion of many non-flying officers in
contrast to few promotions of flying officers.

(L) The fact that, due to lack of discipline and of a sense of
responsibility, a small percentage of flying personnel did not
behave as officers and gentlemen, resulting in restricting to a
considerable extent the freedom of all.

(M) The fact that it was practically impossible, over a long
period of time, to obtain leaves for flying officers whose nerves
were shattered or who were run down, except through long
delay.

(N) The fact that many officers who remained in the U.S.,
junior to those in the A.E.F., were promoted over the heads of
equally competent officers in the A.E.F.

(O) Lack of an efficient system, after a man had completed
his training, of moving the flying personnel to the Squadrons in
which they were to work.

(P) The fact that one specialty of Aviation—Pursuit—was
widely advertised, thus making the other specialties unpopular.

(Q) The fact that flyers were, in many cases, commanded
by non-flying officers.

(R) Treatment of Cadets as school children, causing
irresponsibility.

(S) Ignorance of Line Inspectors, of Aviation Schools.

(T) The attitude of ignorance, contempt and hostility
assumed by the Line of the Army, on whose opinion in the last
analysis the morale and exprit de corps of every Service must
rest.

7. A number of these. points to which it is desired to call
special attention, are dealt with below in greater detail.

8. (B) Selection of Officers: Men highly trained along technical
lines, resent the command of others whom they know have less
knowledge of their specialties than they themselves. This is most
applicable to immediate command. It renders the selection of Air
Service officers extremely difficult, because those qualified in
‘technical knowledge and training often lack ability to organize
and conduct even a small command.

9. In my opinion, promotion by selection has been a failure,
and the best solution appears to be the adoption of a system of
“acting rank,” distinguished from “temporary rank,” supplemented -
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by a system of promotion by seniority, with necessary
elimination. By “acting rank” is meant the system at present in
vogue with the British. This system always makes the rank fit
the command, and when an officer is moved from a large
command to a smaller one his rank is reduced. Under our
present system, the loss of temporary rank which can only be
brought about by the decision of a Board, savors so much of _
demotion that its value in properly readjusting the grades of
officers is useless. Under the system of “acting rank”, officers
could be tried out for responsible positions and could be relieved
without any obloquy attaching to them. Under the present
system, it has been necessary to place officers of junior grades
in positions which properly called for senior officers. At Issoudun,
for instance, Outlying Fields were in charge of First Lieutenants,
commanding $2,000,000 worth of property, 400 enlisted men and
500 officers. Very few of these First Lieutenants proved up to
the mark, and their failure was largely due to the lack of
authority resulting from inadequate rank. When they did succeed,
their success was due to a natural force and character so
unusually high that no system based on it could be uniformly
successful. Under a system of “acting rank”, on being assigned
to the command of such a Field, the First Lieutenant would
immediately have been promoted to the grade of Major, with
which rank and prestige he would probably have been able to
hold his command. On relief from his command, for any reason,
he would have reverted to his permanent rank, unless his
services were so exceptional and his ability so marked that it
was deemed advisable to give him the higher grade permanently.
This same system could have applied with equal advantage to
the command of Squadrons at the Front.

10. (D) Delays in Training: Under our system of training, a
man was sent to a ground school after a considerable delay.
Here he received possibly three months instruction on ground
subjects. From this ground school, he was usually ordered to a
Pool. At this Pool he did Infantry drill, fatigue, etc., and usually
succeeded in forgetting practically everything that he learned in
the ground school. The delays here varied considerably, but in
some cases it covered a period of months. When a vacancy
occurred at a flying school, men were selected from this Pool
and sent to the flying school. Here also there might be another
delay for a short time. Finally, the man become an RM.A. He
was then ordered to another Pool and was informed that he was
ready for service in the A.E.F. There was a delay at this last
Pool, varying in length of time, but often amounting to months.
Finally, the Cadet was ordered Overseas, received at a Port
where there was another short delay and from thence, ordered
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to another Pool where he was again delayed. Finally, he was
ordered to an A.E.F., flying school. Here there might be another
slight delay due to weather, etc., and then he was obliged to
take a finishing course in order to fit him for service at the
Front. When he completed this finishing course, he was ordered
to Colombey-les-Belles, where there was possibly still another
delay. Meanwhile, in many cases, the prospective Aviator had
probably spent over a year in reaching the Front. During his
training in the U.S., there were still other delays, caused by the
fact that the schools were situated in various parts of the

- Country, necessitating long trips by train.

11. Is it any wonder, after having passed through a system as
complicated as this, that the prospective Aviator often wondered
whether he would ever get to the Front? This training should
have been accomplished in six months at the most. The result of
this complicated system produced pilots at the Front who were
already “fed up” on flying and who had lost much of their
former keenness.

12. (G) Elimination of Worthless Pesonnel: Usually, when a
student arrived in France, he was already commissioned as a
Second or First Lieutenant. He had just received his commission
and, while he was well versed regarding his privileges and rights
as a commissioned officer, in many cases his past training had
not really fitted him to be an officer, and he was still extremely
irresponsible and undisciplined.

13. The percentage of worthless personnel was low. However,
one worthless officer, barracked where there were many other
young and impressionable officers, would often influence ten
officers whose tendencies and characteristics were generally
good. This worthless officer would, in the course of time, usually
get into some sort of trouble. If the trouble were serious he
could be punished by Court-martial or eliminated from the Air
Service by the decision of a Board. If he were punished by
Court-martial, he would probably live in the same barrack,
having nothing to do except talk and spread discontent for a
period possibly of three months, while he waited for the sentence
of the Court. If he were eliminated by a Board, the delay was
not so great, varying between two weeks and six weeks. In due
course of time he might be eliminated. If it were in the U.S.,
there was a great possibility that he would be reinstated. If it
were in the A.E.F., he would probably be reclassified and sent to
another Service, still wearing his wings. Both methods were
unsatisfactory. There was too much delay, and the example was
not sharp enough to influence the other officers. The
Commanding Officer of the school should have been able
immediately to eliminate this worthless. officer from the Service.
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14. (H) The Giving of Wings and Rank on Passing an
Elementary Test: This resulted in greatly increasing the difficulties
of instruction. Many instances arose where officers of high rank
had to pass through A.E.F. schools before being fit for the
Front. These officers were usually instructed by First or Second
Lieutenants. This naturally had a bad effect. There was a
tendency for these officers of higher rank to dictate and belittle
the authority of the instructor at the schools. Men who were to
be sent to the Front should not have been commissioned until
they had taken a complete course and were absolutely fit to fly
at the Front. '

15. (M) Leaves for Flying Officers: It is believed that flying
personnel should be given as much freedom as possible and as
much comfort as their work permits. Comfortable living and
ability to get away occasionally from their work are the great
compensation for flying officers. The policy of holding them
unnecessarily because of the hostile feeling of the average Line
Officer toward their enjoying liberty, should be discarded. Pilots
and Observers at the Front should be given a leave after, at the
most, three months service. This leave should be compulsory
and should be of considerable duration, at least a month. There
should also be a definite system of leaves for the instructor
personnel at schools. There are very few young men strong
enough to go through more than three or four months of
uninterrupted work at the Front or as instructors, without going
to pieces, particularly if there is no definite leave to look forward
to. A system similar to that of the British is recommended.

16. This matter of leave should be in the hands of the
immediate Commander of the flying personnel and there should
be no delay in obtaining it, especially in the cases of men sick,
wounded or with shattered nerves.

17. (P) Advertising Given to Pursuit: The wide advertisement
and publicity received by certain pursuit pilots probably did more
harm to the other specialties of Aviation than any other one
thing. It was the ambition of every young pilot to become a
pursuit pilot. Nothing else was regarded as worth while. In fact,
other specialties were looked upon with a certain contempt. This
may have resulted in a certain small raising of the morale of
pursuit squadrons, but was certainly more than counterbalanced
by the harm done in the other specialties. In fact, the feeling
between non pursuit organizations and pursuit organizations
was very strong. Steps should be taken at once to eliminate this
idea.

18 (Q) Command of Flyers by Non-Flyers: The fact that non-
flying officers often commanded and dictated the work to be
done flying officers resulted in much dissatisfaction. A flyer is not
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fond of risking his life at the direction of an officer whom he
feels is totally incompetent to direct him. It has been a fact that
many positions of responsibility, both at the Front and in the
rear, pertaining directly to the ordering out of flyers on
dangerous missions has been in the hands of officers who have
never ridden in a flying machine and are totally unfamiliar with
the point of view of the flyer. It is hardly necessary to point out
the harm of such a system.

19. (R) Treatment of Cadets: It is believed that a system of
training must be adopted which will throw upon the Cadet a
certain amount of responsibility. One of the greatest deficiencies
of our flying officers has been this lack of responsibility. It is
believed to be entirely due to the fact that these officers,
throughout their career of instruction were practically treated as
school children. The British system is based on the idea of giving
a certain amount of responsibility to every student, and
apparently has been successful. In this connection, I do not
believe that commissions should be granted immediately to a
man who completes a flying course, but that a grade such as
Pilot or Awviator, carrying the pay and privileges of a Second
Lieutenant, should be created. Officers should be selected and
examined for commissions from this class. In this way, the
number of officers could be greatly cut down, more control over
the personnel could be exercised and there would always be an
incentive for doing the best possible work.

20. In our Air Service, during the past year, once a man had
obtained his commission as Second Lieutenant he had practically
nothing to look forward to. Promotion for junior officers was so
slow and uncertain that it was hardly considered probable by
most Second Lieutenants that they would ever be promoted. For
these young and keen men, there should always be a direct
reward in the shape of promotion for exceptional service
rendered.

21. (S) Inspection: The usual Army Inspector of an Aviation
School is quite likely to neglect entirely the idea of the school,
namely: to turn out finished pilots or observers, and usually
devotes himself to such details as apply strictly to Line Troops.
This results in the lowering of morale, as the most efficient flying
school where the best results are being obtained is often liable to
sharp criticism for details which really have little to do with the
main idea of the school. The Army Regulations were written
before an Air Service existed and are often not applicable to
problems which arise.

22. In closing the subject of morale, it is my belief that, in the
present War the advertising and notoriety given to the Air
Service sufficed to secure for it a personnel of exceptional
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quality. Due to this fact, such successes as have been attained in
the Air Service can be attributed. To this personnel is also due
the fact that the morale in the Air Service has been able to
survive the unfortunate factors which have just been mentioned.
These factors are not referred to in a spirit of criticism. It is fully
appreciated that they arose in large measure from circumstances
beyond control. However, they should be carefully considered in
order that the unfortunate results which follow from them may
be avoided so far as possible in any future organization of the
Air Service.

23. Discipline. The discipline of the Air Service is essentially
different from that of the Line. No amount of discipline can
make a good Aviator, a good Observer or a good Mechanic.

24. According to Line standards, there has been a lack of
discipline in the Air Service. This has been due in a large
measure to the extreme youth of the officer personnel and the
lack of responsibility placed upon him outside of operating his
plane. It has also been due to the example set him by the Air
Services of other Countries, namely: France and England. The
flying man feels that his duty is a voluntary duty. This is
absolutely true, and this fact has not been given sufficient
consideration and has been frequently entirely overlooked. The
feeling of the flying man that he ultimately is the judge of what
he is to do is, I believe, the basic reason for this apparent lack
of discipline of the Aviator. :

25. The situation is analogous in the case of the enlisted man.
A good soldier is not necessarily a good mechanic. Many soldiers
of the best character fail utterly to comprehend the intricacies of
the modern airplane. Failure to master them cannot render the
soldier amenable to discipline or reflect on him in any way.

26. In the Line, discipline has been maintained and improved
for thousands of years by methods of life, drills and kindred
exercises, all of which bear some relation to the work which the
Line Soldier does, and perfection in them results in a high
standard of morale and efficiency in the Field. In the Air Service,
however, drills, hours and the general methods of life in the
Army bear little relation to the work which the enlisted man has
to do. His worth is judged by his ability to take care of a motor
rather than by his soldierly appearance. The relation existing
between him and the officer who pilots the plane in his charge
cannot be the relation of the Private in the Infantry Company to
his Company Officer, but is much more intimate. The Pilot
practically relies upon his mechanics for the safety of his life.

27. It is not a question of there being necessarily less discipline
in the Air Service than in any other branch of the Service, but it
is rather that the discipline must be of a different sort and that
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the means of attaining it which work in other branches of the
Army are in most cases not applicable to the Air Service.

28. Organization. In my ‘opinion, the various activities for
which the Air Service is responsible should be directly under Air
Service control. | refer to such instances as the Engineers having
all authority regarding construction, the Ordnance responsible for
the training of Armorers and Armament officers, the Signal
Corps charged with the training of Radio Operators, and the
Motor Transport Corps controlling all Motor Transport. This
division of authority has resulted only in slowing up the various
projects and the submission of numerous requisitions and letters
through various channels in an attempt to get something done,
when no one was certain exactly who was responsible for the
doing. The Air Service schools were all practically built by Air
Service personnel, in spite of the fact that the Engineers were
charged with this work. The Armorers were trained, in the main,
by the Air Service and also the Armament Officers. The same
applies to the wireless personnel. It has been my observation
that, one branch charged with the training of personnel for any
other branch, is not so vitally interested in the excellence of the
product, nor the speed of production, as would be the branch
for whom they are going to work.

29. The squadron organization tables call for a number of non-
flying officers. I believe that the number is excessive. One non-
flying officer in a squadron, namely, a Supply Officer, is in my
opinion sufficient. The Engineering Officer, the Photographic,
Radio, Armament, and Compass Officers could be done away
with and their places taken by pilots and enlisted men, with a
gain in efficiency and at less cost.

30. A considerable amount of confusion in Training has been
caused by the fact that, while all details of Training were carried
out by the Chief of the Training Section at Tours, Section G-5
of the General Staff, from time to time, interposed its authority
to modify or direct the training to be done. As G-5 could not
possibly keep in touch with the situation and problems of Air
Service Training, its action often resulted in uncertainty. It is
strongly recommended that whatever system be adopted in the
future, the control of all Air Service Training be placed under
one responsible head, to avoid the diversity of channels and
directions which can only result in the inefficient working of any
system.

Lessons. Concerning Training
31. Engineering. Engineering is one of the most important
departments of a flying school. Upon it depends largely the
general efficiency of the school. It is desired to bring out the
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importance of trade testing in this connection. Though many
good mechanics were sent to the A.E.F., they were often
improperly placed, due to the fact that they had not received an
efficient trade test. Trade testing should not be done in a half-
hearted way, but, due to its importance, a special installation
should be furnished and men should actually be tested out upon
the various tools and at their various trades. The result of this
trade test must be a matter of record and go with the man
wherever he is sent. Trade testing should be conducted by
specialists in the various trades. In the past this was done largely
by Army Officers who were not sufficiently educated in these
various trades and therefore the results obtained were poor. The
squadrons first formed in the U.S., at Kelly Field, were good
examples of this routine method of selection. Wood workers
were rated as machinists; farmers as mechanics, and good
mechanics were given fatigue duties. Clerks were made
mechanics and good mechanics were made clerks, and then the
entire squadron would be turned over to a supposedly technical
officer for further training and agsighment to duty. Under such
conditions it is not strange that mechanical work progressed
slowly and that much of it was not properly done.

32. The selection of Engineer Officers should receive special
attention. It has been found that the best Engineer Officers are
men of practical education, not necessarily college graduates, but
men who can utilize the material at hand and who are
authorities on the subject so that the enlisted men may look to
them for example and real help. It is not possible to make a
good Engineer Officer from a man who has had merely business
experience and is not a mechanic by trade by simply sending:
him to some institution for a three months’ course. To be an
Engineer Officer the man should actually have had experience in
running shops and should be thoroughly familiar with the tools
used in the ordinary shops and also should have had
organization experience. He should be first and last a practical
man. | venture to state that fifty percent of the Engineer Officers
sent to the A.E.F. could have been eliminated without material
damage to the Service.

33. The importance of shops at Aviation Centers is often
minimized. The shop should be one of the first buildings
constructed. It should be a comfortable place to work in, and
there should be plenty of room. Without an efficient shop no
Aviation Field of any nature can be a success.

34. With reference to the enlisted men who work in the
various shops, a system should be inaugurated so that these
men receive their promotion in the squadron, due to their
mechanical ability as shown in the shops. Various Sergeants,
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successes, and those men who were keen students of gunnery
have made a success in spite of the fact that they were
oftentime mediocre flyers.

36. Navigation. Navigation as pertains to aircraft has been
largely developed during the last year of the War. The training of
every pilot or observer should include a thorough course of
Navigation. Especially should they be taught the use of the
compass thoroughly and the reading and making of maps. It
must be an instinct for a pilot or observer to find his way home.
There are many cases of pilots being lost during our operations
at the Front. It must be remembered that in a fight where many
machines are engaged, the least of one’s concern is to keep
one’s self oriented. Therefore, when the fight is over, he must be
able to locate himself (and it is extremely difficult) in order that
he may return to his own lines and not those of the enemy.

37. Observation. Observation is without doubt the most
important of all Air Service specialties. Upon efficient
Observation depends the safety and success of ground troops.
There was a tendency, about the time of our entrance into the
War, to minimize the importance of all branches of Aviation
except Pursuit. This has been a very expensive fallacy.
Observation, for the pilot and observer, requires the very
highest type of personnel. Due to the newspaper campaigns and
advertisement of certain pursuit pilots, Observation was a very
unpopular branch of Aviation. Every effort must be made to
eliminate this false idea by propaganda such as newspaper and
magazine articles which show the real importance of the
Observation Branch of the Air Service. The Observation Pilot
must be every bit as good as the Pursuit Pilot. He takes as
many chances as the pursuit pilot and must be able to handle
his machine as well. The Air Service should be responsible for
the training of Observers in all branches of his instruction. That
is, technical training in radio, photography, aerial gunnery, etc.,
should be under Air Service control.

38. Especially has the importance of training with the Line
Troops been brought out during the past year. No matter how
efficient a squadron may be, if the Staff and Line Troops are
ignorant of how to use the Air Force and also ignorant of its
limitations, it is impossible to obtain results. Therefore it is
necessary that a very close liaison be established with the Line
and that Staff Officers and. Line Officers receive special
instruction regarding the importance and use of the Air Service.

39. Observers and Pilots should be on exactly the same basis,
should belong to the Air Service and be responsible to the head
of the Air Service for their promotion. When an observer has
demonstrated his fitness for command he should be taught to fly
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an ample supply of spare parts, the number of planes kept in
commission would have been very much greater. The amount of
breakage at a flying school where fast and delicate airplanes are
handled is tremendous. This means that the amount of overhead
material carried must also be tremendous. This point is usually
overlooked by officers not familiar with aviation problems at
schools.

41. Officers who are selected for the duties of Supply Officers
should be chosen with great care. These men should be
thoroughly familiar with the regulations concerning supply, should
be able to utilize material at hand and must be of the most
energetic type. Experience in the A.E.F., has shown the younger
type of business man to be the best for this duty. However,
strictest elimination only will result in efficient Supply Officers.

42. A very close liaison must be kept between the various
Supply Depots and the Central Headquarters. Oftentimes one
Depot has an excess of certain articles which are vital to the
efficiency of another, which has none. A close liaison would
eliminate this failing.

43. In order to handle Aviation Supplies efficiently, warehouses
should be built among the first of the buildings of the project.
They must be waterproof and well constructed, due to the fact
that aviation material is subject in the highest degree to
deterioration and a great loss of public funds will result if this
property is not most carefully protected.

—118—

Lt. Col. Philip A. Carroll
Assistant Chief, Training Section

Colonel Gorrell personally reviewed the reports on lessons
learned. When he had questions, as he often did, he sent a
memorandum, letter, or cable asking for clarification or addi-
tional information. in a report forwarded on 26 December 1918
(Doc. 117), Kilner had listed 20 things that had lowered the
morale of the Air Service. Gorrell asked questions about three of
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these and wanted to know what had been done in each instance
to correct the condition. Carroll sent the following memoran-
dum in reply.

1. Referring to the annexed memorandum; further discussion
of the criticisms contained in the letter of the Chief, Training
Section of December 26, is given below:

(F) Delay in promoting Junior Officers: I think an examination
of the records will show that from the arrival of the A.E.F. in
France to October 1918, not one Junior Flying Officer was
promoted. All these officers were of the rank of First and
Second Lieutenant, except one or two who had been promoted
to Captain in the U.S. This meant either that of the 3000 odd
flying personnel in Europe at the end of the Summer, 1918, not
one man had done anything worthy of advancement or, it meant
that the system of advancement was defective either in
conception or application. ‘

The result, of course, was ludicrous. The largest school in the
A.EF., was commanded, during the Spring and Summer by a
Major; outlying fields having a personnel of 500 enlisted men and
300 or 400 officers, all of them First and Second Lieutenants,
were commanded by a First Lieutenant; the officer in charge of
Day Bombardment Training, who made a notable success, was a
First Lieutenant, although a man of thirty-six years of age;
likewise, the officer in charge of Observation Training was [a]
Lieutenant, and a number of Squadrons at the Front were
commanded by First Lieutenants.

In July, it is believed that a number of recommendations for
promotion went through, however, the only promotions which
were cabled were those of Senior officers to Major and above,
the others being sent by mail. The result was, while a number of
Headquarters Officers . . . holding no particular jobs received
promotion, . . . men who had really been doing the work
received none until much later.

(K) I am unable to give comparative figures on the promotion
of flying and non-flying officers. | am inclined to think that in-so-
far-as this criticism is not explained by the above, Colonel Kilner
meant the word applied to officers who were engaged in
regular flying duty and actually flew. The promotion of officers in
the U.S. over the heads of officers in Europe also led to
dissatisfaction. The creation of a Promotions Board in August(?),
which regulated promotions and whose recommendations were
approved at G.H.Q., did a great deal to remedy these conditions
and would in time have worked out a solution quite satisfactory.
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(Q) Many schools in the U.S. were commanded by non-flyers,
with the result that pilots reached Europe with an ingrain[ed]
contempt and disgust for Commanding Officers. One important
school in the A.E.F. was commanded by a non-flyer, with
unsatisfactory results. For the rest, the criticisms must be taken

. to mean that, in a number of cases men were commanded by
officers who were nominally flyers who never flew. Those matters
were being remedied during the summer and Autumn of 1918,

Remedies Applied to Criticism:

(A) No remedy possible.

(B) Was in the course of being remedied during the Summer
and Autumn of 1918, by more judicious selection of Commanding
Officers and by wider acquisition of Air Service knowledge.

(C) Attempt to remedy this situation made by cable
No result up to this time.

(D) Delays for the most part were unavoidable owing to
peculiar situation and delay of production program.

(E) Was being remedied in the Summer and Autumn of 1918
by careful watching of the records of individual officers and their
advancement so far as possible in accordance with their merits
shown.

(F) See above.

(G) Remedied. in the Spring of 1918 by resort to
reclassification.

(H) Could not be remedied.

() Could not be remedied under housing conditions in
Europe.

(J) Could not be remedied.

(K), Remedied largely by appointment of Promotions Board
in August, 1918. . '

(L-R) Could not be remedied (the question of handling this
kind of personnel does not seem to be as yet fully understood).

No definite recommendations can be made. The question
involved is an extremely complicated one and demands serious
consideration. ,

(M) Remedied in October 1918 by action secured at G.H.Q.

(N) Could not be remedied. I believe attempts were made in
August or September 1918 to secure co-operation of the U.S. in
equalizing promotions.

(O) Could not be remedied under the system of organizing
Replacing Squadrons - at the Front, which had necessarily to be
used.

(P) Could not be remedied, though efforts were constantly
made to do so, dating from January 1918.

(Q) Was by way of being remedied in the Autumn of 1918.

(S) Could not be remedied. Would doubtless have been
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much alleviated by the work of Air Service Inspectors of the Air
Service Inspection Department put in operation in the last
months of the war.

(T) Could not be wholly remedied but was being gradually
overcome at the close of hostilities.

—119—

Maj. Thomas G. Lanphier
O.1.C., Training
Third Aviation Instruction Center

Lanphier, the father of the pilot credited with shooting down
Admiral Yamamoto in World War ||, was a graduate of the U.S.
Military Academy in the class of 1914. An infantry officer, he had
arrived in France with the 8th Machine Gun Battalion in April
1918. As he indicated in the following report, he had been with
his battalion in the Chateau-Theirry Sector when he received
orders to report to Chief of Air Service.

1. In compliance with Office Memorandum No. 6, Office of the
Chief of the Air Service, dated January 7th, 1919, the following
is submitted as having been the most important lesson learned
by the undersigned while serving with the U.S. Air Service.

In June of the year 1918 I was ordered from the front lines,
where I was then serving as a Captain of a Machine Gun
Company in the Third Division, to report to the Chief of the Air
Service for examination to determine my fitness for detail in that
branch of the service. In July I was attached to the Air Service
and reported to the Third Aviation Instruction Center for duty. I
was placed in command of the Headquarters Detachment, which
detachment was then composed of some eight hundred Student
Flying Officers. | am mentioning all this because the situation
gave me an excellent opportunity to compare the attitude of the
men whom I had just left fighting in the front lines to the men
who were in a few weeks expected to meet the Hun in the air.
The contrast in morale was appalling. The Student Flying Officer
at that time seemed to fail to realize that he was really in a
serious game. He seemed to lack that sense of responsibility
which should have been shown by one who was soon to hold
the lives of many men in his hands. That All-Important factor—
Pride of Organization, or Esprit de Corps—was entirely lacking.
This resulted in lack of interest in training and in consequence a
poor quality of pilot was produced and there was very little
keenness to get to the front. The cause for this lack of interest
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did not rest with the pilots themselves. As soon as they were
told how important, how serious and how valuable their services
and their training was, and as soon as they realized that
everything that was being done at this Center was for their good
and for the attainment of the best results in the cause, and
when it was impressed upon them that team-work was most
essential in this game and that their work was most important
and necessary to any good results that might be attained, their
increase in sense of responsibility and in enthusiasm and morale
was just as striking as the contrast which their previous attitude
had been to that of the men at the front. The result of making
the Student Pilot realize that he is the All-Important thing in the
aviation game, was a vast increase in morale and the generation
of a genuine Esprit de Corps. This was manifested in the
surpassing of all previous records at this Center, both in the
performance of the pilots and of the enlisted personnel, and also
by the quality of the pilots graduated.

The lesson gained from this was: that the success of an Air
Service depends primarily upon the Esprit de Corps of the pilots,
and that this Esprit de Corps must be fostered and that the
preliminary training of all pilots should be carried on with that
predominating idea in view at all times.
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—120—

Maj. Howard S. Curry
C.0., Headquarters Detachment
Third Aviation Instruction Center

1. The most important lesson I have learned is the power of
discipline or lack of it for good or poor results.

2. Training has been hampered by extreme lack of discipline
among flying officers, particularly those undergoing instruction.
Few of them have ever handled any men either in civil life or in
the army, and have [no] conception of the responsibilities of an
officer.

3. I have fully considered the disadvantages under which the
Air Service has been compelled to develop, and do not mean
this as a criticism of any persons or policy, as it is much. easier
to judge things from the standpoint of after knowledge than to
plan and develop things which scarcely have a precedent.
Wonderful results have been accomplished but it is felt that
these results would have been more satisfactory if properly
handled.

4. Have personally seen cases of gross disrespect to superior
officers under circumstances which made it impossible to tell
who was guilty, and have heard from lips of some other officers
at whom mud had actually been thrown while drilling officers. It
is felt that officers capable of such things do not have discipline
to the extent that would “enable them to sub-ordinate the law of
self-preservation to implicit obedience to the will of a superior.”

5. Having attended training camp for Line of the Army, and
been originally commissioned in Field Artillery I may be stating
this from a biased viewpoint, but having had to check up on the
misdemeanor of several hundred of them for more than two
months | feel fully qualified to write.

6. It is felt that much better results would have been attained
if kept in cadet companies to the very end of advanced flying
training, under rigid discipline such as prevailed in Reserve
Officers Training Camps.
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1st Lt. Lewis A. Smith
Police, Prison and Labor Office
Third Aviation Instruction Center

1. Nothing is so productive of results from the enlisted
personnel of an organization than proper discipline. Men who are
trained to follow instructions promptly and accurately, whether it
be in the matter of saluting, obedience of squad-room
regulations, appearance at formations, or personal appearance,
will be most efficient in their regular work. On the other hand,
those who are allowed to be sloppy in their personal habits, who
are not corrected for violations of regulations, and who are not
thoroughly drilled in the essentials of a soldier, cannot be
expected to show results in the duties to which they are
assigned.

2. Observe the actions of a man who is undependable and
“stalls” on his job, and you will find that he has no snap in his
salute, that he hides trash under his bed-sack, and that he does
not button his coat before addressing an officer. No matter what
the branch of service may be, the soldier must first be trained to
respond instantly to the commands of his superiors, and to obey
to the letter the regulations imposed upon him.

3. This discipline is best secured not by the “drive” method,
but by forceful, kindly handling of the men, constant regard for
their welfare, and by conduct on the part of the officers that is
exemplary and thoroughly military.

—122—

Capt. Harry L. Wingate
Executive Officer
Third Aviation Instruction Center

............................................................

I have been very forcibly impressed by the inefficiency of a
great number of the officers in the Air Service. The inefficiency
of these officers is not the fault of the officers altogether, but the
lack of proper training for this branch of the service.

It has been very forcibly impressed upon me the disadvantages
of officers in the Air Service, such as Adjutants, Supply Officers,

- Commanding Officers of training fields, and Commanding Officers
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Capt. Lester E. Cummings
Adjutant, Third Aviation Instruction Center

1. The most important lesson I have learned during the
present war is that the scheme of organizing the Air Service
along the lines of other organizations of the army was not
productive of as good results as might have been obtained, and
that a scheme similar to the following ‘should be followed in the
Air Service of the permanent military establishment and for any
war which may occur in the future. . -

There are too many officers and noncommissioned officers. No
flying officer should be commissioned. in the Air Service until he
is a finished pilot and has demonstrated that he has the other
requisite qualifications to be a commiissioned officer. Other
expert personnel should not be commissioned until it is
determined that they are qualified therefore in addition to their
mechanical and other technical knowledge. A rating such as
“Aviator” and “Expert Mechanic” should be provided for this
class of personnel,” which rating could carry a rate of pay v
commensurate with their duties. There should be no more than
one noncommissioned officer to each 15 other enlisted men. The
mechanical and other technical personnel of a squadron should
be carefully classified and rated by a board of .officers competent
to do the work. A rate of pay should be provided for each
classification, such as—Clerk, $35.00; Motor Engine Mechanics,
$67.00; Blacksmith, $50.00; Brazier, $45.00, etc. For instance, to
appoint a mechanic a Sergeant 1st Class and expect him to
command the respect due his grade is a serious error, for the
reason that experience has proven that the majority of
mechanics could not, with any amount of training, become good
noncommissioned officers. This applies equally to the flying and
mechanical commissioned personnel. Nothing is so productive of
results as proper discipline and this cannot be obtained if
commissions and warrants are issued to persons in order to
provide a rate of pay suitable to the class of labor they are
capable of performing and expect those same persons to
properly function as officers and noncommissioned officers.
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The reason for this is that an astonishingly large number who
are the exceptional mechanics would never make
noncommissioned officers with any amount of training. These
exceptional mechanics are the men who deserve the extra pay,
but it is an injustice to the service to make them
noncommissioned officers, and if they are not given warrants, a
great injustice is done the man who deserves the extra pay
because of his mechanical ability. My suggestions to remedy this
very evident fault of the present organization is to. eliminate all
noncommissioned officers from the Squadron, except the First
Sergeant, the Sergeant Major, the Supply Sergeant, and the
Mess Sergeant who would hold the rank of sergeant 1st class;
four M.E.’s who would have charge of the work on the field. In
addition, six Sergeants, and four Corporals would assist these
men and fill the other places in the Headquarters and Supply
Sections. These men would form the Squadron noncommissioned
staff. All the other enlisted personnel would be rated as privates,
privates 1st class, mechanics, mechanicians, and mechanicians
1st class. With pay of privates, privates 1st class, corporal,
sergeant, and sergeant 1st class; respectively. Under this system,
the deserving mechanics would receive the pay due their ability,
but they should have no rank, and on the other hand, the
noncommissioned officers would hold considerable prestige
among the men, because they would be a very few, carefully
selected men, chosen for their ability to command men and
obtain results, and not for mechanical ability alone.

I would further suggest that the enlisted personnel of a
Squadron be increased to 200 men, because the present number
is inadequate to furnish the Guard and Squadron Fatigue, as well
as the mechanics, when a Squadron is operating alone.

3. I would further suggest that cadets, after receiving their
brevet, be given a rating as an Aviator with allowances and pay
slightly less than a Second Lieutenant, and that after a fair trial
the best men from the class be commissioned, and from this
class, the Aviators, shall become the source of Officers for the
American Air Service. This would decrease the numbers of
officers, while not decreasing the number of pilots, and without
injustice to the pilot individual. The Air Service has, in the past,
suffered from the high proportion of officers to enlisted men, and
consequently discipline has lagged. I would further recommend
that every officer in the Air Service below the rank of Major,
who is commissioned in the Reserve, be given not less than 2
months strict discipline and training, and at the same time
receive very thorough instructions in his duties as an officer, if
this officer has not already received such training either in other
branches of the Service or Infantry Training Camps.
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4. The above suggestions are offered as a result of my
observation and study of the Air Service personnel, and
organization, since transferring into this branch of the service
from the Infantry in December 1917. Most of my time in the Air
Service has been as Squadron Commander, and these
suggestions are written from the point of that office.

—125—

2d Lt. M. S. McCullough
O.1.C., Transportation
Third Aviation Instruction Center

The undersigned has found that the majority of the men in the
Air Service, with whom he has come in contact, are young and
practically inexperienced. Their technical knowledge, if any, has
been acquired through study. They may have a general idea of
the work assigned to them but they lack a thorough
understanding of it as a whole. For instance, about 50 percent of
chauffeurs and truck drivers are good men at the steering wheel
but if there is any trouble with the motor they are ignorant of
how to locate said trouble or how to repair it. Thus occurs a
great loss of time and labor.

Of course, these man in time can become first class workers
i