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This Lonograph examines the development of air-sea rescue 
in the Lrmy Air Forces throw,h•I:orld Ihir U. The postwar poriod is 
briefly revieued, and Lir RGOCUO Service operation4 in Korea are 
studied throuch Jyne 1952. Thit, hiptory wa,„ yritten by irank L. 
Ransom, of the 0o21ec;e of at. Thomae, St. Paul, Idnnesota. 

Like other blvtorioal Diviion studies, thik, nonozraEh is 
sukiest to reviLlon, and additional inforwation or su:Lested 
corrections uill Le veacoued. 
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Chapter I 

INTRODUCTICU 

The history of air rescue began in World War II. 
Prior to the advert of large bomber and fighter fleets, 
little consideration had been given to the search for and, 
retrieving of, missing or crashed airmen. The distressed 
aviator was searched for in a, haphazard fashion, utilizing 
the means available with little thought to organized pro-
tection such as mariners then enjoyed. 1  

The enemy in Europe could first be reached only by overwater flight. 

The air war in the Pacific presented a a1wr9ar situation in exaggerated 

form. Accelerated training in the Zone of Interior, overwater flights 

by tactical aircraft en route to the theaters of war, transportation 

of personnel and supplies by air, antisubmarine activity, convey defense, 

and patrol duty were additional factors creating a need for a world- 
2 

wide air-sea rescue service. 

Dhder the personal guidance of General H. H. Arnold, 
a rescue program was initiated, crews trained, equipment 
procured, and rescue squadrons activated. 

Needless to say, the morale of personnel of operational 
flights increased many-fold when they realized that their 
chances of being saved after crashing were good. Not only 
did the efficiency of the flyer improve by the realization 
that be had a chance of being rescued, but a considerable 
saving in valuable manpower resulted. The rescue of one 
highly trained airman not only saved his life, but also the 
time and expense of training his replacement. 

Early AF attempts at air-sea rescue leaned heavily upon the RAF 

for guidance and support. British-operated rescue control centers served 

as models for those eatabliehed by the AF, and British air and sea craft 

carried the major burden of rescue responsibility in the European and 

1 
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2 

Eediterranean theaters of war, as they also did for flights originating  

in India. 

In the Pacific theaters little aid was received from the British, and 

for that reason the greatest amount of AAF air-cea rescue effort was expended 

in that region. Rescue attempts in the Pacific were at first limited by 
* 

lack of knowledge, manpower, and equipment, but as the importance of 

rescue operations was recognized, these obstacles were overcome and an 

efficient policy for air-sea operations was developed. 

Inter-service cooperation was early recognized as essential to 

efficient rescue operations. It was often achieved between operational 

units and sometimes even at higher comArd  levels, but during all of 

World War II efficient planning was hampered by the failure of the Army 

and Navy to agree on rescue responsibility. This basic question was not 

settled until the postwar period, when the AAF delegated its responsibility 

for rescue to the Air Transport Command. The Air Rescue Service (IRS) 

which was then formed gradrPlly extended its range until it became a 

world-wide organization. 

In the Eorean war MS assumed the additional responsibility of 

evacuating wounded by air from front-line positions. Use of ARS heli-

copters was a major factor in reducing the mortality rate of wounded 

soldiers to one-half that of World Wax II figures. 
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Chapter II 

ZOO a IETERICR 

The Battle of Britain first established the need for an 

organized rescue effort. Obriervation of British rescue activity eventwiny 

led to discussion of air-sea rescue among the Joint Chiefs of Staff (JCS) 

in December 1942.
1 

The original probleb.that of coordinating the supply 

and distribution of emergency rescue equipment.developed into a controversy 

on 'Whether a separate agency for rescue service &mild be established, or 

whether primary responsibility should be delegated to one of the services. 

For a time it was thought that the Coast Guard, because of its traditional 

rescue mission, should be the agency to control air-sea rescue. In a 

letter of 23 July 1943, Coast Guard commandant Adm. Russell R. Wiesche 

presented the factors qualifying the Coast Guard for this responsibility, 

stating that he regarded air-sea rescue as 8a most proper function of the 

Coast Guard." 2  A sUbcommittee of the JOS Joint Administrative Committee, 

set up to study Admiral Wiesche's recommendation, felt, however, that the 

Coast Guard would face "insuperable obstacles if it attempted to expand 

into all types of rescue activity.3 It concluded that each service should 

be primarily responsible for rescue of its own aircrews, and that therefore 

each should continue its separate activities, delegating immediate authority 

to the theater comantiers. Because of the lack of coordination between 

existing rescue services, it recommended that a central coordinating body 

be established in Washington with representatives from each service. The 

3 

40,#4*.41,1,11K 
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result of the subcommittee's recommendation was the establishment of the 

Air-Sea Rescue Agency early in 1944 by request of the JCS. The directive 

establishing the Agency stated its function as follows: 4  

The Agency will conduct joint studies and assemble 
information, disseminate that information with appropriate 
recommendations for action to all interested agencies of the 
United States, and maintain liaison with agencies of other 
United Nationo, on two phases of Air Sea Rescue. One of these 
phaees embraces work with technical data concerning research, 
development, and design of air-sea rescue equipment; the other 
involves methods, techniques, and procedures involving the 
adequacy for facilities for Air Sea Rescue. 

In anticipation of the subcommittee's decision, the AAF had established 

an Emergency Rescue Branch in the Office of the Assistant Chief of Air 

Staff, Operations, Commitment, and Requirements Division on 25 August 

1943. The branch, whose authority had formerly been exercised by the 

Director of Flight Control, Planned and supervised the AAF emergency 

rescue program, determined the tactics and techniques of emergency rescue, 

established training standarde, and allocated rescue units to the various 

theaters. Once the units were assigned, the Emergency Rescue Branch had 

no control over them. 

Meanwhile by the summer of 1943 AAP planning for air-sea rescue on a 

world-wide basis had reached the point where definite recommendations could 

be made. The world-wide rescue plan sent to Gen. Henry H. Arnold, Connanding 

General, Army Air Forces, for his approval on 6 July 1943 recommended that 

two squadrons be activated immediately, that in order to save time the 

personnel requirements be met from the men that had been made available 

for the dive-bomber program, that the program be initiated and monitored 

by the newly established Flight Control Command, and that command of 

— s : 
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air-sea rescue units and operations in theaters be under the theater 

commanders. Cu Air Transport Commard routes ATC wing commanders would 

be in control.
6 

By 28 August the plAnnirg for air-sea rescue had broadened so as to 

envisage 7 squadrons, each equipped with 12 PHY:s and 4 liaison-type 

planes.? Equipment and personnel shortages and the lack of trairirg 

facilities made these objectives difficult to attain. The 1st Emergeney 

Rescue Squadron was not activated until December 1943, despite a request 

from Gen. Dwight D. Eisenhower for speedy action in sending rescue squadrons 

to his theater.
8 

In August 1944 centralized plaYming for emergency rescue in the Zone 

of Interior (ZI) was the subject of a high-level LW conference attended 

by representatives of the Trailling Command, the Air Transport Command, the 

numbered air forces in the United States, and I Troop Carrier Command; 

and by training and flight control officers of various sections in A' 

Headquarters: IC/AS, Management Control; the Emergency Rescue Branch; and 

the office of the Air Communications Cfficer.9 The policy discussed was 

that proposed by Maj. Gen. Laurence S. Kuter, AC/AS Plans, in a memorandum 

dated 5 August 1944. This proposal envisaged standardization of distress 

procedure, the designation of one responsible agency within each area of 

operation, with that position delegated to each of the numbered air forces 

within the United States, the formation of composite squadrons to answer 

all rescue needs, inclusion of the Aix Transport Command as a responsible 

agency for emergency rescue when the theater programs proved insufficient, 

cloae coordination of rescue activities accomplished through joint control 
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centers, and continuation of the joint Air-Sea Rescue Agency to insure 

cooperation on the highest levels. The memorandum concluded with a 

reiteration of the interest of the AAF in air-sea rescue. Emergency rescue 

was as necessary a part of the Air Force as any other supporting combat 

10 units." 

All present agreed with most of the proposals in principle, but 

representatives of the First, Second, and Third Air Forces raised a 

number of specific objections. First Air Force representatives objected 

to inclusion of any region west of the Appalachians in their area of 

responsibility on the grounds that their training interests did not ex-

tend in that direction. On the other hand, they felt acute interest in 

the SavsenAVI-Charleston region, which was under the control of Third Air 

Force. They also expressed fear that duplication of existing Navy and 

Coast Guard organizations mould result from adaption of any extensive 

AAF rescue system.
11 
 

Third Air Force objected to its area of responsibility with the plea 

that it was too large, pointing out that flying conditions in the south-

eastern states (the Third Mr Force area) led other air forces to schedule 

many training flights into that region. Thus Third Air Force would bear 

more than its proportionate share of the burden of rescue responsibility. 

They offered an alternative plan—that all Zone of Interior commands 

share the responsibility for establishing an emergency rescue system. 

The component parts of this system would be responsible to one emergency 

12 rescue command to be located at one of the airway traffic control centers. 
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Fourth Air Force had no objection to the proposals, but Second 

Air Force raised the question whether base commands could not continue 

to do the job and do it better. 13  Despite all of these objections, the 

continental air forces were 6irected to submit their individual rescue 

plans by 1 September 1944, but 120 action resulted until the following 

spring, when the originsl plan was modified in the light of postwar 

planning.* 

Ooeratigns.  Although high-level p1annin3.  for air-sea rescue did not 

begin until late 1942, some continental air force commands began rescue 

activities earlier. lembse el-?dts large number of train:ire and administrative 

missions involving overwater flight, Third Air Force was particularly 

concerned -with the problem of sea rescue. As early as 1941 a program 

emphasizing rescue by boat was launched. Base operations officers were 

given additional duties as air-sea rescue officers, and made responsible 

for all rescue operations. Civilians who could handle small  boats and 

launches were hired to supplement the available military personnel, and 

the mixed crews often used civilian pleasure boats, poorly equipped for 

the job. These conditions- produced less than satisfactory results; they 

were partially corrected in the fall of 1942 by the commissioning of 

eligible citizens as warrant officers and discharging of all others. 14  

Each Third Air Force base operated its own service, and little 

coordination between bases or -with naval and Coast Guard facilities was 

effected. The inefficiency resulting from this lack of centralization 

*See Chapter VIII. 
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and coordination finally inspired Third Air Force to develop a plan for 

integrating all of its rescue services. This program, which was put into 

effect on 15 July 1944 divided Third Air Force bases into four geographic 

groups, each with a control center which was responsible for all rescue 

within its assigned area. The control centers were to establish and 

organize airA.sea rescue facilities within their designated areas in 

conformity with the Third Air Force air-sea rescue plan, and were made 

reoponsible for obtaining the equipment which might be necessary for their 

operations. The control officer in each center was to coordinate the 

activities of crash boats and search planes during an air-sea search and 

pickup mission, and was required to maintain direct contact with the Navy, 

Coast Guardl  and any other domestic air force and command having rescue 

facilities in the Third Air Force flying area. 15 

While this plan was being formulated, a greater degree of cooperation 

with the Navy and Coast Guard was in the Making, aided by a series of 

conferences between Third Air Force, Navy, and Coast Guard representatives 

in the Third Air Force region of responsibility.16 

In the fall of 1944 a further revision of Third Air Force rescue 

organleation, was made, and additional equipment assigned for rescue purposes. 

The most important change was the appointment of full-time emergeney rescue 

officers to discharge the task previously assigned as an additional duty 

to the base operations officer. Additional equipment consisting of 40 

liaison-type aircraft was secured. These planes were to he used exclusively 

for rescue purposes, and were p1nin3y designated as eueh.17 
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The efficiency of the revised air-sea rescue organization of Third 

Air Force was demonstrated by statistics compiled for November-De ember 

1944. Twenty-one rescue mission4 both by laud and sea, occurred in those 

months. In each ease the plane and personnel were located and survivors 

or bodies recovered. There were 8 water incidents involving 31 men-14 
18 

of whom were rescued. 

In February 1945 an AM? regulation 'which included a -rniform plan for 
19 

air-sea rescue in the Z1 was published. 	The regulation defined and 

assigned areas of responsibility for emergency rescue, prescribed the 

establishment of emergency rescue control centers by each continental 

air force, and delegated authority for emergency rescue services along 

foreign routes of air travel to the Air Transport Command. In accordance 

with the new plan, Third Air Force established seven control centers, with 

area control centered at NaeDill Field, Tampa, Florida. Each center was 

relatively autonomous within its own geographic areas, but matter of 

broad policy or incidents involving more than one control center area 

were the province of area headquarters at EacDill Field. In addition l  a 

Search and Rescue Branch was established within the Division of Operations 

and Training, Headquarters, Third Air Force to exercise over-all supervision. 

Staffing these centers proved a problem, but by 1 April all except one were 
20 

adequately manned. 

Although Third Air Force had accepted its share of the responsibility 

for continental emergency rescue and had altered its organization to Conform 

with the new 	its arrangements were not entirely satisfactory 
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to Headquarters, AAF. The Third Air Force plan did not provide for units 

made up exclusively of rescue personnel, and was therefore deemed unsuited 

for the rescue needs of the area. The air force was so informed in the 

spring of 1945, but no remedial action was taken until 22 August, when 

the 303d AAF Base Unit for Search and R000120 was activated. 21 

With the creation of this specialized search and rescue unit, Third 

Air Force brought its rescue organization into line with those already 

formed in the Second and Fourth Air Forces and the Alaskan Division of the 

Air Transport Command. Earlier, in a conference held at Washington in 

May 1945, representatives of Third Air Force, Second Air Force, Air Transport 

Command, Antilles Air Command, and Caribbean Defense Command had argued 

the question of rescue responsibility in the Gulf of Mexico and the 

Caribbean, and agreed on definite areas of responsibility.22 

Until the late summer of 1945 Third Air Force equipment for air-sea 

rescue was largely restricted to le-5 1 s (small liaison aircraft), operational 

aircraft ndtpassigned to rescue facilities, rescue boats, and some naval 

and Coast Guard equipment. Although two B-17 aircraft with droppable 

lifeboats had been obtained from the Second Air Force in June, no crews 

with the requisite training were available by September. Nor had requests 

for helicopters to aid in air-sea rescue been fulfilled by that time. 

Despite these difficulties in obtaining manpower and equipment, an 

impressive total of 287 persona were saved by Third Air Force rescue units 

in 129 searches in the 5-month period ending 2 September 1945. This total 

included both land and sea rescue. The importance of radio honing aids 

was emphasized by the fact that miming aircraft in 93 incidents were 

located through preliminary radio search from direction-finder stations. 

lrintNTl 
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A waste of time, manpower, and equipment was revealed, however, in the 

1,04? searches induced, by false information. Disregard of flight directives 

and misuse of emergency equipment were directly responsible for the majority 

of these false alerts.
24 

Although in Third Air Force the need for air-sea rescue had been 

foreseen at an early date (1941), the organization for its auccesaful 

prosecution was not achieved until the last year of the war. It was late 

in 1944 before rescue became sufficiently important to those responsible 

for training activities to warrant the appointment of full-time rescue 

officers, and the organization suffered from lack of coordination until 

centralization was forced by higher authority. Full-tine rescue equipment, 

with the exception of boats, was scarce until autumn 1944. From Charleston l 

 South Carolina, along the coast to Corpus Christi, Texas, Coast Guard and 

AAF agencies could provide, in 1943, approximately 60 rescue boats, but 

only 5 aircraft, amphibians and seaplanes, used exclusively for rescue 

purposes. Off shore, in the Bahama Islands area, there were 1 PBY (Navy 

patrol bomber) and 2 rescue boats with ranges up to 500 miles which could 

be added to this total.25 

AAF air-sea rescue along the Pacific coast was the responsibility of 

Fourth Air Force, but a working agreement between Western Sea Frontier 

(a Navy command) and Fourth Air Force gave the former operational control 

over sea rescue, and assigned Fourth Air Force a similar position in regard 
26 

to land rescue. 	The Fourth Air Force search and rescue plan formulated 

In 1944 envisaged an air force controller and three base organizations: 

the 410th, 411th, and 412th AAF Base Units. These units were responsible 

for control and coordination of search and rescue functions within their 

maii......1011M0111111111 
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respective areas. Initiation of local action was the duty of base 

emergency officers. The memorandum directed cooperation and coordination 

with the Navy, Goast Guard, Marine Corps, Second Air Force, Army Airways 

Communicationtem, ATC, and Army Flight Control. No Fourth Air Force 

aircraft were specifically earmarked for search and rescue, but eight 

detachments were designated for this purpose: two in Puget Sound, three 

on the California coast, one on San Francisco Bay, one on the Columbia 

River, and one at Moses Lake, Washington.
27 

In the first 5 months of its existence (September 1944m-January 1945) 

the Fourth Air Force rescue organizations received 259 alerts, of which 

152 were false, and assisted in the rescue of 179 survivors (54 of these, 

almost one-third, were rescued from a burning tanker in January 1945). 

Fourth Air Force aircraft and base crash equipment were involved 31 times. 

Radio facilities of the Fourth Air Force were used 167 times in search 

and rescue incidents, and rescue boats 27 times. Emergency Identification 

Friend or Foe (IFF) equipment proved especially valuable as an aid in the 

location of missing planes. In January alone 9 crashes ware found by 

thia means, and IFF gave the first indication of an emergency in 11 cases 

out of the total of 87 for the month. 28  

In 1944 Navy agencies on the Pacific coast were employing PBM's 

(patrol bombers) and JRFIs (amphibious aircraft) for air-sea rescue. The 

Hawaii-mainland route had been rendered safer when three plane-guard 

vessels* were stationed Along the path of air travel. It was hoped that 

*Ships stationed at specific points along the route to afford radio 
fixes, provide weather information, and pick up survivors if a distressed 
aircraft crashed in their vicinity. 
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the number of these ships could eventually be increased to 23.
29 In 

April 1945 a primary air-sea rescue intercommunication frequency, 3,000 

kilocycles, was adopted and by May of that same year the Navy was using 

airborne lifeboats based at San Diego and San Franciseo.30  

Air-sea rescue on the Atlantic coast was largely the function of 

Navy and Coast Guard facilities, although First Air Force units at five 

locations cooperated in search and rescue aotivities. The presence of 

Navy equipment in large quantities (including three Fats, one 1B11 0  one 

JRF, one helicopter, one blimp, seven 104-foot and ten 63-foot rescue 

boats) and of 41 Coast Guard lifeboat stations made an extensive AF 

organization quite unnecessary.
31 

Responsibility for air-sea rescue was vested in the Commander, Eastern 

Sea Frontier, who delegated the authority for action to task unit commanders 

through the five task group commanders (Southern, Chesapeake, Delaware, 

New York, and Northern). The teak units were teams of rescue planes and 

boats kept continually on the alert. When notified of an emergency, the 

task wit commander dispatched rescue equipment to the scene and notified 

the group commander. The latter dispatched additional aid if necessary, 

forwarded the information to the Commander, Eastern Sea Frontier, and 

could request further help frcm that source.
32 

Headquarters, Eastern Sea Frontier and each group headquarters 

maintained a control center, which included an operations control room 

where a 24-hour watch was held. All ship and plane movements in each 

area were plotted on a steal-badked chart. Magnetic "blips" were used 

to indicate ship and plane positions. When. a craft was in trouble, 
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its position, was plotted and the air-sea rescue unit nearest the point 

of emergency was instructed to dispatch rescue planes and vessels. Since 

the position of all air and sea croft within the area was constantly 

checked, it was also possible to call on naval and merchant vessels, patrol 

planes, and fiehing craft. Any craft that could be reached by radio was 

considered a potential rescue agent.
33 

An elaborate plan for communications procedure was established by 

Headquarters, Eastern Sea Frontier. Communications services available 

included:
34 

1) The Navy and Coast Guard networks. 

2) The Coast Guard safety and distress radio organization. 

3) 1,,`,ediuma frequency (1F), high frequency (BF), very high frequency 

(VHF), and direction-finding (D/F) networks. 

4) Radar stations. 

5) Plotting centers, surface and air. 

6) Weather services. 

7) Army and Civil Aeronautics Administration (CAA) services as made 

available by agreement. 

8) Aids to navigation (radio ranges, homing beacons, ine, CAA inter-

phone, flight-control centers, instrument-approach systems, searchlights, 

etc.). 

Direct lines, known as command circuits, were also maintained between 

Eastern Sea Frontier headquarters and each group headquarters and between 

group headquarters, task unit headquarters, air stations within the group 

and any other organizations with air-sea rescue facilitiea. 35 
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Available communication frequencies included: 36  

I) Regularly assigned frequencies for aircraft to base and. surface 

vessel to shore. 

2) 385 kilocycles—Secondary homing frequency. 

3) 414 kcs--Freferred homing frequency. 

4) 500 kos--International distress frequency, continuously guarded. 

5) 2,670 kcs--Ocast Guard primary frequency for vessels in distress. 

6) 2,716 kcs--Vavy frequency for bases and boats. 

7) 3,000 kes--Voiee only, used by six and surface craft for inter-

communication regardless of service affiliation. 

8) 3.105 kcs--Guarded by most towers, reserved for aircraft. 

9) 4,200 Ices—Army ground stations. 

10) 4.495 kcs--General air-ground frequency for Navy, Army, and CAA. 

11) 4,595 kcs--Army air-ground frequency. 

12) 6,210 kos--Intormational aircraft frequency. 

13) 8,200 kos--Army primary airfields. 

14) 8,280 kes--U.3. emergency and safety frequency, continuously 

guarded. 

15) 116.10 megacycles--WOrldawide airport VHF. 

16) 126.18 mos--Army common VHF. 

17) 140.58 mos—Command, air-sea rescue and emergency frequency; 

prescribed by Commander, Aircraft Atlantic on 1 February 1945. 

18) 142.74 mcs—Airport traffic control frequency; prescribed by Chief 

of Naval Operations on 1 February 1945. 
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Detailed communications instructions for personnel in distress were 

also issued by Eastern Sea Frontier. In brief, distress procedure 

consisted of:
37 

1) Turning on the IFF emergency switch to trnrsmit an automatic 

distress signal. 

2) Sending an SOS, or "Mayday," by signal or by voice. 

3) Following each tranamission with a 20-second dash so that the 

position could be plotted from direction-finding bearings. 

4) Giving information on position, course, speed, altitude, mature 

of trouble, future intentions, and identification. 

5) Tying down the transmitter key if a ditching or bail-out was 

inevitable, so that a continuing signal would be sent on which an accurate 

fix could be obtained. 

Iralnlag. As air-sea rescue organizations grew in the United States, 

and in overseas areas as well, plans were made for training personnel to 

carry out the resew mission. In March 1943, 40 AAF pilots were sent fraa  

the advanced flying school at Stoekton, California to the Pensacola 

Naval Air Station in Florida for transition training in PBY aircraft" 

The necessary orders were issued by Headquarters, AAF on 11 March. 1943. 

This grow of 40 pilots formed the nucleus for three rescue detachments 

which served in the Mediterranean and the Southwest Pacific. The first 

detachment, originally composed of three crews, saw action in the summer 

and autumn of 1943 in the Mediterranean as a part of the XII Fighter 

Command Rescue Service; the second, also three crews, reached the South-

west Pacific in the late summer of 1943 and served with the Fifth Air 

Force  Rescue Service; the third  organization, the 1st Emergency Rescue . 

*A distress call first used by the British; a corruption of the French 
colloquialism "Iliaidez," meaning "Help me." 

he: Navy PBY was extensively used for rescue purposes, since it was 
amphibious and its slow speed made possible carerul,search of sea areas. The 
Army version of the PB/ was designated the OL-10. 
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Squadron, was sent to the Mediterranean in 1944. 39 

Activation of the let Emergency Rescue Squadron took place at Boca 

Raton, Florida on 1 December 1943, in compliance with General Arnold's 

order that ouch a unit be trained and sent to the Eediterranean theater.40 

Training was conducted at that base until 18 February 1944, when the squadron 

began its overseas move. The training program, devised by Eaj. Ernest S. 

Hensley and hie staff, emphasised cross-country and night flying, water 

landings, instrument flying, and gunnery practice. Two British air-sea 

rescue instructors who were made available gave advice and lectures. Three 

operational missions, none of them successful, were flown for aircraft 

missing in the Caribbean. Training was hampered by the shortage of training 

aircraft; of the 11 PBY's available, 4 were unserviceable. The crew 

personnel were exceptionally capable, however; the navigators of the 
41 

original seven crews,for example, were all former navigation instructors. 

The overseas success attained by these early crews spurred efforts 

to establish a rescue school with a fixed location, experienced teachers, 

and a planned curriculum. The opening of the AAF Air-Sea Rescue and 

Emergency Rescue School at Neesler Field, Mississippi, in the spring of 

1944 fulfilled these objectives.' 2  The school was under the Eastern Flying 

Training Command until July 1944, when control was transferred to the 

Western Technical Training Command. Authority for its administration 

and operation was delegated to Eeesler Field. Personnel for the first 

group of instructors were obtained from surplus personnel of the 1st 

Emergency Rescue Squadron and from crews which had returned from overseas.43 

atttfiggigli4 
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Ground and air training was carried on concurrently through a five-

or six-week period. All crew member received instruction in altitude 

adjustment, eamoufIage, use of emergency equipment, emergency larding 

procedures, ground gunnery, collection of intelligence, physical training 

ard swimming, aircraft and naval recognition, seamanehip, rescue techniques, 

and sanitation. Tndividuals were trained in the skil3s required for their 

particular jobs. Pilots, for instance, received 30 hours of instruction 

in the operation of their particular aircraft, the 0A10; 17 hours in the 

operation of communications equipment.; 10 hours of navigation; 5 hours of 

weather problems; 4hours of weights and balances; and 18 hours of in-

strument study. The co-pilot, navigator, engineer, radio operator and 

radar observer received similar intensive training for their particular 

jobs. During the course the crew flew over 100 hours on 20 practice missions 

averaging 5 hours in length. These exercises were designed to perfect 

crew performance in rescue missions and search procedures, both independently 

44 
and in coordination with rescue boats. 

Lack of aircraft, maintenance problems, and uncertainty of require-

ments slowed down the training program. Less than half the airplanes needed 

for processing the desired number of crews were available.45 This 

deficiency was further complicated by the unsatisfactory performance of 

the 0A-10's used for flying training; water landings were almost impossible 

without damage to the aircraft. It was finally discovered that Canadian 

Vickers Limited, which manufactured the planes, had altered the original 

specifications by placing fewer stringers in the rear step. This could 

be corrected, but the nose section still remained weak. 	a desperate 

4111141i 111111111001166410111. 4 
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attempt to secure seaworthy aircraft, the use of Navy Pale was sug-

gested, but no action was taken, and water landings were discontinued 

late in 1944.47  Lack of a suitable larding area prevented the use of 

seaplanes for this phase of training, and, when approval was finally 

obtained for construction of a landing stage in 1945, postwar cutbacks 

caused the abandonment of the project. 

Meantime the idea of using B..17 airplanes equipped with rigid 

droppable lifeboats was beginning to be accepted with a consequent 

lessening of emphasis on both boat training and instruction of crews 

using amphibious aircraft. The use of B-17 1 s with lifeboats was discussed 

during the summer of 1944, and treining plans were made in September of 

that year. It was hoped that the first class of 12 crews would graduate 

on 15 October 1944. Although authorities at Kessler Field felt that 

there were not sufficient facilities available for such troining, tests 

with the A-1 type airborne lifeboat were conducted there in September 

1944.
49 

When it became evident, despite local objections, that the new 

rescue program would be taught at Keeeler Fieldl  requests were made for 

adequate lifeboats and parachute assemblies. By 18 December 1944, 13 

airborne lifeboats were available, but lack of carbon dioxide chambers, 

necessary to the buoyancy of the lifeboats, caused further delay in completing 

the training of the first crews. Finally, in the last week of February 

1945, the first group of B-17 crews, eight in number, completed their 

preparation for combat. Treiriug of 0A-10 crews still continued, and a 

group of 12 finished simultaneously with the graduation of the first 13-17 
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crews. The two groups constituted the newly formed 6th Emergency 

Reseue Spadron.
50 

Voile air training was carried on at Keesler Field, boat rescue 

crews were receiving instruction at nearby Gulfport. Reams boat crew 

trnining had been inaugurated at I,ew Orleans by the 1007th Quartermaster 

Rescue Boat Overseas Training Unit under the Mr quartermaster. In the 

fall of 1943 responsibility for this training was shifted to the AAF and 

beeame part of the mission of the Training Gomm-ma. The next spring the 

school was moved to Gulfport to become a part of the Emergeney Rescue 

School.
51 

During the training period each prospective rescue boat crew member 

was instructed in a specific set of duties. Separate classes were held 

for masters, mates, chief engineers, oilers, boatswains, radio operators, 

surgical technicians, cooks, and able seamen.. All crew members received 

144 hours of instruction in the basic courses of sesmnnqh40, aircraft and 

ship recognition, rescue procedures, swimming, sanitation and decontInninRtion, 

gunnery, and small boat handling. After 25 August 1944 training in 

smovier  boats was discontinued because they could not be used for open 

sea rescue, and only type 11 (85-foot boats) and type III (63-foot boats) 

crows were trained. The personnel were then divided into crews--v on 

the mailer boats, 13 on the larger and given operational training. Search 

operations, rescue procedure, and rendezvous missions, including joint 

operations with aircraft, were included in this phase. The training ended 

with a three- or four-day sea voyage.
52 

Boat crew training did not always run as smoothly as could be desired; 

maintenance problems in particular were present here as at Keesler Field. 
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There were 60 boats available by the first of September 19441  but 

approximately one-third were out of commission. The lack of a fueling 

ship made it impossible for the trainees to practice fueling at sea. 

Criticism of the training program itself was received from graudates, who 

felt that not all necessary skills were taught—for exaMple, the transfer 

of personnel from a wrecked vessel to the shore--and that some of the 

training was unrealistic because it presupposed the use of specialized 

equipment often unavailable in combat areas. To remedy these and other 

faults, the school officials tried to obtain confidential intelligence 

reports of rescue activity overseas, but they were not successful. 

AB a result of the interest in training crews for use with the B-17 

equipped with a droppable lifeboat, boat-crew trpciniIng was discontinued on 

27 October 1944. During its short life the marine section of the Emergency 

Rescue School bad trained a total of 95 crews.54 

The increasirg importance of air-sea rescue was reflected in its 

elevation to a position of first priority in Keesler Field activities on 

4 January 1945.
55 Training progressed more smoothly thereafter, but the 

victories in Europe and Japan seemed to remove the need for continuance 

of the school. During the fall of 1945 training activities came to a 

standstill, and the Emergency- Rescue School was findly disbandedOn 22 

April 1946.56  

To mid-February 1945 the Emergency Rescue School had sent out four 

emergency rescue squadrons for overseas duty. In addition, 60 replacement 

CA-10 crews bad been trained at Kessler Field, as well as other crews for 

the Air Transport Command.  
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The history of the school is a replica in riniature of the record of 

air-sea rescue in all areas of activity. It began on a provisional basis 

as a minor part of the activity of a large training center, and grew 

without much forethongkit or plArnine. The personnel were uncertain as to 

what was expected of them, and were equipped with materials poorly suited 

to the task. By the time the importance of the school's work was 

recognized the immediate need for the product was dwindling. 
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Chapter II 

THE EUROPEAN TREATER 

When the first AF units arrived in England in 1942, the British 

bad a complete air-sea rescue organization which had saved over one-third 

of the airmen who ditched or bailed out over water in the last quarter of 

1941. The same percentage of rescues was maintained through 1942. 1 The 

British organization bad been developed since the outbreak of the war, 

although some use of rescue equipment dated back to the First World War. 

In that earlier conflict aircrews were issued lifebelto or other flotation 

equipment, but rescue was dependent on passirg ships. In the 1920'8 

British naval shipborne aircraft were equipped with some form of flotation 

gear, but the only Ra aircrews with rescue equipment were the flying-boat 

crews, who were provided with a triangular inflatable djliEhy as early 

as 1925.2  

Before 1935 there were marine rescue craft with limited operational 

ability at bombjrg and air gunnery ranges, but in that year British Air 

Staff approval was given to the building of an experimental high-speed 

launch. This boat when tested in 1936 proved successful, and 15 were 

ordered for use by the Coastal Command lo general reconnaissance squadrons 

and at such points as Malta, Aden, Basra, Ceylon, Penang, and Hong Eong. 

From 1936 on flotation equipment for land planes and their crews was 

considered by the Air Staff, and in 2.938 approval was obtained for storing 

some type of pneumatic dinghy in land planes that might be called upon for 

overwater flights. 3 

23 
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On specific occasions special arrangements were made to afford air.- 

sea rescue protection. Thuo in August 1938 and July-August 1939, when 

extensive home defense exercises were being held, special safety boats 

were supplied by the RAF and attendant destroyers by the Royal Navy (RN). 

Coastguardsman were also instructed to keep special watch for aircraft 
4 

distress signals during these maneuvers. 

Increasing concern over the possibility of a war which would entail 

long-distance flights over water led to the decision early in 1939 to place 

the whole high-speed launch organization in home waters under the control 

of Coastal Command. In addition. 13 more high-speed launches were ordered. 

Just prior to the beginning of the war in July 1939 the Air Ninistry issued 

amended instructions outlining the rescue responsibility of Coastal 

reconnaissance group commanders. Included in their mission was the cc-

ordination of aircraft and marine craft engaged in rescue, and the 

responsibility for calling upon high-speed launches and requesting naval 

assistance when necessary. 5  

In the early months of the mar these peacetime rescue arrangements 

were continued. Aircraft down at sea were searched for by operational air-

craft from their own units, and impromptu arrangements were made to direct 

surface craft to the rescue point if the downed airplane was located. 

Communication delays—the result of wartime security measures and con-

gestion of the public telephone system--soon became a problem, however. 

A revised chain of communication system was therefore set up in March 1940. 

'When a distressed aircraft broadcast an SOS or Mayday, the RAF station 

which received the signal transmitted a priority message to the Movements 
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Liaison. Section of Fighter Command. The information was then passed 

on to naval authorities, the appropriate reconnaissance group of Coastal 

Command, and to the group distress area headquarters for action by air 

and marine oraft.
6 

During the summer and autumn of 1940 the rescue of fighter pilots 

from the English Channel was a particularly difficult problem. "During 

the last 21 days of July over 220 aircrew were killed or missing, the 
7 

majority over the sea. " In an attempted solution the RAF Fighter Command 

borrowed Lysander planes from the Army Co-operation Command and placed 

them under the operational control of Fighter Command. These planes were 

given a fighter escort and sent out after each air battle. Their chief 

rescue equipment was a rubber dinghy carried in the bomb rack. Although 

with close cooperation with the Royal Navy some success was achieved, it 

was felt that too namY  airmen were atill being lost.
8 

After British air operations ahifted to the interior of Europe, 

losses soared. Especially high losses in October 1940 prompted the Chief 

of Air Staff to propose a drastic reorganization and expansion of the sea 

rescue organizatioa. Accordingly the Air/Sea Rescue Services Was formed 

at a meeting held at the Air Ministry on 14 January 1941 under the chair-

manship of the Deputy Chief of Air Staff and composed of representatives 

of the Royal Navy and of R,AF operational commands. It was agreed that 

sea rescue of RAF personnel had become of such importance that it required 

the full-time attention of an air commodore (a rank equivalent to that of 

an American brigadier general) as director and a naval officer as deputy 

director. However, despite the important function of the new directorate, 
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no aircraft or aircrews could be spared specifically for rescue purposes, 

and the operation of the rescue service was to remain the responsibility 

of the operational commands.

After the initial meeting, a period of several tenths passed in 

which the functions of the Directorate of Air/Sea Rescue were clarified 

and the organization completed. It was decided that the directorate was 

to be responsible directly to the Deputy Chief of Air Staff, but the director 

and his staff were to be attached to Coastal Command for close coordination 

with sea and air authorities concerned with search activities. In addition, 

officers of the directorate were to be attached to the area combined 

headquarters of Groups No. 15, 16, 18, and 19, whose functions were to 

control sea rescue activities and coordinste air and sea search. The 

British Isles were divided into four geographic areas coinciding with the 

regions of responsibility of the Coastal Command groups. Close-in search, 

to a distance of 20 miles from shore, became the responsibility of Fighter 

Command. It was also decided that the responsibilities of the Directorate 
10 

of Air/Sea Rescue were to include: 

1) The coordination of all sea rescue operations for aircraft and 

aircrews. 

2) The provision of ancillary equipment to be dropped by aircraft at 

the scene of distress to provide aircrews with a chance of survival until 

the arrival of the rescue craft. 

3) The provision of adequate marine craft, moored buoys, and similar 

aids to rescue. 

Through the Directorate of Operational Requirements, the Directorate 

of Air/Sea Rescue was also responsible for the "developnt„ improvement, 
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and introduction of all life-saving equipment and safety devices for 
11 

aircraft which might land at 

In accord with its functions, the directorate interested itself in 

drop-survival equipment. In this category the Linclholme Dinghy Dropping 

Gear, the Thornaby Bag, the Dircham Barrel, and the Lysander Rescue Outfit 

were of particular importance. All of these contained food, water, distress 

signals, and first-aid kits. In addition, the Lindholme Outfit held a 

dinghy in one of its five parts. Visual and radio aids were other matters 

of constant concern. The difficulty of spotting an object vs qms111  as a 

man in a lifeveat, or even a dinghy bearing several passengers, led to 

continuing search for better signalling equipment, more distinctive 

coloration, and more efficient communications apparatus. Pyrotechnic 

signals, signal torches, and whistles were among the devices perfected 

for attracting the attention of would-be rescuers. It was discovered 

that yellow was the color which contrasted to the greatest extent with the 

sea, and skull caps, life vests, and other items of rescue equipment uere 

painted a glarirg yellow. Fluorescine bags containing green sea dye 

became common articles of identification equipment. Balloons and kites 

were included in the dinghy equipment, and "S"-type dinghies were equipped 

with a telescopic mast and flag. The most important aid to location was 

the dinghy wireless set, but not until September 1941 were the first of 

these ready for trial. Neanwili7e many multi-seater aircraft attempted to 

meet their needs by carrying a cage of boning pigeons to be released 

with a position report if no radio SCS was possible before a ditching.12  

The directorate started to function with only 12 Lysanders available 

on temporary loan. Furthermore, the Deputy Chief of Air Staff had stated 
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at the time of formation that no aircraft could be made available for 

permanent assignment. However, the directorate continvel)y emphasized the 

value of air-sea rescue in building morale and conserving manpower and 

finelly convinced the Air Staff of the need for additional aircraft. Heavy 

losses of personnel in the sea, an average of 200 per month during 1941, 

was probably the deciding factor. Accordingly, in May 1941 the liyeanders 

were transferred to the complete control of Fighter Command and six more 

were added to the total. In September this number was further increased 

to a total of 36 aircraft divided into 4 equadrone. The recommendations 

concerning the need for amphibious aircraft were also finally accorded 

recognition, and in July 1941 three Walruses were authorized for use as 

rescue aircraft. The following month six more were obtained. These 

additional aircraft were assigned to the four squadrons which became 

composite units designated as Air/Sea Rescue Squadrons Nos. 275, 276, 

277, and 278.
13 

Until late in 1941 operations of the Air/Sea Rescue Services were 

restricted to an area within 20 miles of the English coast. earch beyond 

this point, known as deep search, was handled by those aircraft which could 

be spared from operational missions. The loss of time involved and the 

uncertainty of having enough search aircraft reduced the efficiency of 

deep search below that which prevailed within the Air/Sea Rescue Services' 

sphere of operational responsibility. In September 1941 the allocation 

of enough long-range aircraft to form two squadrons was approved by an 

Air staff conference, but previous commitments for the delivery of this 

type of plane made the immediate implementation of this decision impossible. 

By October, however, it was decided that enough Maisons were available for 
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the formation of one deep search squadron, and a second was authorized 

in November. Continued shortages of aircraft, however, prevented the 

quick entry of these new squadrons (Nos. 279 and 280) into rescue work. 

The first did not become fully operational until March 1942, and No. 280 

flew no missions until June of the same year. 14 

One logical way to rescue aircrews in the sea far from their home 

base was to provide them with the means of self-rescue. The most 

practicable equipment for this purpose seemed to be a self-propelling 

marine craft that would be carried to the scene by a rescue plane and 

dropped to the survivors. As early as 1940 a glider-type boat had been 

visualized, but its construction involved technical problems too difficult 

to solve. In the same year plane for a 32-foot motor dinghy were also 

abandoned, although a great deal of experimentation and discussion had 

gone into them. F4rmlly, in January 1942 preparations were begun for the 

production of a 20-foot wooden boat fitted with sails, oars, and a motor 

to be carried under the fuselage of a Hudson aircraft and dropped by 

parachute. The possibility of capsizing was eliminated by the installation 

of buoyancy chambers, inflated by carbon-dioxide bottlea whose caps were 

Iltriggeree by the opening parachutes. To aid the distressed crew in 

findIng and reaching the boat, a rocket which would fire on contact with 

the sea was placed on either side. Each rocket carried 200 feet of 

buoyant line which the survivors could seize and thus get aboard. The 

lifeboat was fitted with a rocket-fired sea anchor to keep it from floating  

away from the survivors. Production of 24 of these boats was authorized 
15 

in November 1942. 

._a: ftrriiTftr 
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Communication between rescue aircraft and rescue boats was made 

easier by the authorization of the two Hudson deep search squadrons. 

Adequate cammunication between aircraft and boat was impossible when 

operational aircraft with varying radio frequencies were used. The 

decision was therefore reached in September 1941 to equip all rescue 

craft, air and sea, with nu' radio sets and high frequency rpAio telephone 

(EMT). Barring static, communication was direct and instantaneous. 16 

After studying requirements for rescue boats, the Directorate of Air/ 

Sea Rescue in 1941 concluded that there were two major requisites: boats 

capable of low-speed prolonged cruising, but with an available speed of 

25 knots; and high-speed boats capable of rough sea operation. It was 

considered necessary that these boats, designed for open-sea operation, 

be 60 feet or more in length, althorn& 40.foot seaplane tenders could be 

used close to shore. The difficulty of combining high speed and sea- 

worthiness finally led to the conclusion that the first should be sacrificed 

in order to attain the second. Efforts to obtain boats for rescue service 

met with the same difficulties of equipment shortages as those concerning 

aircraft, but by 1942 more than 150 sea rescue boats—high-speed launches, 

seaplane tenders and RAF pinnaces—were available for rescue operations.17 

Crew survival, dependent on knowledge and practice of proper ditching 

and escape procedure, was a major concern of 	Air/Sea Rescue Service. 

A syllabus was accordingly prepared, pamphlets issued, lectures given, 

and practice encouraged.
18 

The RO, and later the AA, benefitted from observation of German 

equipment. The German rescue service perfected a one-man dinghy before 

it was a feature of British fighter planes. They were the first to use 

c: rDEUTW 
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fluorescine as a sea coloring to aid searchers in finding downed airmen, 

and the first to diecover that yellow was the best color for sea-rescue 

equipment. In the fall of 1940 German sea rescue floats began to appear 

in the English Channel. These had bunks for four men, blankets, food, 
19 

water and distress signals. The RAF copied the example. 

Through the autumn of 1941 and the year of 1942 British air-sea 

rescue was able to save more than a third of those who ditched or bailed 

out over water. In the fourth quarter of 1941, 160 out of 473 aircrew 

members, or 33.a per cent, were saved; in the same period in 1942, there 

were 205 out of 568, or 36 per cent. 20 

Uben United States air unite arrived in England in 1942, the British 

had completed their air-sea rescue organisation. There were air-sea 

rescue liaison officers at each area combined headquarters, Coastal 

Commrd  headquarters, and Fighter Command headquarters. Fighter Command 

was responsible for the area within 40 miles of the English coast, and 

provided planes for search in its zone and fighter cover for search 

planes and rescue craft. Coastal Command covered all other areas, detailed 

a flying-control officer in each area combined headquarters to initiate 

air-sea rescue action, provided planes for extended search, maintained 

liaison with the Royal Navy, and coordinated all activities not under the 

direct jurisdiction of Fighter Command. Any RAF operational group could 

be called on for assistance. For instance, Bomber Command might provide 

long-range planes, and naval surface craft often participated in search 
21 

and rescue. 
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British air-.sea rescue control techniques were also well developed 

by August 1942, when the first AAF heavy bombing mission was flown. 

Communication procedure was standardized and fixer stations and central 

rooms were in operation. When a distress signal was received at a fixer 

station, the position was plotted and the information phoned to the control 

staff of the nearest area combined headquarters, which in turn notified 

the controller of the group in whose area the plane had fallen. The 

controller informed the nearest Coastal Command station, and a reconnaissance 

plane was immediately dispatched (Fighter planes known as "spotters" were 

often used for this purpose). In addition, the area combined headquarters 

notified the nearest naval station at which rescue boats were based. These 

put to sea and were directed to the survivors by the reconnaissance plane 

if and when the survivors were found. Besides leading rescue boats to the 

scene, the spotter plane dropped emergency supplies and a dinghy to the 

downed crews, and circled them constantly to insure that their position 

would not be lost. If rescue craft were not able to reach the survivors 

immediately, relays of planes might relieve each other, and, if the delay 

was prolonged, drop further supplies.
22 

For nearly a year AAF planes used the facilities of the British 

Air/Sea Rescue Services. During that time individual groups used same 

of their own equipment, but the emphasis within the AAP  was on escape 

and survival rather than rescue. Some groups devised ditching procedures 

and modified equipment j  but in general they did not know enough about the 

job to do it well.
23 
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al A5r-g9.4 Rescue 
Early 1cc Rf action. The RAF Air/Sea Rescue Services suggested in 

November 1942 that one senior officer in each command of the American 

Eighth Air Force be appointed a full time air-sea rescue officer. His duties 

would include liaison with the RIF, and RN and American combat units; 

responsibility for equipment; and the dissemination of air-sea rescue 

information. In addition, it was recommended that eachAAP station have 

a part-time air-sea rescue officer, and that a email central controlling 

agency be established at Eighth Air Force headquarters. To assist in 

their orientation y the RAF offered to open their Air/Sea Rescue School to 

selected Eighth Air Force officers. 24  

In January 1943 a conference was held to discuss the suggested plan, 

but because of the shortage of AAP officers, it was not adopted. Instead, 

air-sea rescue was assigned as an additional duty to the flight-control 

officers of the Eighth Air Force. The RAF representative predicted failure 

for this solution, and his forecast proved to be accurate. Air-sea rescue 

was too large and complicated a task to be assigned as part-time duty to 

an officer who was =rally not rated and who had no agency available to 

maintain liaison, disseminate information, inspect equipment, set up 

procedures, and carry on all other necessary functions. In View of the 

lives still being lost, the office of the Eighth Air Force Surgeon 

recommended in Narch 1943 that the Rals proposals for American air-sea 

rescue be adopted, that our air-sea rescue officers be sent to the RAF 

school, and that appropriate training of combat crews begin at once.
25 

166 



AB'S  ..•95, Chap. III 
	

34 

Establishment of m. AAF 	x-escue service. Not until June 2943/ 

however, was a MDIre made toward establishing an Imerican air-sea rescue 

service. In that month the first American air-sea rescue fixer net, copying 

similar RAF installations, was laid out with a triangulation table in the 

sector operations room of the RAF 11 Group. Whenever an aircraft gave a 

distress signal or requested information on its location, three fixer 

stations read the bearing from which they received the signal. The reading 

was passed on to the triangulation room where a string was pulled across 

the nap for each bearing given. The intersection of the strings indicated 

the position of the aircraft. The position thus determined was passed on 

to the air-sea rescue control room where the fix was plotted and the pilot 

informed of his position; if it were a distress call, rescue facilities 

were dispatched to begin the search and, if possible, to complete the 

rescue. When the 4th Air Defense Wing (later the 65th. Fighter Wing), 

arrived in England, it was trained by the RAF at Saffron. Walden, a smn13  

Essex town, for its future duty of carrying on American sea rescue operations •
26 

By 14 June Amerioan air-sea rescue control was in partial operation. 

On 15 June at 0845, a fighter pilot of the 4th Fighter Group was located 

by American rescue controllers and picked up within an hour by a British 

Walrus. On 4 July training of AAF personnel in sufficient numbers to 

operate an entire rescue-control system was completed. The first AAP 

mission with air-sea rescue control facilitiee serviced entirely by American 

personnel was flown on that day.
27 

Inauguratiqn of "spotter" service. American air-sea rescue expanded 

continually; by autumn of 1943 there were 11 fixer stations in the U.S. 

network, and in the late months of 1943 the "spotter" technique for 
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locating downed aircraft was initiated. This method, first developed 

by the RAF, consisted of dispatching fighter planes as soon as a ditching 

was reported. These could reach the scene quickly, and if successful in 

locating the survivors, hover over them while reporting their location to 

the slower rescue aircraft and boats. Besides aiding in location of the 

survivors and raising morale by their presenee, the spotter planes carried 

dinghiee and flares which they could drop to the stricken aircrew. Spotter 

planes were sometimes not available, however, because they were supplied 

by operational units, and it was soon realized that a specialized organization 

was needed for this purpose. 

Other problems became apparent in the autumn of 1943. Communication 

facilities were faulty, especially those used with surface rescue craft. 

Requests for RAF and RN boats had to be made through regular channels, and 

telephone lines were overloaded. The installation of VHF radios in all 

American bombers early in 1944 made possible the use of a common rescue 

frequency for all aircraft, but only certain channels within the frequency 

were available and some or these had to be used jointly by AAF and RAF. 

Occasional jurisdictional disputes among RAF coastal agencies were another 

cause of delay. An additional problem was that of obtnilling  sufficient 

emergency equipment.28 

A conference was held at the Air Einistry on 8 May 1944, at which these 

problems were discussed, and representatives of the AA' and RAF were able 

to teach amicable agreement on several fundamental points. An independent 

AAF air-sea rescue spotter squadron equipped with 42 F-47 1 s was established, 

and direct radio contact from AAF units to RAF and RN surface craft was 
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arranged. The problem of emergency equipment was partial  3y  solved by 

the RAF's promise to "do as much as possible" to furnish such items as 

dinghies, floats, and flares. Two sqmirons of Warwicks equipped with 

airborne lifeboats were also to be fitted with communications equipment, 

allowing control by AAF air-sea rescue headquarters at Saffron Walden. 

A new use of surface ships for rescue work was implicit in the decision 

to position RAF and RN boats at certain rendezvous points and direct 
29 

distressed aircraft toward these areas. 

The spotter squadron (Detachment B, Flight Section, Headquarters, 

65th Fighter Wing) began operations the next day. At first only 25 

"war-weary" planes were available. The 20 officers on temporary duty 

and 90.-odd enlisted men on detached service found that their organization 

had no hangar and very little equipment. Fortunately, the American 

soldier's traditional energy and determination to overcome obstacles 

prevailed—tools were borrowed, a hangar built, and other necessary 

facilities obtained.30  

Experiments  with equipment for the spotter planes firpily  resulted In 

mounting dinghy packs under each wing, adding a belly gasoline tank, and 

attaching smoke bombs to the fuselage behind the extra tank. Thus equipped, 

the F-47's could fly for five hours, drop smoke bombs as markers, and 

aid aircrews in distress by releasing the rescue dinghies.
31 

The squadron's mission, as its personnel understood it, was a fourfold 

one:32 to intercept aircraft in distress while in the air and lead then 

to land or to the nearest boat; to locate downed aircraft; to maintain 

contact, act as the eyes of the controller, and relay information; and 

to escort the heavier rescue aircraft. 
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The F-47 pilots early learned the difficulties of spotting an 

object the size of a life raft, even a large one, in the sea. Slow speed 

and low altitude were recognized as prime necessities for successful 

search. However, since VHF communication follows a straight line and does 

not bend with the earth, maintelai  g  radio contact was difficult at low 

altitudes. This difficulty was often surmounted by humtirg in pairs, 

with one plane near the water and one high to maintain contact. Search 

patterns were established, each of which was adapted to a different set 

of circametandes—the number of search planes available, the weather, and 

the accuracy of the radio fix or other position determinant. The most 

satisfactory pattern was the "square," but this required a number of planes, 

each assigned to one particular search area, clear weather, a maximum 

of mavigatioaal efficiency, and knowledge of the ditching position. If 

only one or two planes were available and the point at which the plane 

entered the sea was not definitely known, the seareh plane(s) followed 

its probable path, flying back and forth in a aeries of adjacent oblong 

figures. If the point of ditching was not known, and a sufficient number 

of planes were available, the search was carried on by several planes 

flying parallel to each other along the probable path of the distressed 

plane. The importance of searching all of a fixed area before going on 

to another was impressed on all personnel." 

Two functions of spotter aircraft—search. and protection of other 

rescue craft--were illustrated in an incident of 29 June 1944. On that 

date amen in a dinghy was reported 10 miles west of the Hook of Holland. 

A British Warwick with an airborne lifeboat, accompanied by two AO F-4715, 
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was dispatched in search of him. The Varwick was hit by antiaircraft 

fire near the enemy coast, but the P-47's continued on, spotted the 

survivor, and radioed the location. Two Air/Sea Rescue Service Budsons 

with two more P-47's were then dispatched. A high-speed launch reached 

the scene, and more P-47's arrived to give additional cover. The dinghy 

occupant, an Australian fighter pilot, was finally rescued after 7 

hours of effort involving 15 aircraft. 34 

The introduation of rendezvous points was another aid to rescue 

operations. Boats were positioned out in the sea at certair points 

seleoted by air-sea rescue control. These positions were marked on the 

control board, and planes in distress wereo whenever passible, directed to 

a rendezvous point, a method which often considerably shortened the length 

of time that crews were forced to spend in the water. On one occasion 

a plane was successfully ditched so near the rescue launch that the crew 

uvalked from the bomber's wing into an ESL [high-speed laune0 without 

getting their feet wet."
35 

Control of air-sea rescue from England continued after the invasion 

of France in June 1944 since heavy bombardment missions were still being 

flown on the northern route crossing the Channel. The most important 

changes resulting from the invasion, were that planes in distress could be 

directed to land at continental fields, and the decreasing frequency of 

enemy fighter action over the Channel. 36 

ag 214amrEency Rescue pquadron. Early in 1945 Detachment B was 

redesignated the 5th Emergency Rescue Squadron. The new organization was 

equipped with -47' a, 0A-10 1 s, and B-17's with airborne lifeboats. 37  The 

410WNW 
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OAelO's were immediately pressed into use. One of them was direoted to 

attempt a difficult rescue on the day of its arrival, although it was 

flying an indoctrination flight along the English coast. 38  

• . . a bomber jaitched tear Holland, and the controller 
knew the Catalina LOA-19/ was the crew' s only hope before 
dark. So away lumbered the big flying boat to the east. 

The crew spotted eight men in two dinghies, tossing  
in ten-foot seas. A ningh man was straggling desperately 
to reach one of the rafts. Unhesitatingly the young pilot 
of the 0A-10 set her down. They couldn't get to the ninth 
man in time, but they rescued the other eight. 

Overloaded, the ship crashed through the waves and 
into the air, water pouring into the nose through a bashed-
in part, knocking the crew down like a stream from a fire 
hose. The water also shorted out the radio. They had no 
nap extending that far east, but the navigator took them back 
with a homemade chart, and the pilot made the first night 
landing he had ever made in England, successfully settling 
into Halesworth on the third attempt. 

On 23 February 1945 another incident involving an 0A-10 demonstrated 

the speed with which rescue operations could be accomplished with this type 

of plane. Three men in a dinghy were sighted in the late afternoon by a 

bomber returning from a daylight raid. The distressed men were 18 miles 

from the English coast, and the nearest rescue launch was 7 hours away. 

An OA-10 was assigned the ni:sion, landed beside the survivors just at 

dark, made the pickup, and brought the rescued men back to Halesworth. 

"In no other way could these men have been spared a dangerous night on 
39 

the winter sea." 

The first operational drop of an AAF airborne lifeboat in any theater 

wee made in the North See in the first week of April 1945. Six men in a 

dinghy were sighted, and RIF planes on patrol in the area tried three times 

to drop lifeboats to them. The boats were either blown away by the 50-

knot wind or demolished by the rough seas. A 5th Emergency Rescue Squadron 

JOOflTID 
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B-17 was thereupon called and succeeded in dropping its lifeboat, 

enabling the rescue to be satisfactorily completed. 40 

By 8 April 1945 the 5th Squadron was sufficiently oriented_ to assume 

all rescue responsibility for EiLhth Air Force operations and to lend a 
41 

hand when sailed on by the RAF. 	Typical rescue procedure included the 
42 

following steps: 

1. Preliminary arrringements for which air-sea rescue control personnel 

were responsible. 

ja. Determination of bomber and fighter overwater routes from 

the field order, decisions on rescue boat positions, spotter squadron 

assignments, and O,-1O patrol areas. 

1. Informing rescue launch bases and aircraft rescue squadron 

of their assignments. Launches required three hours'notice, aircraft one 

hour. 

2. Clearance of all air-sea rescue flights with proper head-

quarters, alert of all fixer stations, arrangements for radio and airborne 

relays (aircraft stationed along route to pass onmessages). 

ji. Coordination of AAF with RAF mission if the latter was 

scheduled. 

2. When emergency occurred. 

Pilot sent distress signal. 

b. Direction-finding stations took bearings on distress 

transmission and called the bearings in to the triangulation room, where 

the position was determined. 
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c. The position, or fix, was plotted on a chart of the area; 

the course to the nearest rescue launch or point of land was deternined 

and transmitted to the distressed pilot. 

Simultaneously, rescue launches and aircraft were alerted. 

Their respective bases were also warned that additional rescue craft might 

be needed. 

2. Spotter planes were directed to the distressed aircraft utile 

the control center maintained contact with the pilot, following his course 

constantly by radio fix and dead reckoning. 

3. Uhen bail-out or ditching occurred. 

A. Control center continued to maintain fix and directed spotter 

planes to position. 

b. Spotter planes (one high for control on fixing, one low to 

keep dinghy in sight) obtained call sign and location of nearest launch 

and called nearest boat to the scene. 

2. Launch completed rescue, gave aircrew dry clothing, rubdown, 

hot drink, and first aid, notified control center of rescue, and transmitted 

orew's names, condition, and time of arrival in harbor. 

A. Spotter planes relayed above information and returned to 

original assigned positions. 

cs. Control center informed rescued crew's base and arranged for 

transportation when crew reached land. 

Instead of rescue launches, OA-10's or B-17's night be used if time 

or distance was a factor to be considered. The decision on which of the 

two to call for the rescue was influenced by their availability and wind 
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and sea conditions. If the weather made an OA10 landing impossible, the 

choice fell on the B-17. 

Tzgang gefegle. The omission of instruction in ditching procedure, 

use of emergency equipment, and rescue techniques was a serious defect 

in the training of AF crews. There were many illustrations in action 

of these defects, but the following are sufficient to indicate their 

serious consequences .43 

rtrees returning from a bombing raid on Germamr 	March 
1942/ was engaged by enemy aircraft. In the ensuing action three 
engines aria  the radio were put out of action. The aircraft 
proceeded on its course, losing height rapidly, and at 5,000 
feet the pilot decided that a ditching was imminent. No S.O.S. 
could be transmitted as the wireless was out of order. The 
pilot and second pilot remained in their flying positions, the 
eight remainIng members of the crew taking up positions in the 
radio room. On ditching the aircraft broke immediately into 
four pieces but all ten members of the crew managed to get out 
of the wreckage. The dinghies floated out and attempts were 
made to inflate them. Aa these had not been stowed in their 
official stowage but had been wrapped in string and carried 
loose in the fuselage, great difficulty was experienced in 
inflating than and in the thirty minutes before the first 
one could be inflated three members of the crew were drowned 
although they all wore NaeWests. 

One man saw an object floating in the sea and grabbed hold 
of it to give himself buoyancy. All seven surviving members 
of the crew managed to get aboard the first dinghy whdintthe 
second one was being inflated and it was then foond  that 
the floating object was the dinghy radio. Although no one 
had any previous experience of this transmitter they managed 
to launch the kite aerial and an S.O.S. was automatically 
transmitted. A fix was made on this S.O.S. and six hours 
later search aircraft sighted the distressed crew and dropped 
a hindholme gear to them. This they managed to reach and 
availed themselves of the comforts and pyrotechnics in the 
containers. Two hours later they were rescued by a minesweeper 
diverted for the purpose. 

Subsequent interrogation revealed that no dinghy drill 
had ever been carried out in their sqwniron and although some 
of the crew remembered seeing the dinghy drill woe! diagram 
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for a B.17 they had never taken the trouble to study it. 
Their faulty ditching procedure caused them to land into 
the swell instead of across the top and parallel to it 
and it was miraculous that none of the crew was drowned 
in the resultant break up of the aircraft. 

An example of ignorance of correct rescue procedure was afforded by the 
44 

following incident which occurred in January 1943: 

A United States crew returning from a flight over the 
sea siEhted two men afloat in a dinghy a few miles off the 
English coast. They obtained no fix when over the dinghy 
and only after landing passed the information on to the 
rescue services. A search plane was dispatched on the 
general directions obtained from the United States crew . 
but failed to return, resulting in the loss of the two men 
in the dinghy as well as the rescue plane and its crew. 

In view of the accelerated pace of aircrew trai -ning in the early years 

of the war these training defente were understandable if regrettable. As 

early as 20 March 1942, however, General Baker mentioned the necessity 

for training in air-sea rescue procedures in his initial report to ALF 

Readquarters.45 By June of that year an Eighth Air Force training syllabus 

on the subject had been prepared, and on 15 September all commands of the 

Eighth Air Force were instructed to familiarize their crews with rescue 

procedure and channels of communication. Station air-sea rescue officers 

were made responsible for this instruction. As is so often the case, 

however, fulfillment of these directives by lower echelons of command was 

far from complete.
46 

Besides the unsatisfactory manner in which these orders were handled, 

two other factors hampered training in rescue procedure. One was the 

previous training of all AF crews, which emphasized bailing out whenever 

their aircraft was in distress; the other was the poor ditchJng qualities 

of AA]! planes. They not only sank rapidly, but they were poorly equipped 

aiiii444[4141. 
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with escape facilities, the emergency equipment was not stanilsrdized„ 

and there was no provision for standard stowage. Dinghies were carried 

in most planes, but ejected mannial)y rather than automatically, and other 

equipment, such as the dinghy radio, was stowed separately and had to be 

taken from the aircraft by the airorew.
47 

During the spring of 1943 a training drive in rescue procedure was 

carried on in the Eighbh Air Force. Some standardization of equipment was 

also achieved through extensive loans of British equipment. As a result 

of these and other factors rescue figures for AAr crews began to improve 

in the summer of 1943. In June 71 of 255 were saved, and in July 139 

out of 196. Included among these was the remarkable total of 78 out of 

80 on 25 July.48  From July to December 1943 neatly 40 per cent were saved, 

as compared with only 6 per cent for the first half of the year.
49 

Conclu&ioD jag recognendatiops. Although the AF air-sea rescue 

organization in England had the advantage of British experience, a process 

of trial and error was followed before efficiency of operations and control 

was achieved. By 1945 the personnel were able to evaluate their ex-

periences and draw conclusions which were included in the official history 

of air-sea rescue activities in the Eighth Air Force:
50 

1. Time was of primary importance in rescue work. When an aircraft 

was in distress, the delay in coding and decoding distress messages meant 

the difference between life and death; transmission "in the clear" vas 

therefore essential. The sane element--time--made it vital that the rescue 

organization have the faeteet planes and ships available and be located 

as close to the battle area as possible. 

all 
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2. Single control for any rescue operation was another essential. 

Attempted coordination by two or more controllers often caused confusion; 

it always created delay. For most efficient operation centralized 

adminiatration and operational control of rescue units was mandatory. 

3. To achieve maximum results, air-sea rescue should be included in 

premission planning, not called in only when trouble was encountered. 

Routes affording maximum rescue possibilities could then be chosen, and 

facilities used more efficiently. 

4. Rescue personnel had to be superbly trained in their jobs, since 

the equipment needed expert maintenance and had to be handled with skill. 

Communications were particularly important. The fastest rescue aircraft 

could not reach a rescue scene in time if communication facilities were 

for any reason inefficient. 

5. Rescue personnel had to be cooperation minded. Eo matter how 

large the rescue organization, other agencies could rerder assistance on 

countless occasions. 

6. Only part of the job could be accomplished by rescue personnel. 

The responsibility fell with equal weight on those in distress. Intensive 

training in ditching and bail-out procedures was needed to allow-members 

of the aircrew to act instinctively. Knowledge of the required techniques, 

of when to ditch and when to bail out, of the methods of escape from various 

types of aircraft, and of the emergency equipment gnA  its uses could only 

be gained through training and practice. 

The achievements of air-sea rescue in the Eighth Air Force are 

illustrated by the accompanying graphs. The most significant fact is that 

by late 1943 flying personnel had better than a one-in-three chance of 

survival if they were forced to descend to a watery landing. 
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Chapter IV 

T101E EEDITERRALEAN THEATER 

Introduction. In the Mediterranean the British and American air 

forces were included in one over-all command system, which took fina3  

shape as the Mediterranean Allied Air Forces (MAAF) in the beginning 

of 1944.1  Air-sea rescue in the theater was a part of this joint action. 

British rescue organizations were active before the American landing in 

North Africa in 1942, and they were continuously present until the last 

stages of the war. American rescue units, activated in 1943 and 

operated as a part of the larger British organization. 

The story of air-sea rescue in the Mediterranean would be misleading 

unless emphasis were placed upon the greater importance of the British 

contribution. After February 1943, there were always British units 

affording rescue cover for Allied aircraft operating over the Mediterranean, 

Adriatic, and Aegean seas. In contrast, AAF units were active only from 

June to December 1943 1  and from April 1944 to the end of the war. From 

December 1943 to April 1944 the sole rescue cover was that provided by 

the RAF. If it be recalled that the amphibious landings at Anzio occurred 

during this period, the importance of the British rescue organization 

becomes apparent. In the Sicily and Salerno landings, which called forth 

25 1 000 and 29,000 support sorties respectively by Allied aircraft, some 

AAF air-sea rescue help was available, but for the landings at Anzio, 

when 541000 sorties were flown, the only rescue effort was that provided 
2 

by the British. Further, the British had four air-sea rescue squadrons 

46 
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in the Mediterranean by 1944, as well as a number of rescue units 

equipped with high-speed launches and pinnaces. 3 The ALF, on the other 

hand, had only a detachment of three planes during 1943, and AAF air-sea 

rescue facilities never exceeded one squadron and four boat crews. 

British  Altr-p2a, Rescue 

The British paid little attention to air-sea rescue in the Eediterranean 

during the first year of the war (1939-1940), but the Italian attack on 

France in June 1940 drew attention to the desirability of rescue facilities. 

However, the need for aircraft and boats in British homewaters made the 

development of air-sea rescue organizations in other parts of the world 

a difficult task. 

The first air-sea rescue unit in the Mediterranean area was authorized 

in August 1941 when an air-sea rescue flight attached to No. 201 Group 

was formed, becoming operational in September. This flight, under addle 

East Command (NEC), was based at various North African points, depending  

on the fortunes of British armies in their desert campaigns. At one time 

(9 January 1942) they were as far vest at Tobruk, but as the ground 

situation deteriorated they were forced to fall back. Their original 

equipment, consisting of three aircraft and seven launches, was augmented 

by six more aircraft and an equal number of launches in August, September, 

and October of 1942. In November 1941, an air-sea rescue unit with three 

high-speed launches was formed at Malta. By the following November the 

number of launches had been increased considerably, and more arrived in the 

following months.
4 
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In February 1943 a British dir-eea rescue unit was formed in north 

Africa to provide rescue cover for the western Mediterranean area. Designated 

as No. 283 Air/Sea Rescue Squadron, this organization was equipped with 

six amphibious aircraft and four launches. Besides this group a number 

of air-sea rescue units, each consisting of two launches with their crews, 

were stationed at various points throughout the Mediterranean during 1943. 

By July of that year there were 32 of these units with a total strength 

of 55 boats (43 launches and 12 pinnaces). In addition, rescue activities 

were supplemented by combat aircraft when they could be spared, and naval 

assistance if it was available. 5  

In 1944 the British had four air-sea rescue squadrons in the Mediterranean-- 

three under FAAF, and one under EEC. The squadrons of the Mediterranean 

command were all equipped with Warwick aircraft (with the airborne lifeboat), 

but in the Niddle East similar aircraft were not received until September 

1944. Amphibious aircraft were still retained in each squadron, fortunA3te1y, 

since no successful lifeboat drop was completed during the entire year of 

1944. Forty-five high-speed launches were in MAAF'a possession and EEC 

had 21. Early 1)21944, 68-foot launches, larger than those previously used, 

began to arrive. Their extra rprce and greater seaworthiness made then 

distinctly preferable to the older boats.
6 

Lia:-.2e31 Resoup 

OA-1O cletachments  Althongh !AF aircrews were initially dependent upon 

the British organization for rescue service, an AAF air-sea rescue unit of 

three planes was formed in June 1943. Operational control of the detachment 

was placed in the British rescue organization. '  No other AAF flying rescue 

orgsnication was present in the Mediterranean until the arrival of the 1st 

_gos 
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Emergency Rescue Squadron at Casablanca on 12 March 1944. The squadron 

was assigned to the XII Fighter Command, but its operations were co- 

. 	g ordivated with those of British air-sea rescue units. Besides the 

facilities afforded by these two AAF units, there were quartermaster 

(later AAF) boat crews in action from August 1943.
9 

The first AAF rescue detachment mentioned above was the result of 

efforts by XII Fighter Conmplui  to activate Americaa air-sea rescue units 

to augment British rescue activities. Three 0A-10 pilots were finally 

obtained from among those in training at Pensacola, and old amphibious 

training planes (CA-10 1 s) were ferried from the United States. Air 

Transport Command pilots flew the ships, originally five in number, to 

Malta by way of South America and west Africa. Only three arrived, since 

one was damaged at Puerto Rico, and one landed in Spanish Morocco, where 

the crew was interned. The crews and planes were assigned to Headquarters, 

XII Fighter Command, but placed under the operational control of RAF Group 

ND. 242 based at Yalta. Since there were no other CA-10's on Malta, 

maintenance suffered, and the detachment was transferred to Bizerte, 

Tunisia. Even at that base, however, spare parts were bard to obtain, and 

the U.S. naval air station at Fort Lyautey, in French Morocco, was often 

appealed to for assistance. Because the planes were old, and were further 

abused by the inexpert handling of the pilots, it was difficult to keep 

them in operation. It was found necessary to ground a plane after each 

open-sea landing to replace rivets, sheet metal, and plexiglass damaged 
10 

or broken in the lardirg. 

American interest in air-sea rescue was increased with the July 

1943 1m-0i/1E0 in Sicily. A squadron-type organization was built around 



AHS -95, Chap. IV 
	

50 

the 0.11-10 crews at Bizerte, gathering personnel and equipment from "any 

and every possible source." Although the RAF, with its high-speed launches 

and Walrus squadrons, carried the heaviest burden of rescue responsibility 

during the invasion, the AAP unit rescued 40 Allied and 5 Axis  airmen 

during July and August 1943. In the course of these operations 11 open-

sea leerlings were effected, and almost 200 hours were flown.
11  

Despite their lack of thorough training in rescue techniques, the 

antiquated nature of their aircraft, and the absence of formal organization, 

the personnel of the AAF detachment demonstrated a zeal in the performance 

of their dut5 that is worthy of comment. Two successful rescue incidents 

were outstanding. On 30 July 1943 an 0A-10 was guided by a circling 

Wellington to a dinghy containing five men of a B-26 crew. The lsnriing 

and rescue was accomplished, but the rescue plane was so badly damaged 

in the landing that a take-off was possible only after crew members had 

for eight hours on their plane. On 18 August there was a similar incident 

involving the pickup of 20 airmen, survivors of 2 B-17 crews. On this 

occasion the larding damage could not be repaired, and the pilot elected 

to taxi to port. Eigh-speed launches eventuRlly removed the passengers 

and towed the Ob-10 to land.
12 

The loss of two aircraft from enemy action, one strafed while in the 

water in the act of attempting a rescue, and the other shot down by enemy 

aircraft while on amiss-ion, was another indication of the rescue crews' 

devotion to duty.
13 

Flying elm, clumsy aircraft that were usually damaged 

ia an open-sea landing, they did not hesitate to land whenever necessary to 

effect a rescue. 
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This original unit continued activities in the Nediterranean through 

the fall of 1943. Its last operational mission, after which the flight 

crews returned to the United States, was on 13 December 1943.14  From 

December 2943 until the let Emergency ReSCURit Squadron arrived in March 

1944, there was no AAF rescue unit equipped with planes in the Mediterranean. 

Dam la Emoraencv Rescue Squadron.  The 1st Emergency Rescue Squadron, 

commpnded by Lt. Col. Littleton J. Pardue, consisted of 52 officers and 

147 enlisted men assigned to 3 operational flights (Al  Bp and C), and 1 

headquarters flight. They were issued nine OA-1O aircraft and six other 

planes. Arriving in Casablanca on 12 March 1944, the squadron on 1 April 

began its move to Ajaecio, Corsica, from which it flew its first overseas 

mission. Early in May Flights A and B were moved to Grottaglie and Foggia, 

Italy, to give rescue cover to Allied bombers flying across the Adriatic. 

Flight C remained at Ajaccio. Flight A was then brought back to Corsica 

to provide rescue cover for the invasion of southern France, Flight B 

remaining in Italy to cover diversionary operations. On 12 October Flight 

49, was transferred to Cuero, France. Headquarters of the squadron was later 

transferred to Foggia, and Flight B to Falconers..
15 

On 1 January 2.945 the squadron received word that two of the three 

flights were to be sent to India, and the following day a squadron operations 

order to that effect was issued. By 8 January all personnel and planes 

destined for India had departed, with the exception of four B-17's and 

their crews. All that remained of the squadron was Flight B at Falconara 

and squadron headquarters at Foggia.16 The squadron's quiescence after 

that time was well described by its historian in his report for January 

1945 17: 

arigligiaaw41 
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Very, very quiet. Absolutely no action at any place. 
At Falconara just a skeleton organization holding a base 
for further operations; thoy have no planes at all. Here 
at Foggia we have five planes, no activity, plenty of 
personnel, but no aircraft. 

On 20 February 3.945 the 1st Emergenoy Rescue Squadron was reorganized. 

The unit retained its original designation, but only two flights, A and 

Bp 12.111 a headquarters flight, were authorized. The revised organization 

was allotted 51 officers and 174 enlisted man under the provisions of 

T/0 aro E 1-987. Headquarters and Flight El were located in Foggia, and 

Flight A operated from Falconara.
18 

The principal rescue aircraft used by the let Emergency Rescue Squadron 

was the 0A.10, although a few 1-5 1 s (liaison aircraft) and B-25 2 3 (medium 

bombers) were also assigned. Late in 1944, four E-17's equipped to carry 

lifeboats were aesigned, but since no lifeboats were ever available as 

long as those planes remained with the squadron, their use was limited. 

On 1 ITarch 1945 these B-17's departed with their crews for India and 

assignment to the newly constituted 7th Emergency Rescue Squadron.:19  

Emergency repcale bekt crews. Quartermaster emergency rescue (ER) 

boat crews kater redesignated as AF LR boat crews) began arriving in 

north Africa in the last days of August 1943 after completing their 

training at New Orleans. Four crews in all were assigned, the 5th, 8th, 

llth, and 12th. The size of the boats assigned (36 feet) precluded 

any substantial amount of open-sea operation and their rescue abilities 

were thereby limited. They were used primarily as tow-target ships at such 

African ports as Bizerte, Tunis, and Algiers. This duty was enlivened 

by occasional assignments to carry messages, or to ferry passengers from 
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shore to a waiting ship. While assigned to the XII Fighter CorrATO  they 

cooperated closely with British air-sea rescue boats,, and the 11th was 

transferred to the RAF for a month's operational control in the autumn 

of 1943.
20 

In the spring of 1944 the rescue boat crews were moved to Naples, 

Italy. The 5th and 8th remained at that station until returned to the ZI. 

The 11th and 12th were both assigned for a time to operational duty with 

Flight C of the 1st Emergency Rescue Squadron in Corsica, the llth from 

30 bfey to 11 November 1944, the 12th for less than a month, from 28 

October to 23 November 1944.21  

Besides the duties already mentioned, the boat crews carried out 

various other functions. At Naples, transportation of supplies and 

personnel was a major part of their activity, and the boats were often 

requisitioned as pleasure craft to carry soldiers on recreational trips 

to the Isle of Capri. Preparation for inspections played a large part in 

each crew's life. The 5th ALF Emergency Rescue Boat Crew, for instance, 

painted their craft at least five times in one year'. The importance 

attached to the appearance of their boat is indicated by the historian 
22 

of the 5th, who complained: 

Our craft looks fine and we are proud of our paint job 
when we receive orders that we have an emergency trip to 
Naples. We sweat and scratch our new paint job bringing 
the patient aboard and as soon as we start the engine the 
patient is up and running around bumming smokes. What a 
life, war a war, and no chaplain. 

Crew historians for the 5th and 8th recorded no rescue activity, but 

the 11th and 12th participated in 11 rescue attempts during their 

assignment to the 1st Emergency Rescue Squadron. In addition, they 
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cleared the water of debris, searched for mines, towed seaplanes, 

ferried flight personnel, and guided seaplane landings with their 

searchlights. 
23 

The work of the boat crews was restricted by the size of their boats 

and lack of equipment. The first boats to arrive had BD radios, which 

made coordination of their operation with other rescue craft difficult 

if not impossible. Later, radios were inttalled by several of the crews. 24 

Nainterance and securing spare parts were vexing problems. On one occasion 

the crew of the 11th waited several weeks for spare engine parts. When 

three large boxes were finally received, they were found to be packed to 

the brim with parts for a Scripps engine—their boat had a Continental 

Commando.25 The plight of the 8th was even more serious. Arriving at 

Bizerte at the same time as the 5th, in August 3.943, they found their 

assigned boat irreparably damaged because a light grade of engine oil 

had been used in the transmission. After what seemed endless months of 

miscellaneous and irksome shore duties, the crew was transferred to Naples 

in Vey 1944 where it was finally assigned another boat.
26 

It might be an 

understatement to say that the AAF emergency rescue boat crews in the 

Mediterranean were not used in the most efficient manner. 

altadlens. While air-sea rescue operations in the Mediterranean 

generally implied waiting for an 	and then sending out rescue craft, 

and air-sea rescue plan was formulated in advance on four occasions. The 

first three--durimg the invasions of Sicily, Italy, and southern Prance—

were under the control of the British Air/sea Rescue Service. The 

_ 
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fourth—rescue cover for air transport to the Yalta conference—was 

originally planned by the Air Transport Command. 

Before the invasion of Sicily (July 1943) the British established 

three zones for which Northwest African Coastal Air Force, Malta Air Comnand, 

and Middle East Air Command were each responsible, and exact arrangements 

were made for rescue cover within these areas. British and American 

aircraft (01L-10te) were stationed at Bizerte for deep search; British 

aircraft were at Malta; arrangements were made to attach the British No. 

230 Squadron for rescue duties; and the British No. 283 Squadron operated 

from Tunis with a detachment at Paatelleria. British air-sea rescue units 

(surface craft consistirg of eight high-speed launchee, four pinnaces, and 

six seaplane tenders) were stationed at Malta and in northwest Africa. 

There were 35i squadrons based on Malta for the initial assault, but only 

30 pilots were lost in the first seven days. From 3 July to 10 July, 

the period immediately preceding the main invasion of Sicily, 43 lives 

were saved by the continuous search for mieeing aircrews by air-sea 

rescue craft.
27 

Rescue cover for the invasion of Italy (September, 1943) was under-

taken by the British Northwest African Coastal Air Force. Tactical air 

forces assumed responsibility for rescue within 40 miles of the beaches 

as soon as they were established in the Salerno area. A depot ship, 

equipped with. VHF and equipment for refueling launches and flying boats, 

was provided for the assault period. The British No. 614 Squadron was 

based at Borizzo, launches and amphibious aircraft operated from Salerno 

and Milasso, Sicily, other launches were at Ustica and Salina in the 
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Lipari Islands, and AAF O1-10'a covered operations from the north 

African coast. The Allied air forces flew a total of 29,000 sorties in 

support of the Salerno landings; in the first 8 days of the assault 27 

lives were saved la the rescue organization.28 

The rescue plan for the invasion of southern France (Operation 

DRAGOON, 14-21 August 1944) allotted the area within 15 miles of the 

fighter-control ship to RAF rescue units. A British air-sea rescue flying-

control team, charged with initiating rescue action, was stationed aboard 

the fighter-control ship. Another ship, stationed between Corsica and the 

assault area, was equipped with VHF control, homing facilities, two 

pinnaces, and special refueling facilities for rescue launches. Rescue 

craft included two high-speed launches stationed at the fighter-control 

ship, and launches and rescue planes based at Cagliari and Alghero in 

Sardinia and Calvi, Borg's, and Ajaccio in Corsica. Naval despatch boats 

and destroyers were also available for rescue of any aircrew forced down 

in their vicinity.29 

Because AAF air-sea rescue facilities in the Mediterranean were 

increased to a full squadron early in 1944, they were given a more 

important part in DRAGOON than in earlier operations. 

Outside the 15-mile limit rescue responsibility was primarily 

assigned to the AAF, specifically to the planes of Flights A and C of 

the 1st Emergency Rescue Squadron. During the week of 14 to 21 August 

the 2 Corsica-based flights flew 45 missions, achieved 13 open-sea rescues, 

and saved a total of 27 lives. All those rescued were Americans, except 

for one German and two British fliers. The squadron was awarded a 
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presidential -unit citation for outstanding performance of duty during 

this period.
30 

Air-sea rescue cover for the Yalta conference provided a unique and 

knotty problem. It no other time were such a large number of VIPI0 

concentrated in one overwater area. Parts of the route were totally 

unfamiliar to the Air Transport Connam4,cbarged with the planning 

responsibility, and some areas were close to German-held positions. Little 

information was available, and the need for close security made it difficult 

to obtain more? 
 

It was planned to use B. U.S. Navy surface craft along the route and 

to station a B-a7 with lifeboat at Bermuda, another at the Azores, and 

two more in the Mediterranean. Two Navy PBYts were to be at the Azores, 

and three 0A-10 1 s at Tunis, Malta, and Athens. C-47 's were to be at 

Casablanca, Oran, Algiers, and Tunis. Navy squadrons at Bermuda and Fort 

Lyautey and RAP flying boats in the Mediterranean were to be alerted. 32 

Because of the lack of AlF rescue planes, great dependence had to 

be placed on British facilities, and responsibility for air-sea rescue 

was shifted to the theater command, -which delegated authority to the RAF 

officer cieneerlding at Malta. Available facilities were then supplemented 

by the use of 10 British destroyers =110 Warwick aircraft. Since there 

were no B-17 1 s equipped with lifeboats in the theater, an attempt was made 

to move two of them to Malta from an Atlantic station, but the AIF 

Emergency Rescue Branch stated that this was not possible. In their stead 

two OA-10'a were sent to the Mediterranean (the four B-17 1 s of the 1st 

Emergency Rescue squadron, alerted for movement to India, were still 

& 
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available, but had no 1ifeboat4 three lst Emergency Rescue Squadron 

crews were on temporary duty at Malta covering the Yalta conference, 

but since they had no aircraft they took no active part in the operation)." 

With these changes, the original plan for rescue cover was put into 

operation on 1 February and remained in effect until 24 February, when all 

air transport to and from the conference was successfully completed. 34 

With the exception of these two incidents—the lonaims in southern 

France and the Ialta conference—rescue activities of the 1st Squadron 

were confined to search patrols and specific missions resulting from a 

message from a distressed aircraft. Most of its missions were flown in 

the Adriatic, since two flights based at Grottaglie and Foggia aided the 

British rescue facilities in providing cover in that area. One flight, 

based in Corsica, was active in the MediterrameaLwaters surrounding that 

island, north to France and east to the Italian mainland. 

The squadron history explained its mission as follows:
35 

The purpose of this organization is to accompany Fighter 
and Bomber Squadrons, effecting immediate rescue of their 
crews, whose misfortune may lie in being set adrift on the 
open sea. In so doing we may not only save human life, but 
trained and experienced fliers, who can again be at their 
battle stations with a minim= loss of time. 

Exclusive of the humanitarian aspect, the monetary 
saving is not inconsiderable. It is estimated that the 
aggregate expense, to the government, for the training 
program of an Air Crew, with ten men :  approaches a figure 
in excess of i:200,000. 

In the event of high swells, making water landings 
impractical, close radio liaison is maintained with surface 
craft, namely Crash Boats. Pursuant to the geographic 
bearings received, these craft locate and pick up survivors 
that are stranded on dinghies, or that are floating in 
pneumatic life rafts. 
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Generally speaking, the greatest good that can be 
accomplished by a smoothly functioning rescue unit is that 
of maintaining and sustaining the morale of flying Bomber 
and Fighter Personnel. It is no smAll  comfort, to be 
assured that hovering on the edge of battle is a friendly 
formation, waiting expectantly to pull one out of the 
"drink," should he be ill-fated in combat. Such peace of 
mind definitely contributes to the prevention of "war 
jitters" and "flying fatigue." It is no less reassuring 
to know that as soon as a ship is abandoned the location 
has been accurately plotted and a FBY is launched on its 
mission. Mach of the fear of "ditching" is thereby cir-
cumvented and the hope of survival made almost a certainty. 

Like the loaded automatic at the LPIs side, the very 
presence of an Emergency Rescue Squadron promotes the 
realization that help and protection are there, should 
the exigency arise. This will give to the airmen an 
additional measure of confidence, so vital to mental 
composure, for no man is unafraid. 

During the first month of operations, a rescue which demonstrated 

the squadronis zeal in carrying out its mission was effected. On 17 

April 1944 an 0A,-10 sighted a lone survivor in a dinghy while searching 

for a ditched, Irellingtan. A strong wind and 15-foot waves made a landing 

almost impossible, but there was only a BOO-foot ceiling, and it was 

feared that if sufficient altitude were gained to send a radio message to 

bring a rescue launch to the scene, the survivor would not be found again. 

The crew Hunambriously decided" to land, and they picked up the survivor. 

Zinc° take-off was impossible, the pilot taxied toward Bastia, Corsica, 

until all gas was expended. Fortunately a high-speed launch was encountered, 

and the plane was towed to shore, 

Twelve days later another Corsica-based rescue crew accomplished a 

mission which merits description because of the dispatch with Ithich it 

was executed, and because it reveals something of the procedure employed.
37 
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Six hundred and forty planes, with crews keyed for action, 
participated in a surprise daylight raid on Toulon. Al]. 
crews of the 1st Emergency Rescue Squadron were instructed 
to stand by for immediate search. At 1230, emission was 
ordered by the Ajaccio Control Sector and one b3, one the Pala 
took off from the Bay. The "fix' for the "ditching," as given 
by the disabled B-240, with both portside engines gone, was 
42°22' North and 07°03' East. At 1400 two dinghies, contairing 
ten men, surrounded by sea-marker, and arrhored by an open 
partially submerged parachute were sighted by Lieuterart Nork 
and crew of Flight "B." Because one of the occupants was 
known to be injured, permission to land was asked and granted 
by "Seagull 01," the cooperating surface craft. A smooth 
landing in a sea corrugated with moderate swells was accom-
plished and the survivors, most of them drenched to the skin, 
were helped aboard, through the port blister hatch, after 
dismounting the fifty caliber machine gun. Never have we 
seen such a demonstration of elation. "Thank God for the 
Catalina," one managed through purple lips, and chattering 
teeth. Sodden clothing was removed and the crew intact to the 
man, was bundled into blankets and given a "nip of spirits." 
The men sighed happily. Presently the beat in their stomachs 
matched the warmth of gratitude in their hearts. Lieutenant 
York started the engines with speculation, not unmixed with 
apprehension, for the PBY, packed with eighteen persona, and 
burdened with retrieved equipment, was ponderously loaded. 
The engines roared mightily, throbbing, pulsating, accelerating 
and strained for flying speed. The wave crests, with watery 
fists, pounded the hull unmercifully. After breathtaking suspense, 
which seemed to stretch interminably, the Catalina, vibrating 
from bow to stern, cleared the water. An expectant crowd greeted 
11957" as it tottered up the ramp. The rescued, like so many 
Indian Braves, only less scantily clad, were helped into a 
waiting Ambulance and were rushed to the hospital, operated 
by the 2688th Group. 

The B.-24G is said to have "ditched" at 1300; the dinghies 
were sighted at 1400, water landing was successfully made at 
1500. The take-off was undertaken at approximately 1530, and 
the PBY taxied out of the basin and up the ramp at 1615: 

In summarizing the exploits of the 1st Emergency Rescue Squadron, 

the recommendation for citation prepared 6 September 1944 emphasized 

the almost continual hazard of attack from enemy fighters and antiaircraft 

and coastal guns.%  On 16 November 1944, for example, an 0A-10 on a 
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search in the Adriatic was bit by antiaircraft fire and forced to ditch. 

The rescue crew took to their lifeboats as their plane sank, but rescue 

operations could not be undertaken until the following day, since the forced 

landing occurred near dusk. At 0800 on the 17th the survivors were sighted 

in two dinghies, an 0A-10 landed, and the rescue was effected without 

incident.39 

As late as March 1945 enemy artillery constituted a hazard for 

rescue planes and their crews. Take a mission of 21 March, for example:
40 

Lt. Dunn off at 0835 for a P-40 pilot. Arriving at the fix, 
the man in a Mae West was located at once. Making sure no nines 
were in the vicinity, the FEY was landed on the water. Just as 
the aircraft approached the victim, the shore batteries opened 
fire with 88mm guns. The survivor was so weak he could not hold 
the rope to get him up, it was decided to hook him by the Mae West 
and this proved successful. All the time the coastal guns were 
throwing all they had. The ship was hit in the wing and the 
right blister glass was broken. One shell exploded under the 
tail. 

The plane finally managed to take off and return to its base, but two 

crew members were wounded in the action.4/  

In the performance of their duties, the personnel of the rescue squadron 

sometimes found themselves giving aid to the enemy. Two rescues of enemy 

personnel have been described in detail: 42  

Lieutenant Walker ad crew, on„stand-byZat GrottagLi2/1 
 were awakened at 0500 L8 June 1941J and informed of atitching" 

which had oecurred fourteen miles South of the "heel" of Italy. 
During the night a "Beaufighter" had shot down a JU-88 
reconnaissance plane which for weeks had been frequenting the 
sunset skies of Southern Italy; particularly the harbors and 
convoy lanes. The "Beaufighter" noted the "ditching" position 
and remained in the immediate locality radioing the "fix," which 
was established at 39°27 North and 18 °25' East, to the control 
sector. The Catalina, under cover of two "Spitfires" from the 
249th Fighter Squadron (RAF), was straightway directed to the 
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scene. Two men, loth Germans, bobbing about in life vests 
about one hundred yards from a burning. red flare, were sighted 
at 0605, tossed a rope and assisted aboard. . . . The rescued 
Germans . . . made it understood that there was a third comrade 
in their crew . . . missing. After a short period of search the 
body of the third man was found, floating face dawn about five 
hundred feet from the sight Lola/ where the raft was discovered. 
There was roam in the PBY for the dead German and he was lifted 
aboard thru the port blister hatch. Take-off on moderate swelle 
was comparatively simple. Landing at Grottaglie Field was 
effected at 0745. 

A second rescue of German aircrewmen was accomplished by a Corsica-

based 0A-10 on 14 June 1944: 43  

At 0515 hours, Lieutenant Hebert B. Bell's crew . . were 
alerted for a Rescue Wission . . . at a position thirty-six 
miles northwest of the Cape at Calvi. 

During the night a plane had spotted a distress Signal 
flare at this position. A "Halifax's bad been missing all 
night and the "Filter Reoe reported that a hostile plot 
had faded in this vicinity. The crew took off at 0615 hours 
and proceeded by Pilotage and dead reekoniag to the position 
of the proposed search. Here a square search was executed 
and on the sixth leg at 0718 hours, Sergeant Welling reported 
over the interphone that flares, sea marker, and a dinghy were 
visible to the Starboard at a distance of about three miles. 
The square search was immediately abandoned and the crew flew 
toward the dinghy soon determining that there were four men 
aboard. A landing was made and when they had taxied to within 
about one hundomeiyards of the dinghy, it was possible to 
identify the occupants as German fliers. Security measures 
were taken by placing three of the crew who were carrying .45 
Pistols in various positions in the ship. The Germane showed 
no hostility and appeared to be very grateful for their lives 
being saved. 

Besides the rescue operations which were the particular mission of 

the 1st Emergency Rescue Squadron, its personnel sometimes engaged in 

other activities. In December 1944, for instance, they were called on 

to evacuate the 10-man crew of a B-24 which had been dawned in Yugoslavia; 

an OA.-l0 removed theatres an offshore island. Rescue cover patrols for 

VIP flights were flown on several occasions. Fighter pilots were ferried 
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fran one field to another, mail was delivered, and transportation for nurses was 

provided.44  

Rescue statistlice.  Determination of the effectiveness of rescue efforts 

in the Mediterranean Theater is difficult, even if the study be restricted 

to the AAF 1st Enareency Rescue Squadron. During the first four months of 

the squadronss operations (April-July 1944) 226 sorties were flown, 59 of 

them successful; 80 Allied airmen and 6 Axis crew members were saved. In 

the last 4 months of 1944, 102 missions were flown, and 38 of these were 

successful. By 31 December 1944 the squadron bad rescued a total of 244 

airmen.45  

Comparison of the total number of sorties flown with those which were 

successful might seem to indicate that approximately 25 per cent of all 

crews that went into the sea In the first four-month period were saved, and 

38 per cent in the four months ending 31 December 1944. Acteelly no such 

sweeping conclusion is justified. Mo consolidated record of the member of 

Allied aircraft down at sea was maintained, nor of the total number of crew 

members. Interpretation of even the squedron'a own figures is made 

difficult be  the frequent lack of indication as to how many persons were 

involved either in crashes which were not found or in incidents which were ac-

counted successful. A sortie might be considered successful if 1 member of 

a 10-man bomber crew were rescued. Filly, some other agency may have saved 

personnel for whom 1st Squadron crews were searching, but if the 1st Squadron 

did not find them, the sortie was accounted a failure. 

Conclusion. Several rocomicndation for clatai6c4; in air-sea rescue 

equipment, preea:tre, and planning resulted from the experience in the 
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Mediterranean Theater. Early in 1944 it VAS suggested that much more 

extensive facilities were needed for adequate rescue coverage. Recommendation° 

included 2 air-cea rescue officers for staff and command duty, an airborne 

rescue detachment with 3 OL-10te for each 400 miles of coast line, and a 

boat detachment for each 200 miles, 111 detachments would be self-sufficient 

for quarters, rations, transportation, supply, and lower-echelon maintenance. 
46 

Dissatisfaction with the alert procedure led the personnel of the bat 

Emergeney Rescue Squadron to suggest changes reininIscent of those recommended 

by their Englieh counterparts. Rather than wait for a distress call, they 

urged that rescue planes follow each bombing mission and await the return 

of the heavy planes. lAditional equipment was also suggested. More smoke 

bombs, rocket lines, sleeping bags, safety belts for survivors, and seasick 

pills for all personnel in case of extensive taxiing were needed as part 

of rescue-plane equipment. Because a number of searches had been successful 

when a flare was spotted, it was recommended that additional flares be 

placed in each life raft. 47  

American air-sea rescue experience in the Mediterranean Theater was 

rather brief. Little over a year elapsed between the beginning operations 

of the first informal organization and the invasion of southern France, which 

marked the beginning of the end of need for overwater rescue cover in the 

Mediterranean. The only formal flyins rescue unit in the area saw service 

for less than nine months before its peraennel began to be transferred to 

India, and its activities were curtailed because of lack of planes and 

personnel. Although the achievements of rescue personnel should not be 

underestimated, they were accomplished with a minimum of equipment, inadequate 
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for the task. The lack of equipment and personnel was underlined by 

the inability of the Ilr Transport Command and the Imerican theater 

headquarters to furnish complete air-sea rescue cover for the flights 

to Yalta. The effectiveness of air-sea rescue cover in the Mediterranean 

was largely due to the British rescue organization in that area, which 

provided a continuing service on a large scale from the Sicilian invasion 

until Germany's surrender. 
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Chapter V 

THE PACIFIC THEATITS AL@ THE CBI 

1,24,,se,duc tjan 

The war with Japan presented air-sea rescue problems not encountered 

in the European conflict. The far reaches of the Pacific made overwater 

flying inevitable in pirost all air operations, and called for an air-sea 

rescue effort on a larger scale than was necessary in other regions. At 

the same time, the comparatively small land areas made establishing rescue 

bases difficult. The war in the Pacific necessitated continual movement of 

bases as the Allied attack, after initial setbacks, began to achieve 

success. Organization for air-sea rescue in this respect bare a closer 

5iv4 larity to rescue planning in the Mediterranean than in England, for in 

Great Britain the bases remained constant, and a well-coordinated, constantly 

functioning communications system for controlling rescue efforts was 

poosible. In the Pacific phase of the mar, as in the Mediterranean, 

standardized control of rescue operations could not so easily be established. 

Moreover, the assistance given by the British rescue organization to 

the AAF in the European and Mediterranean Theaters was absent in the 

Pacific.* In England an efficient and effective organization trained 

the AAF rescue control personnel on their arrival. AAF spotter squadrons 

*In 1942 the British secured American agreement "to assume rescue 
responsibility for the United States zone of operations in the Far East" 
(Air Ministry (A.H.B.), Air/Sea Rescue, p. 136). 

66 
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wore established in a pattern already tested by their Allies, and the 

American emergency rescue squadron, the 5th, followed the British lead 

in equipment and practice. In tio rediterranean„ also, a British air-sea 

rescue organization was on hand to aid in the recovery of AAF personnel 

forced to ditch of bail out averwater. The lot Emergency Rescue Squadron, 

and the LAS rescue detachments which preceded it, operated as adjuncts of 

•ne British rescue service. In the war against Japan, on the other hand, 

British aid was important only in the Cnina-Burma-India Theater (CBI). In 

the Southwest Pacific (SZA) and Central Pacific (C2ZPAC) theatere the 

rescue burden was borne aLoot entirely by the American forces. 

Deeeite these handicaps, the final rewards for the establishment of 

effective large-scale rescue organizations in the Pacific were greater than 

in any other theater. Not only would a higher percentage of flyere be 

in need of rescue, since virtually all flights were over large areas of 

water, but also the Japanese had threatened to execute Allied flyers who 

fell into their hands. 1 The development of air-sea rescue organizations 

was imperative in the interest of prescevin7 the lives of Allied aircrews, 

and Cforts had to be extended well into enere3r-held waters. The rescue 

services could also serve Z-is a powerful morale builder, for not only 

the saving of life important in itself and because it represented a 

saving in money and in the time spent in flying training, but it night 

alleviate the flyer's fear of going down at sea with no chance of survival. 

In the Eitropean Theater, Eighth Air Force nzrers knew that they had over one 

chance in three of being rescued if they reached the surface of the water 

alive. A similar assurance in the Pacific mould be tremendously valuable. 

4.0.1404444, 
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The Southwest  Pacific Theater 

OrEanization. During the first year of the war there were no AF 

rescue organizations in the Pacific, although U.S. Navy amphibious planes 

carried out rescue duties in both the Central and Southwest Pacific Theaters. 

But early in 1943 an ALF rescue organization, the Fifth Air Force Rescue 

Service, was established in the Southweet Pacific. It was pioneered by 

114. John H. Smn13, Jr., who arrived in hew Guinea on 11 December 1942. He 

found "universal interest in rescue,' but no rescue structure in existence. 

With only one assistant, an enlisted law; and without an organization to 

help him or any precedent to guide his actions, be began to direct search 

and rescue missions, using any means that came to hand. For over six months 

he continued these efforts, using the planes of operational units for search, 

and calling on the RAAF I Rescue Squadron and the RAAF Small Boat Unit for 

rescue, before two Olo-10's were finally assigned to the Fifth Air Force 

Rescue Service in August 1943. It was nearly a year later (in July 1944) 

before the first organized AAF rescue unit to reach the Sputhwest Pacific, 

the 2d Emergency Rescue Squadron, was assigned to Fifth Air Force. Before 

its arrival, Ilajor Sm$111  had directed operations accounting for 54 rescues 

during the intensive air attacks on Rabaul, and by April 1944 the tenuous 

rescue orgnnization had accomplished the surprising total of 455 rescues.
2 

14eanwhile, Thirteenth Air Force interest was aroused by the efforts 

of the Fifth, and a. rescue organization was formed in that headquarters also. 

When the 3d Emergency Rescue Squadron reached the Southwest Pacific from 

the Zone of Interior, it replaced the 2d, which was then assigned to the 

Thirteenth Air Force.3 
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During the first year of rescue operations in.the Southwest Pacific, 

the decision was made to assign the rescue organizations to air force 

headquarters. Fifth Air Force was responsible for this action, and the 

Thirteenth followed suit. But the major credit for this decision should 

be given to Major Sma11.4  

The basic LAF air-sea rescue organizations—squadrons and boat crews-- 

stationed in the Pacific were the same as those used in the war against 

Germany and Italy. As the war progressed, however, the boat crews were 

combined into squadrons, and these units joined with the air squadrons to 

form composite groups. This type of organization had evolved in both the 

Fifth and Thirteenth Air Forces by the autumn of 1944. Thus the Fifth 

Air Force Rescue Service became the 5276th Rescue Composite Group (CO on 

24 September 19441  combining the 3d Emereeney Rooeue Squadron and the 14th 

Emergency ne$C110 Boat Squadron.* In April 1945 the 6th Emergency Rescue 

Squadron was ale° assigned to the 5th Emergency Rescue Group, successor 

to the 5276th. The 5230th Rescue Composite Group (P) was activated in 

October 1944 by Headquarters, Thirteenth Air Force. It included the 2d 

Emergency Rescue Squadron and the 15th Emergency Rescue Boat Squadron. 5 

Although a rescue group was assigned to air force level of command, 

the individual flights often found themselves widely separated. The 

flight assignments of the 3d Emergency Rescue Squadron of the Fifth Air 

Force in the Philippines were typical. 

Unite of the Fifth Air Force rescue organization began moving into 

the Philippine Islands late in 1944, the 3d Emergency Rescue Squadron leaving 

for Dulae, Leyte, on 30 October. From that point, flights of the squadron 

followed closely on the heels of invasion troops--in December Flight D 

*The 14th Emergency Resoue Boat Squadron had been formed in June 1944 
from rescue boat crews aseiened to various duties in the Australiseliew 
Guinea area. .4001KeHeepplkilti 
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was stationed in Mindoro, and in January Flight C was transferred to 

Luzon. By 1 14ay 1945, squadron headquarters and Flight A were at Tacloban, 

Leyte; Flights B and C were on Lnzon, at Clark Field and San Marceline, 

while Flight D was on Mindoro. On 21 Nay, Flights A and C were moved to 

Floridablanca, Luzon. Flights A and B were later transferred to northern 

Luzon to cover air operations from Okinawa. No other moves were made 
6 

by this squadron, until it was transferred to Japan in the autumn of 1945. 

Besides this geographical separation, the flights were sometimes -under 

different operational control. In Nay 1945 the 3d's headquarters and Flight 

'tat Tacloban were directly under the 5th Re,scue Group, but Flight B was 

under the 308th Bombardment Wing, Flight C under the 309th, and Flight D 

under the 310th.
7 

Similarly, units of the 5230th. Rescue Composite Group of the Thirteenth 

Air Force were located at widely separated points late in 1944. Detachments 

of the 15th ER Boat Squadron were at Noemfoor, Sanaapor and Biak, New Guinea, 

and Norotai, in the Moluccas, in October 1944. At the same time, Flights 

B and 0 of the 2d ER Squadron were on Middleburg Island, off the tip of 

Dutch New Guinea, and A and D Flights were on Morotei. In April 1945 there 

were units of the 13th Emergency Rescue Group, successor to the 5230th, on 

Morotai, and in Palawan, Zamboanga, Leyte, and Samar, in the Philippines.8  

Personnel and eouinment.  'When the 2d Emergency Rescue Squadron, was 

activated in December 1943 it was authorized a headquarters and 4 operational 

flights, with a total strength of 59 officers and 205 enlisted men. Twelve 

0A-10 aircraft, four AT-Ills, and four IJ-5's were allowed by the table of 

equipment.9 By January 1945, the 2d Squadron's assigned personnel strength 

4111.11-11- 11.131411111.11119,11. 411.111110  
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was 67 officers and 270 enlisted men, and the squadron had in its 
10 

possession 9 0A-10's, 2 C-47's, and 1 0-45. 

On 21 December 1944 the War Department prescribed a revised T/OCLE 

(1-987). Personnel authorization under the new regulation increased the 

size of emergency rescue squadrons to 93 officers and 328 enlisted men. 

Aircraft equipment was chanced to include eight B-1?'s, four helicopters )  

and four L-5's with floats. Each squadron was to retail -) 12 CA-10'0.11  

The most commonly used AAF rescue aircraft in the Southwest Pacific 

were 0A,-10 1 s, although L-5's were authorized and sometimes available, and 

other types such as C-45 1 s, C-47's, and B-24 1 0 were often pressed into 

service. The 01k-10 1 s caused many problems, as they were frequently 

damaged in water landings. As late as 1945 the 6th Emergency Rescue 

Squadron lost four chips as the result of damage incurred in landing 12 

Some of the 0A-10 1 s manufactured by Viokers in Canada were delivered with 

equipment which had to be replaced before they could be flown.
13 

B-17's equipped with lifeboats began arrivirg in the Pacific in the 

spring of 1945. The first ones brought their OWD problems, since the 

rescue squadrons had no mechanics who were familiar with them )  and parts 

were scarce.14  Helicopters made their appearance in the Pacific in the 

last months of the war, but they were confined chiefly to land rescue and 

evacuation duties.* Three helicopters, for instance, were used by the 8th 

Emergency Rescue Squadron, assigned to the China Air Service Command, by 

*The first recorded instance of an air-sea rescue performed by a 
helicopter in the Pacific occurred on 6 Esy 1947. The rescue craft was 
assigned to the 3d Emergency Rescue Squadron, then based in Japan. 
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May 1945, and succeeded in effecting 7 land rescues within the next 30 

fays.
15 Is late as June 1945, however, the 13th. Emergency Rescue Group 

was unable to obtain a helicopter despite urgent pleas that one was needed 

to rescue personnel stranded in Borneo. 16 The 5th. Emergency Rescue Group 

had a helicopter by April 1945, but it was used for evacuating sick and 

injured personnel, picki.ng up prisoners who had escaped from the Japanese, 

and the transportation of supplies and personnel.'7 

A combination of facilities was often employed in rescue missions. 

In one such instance an MAO and a B-17 of the 5th Emergency Rescue Group 

cooperated with a submarine in rescuing a pilot on 6 May 1945. The 0A-10 

arrived five minutes after the fighter pilot was forced to parachute into 

the sea. Minutes later a B-17 was on the scene and dropped its lifeboat, 

and the final  pickup was made by a submarine. 
18 

Personnel and equipment strength of the boat squadrons assigned to 

the 5276th and 5230th Groups varied greatly. In January 1945 the 14th 

Emergency Rezone Boat Squadron, of the 5276th Group, had fifteen. 85-foot 

boats, six of 63 feet, five 45-feet long, one with a length of 36 feet, 

and eight of 28-foot length. Assigned personnel numbered 88 officers and 

320 enlisted men.
19 

In contrast with the 35 boats operated by the 14th 

Squadron, the 15th Emergency Rescue Boat Squadron, assigned to the 5230th 

Group, had only 24—three 104p-foot boats, nine 85-feet and twelve 63-feet 

long. Assigned personnel totaled only 134-30 officers and 104 enlisted 

men. 20 

Operations.  immediate rescue service accompanied many of the air 

strikes in the Southwest Pacific. Protection could be advanced to the 
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immediate vicinity of the target if air superiority, adequate come 

mueications, and water landing areas were all present. The rescue service 

prepared and issued a plan based on the daily operations order; the rescue 

aircraft and boats then proceeded to the close vicinity of the strike and 

stood by to came to the aid of personnel compelled to ditch or bail out. 

In addition to rescue cover on specific missions, dei)y protection of air 

traffic and air routes was provided by patrol and alert aircraft and boats. 

Notice of distressed aircraft was received through assigned communication 

channels, and the available facilities were sent to the rescue. 

An example of rescue cover for a combat mission is afforded by the 

strike on Balikpapan on 10 October 1944. The Fifth and Thirteenth Air Forces, 

the 91st Reconnaissance Wing, and elements of the U.S. 'levy participated in 

this action. In order to insure successful rescue cover for an operation 

of such magnitude, central rescue control and advance planning were 

necessary. Knewledge of enemy fighter strength, ocean currents, preveiling 

winds, and weather conditions were essential to determining the number 

of rescue planes that would be needed, the fighter escort required, the 

selection of a site for a rescue submarine station, and the location of 

rescue aircraft stations. 

It was decided to use a device known as the "rescue line." The line 

consisted of rescue craft stationed at definite positions along the path 

of the tactical operation. Boats as well as planes were sometimes included 

in such a line, but in this particular case the only rescue facility used, 

other than AAF 0A-10ts and Navy PBY 8 s, was one submnrine from the Seventh 

Fleet (sUbmarines used for rescue purposes were appropriately dubbed 

lifeguard sulexcerines). Seven rescue aircraft of the 2d Emergency Rescue 
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Squadron were assigned to the rescue line. Two of these were in the 

forward area nearest the target, and two others covered the middle 

and rear areas. Three planes remained on the ground on the alert, ready 

to give aid whenever needed. Since no ALF fighter planes could be spared 

to afford protective cover for the rescue aircraft, and enepy fighter 

concentration was expected to be heavy, no planes were assigned to 

rescue cover directly over the target. The lifeguard submarine was stationed 

15 miles off shore, as close as was considered safe in view of the expected 

enemy fighter opposition and the depth of the sea in that area. 

A comprehensive rescue communication order was written, and specific 

rescue frequency assigned with orders that it be guarded with scrupulous 

care. Instructions regarding distress calls to the rescue sualmerene were 

given, with emphasis placed on the use of a code which woad transmit all 

necessary details on the distressed aircraft (i.e., its position, cause 

of distress, type of plane, etc.), but would not betray the submarine's 

21 presence and location to the enemy. 

The rescue cover for the Balikpapan strike operated with the highest 

degree of efficiency. All personnel who reached water or land away from 

the target alive were rescued, and it was believed that all those who 

reached the water alive near the target were also saved. A total of 40 

were rescued--24 by plane and 16 by submnrine.
22 

The Balikpapan action was not the first instance of air-sea rescue 

in which naval authorities cooperated with the AAF. In raids on Truk, 

in April 1944, a lifeguard submarine was a part of the rescue equipment 

3  and was credited with saving 22 persons. 	lbs use of submarines for rescue 
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continued to the end of the war. In order to facilitate assignment of 

submarines for rescue duties, the Navy eventually appointed submarine 

liaison officers to headquarters of the air forces in the Pacific. 24 

Elaborate safeguards continued to be enforced in order to keep the 

eubmarineis presence secrct. The necessity for caution often made it 

impossible for the submarine to rescue personnel in the sea if they were 

close to enemy installations. It was feared that if the submarine surfaced 

long enough to allow the survivors to clamber aboard, it would be attacked 

by enemy fighters or subjected to fire from shore batteries before it could 

dive. In balancing the possible loss of a submarine and its crew against 

the gain of an aircrew, the decision was against the rescue attempt. Late 

in the war, however, a technique which, lessened the danger to the submarine 

in a rescue close to shore was devised. In the event that an airman fell 

into the sea close to an enemy inetaIleticnluith a friendly submarine 

nearby, the submarine would pass close to the dinghy at periscope level, 

and the survivor would pass a rope around the periscope. The submarine would 

then tow the rescued airman out to see before rising to the surface and 

completinE, the rescue. Several instances were recorded in which this 

maneuver was completed eucceeefully.
25 

Although the value of submarines in rescue activities was demonetrated 

on many occasions, each time its employment was the result of a specific 

request in relation to a particular operation. Laval authorities reserved 

the right to deny the request if they felt it was not justified, or if the 

submarine would be greatly endangered. Among other reasons that counted 

most heavily in such a decision were the importance of the strike, the 

strength of the enemy, and the adequacy of other rescue facilitiee.
26 
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Despite the measures normally taken to insure the safety of the 

rescue submarine, there were occasions on which this caution was dis-

regarded. One of these involved a au 	 marine rescue of the crews of an 

OA-1O and a B-29. 

On 29 Eby 1945 an OL-10 of the 4th Emergency Rescue Squadron* was on 

station directly over a lifeguard submarine as part of the rescue cover 

for a bombing mission to Japan. Amessage was received from a B-29 that 

its wing plane was about to ditch. A few ninutea later, the ditching was 

confirmed and the position given in code. The OAp.10 immediately flew to 

the site, but found nothing. The B-29 called again, asking permission to 

give the position "in the clear" (without use of code). After permission 

was given, the rescue plane flew to the tow position and succeeded in 

spotting two large rafts and one small ore. The pilot immediately landed 

and tranaferred the survivors to the plane, but on take-off three large 

swells broke into the cockpit and smashed the propellers. The left 

propeller and housing were pushed into the pilotle compartment, knocking 

the pilot unconscious. The co-pilot imnediately cut the engines, attempted 

to staunch the flow of blood from the pilot's lacerated head, and ordered 

the radio operator to send an SOS in the clear to the submarine. An 

anxious hour and a half passed before the submarine arrived, took the 

two crews aboard, and sank he plane with surface fire. The pilot died during 

the night and was buried at sea, but the other survivors were put ashore at 
27 

Iwo Jima the next morning. 

*For an account of the 4th Emergency Resew) Squadron, see pp. , 82..83, . 

40,M115!■1110411 
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The individual rescue planes and their crews Wore the primary agents 

in the saving of life in AAP operations. The aircraft flew assigned 

patrol sectors during bombing missions and carried on routine patrols of 

air lanes. In addition, one or more crews of each unit were customerily 

on a stand-by alert in case of an unexpected request for help. Uhen an 

SOS was received, either by a rescue plane in the air or by a ground 

receiver, the rescue plane reached the scene as quickly as posaible and 

began its search. when and if the crew in distress was located, the 0A10 

landed and picked up the survivors. If sea and weather conditions did 

not permit a larding, the rescue plane dropped supplies--includimg a 

dingby--cireled over the spot, and attempted by means of radio to bring 

a surface craft to the rescue. The assignment of B-17's with lifeboats 

early in 1945 removed some of the necessity for hazardous amphibious 

landings. The lifeboats carried by the converted bombers provided the 

crew in the sea with amens of survival without further assistance. 

Usually, however, surface craft intercepted the lifeboat and removed its 

occupants before it had proceeded very far. 

example of an efficient B-17 rescue operation occurred on 13 June 

1945. AB-17 dispatched to search for a B-24 crew down in the sea somewhere 

between Formosa and Luzon searched fruitlessly for 7i hours and was 

returning to it base when it received a strong distress signal. It 

turned back and some 25 minutes later spotted 2 life rafts. Dye markers 

and flares were dropped to mark the spot, and smoke bombs to indicate the 

wind drift. The lifeboat was then successfully dropped within 40 feet of 

the rafts. After the survivors boarded the boat, a note was dropped 

giving them their position and coursoond a few hours later motor torpedo 

(FT) boats were on hand to make the final rescue.
28 

di • ier 11-51 
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Earlier that same year, an 01-10 crew of the 13th Emergency Rescue 

Group completed a spectacular rescue of the 17 survivors of 3 B-25 1 0 shot 

down near their target, Zamboanga, in Mindanao. One crew was so near the 

Japanese-held beach that enemy barges were already on their way to capture 

it when the rescue plane landed. Other B.-25's in the vicinity held off 

the barges while the rescue crew, working under machine-gun and mortar fire, 

picked the men up. The second B-25 was near-by, but only 500 yards off-

shore. Nevertheless, the 0A-10 taxied in and picked up the crew. At this 

time 1 engine became overheated and went out of commission for 15 

minutes. The third B-25 was 15 miles away, but the sea was too rough for 

a take-off, and the pilot taxied the entire distance. By the time the 

last group of survivors was reached, the 0A-10 was leaking badly from the 

buffeting of the high waves, but the jettisoning of 400 gallons of 

gasoline lightened the plane sufficiently to make possible a take-off even with 

25 men aboard. 
29 

These two incidents illustrate the varying abilities of the two types 

of rescue aircraft. The B-17 was able to insure survival of distressed 

airmen without any danger to its own crew other than that normally present 

in a long overwater flight. The CA-10 could perhaps have done the job as 

efficiently, but the rough sea would have endangered the rescuers. On 

the other hand, the rescue performed b5 ,  the 0A-10 could not have been 

accomplished by a B-17. In the time it would have taken for the B-17 to 

drop a lifeboat, the B-25 crews nearest the enemy beach might very well 

have become Japanese prisoners. For such a rescue operation as that off 

Zamboanga, the B-27 was no substitute for an amphibious plane. 

4#C11111111filtillit,00114111, 
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In the spring of 1945 the need for long-range rescue aircraft to 

accompany raids on japan led to experiments with B-29's fitted with a 

lifeboat. Although finally successful, the experiments were not completed 

in time for fl-29's  with lifeboats to see action in the war. B-29's were 

eventually used for rescue purposes in the bombing missions against the 

Japanese home islands, but their duties were confined to search, orbit, 

and dropping emergency equipment.
30 

Besides saving lives on the sea, the emergency rescue air squadrons 

and boat crews were often called -upon for land search and rescue. Even 

in the wide reaches of the Pacific some airmen did JunnPee to hit the 

islands, dwarfed though they were by the water expanses surrounding them. 

Friendly natives often hid Allied pilots and managed to convey word of 

their presence to the nearest AAF forces. Evacuation by air or boat was 

then arranged. 

Rescue facilities were also used for many purposes other than rescue. 

Prisoners were sped by rescue planes to intelligence officers for interrogation, 

critically wounded or ill persons were evacuated for trestrent, and 

intelligence personnel were dropped behind the enemy lines. Carrying 

messages and supplies to guerrilla forces, particularly those in the 

Philippine Islands, was often a duty assigned to rescue personnel, and air 

rescue planes were also used for maintaining liaison between services, for 

photographic missions, and for reconnaissance. Boat units were commonly 

used for transportation and evacuation missions, and there were several 

instances of crews whose duties seemed to consist largely of providing 

recreational trips for other military personnel. 31 



AHS....95, Chap. V 	 80 

Statistics.  Despite the attention given to these other duties, 

available statistics indioate a creditable performance of the primary 

mission. The 2d Emergency Rescue Squadron achieved a record total of 588 

reocues.
32 

The accelerated pace of bonbing missions after the AAF came 

within rano of Japan is indicated by the record of the 6th Emergency 110.5014) 

Squadron, which arrived in SPA in April 1945. Operating from the Philippines, 

le &dee, and Okinawa, the 6th amassed a total of 232 rescues in less than 

5 nonths.33 Among the air forces, the rescue organization of the Fifth 

Air Force accounted for approximately 1,650 rescues by April 1945.34  

Surface craft played a major part in rescue operations in the Pacific. 

For instance, during its first year of operation (July 1943-June 19443 

Fifth Air Force Rescue Service boats and planes each accounted for approxi-

mately an equal number of reecues.
35 

After June 1944, however, the 

superiority of seaplanes for rescue operations became apparent as the air 

war ranged farther north and combat aircraft flew longer missions. By 

January 2945 seaplane rescues totaled 650, while only 380 survivors bad 

been picked up by surface craft.
36 

Any accurate total of rescues is rendered diffioult by the absence 

of consolidated statistics. Lack of statistical evidence also makes it 

difficult to state the percentage of successful rescues. The statement 

was made at an air-sea rescue conference at Guam on 3 July 1945 that rescues 

were being accomplished in 90 per cent of all cases where the ditcbiele or 

bail-out was eucceseful, but there was no indication that this referred 

solely to AAF efforts.
37 
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Rescue statistics compiled from the Far East Air Forces Air Surgeon'e 

monthly reports for July 1944 through February 1945 (see tables on the 

following page) show that rescue effectiveness during the eight.month 

period averaged 46.4 per cent in cases where the location of the survivors 

was known. If the total number of missing aircrew meMbero were considered 

the average percentage of personnel rescued dropped to 29.9 per cent. 38 

These figures were fur below the 90 per cent mentioned in July 2945, but 

they represented a more impressive record than that achieved by the Eighth 

Mr Force, where the problems were not nearly so complex. The Far East 

Air Forces' well-trained crews had one chance in two of being rescued upon 

completion of a successful ditchine, as compared with one in three in 

the Eighth Air Force. 

7.1g Centre].  Pacific Theater 

Organization.  The initial rescue plan for the Central Pacific was 

based on the assumption that the U.S. Leavy would be completely responsible 

for air-sea rescue. The theater did not establish requirements for any 

ALF reap= units until the existing rescue cover was found to be inadequate 

for X2:I Bomber Command operations. The inadequacies of the rescue 

organization were pointed out by a study of 6 November 1944 which etatede 39  

• . • The Ea vy was found to have a well-organized and effective 
air-sea rescue organization. The Air Forces in that area Aid 
not have a good organization and did not appear to be at Led 
in the least concerned therewith. The Navy organization is 
built around and for carrier strikes. It is not an organization 
for, nor does it effectively operate with shore based aviation. 

The AAF had determined from experiences in the Southwest Pacific that 

rescue units should be a part of a combat air force, and ohould not be 

under theater commands affording rescue cover on an area basis. In the 
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Central Pacific, however, the AO concept could not be realized, since 

it conflicted with directives issued by the theater command enjoining 
40 

area or island responsibility for land-based aircraft. 

Rescue coverage improved as a result of LAF augmentation of naval facilities 

in the spring of 1945. On 6 February the 4th Emergeney Rescue squadron 

arrived at Peleliu, in the Palau group, to assist in covering missions 

against Japanl  and in July the 6th ER Squadron—assigned to Fifth Air 

Force--was divided between 1e alma and Okinawa to assist in rescue 

operations for missions to Japan. The 7th ER Squadron was redeployed from India 

to Okinawa in August for the same purpose, though the war ended before it 

could render any asaistance. 

That the situation was  still unsatisfactory to the 	,however, was 

indicated by a series of letters between Lt. Gen. Barney M. Giles ;  Commander, 

IF in Pacific Ocean Areas, and. Lt. Gen. Ira C. Baker, Deputy Commander, 

1AF, in Nay, June, and July 1945.42  General Giles characterized the rescue 

cover as "inadequate," and the AAF contributions as "late and small. '  

Genera]. General Eaker replied that "the meagerness of the AF contribution to 

rescue facilitiea in the Central Pacific has been due, I believe, to the 

fact that in the past we have let somebody else run the show." 44  

No action was taken, however, to increase the AO share of responsibility, 

and aince accordina to the theater commander's directive the naval 

commander in the Marianas was responsible for the area, AAF planes and 

personnel were made available to the navy's rescue task group. The 

assignment of AF personnel made possible the establishment of a rescue 

control center on Iwo Jima. This center, ostensibly a navy responsibility, 

4  was manned and almost completely equipped by the AAF. 
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AAF facilities became even, more important in July, when Navy 

seaplane squadrons were moved to the Ryukyus. Henceforth the only air-

craft suitable for rescue work available to the naval rescue task group 

were these of the AAF 4th EMergeney Rescue Squadron. Operational B-29's 

of the Twentieth Air Force were therefore called on to augment the 

rescue coverage, thus weakening combat strength. 46 

Personnel  and equinment.  The 4th Emergency Rescue Squadron had an 

effective assigned personnel strength of 98 officers and 298 enlisted men 

on). July 1945. There were 36 officers and 130 enlisted men on Saipan, 

and 62 officers and 168 enlisted men at Peleliu and Iwo Jima. Assigned 

aircraft included 11 18-17's and 14 0A-10ts.
47 

Operations.  The rescue plan for the raids on Japan envisaged an 

air-sea rescue task group made up of three units based in the Marianas, 

on Iwo Jima, and in the Western Carolines. The accompanying chart shows 

the extent and location of air-sea rescue facilities.' 

This variety of available rescue craft made it possible for the 

naval task group to divide rescue responsibility into three areas: near 

air bases, up to 603 miles from base, and over 600 miles from base. The 

allocation of rescue facilities for these areas was as follows:
49 

1. Near air bases 

A. Patrol boats on duty off runways 

b. Crash boats on stand-by alert 

PECIs (with 600-mile radius) on stand-by alert 

Fighter planes for observation duty on stand-by alert 

• 
'EC  
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2. Intermediate range (0-600 miles from base) 

ja. PBY's and/or PBM's were stationed on the bombers course to 

radio position of and orbit over distressed aircraft, guide a 

destroyer or other surface craft to the rescue scene, and drop 

life rafts and supplies if needed. They did not usually land. 

b. 3-17's operated from Iwo Jima after the arrival of the 4th 

and 6th Emergency Rescue Squadrons. 

3. Far range (600 miles to near target) 

A. Destroyers were stationed on bombers' course out of range 

of enemy land-based planes, unless fighter cover was provided. 

b. Submarines were etationed on bombers' course closer to enemy 

shore than destroyers. 

c. B-29 search aircraft were stationed over or near the 

submnrines and/or destroyers. (In 1945 the XXI Bomber Command 

sent two B-29's along on missions to Japan as search and rescue 

aircraft. They carried a large gas load, bad no bombs, and 

were stocked with a large quantity of life-saving gear. They 

accompanied the bombers, rendezvoused at an advance point with 

the submarine and/or destroyer, and followed the bombers home. 

If a ditching occurred,the rescue 3-29 vent to the position, gave 

the sea craft a fix on the distressed crew, orbited their position 

to assist the rescue craft to pick up the survivors, and dropped 

supplies if necessary). 50 

Communication facilities available for rescue operatione in the Central 

Pacific included the following:51  

4004iiimiqfom;/w4Jiiiio 
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14 Liaison. rniio (41ART-13 transmitter and B0-30 receivor)-- 

used to contact ground stations for requesting and receiving 01  bearings, 

and to send distress messagebe 

2. VHF Command Sets (SCR-522).--used to contact other B.-29's to alert 

rescue facilities, and to obtain a VhF p/F bearing if within 100 miles of 

the base. 

3. Radio compass (WIRE-7)--used as a homing device when a long 

distance from rescue facilities, for obtaining a bearing on a powerful 

broadcasting station, and as an emergency receiver for frequencies from 

100 to 1,750 kilocycles. 

4. 1FF (S0R-695)--used to give base stations a bearing if within 

100-mile radius, to enable submarines to take a bearing, and to report 

an emergency involving radar equipment. 

5. Radar set (/.q -13)--used to pick up rescue aircraft beyond 

range of vision, to obtain position in relation to the coast line, to home 

on rescue facilities and islands, to obtain an accurate position by 

intercepting a radar beacon, and to obtain altitude reading. 

6. Loran set (AB/1111-4)--used to obtain an accurate line of position 

within a 1,200-mile radius of a suitable ground station. 

7. Emergency communication equipment (carried in plane): 

g. Gibson Cdx1 transmitter (80R-57 -8)--a portable transmitter that 

could be used in the plane, life raft, or lifeboat. This device 

transmitted a signal on an international rescue frequency of 500 

kilocycles, but could not receive messages. 
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b. Radio transmitter buoy--a device which, dropped by a rescue 

plate, would automatically send a signal over a period of hours. 

Boma° craft could hem on the eignal with their radio compass. 

g. Corner reflector (IX-]37 or N-13)--a  device that could be 

used by survivors to reflect radio energy back to a receiver or 

to a radio set. 

A. Visual aids to rescue—flares, sea mRrker, and smoke grenades. 

Aireraft in distress in the Central Pacific were directed to take the 
52 

following actions: 

1. If able to communicate with the usual aeronautical station or 

another known Army or Navy station, the aircraft was immediately to 

establish such communication on the aseigned frequency, using prescribed 

procedure. Sufficient information was to be tranamitted to permit 

identification and location. The circuit was to be kept open so that chanses 

in the situation could be transmitted. For security against enemy inter-

ruption of the message, code symbols were to be used when available, and 

the messages kept free from unnecessary information. 

2. If the usual aeronautical station could not be contacted, a 

communication with some other class of stations was to be attempted by 

transmitting distress signals. 

A. The following frequencies were prescribed for this purpose: 

1) 140.58 kilocycleo (FiLhter air-sea rescue frequency) 

2) 41475 kilocycles (High frequency air-sea rescue frequency-- 

voice) 

3) 500 kilocycles (International distress frequency)* 

*When tranemitting on 530 kilocycles, the operator was to remember that 
international regulations required all maritime stations to maintain watch 
on that frequency twice an hour for three-minute periods at 15 and 45 minutes 
after the hour. 

ii.4146.'1140111' 



4ofore04#es 
AHS-95, Chap. V 	 67 

4. 4,495 and 6,610 kilocycles (Army air common calling 

frequency, used if near AAF activities) 

5) 3,105 and 6,210 kilocycles (Civil air common callirg  

frequency, used if near civil air activity) 

6) 4,495 kilocycles (Voice—used if near civil air 

activity) 

b. Two kinds of distress signals were used: 

1) Radiotelegraph—SOS or three dots, three dashes, and 

three dots. The automatic alarm signal, consisting of a 

series of 12 dashes in one minute, activated automatic 

alam.receiving instruments and initiated an alert which 

called the operator to his station. A two-minute interval 

was to elapse between the signal and the distress message. 

2) Radiotelephone: Distress call was the siEmal nayday." 

3. The aircraft was to follow the distress call with a distress 

message as soon as possible. 

A. The distress message was to identify the aircraft, and give 

its position and a description of the difficulty encountered. 

Transm;ssion was to be continued for as lone as possible so 

that DiF stations ElEht locate the distressed aircraft. 

b. The distress neesage, whenever possible, was to be in code. 

To facilitate its use, reference points were established in the 

areas where it was anticipated that a 'ergo number of water lenainge 

would oeeur. A series of six code namee was assigned to each 

reference point, and these names were rotated daily. These points 

and their code names were used in the appropriate field orders. 

In reporting a position, the distance in nautical miles from the 

aimaimormilmoialla 
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nearest reference point, the code name for thepoint, and 

the true bearing from that point were n11  to be indicated. 

For example, the message night begin "15 Hairbreadth Harry 

180." Decoded, this would tedicate that a plane was in 

distress 15 nautical miles from a certain reference point 

(Hairbreadth Harry), on a bearing of 180 degrees from the 

point. If the positions of both the reference point and 

the rescue plane or vessel were known, the distressed air-

craft or a companion might "steer" the rescue craft to the 

survivors by using the reference point. such messages might 

read "hairbreadth Harry steer course 120 degrees for three 

miles," or "Hairbreadth Larry change course 30 degrees left 

and go three miles." 

.2. Use of the reference point us restricted to a voice call, 

and such points were to be considered neither as rendezvous for 

rescue nor as sites for emergency landings. Other distress 

information was also to be transmitted in code. The message 

might include identification of the survivore' bezel  the aircraft 

type, the condition and nuMber of survivors, and whether sea dye 

marker had been released. 

A. Each base was assigned a code name, and aircraft types were 

assigned the following code names: Chicker--fighter; Hawk--dive 

bomber; Fish--torpedo bomber; Boxc--heavy bomber; and EonIste7.-- 

 very heavy bomber. 

AfibriQiiiiirsior411446, 
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e. The number of survivors was indicated in the clear, but 

the following code words were veed to indicate their 

condition: Goc.dzs112--in a raft; Yellow Jacket—in life jacket(s); 

and Davy Jones—without life jacket( s). 

Z. The presence of dye marker was indicated by the word 

"Evergreen." Atypical message might read, "15 Eairbreadth 

Harry 180 Prattle Ehnster Goodyear 12 Evergreen." Decoded, 

this would mean that 12 survivors of a B-29 from (Prattle) 

base were down 15 riles from the reference point on a true 

bearing of 180 degrees, that the survivors were in life rafts, 

and that dye marker was showing. 

When the rescue aircraft sighted the survivors, a message was sent to 

guide surface craft to the rescue, and one or two planes orbited the 

survivors (i.e., circled over the scene so as to aid the rescue craft in 

locating them). If two planes were present, one climbed to an altitude 

from which DT eignale could roach the nearest base (an altitude of 1,030 

feet for each 10 nilestdistance was required for this purpose), so that 

a fix could be obtained on the poeition. The orbiting aircraft whenever 

possible remoined until relieved or until the rescue craft saw the 

survivors. When the rescue surface craft appeared, the orbiting airplane 

identified it by means of prearranL;ed signals and directed it to the survivors. 

The rescue could be hastened if the orbiting aircraft indicated the 

direction of the survivors from the rescue craft by zooming from just 

above the ireiginary line between the two. If it was desired that the 

rescue vessel follow -  the orbiting plane, the latter circled the vessel 
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twice, opening and closing the throttle, and then flew toward the 

survivors. If the orbiting aircraft bad to leave before the rescue 

vessel appeared, the location of the survivors was narked by a smoke 

signal.53 

Satiptice. Although 	peroonnel were dissatisfied with the rescue 

cover provided under Davy direction in the Central Pacific, the results 

compared favorably with those in other theaters. In its attacks on Japan 

from Lovember 1944 to 14 August 1945, the XXI Bomber Command lost a total 

of 361 B-29ts and 3,105 crew members. Of the latter, 1,424 were known 

to have gone down at sea. The total number rescued was 687, only 22.1 

per cent of the total number lost, but 48.2 per cent of those known down 

at sea.54 The figures for individual months, are given in the two 

accompanying charts. It will be noted that air-sea rescue efforts be-

came more effective during the six: months immediately preceding the 

Japanese surrender. Unfortunately no statistics on the rescues performed 

by AAF units alone are available. 

Egna, 

 

Air-§, Becue In. -119 Pacins 

Until 1944 rescue was regarded as an additional duty of naval 

amphibious aircraft (PBY and PBLO units, but early in that year the 

Navy began to station seaplane tenders and aircraft close to the scene 

of operations, with definite assignment to rescue duty. When needed, 

submarines and surface vessels were also employed.
55 

Laval rescue procedure specified advance requests from combat units 

for rescue cover, general and particular information for crews which had 

-• • 
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XXI BOMBER COMMAND -0- NOVEMBER 1944-AUGUST 1945 
CREW MEMBER LOSSES 

MONTH 
FAILED 

TO 
RETURN 

KNOWN DOWN AT SEA NUMBER 
RESCUED DITCHED CRASHED PARACHUTED TOTAL 

NOV 	1944 70 36 30 14 

DEC 227 157 22 179 03 

JAN 	1945 279 134 33 167 21 

FEB 259 137 45 182 65 

MAR 310 105 10 115 77 

APR 516 57 43 Cl 107 55 

MAY 764 112 33 85 230 183 

JUN 390 12 55 113 180 102 

JUL 210 22 22 76 120 73 

AUG 	(1-15) 80 34 II 3 48 34 

, TOTAL 3105 806 264 354 1424 687 

MONTHLY PERCENT OF RESCUES 

SOURCE: TWENTIETH AIR FORCE - A STATISTICAL SUMMARY OF 
ITS OPERATIONS BAINST JAPAN, PP 23-25 
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to ditch, and emphasis on crew training in ditching, bail-out, and rescue 

procedures. Requests for rescue facilities had to contaie the estimated 

time of departure and arrival and the time over target of the tactical 

mission, detailed communications information (including specification of 

a distress channel), the desired number of rescue planes and their positions, 

and an estimate of how long they would be required. General ditching 

information included instructions for each crew member as to his position 

and his duties in ease of a ditching. Particular information for ditching 

aircrews often dealt with the region over which they flew. Crews flying 

from Saipan, for instance, were informed that their chances of rescue would 

be improved if they managed to reach the sea near one of the Mariana 

Iolanda, and they were told in detail of the reception they mieht receive 

on the various islands. On one of them the natives were friendly, and 

there were no Japanese; on another a Japanese encampment had been reported, 

but the native village at the other end of the island might afford a 
56 

refuge; and so forth. 

In the Southwest Pacific, Navy amphibious squadrons worked side by 

side with /IF emergency rescue units. Besides offering direct assistance 

to AAF combat crews in distress, Navy percontel were often in a position 

to aid AAF rescue units. Because the QA-10 was a plane with which the 

AAF was relatively unfamiliar, the AAF squadrons who flew them found 

maintenance facilities and spare parts lacking within their own organization. 

Needed parts were sometimes supplied by naval stores, and maintenance 

problems solved with the aid of naval personnel. ALF rescue boat crews also 

took advantage of the Navy's generosity to obtain parts, fuel, and oil 

when they could not be follea  elsewhere.57 
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lin analysis (see the acco7Tayinc chart) of naval rescue figures 

may be cempared with the somewhat siUlar one compiled by FLSLF.* f"'8  

Unfortunately for the present purpose, the naval survey vas concerned with 

an earlier period Lrla included only one month, so no Leneral conclusions 

can he drawn. The figures do seer,. to indicate, however, a hiLher de Lree 

of rescue efficiency. The fact that they refer to an earlier period than 

to the Ph.,1 statistics emphasized the validity of this statement, since 

rescue oper.,tions became more efficient in the autumn of 1944 and in 1945. 

The GlAna-1,kga51-ILdiaahee  

introduction.  Rescue oper,tions in CMna and India durirc 

11 were of no Lreat il400rtance to the history of air-sea rescue, since 

most of the flyinL in both re gions vas over land. The history of the 8th 

.smerLency 16CIL3CUO Squadron, stationed in China, does not include a single 

instance of air-sea search or rescue, and 50 per cent of the 7th Squadron 

operations in India were concerned with land rescue. The period of 

operations was not long, in either case. The 8th Squ-dron did not arrive 

in China until lay 1945, and the 7th was operation0 in India only from arch 

until July 1945. 

Eritish fapilitias  in India.  The first rescue cover for aircraft 

baeed in India was provided by the Iritieh. Begitnin. In July 1943 with 

an air-sea rescue unit with 2 launches, by mid-1944 the 1.h2 rescue service 

ircaded 45 hiLL-Speed launcLes based at points along the coasts of India 

and Ceylon 2roz:Luruc.4. to ChitLaLon, an air-sea rescue squ,dron (La. 292) 

equipped with lonc-rahLe LUarea aircraft and az4aibious planes, and. a 

*Zee tables following p. 81. 



SUMMARY OF AIR-SEA RESCUE OPERATIONS 
IN THE PACIFIC 

MAY 1944 

CARRIER STRIKES SOUTH PACIFIC 
LAND-BASED 

CENTRAL PACIFIC 
LAND BASED 

TOTAL 

NUMBER OF INCIDENTS+  39 29 9 TT 

NUMBER OF RESCUES 25 12 3 40 

PERCENT OF RESCUES 64 41 33 (AVERAGE) 
52 

TOTAL PERSONNEL 	INVOLVED 66 56 53 175 

NUMBER OF PERSONNEL RESCUED 42 I 7 7 6 6 

PERCENT 	RESCUED 64 30 I 3 
(AVERAGE) 

32 

NUMBER OF PERSONNEL 
IMPOSSIBLE TO SAVE* 

e 20 23 52 

PERCENT RESCUED EXCLUDING 
IMPOSSIBLE TO SAVE 

SOURCE: COMDR., AF PACIFIC FLEET, SUMMARY OF AIR-SEA RESCUE OPERATIONS IN THE PACIFIC, 30 JUNE 1944 

t 

 

AN INCIDENT IS ANY CASE WHERE ONE PLANE IS KNOWN TO HAVE BEEN FORCED IN THE WATER OR IS 
NISSING UNDER CONDITIONS WHERE A WATER LANDING WAS POSSIBLE. 

*PERSONNEL ARE IMPOSSIBLE TO SAVE ONLY WHEN THERE IS PROOF THAT THEY WERE DE-AO BEFORE A 
RESCUE COULD HAVE BEEN MADE 

14 41 23 
( AVERAGE) 

54 
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rescue organization modified to fit the local scene, but modeled after 

that in use in the United Kingdom.") Rescue facilities available in 

1944 were adequate for missions such as the AU XX Bomber Command's attack 

on the Palembang, Sumatra, oil center on 10 Angust. Submarines were employed 

close to the target, cruisers were stationed along the line of flight in 

the Indian Ocean, and destroyers patrolled the waters close to the bombers' 

base at China Bay, Ceylon. A variety of aircraft types were used for 

patrol of the area within 300 miles of Ceylon. forty-one aircraft took 

part in the raid, and only one was forced down. The lone unfortunate 

B-29 ditched at 0400 on 11 August at a position 160 miles FAO of China BAY• 

Rescue aircraft located the survivors the following day, and a destroyer 
60 

rescued the entire crew. 

ALP gAr-oea rescue in India. A small ALP rescue detachment was attached 

to the RIF for operations in June 1944. With two PBY's and only one crew, this 

unit afforded rescue cover for many XX Bomber Gormand long-distance missions. 

Lben the unit's pilot, 1st Lt. C. J. Graham, returned to the United 

States, he made some pungent comments on his experiences. To preserve 

the full flavor of his remsnks, his report is quoted in full.
61 

1. Back in the early days of 1943, I, as one of fifty Army 
pilots, was sent to Pensacola for BY training. After graduation, 
I was sent to pilot school, navigation school, bombardier's school, 
and DnAlly began instructing in EBY's. This continued until 
June 1944, when two of UB were sent to the 10th Air Force in 
Calcutta. Immediately upon our arrival, we were put on detached 
service of the 231st Group, a British primary command.  It 
was planned that we would have three PBY's and three pilots 
with which to operate. One fellow, already in India, was to 
join us, but before we arrived, be had been placed on B-24's and 
bad finished his missions so that he was no longer available. 
After we arrived in India, we found that our Canadian built IBY's had 
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to be nbeefed-upu before they could be used. This required 
about feur monehs during which the kid who flew over 'with 
me turned the one flyable plane over, killing himself and 
ten others. That left me with the responsibility of doing 
all the rescue work. As a result, I flew 250 hours in two 
and one half  months. That is why I'm home. I couldn't take 
it. There were six officers end forty enlisted men in our 
organization. There were myself and one other American as 
pilot and co-pilot, two RAP navigators, and two RLF radio 
men. The rest of the outfit was Aio,exican. After ray buddy 
was killed, I had two ships, so I flew one while the other 
was being repaired. One Thursday night, I took off on an 
18-hour mission, returned and was on the ground only one 
hour, when it became necessary to fly a 9-hour mission. I 
returned from this and was on the ground for five hours before 
I had to go out again on a 14-hour flight. When I came back, 
it was Sunday. We were in no particular danger, so the least 
we could do was to give all our support to the boys who were 
getting shot up, even though it meant flying long hours. 
Fierely, just before I left, the Army sent a full squadron in 
to do the work we bad been doing. It arrived juot a year too 
late for the OBI has just about folded up as far as air-sea 
rescue is concerned. Three Mos and three crews would take care 
of all the work there, but they sent the squadron there a year 
late. 

2. We worked entirely with B-29's. The set-up was co-
ordinated so that when the big friends would go out on a strike 
we would follow. It was timed so that after they had left the 
target and vere about twenty minutes on the return, we would 
meet. We would turn with them and follow them home. In other 
words, we would patrol their course out and back. The biggest 
discrepancy to ny knowledge, and one that the 20th Bomber Command 
refused to do anything about, at least as for as I know, wee the 
fact that the baler radio frequencies weren't coordinated with 
ours. When one of then was shot up or on fire, and he had to 
ditch, he had to relay a meeske to his home base. They in turn 
would send a message to the 231st Group, which was our headvertere„ 
who would send it to us. All this time wasted, and we were only 
twenty minutes away from any of the bombers. Instead of co-
ordinating their frequencies with us, they had to go through all 
these channels. I know of three crews I could have saved if they 
could have communicated directly with us. They mieht have that 
worked out by now, but they didn't have when I left. We were 
supported by stripped down RA B-24 1 s. When I left, they had 
begun to use B.-17's equipped with lifeboats. At this time they 
were experimenting with this .ER equipment and finally perfected 
it. To date, I've never heard of anybody using the boats dropped. 

3. The greatest difficulty in air sea rescue lies in the 
survival equipment in the planes. Life rafts have just about 
one third of the pro-technics they needed. Those provided 
are too small. The pyro-technics put in a life raft to be used 
in eperatiorel aircraft should include the largest Very signals 
obtainable. The present equipment can't be seen, especially on 
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a hazy day. I rescued thirteen men one time because one 
man out of the thirteen knew how to use the signal mirror 
with the little cross in it. That's the only thing that 
saved them. Special instructions in the use of that mirror 
and a lot more pyro-technice will save many more crews. We found 
the best altitude for search to be 500 feet or below. A dinghy 
from 500 feet looks like a spool of thread, but still a fellow 
in a dinghy with a Very pistol will shoot it ri:ht square at 
you every time instead of shooting it at 90 degrees as he should. 
By doing this, attention is attracted to the trail of smoke. 
If he shoots it right at you, it looks just like a tiny red 
dot. There are so many reflections on the water that it is 
always difficult to distinguish a raft. I've seen sharks 
and monster turtles surface which were so sielilar in color 
to a raft (a bright yellow) that I've circled them for hours 
many times. Even after you see a dinghy on the water, it's 
awfully hard to hold him. Once you spot one, if you take your eye 
off it, I'll give you odds that you'll lose it unless it's a 
perfect day. 'Men we picked up a life raft, I would lose it 
unless I kept my eye on it while the copilot flew the place. 
You don't have any trouble with the crews once you pick then up. 
The fellows I picked up were pretty good. They're pretty scared and 
they'll do anything you tell them. To get a "Cat" (PBY) off the 
water you have to put the load up in front. You won't break water 
unles$ they're up forward. I landed one night about one o'clock 
contrary to orders and was almost court-martialed for doing it, 
to pick:up the crew of a B-29 radar snooper plane. It had come 
up from Singapore, run out of gas, ditched, and floated for four 
days. A B-24 was circling him, as were two BAR "Cats." They had 
told me not to land on the water at night, but I did, so we pulled 
eleven men on board and one dead man. There was another dead 
fellow in the tail of the B-29, so I sent three of the crew 
members out for him. With a crew of ten, that made twenty-three. 
We had a tough time taking off. On the first trial, the ship 
yawed to the richt, the wing float hit the water, and I had to 
try it again. After a run of about three miles, she picked up, 
but hit five times before we got off. 

haintenance on a "Cat" is anyone's nightmare. There 
wasn't a part in that theater. I had to fly 900 miles to get 
parts for the airplanes. A nose wheel tire on a PBY is a 30-inch 
tire. It's the only plane in the world that uses them, and there 
weren't any of them over there. The Dutch were using B-25 tires, 
which are the same size on the outside, but the HY wheels are like 
doughnuts. I had six of then ordered, and I did get two, but I 
never used them. The hydraulic systems are bad. The pumps in-
stalled are no good. They take a 214 PA pestile pump which we 
changed to a bigger pump. The fuel transfer system up in the 
engineer's tower is always a source of trouble. We substituted a 

isamosail 	ins' 3 
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B-25 system for the FBY system. The gas tanks leak, too. 
lie had to tear every bit of radio out of the plane, beef up 
the bottoms, and put in new equipment. It took about two 
months On one plane and three months on another. We had to 
install new radio compasses. How those airplanes were ever 
passed by Army inspectors is more than I'll ever understand. 
They had Canadian radio compasses and radar equipment. Le 
arrived overseas to find there wasn't one bolt that we could 
replace. It cost the Army the initial cost of that airplane 
to modify it. 

5. There are a few other recommendations which I would 
like to make. (I) Fellows that are going overseas in PBS's 
are not getting enough, water work. There's just as much 
difference between water and land flying as there is between an 
automobile and a boat. The Army doesn't have anyone who 
realizes what it's like to fly an amphibian. (2) Every 
amphibian unit should have one or two decontamination units to 
wash them off. In two weeks, if we didn't you could knock 
every rivet out. I borrowed a decon unit and was lucky enough 
to keep it. The outfit there now doesn't have one, and they 
need something with which to wash their planes. (3) There is 
a mixture called perakaton used to keep salt water off stainless 
steel parts, wheels, and fittings which can't be painted. It's 
a solution with a bees-wax base which looks like axle grease. 
You've got to have it to keep malt water from chewing up your 
landing gear. (A) The biggest trouble we bad was that we 
couldn't get our enlisted men promotions because we were a 
detached outfit:  and tho 10th Air Force didn't hand them out. 
I was a 2nd Lieutenant twenty-one months. Finally made the 
grade last October. 

Rescue cover provided by the British began to prove inadequate late 

in 194,4, when la Bomber Command missions were stepped -up. Requests for 

more rescue facilities were net by stationing the British Ro. 212 Squadron 

at Karachi, with the mission of providing rescue aid in the Bay of Bengal 

and . along the west coast of India. This proved insufficient, however, 

and the AAF 7th Emergency Rescue Squadron was activated on 25 January 1945.62 

Two flights of the 1st Emergency Rescue Squadron were deployed from Italy 

to serve as the nucleus of the new organization, which was authorized 

personnel and equipment under the provisions of VC& B 1-987.* 0A-10 1 8, 

B17's, L-5's„ and PT-19's made up the squadron's aircraft.
63 

*See p. 71 for a description of this T/O 6E. 
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Operational flying began in March, and the first month's activities 

included 43 missions and 26 rescues. Over one4elf of the missions were 

flown over land areas, and land search and rescue became increasingly 

important in the following months as the India-based bombers moved to 

bases closer to Japan."  

In August 1945 the squadron was moved to Okinawa, but did not arrive 

there until after the end of hostilities. 
65 

Chine. On 18 May 1945 the Air Search and Rescue Section of the 

China Air Service Command was established in Headquarters, XIV Air Force 

Service Command. The section was to be the control center for distress 

data in China, and in that capacity evaluated and passed on for action 

all distress information. The 8th Emergency Rescue Squadron was charged 

with carrying out the section's directives for search and rescue activity. 66 

Two days after this orgnnization was formed, the first incident--a 

0-47 search operation--took place. The first rescue, on 27 May, was 

accomplished by three helicopters of the 8th ER Squadron. By 15 June six 

more helicopter rescues had been accomplished. From its formation until 

10 September 1945 the rescue section received 138 reports of distress cases. 

Search operations were carried out in 110 instances, and 43 rescues were 

accomplished.
67 

The 8th ER Squadron was the only unit among those engaged in rescue 

activities in t:orld War II to be equipped solely with helicopters and 

C-47 search aircraft. The mountainous terrain in which the squadron 

operated provided a thorough test of the helicopter's proficiency in rescue 

operations, and the results were extremely satisfactory. On the basis of 

helicopter performance in China, the Chief of Air Staff, Headquarters, AAP 
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was told, "Helicopters are proving an important addition. to ALF emergency 

rescue facilities . . . this is especially gratifying in view of the fact 

that helicopters are now standard unit equipment for emergency rescue 
68 

squadrons." 

Conclusion 

The almost complete absence in the Pacific of any rescue facilitiee 

other than those provided by the United States was a unique situation for 

the AF in Uorld War II. Though rescue efficiency undoubtedly suffered 

thereby, this lack of outeide support did servo the purpose of forcing 

the AAF to work out it own policiee for air-sea rescue. 

Uavy control of rescue cover in the Central Pacific Theater, um, 

satisfactory as it was to the ALF, provided an opportunity to compare the 

merits of the AAF's desire for air force-level command over air-sea 

rescue activities with the bevy's preference for area reepousiL;lity. The 

results strengthened ALF determination to retain responsibility for air-sea 

rescue affecting ite own personnel, and reaffirmed its belief that rescue 

responsibility in a combat theater should be assigned to that theater's 

air forces. The necessity of naval assistance in CL;015.0 also served to 

emphasize AAF shortcomings in equipment and maintenance. 

The variety of conditions found in the Pacific Theaters and the CBI, 

from tropic ielande and trackless seas to mountainous regions and jungle 

areas, afforded gruelling tests for AL$ air-sea rescue equipment. The 

02-10 1 e and B-17'e with airborne lifeboats were not found satisfactory. 

The seaworthiness of the former and the range of the latter were limited. 

The short range of the B-17 was overcome to a certain extent by assigning 

B-29's to long-ralei..e search duties, and experiments with equipping a 

r 
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modified B-29 with an airborne lifeboat were under way 17: 1  the Japanese 

surrender. The deficiencies of the 011-10 1 s,which had always been considered 

an unsatisfactory though necessary makeshift, were not unforeseen, but the 

lessons learned from their use in the Pacific were of value in determining 

the desired characteristics of their eventual replacement. 

Naval contributions to AO air-sea rescue efforts could not be 

overlooked. Navy surface vessels and submarines were indispensable to 

rescue cover, and the importance of LAF--Navy cooperation in future rescue 

operations was emphasiscd by this fact. 

Rescue operations in the Pacific thus enGendered //F over-all policies 

for rescue activities; served as a testinE ground for rescue equipment 

(including the helicopter), and made it clear that air-sea rescue success 

would always be dependent on a close and friendly relationship with the 

Navy. 

r 
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Chapter VI 

MIER AREAS 

Introduction. Overwater flying by the AAF durint World War II was 

not eonfined to the waters surrounding the United States and in the 

principal areas of combat. Air transport routes in the north Atlantic, 

South Atlantic, and the Pacific were constantly in use. Antisubmarine 

patrols along the coast of the United States, in the Caribbean, and off 

the coast of Alaska were flown by the AAF. In addition, the Aleutian 

Islands campaign involved numerous overwater flights. All of those ALF 

activities required air,-sea cover ., but it received it in somewhat hap-

hazard ranxiner. 

Although the Air Transport Commandls (AFC) Caribbean Division in-

auguarated an air-sea rescue service in 1943 2  and the Navy and LAB', acting 

jointly, took slar action in the Hawaiian region, no such systematic 

provisions were made in the Panama Canal area, Alaskan coastal waters, or 

the Lorth!Atlantic. In these regions much of the responsibility for air-

sea rescue was placed on the operational units themselves. 

Several explanations may be cited for this seeming lack of concern. 

In the Lorth Atlantic the air route closely followed that of surface conveys. 

Constant air and sea protective cover for the stream of ships bearing 

supplies and personnel to the Allied forces in Europe made the establish-

ment of a formal air-sea rescue orgarization superfluous. Two specialized 

rescue units were stationed along the great circle route, but these were 

100 
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arctic search and rescue squadrons whose activities were concerned with 

the wastes of the ice-bound Arctic rather than rescue from the sea. The 

presence of large-scale naval concentrations in Alaskan waters and on the 

Pacific side of the Isthmus of Panama precluded extensive AAF air-sea 

rescue organizations in those regions. In the Caribbean and the South 

Atlantic naval facilities also figured in rescue planning. 

Even where there was an obvious need for improved air-sea rescue 

service q however, necessar3,  equipment and personnel were often slow in 

coming. The global character of the war so strained the production and 

manpower resources of the United States that areas where the need was still 

urgent but less criLical were sometimes neglected. The equipment supplied 

to emergency rescue squadrons even in combat areas was sometimes old and 

inpriequate. Other regions took what was left when there was any surplus. 

DA' Gariub19.20 
The chief AAF air-sea rescue establishment in the Caribbean was 

organirlir's Caribbean Division. The divisionts first step toward 

a rescue organization was the activation of an air-sea rescue boat unit 

at Ehrrison Field, lest Palm Beach, Florida, on 26 February 1943. 1  The 

boat unit, a quartermaster boat conappy already based at the field, had 

provided rescue services since 1941, but its efficiency had been lowered 

by morale difficulties stemming from the use of nixed civilian and military 

crews, and by uncertainty over its assignment and nission.
2 

With the assignment of the unit to ATC its services were extended 

by stationing boats at key islands along the Bahamas, specifically at Cat 
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Gay, Great Exuma, Eayaguarke, and South Caicos. These became checkpoints 

for aircraft traveling the route. Each plane was required to report by 

radio as it passed a checkpoint, giving its number, position, and altitude. 

Dessau was also a checkpoint, but since a British rescue boat unit was al- 

ready established there, no AAF unit was needed. Expansion of the facilities 

at the four island bases began immediately. Permanent radio facilities 

and buildings to house personnel were put up on all four, and a landing 

strip was constructed at South Caicos.3  

As an effort to provide directional guidance for rescue attempts, 

four carrier pigeons were assigned to each aircraft flying from Ebrrison 

Field, Florida; Borinven Field, Puerto Rico; Waller Field, Trinidad; and 

Belem Field, Brazil. The experiment was in effect from January through 

July 1944, with inconclusive results. Theoretically, if a ditching became 

necessary, the pigeons were to be released with messages giving the 

position of the plane. In practice, the aircraft crews had little confidence 

in the bird& ability, often refused to accept them, and failed to use 

them if in distreos.4  

Eore efficient aid for distressed aircraft was afforded in August 

1944 by DiF installations at Morrison Field; 36th Street Airport, Hialeah, 

Florida; Borinquen Field; Vernam Field, Jamaica; Atkinson Field., British 

Guiana; Barbados, British West Indies; Hato Field, Curacao; Waller Field; 

and Batista Field, Cuba. Airfields in Antigua, Dutch Guiana, French Guiana, 

South Caicos, and at Nassau were later added to the circuit. When a call 

was received from a plane desiring a fix, the ground station which received 

the message notified all other stations in the network, giving them the 

d 	.1411111.11g41,/ 
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necessary information. All stations then took a bearing and relayed the 

result to one of the three net evaluation stations at Eiami, Borinquen, 

and Atkinson. The fix was plotted and the result given direct to the 

aircraft or relayed through the station which bad received the origiml 

request.5 

If a distress call requiring direct action was received, all planes 

and ground stations in the area were directed to guard the distress frequency 

of 500 kilocycles, rescue boats were alerted, rescue airplanes dispatched, 

and assistance requested fronLAM operational units, the RAF, and the U.S. 

Levy.
6 

An overdue AAF B-25 en route from Puerto Rico to Trinidad evoked 

a rescue search by 49 aircraft and 2 blimps. Da search was abandoned on 

the eleventh day, after debris and a lifeboat from the plane were found on 

an island near Trinided.7  

By December 1944 the Caribbean Division rescue organization had four 

aircraft—two 0A-10 8 s, an 011,-9, and a B-18 (an obsolescent bomber type). 

The amphibious craft were provided with radar equipment, and all planes 

carried ANARD-1 radio transmitters, to be dropped when survivors were found. 

These devices automatically ejected a fish-pole antenna on strikinE the 

water and began transmitting a continual radio signal that aided in guiding 

rescue boats to the scene. Surface craft assigned to the unit included 

eight 63-foot, one 45-foot, and two 22-foot boats. For operation in the 

shallow waters - of the Bahamas, the boat unit preferred 63-foot craft to 

the 104-foot boats oriEinally assigned. The larger craft had been exchanged 
8 

over a period of time for those better suited to the operating covditions. 
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The greatest difficulty faced by the rescuers was the shortaEe of 

rescue aircraft. This need was confirmed by the search and rescue 

statistics for the first six months of 1944. Durinz: that period there 

were 18 incidents in the Caribbean which required the use of rescue 

facilities. In seven instances no search was required, in two more the 

search was of short duration because they occurred near an airfield, but 

extensive earch was needed in the other nine cases. Three of the air- 

craft sought for in the longer searches were found, but 6--all B-24 1 6--were 

never located, and 61 persons were loot as a result. At the time these 

statistics were compiled the rescue aircraft numbered two, both 0L-10's.9 

 The request in November 1944 for seven additional planes—four 0A-10's, 

one 0A-9, one B-18 and one L-4--was therefore a reasonable one, but only 

two planes had arrived 45 days later. 
10 

The Isthmus  of Panama  

Further west, AAF responsibilit3 ,  for rescue rested with the Sixth 

Air Force, charged with protection of the Panama Canal. But the najor 

burden of rescue activities was borne by a Navy patrol wing which operated 

a search patrol on the Pacifio side of the Isthmus of l'anama. The Navy 

wing had 20 BY's stationed at Coco Solo, Canal  Zone (14); Salinas, 

Ecuador, the Gulf of Fonseca (1), and Santa Cruz Island, in the Galapagos 

(2). These planes flew scheduled search missions primArily for the purpose 

of finding and reporting any enemy activity that mieht be directed toward 

the canal, but they were also used for search and rescue.11  Sixth Air Force 

r 
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itself was assigned two amphibious planes in May 1943, but no aim 

specifically designated for air-sea rescue until the spring of 1945*. #  

Surface rescue facilities on the Pacific side of the Isthmus were 

provided by the ALF 12th Emeroancy Rescue Boat Squadron, activated in June 

2944. This organization of 200 officers and enlisted men was equipped 

with antiquated 104-foot boats hardly suitable for their rescue mission. 

The subsequent assignment of 63-foot craft and new 85-foot boats greatly 

increased the squadron's effectiveness.13 

The South Atlantic 

Rescue operations in ATC's South Atlantic Division were not properly 

organized until 12 July 1944, when a fuIl-time Wing rescue officer was assigned 

to the headquarters operations section.14  As early as March 1943 three 

104-foot boats had been allotted to the division, but the order was canceled 

before the boats left the United States? 5  Six months later a 63-foot 

rescue boat with its crew arrived at hatal, Brazil, but the crew's status 

was so uncertain that some months passed before it was finally assigned 

to the South Atlantic Division, and operational efficiency suffered during 

the period of indecision.
16 

Meanwhile, in December 1943, four 104-foot 

rescue boats with crews arrived. Two were tentatively assigned to Ascension 

Island, one to Eatal, and one to Belem, Brazil, but their assignments were 

not firiel)y decided until the rescue unit was formed in July.27 

When the question of operational control was finally settled, work 

was begun on a plan of rescue organization. The resultant division memorandum 

provided for a division rescue unit to control the activities of the base 
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unite, a division rescue officer assisted by two rescue control officers--

one for aircraft and one for boats--and base rescue officers who were 

to be in charee of both planes and boats. The equipment, still largely 

on paper, was to be divided between the three bases--at ':;atal, Ascension 

Ieland, and Belem-eone 0Ae10 aircraft to be assigned to each. This 

allotment of equipment was based on the ouppocition thut three additional 

boats and three 0A-10 3 s wonld be assigned to the division in the near 

future:
18 

The young rescue organization faced its greatest problem after V-E 

Day, as plans were announced for Loving aircraft and personnel from Europe 

to the United States in preparation for use in the war against Japan. 

These plans were in three purte: Iroject GREEN, Project NhITE, and one 

labeled simply, Redeployment of Aircraft. 
19 

Project GREEN involved the movement of 50,000 troops from the 

Ruropean and Mediterranean Theaters to the United States, using 0-54 1 s 

and 0-47's. Forty per cent of the troops were to use the South Atlantic 

route; the rest were to Lravel via the Lorth Atlantic. The movement, 

to be completed between 1 Juno end  1 /menet, would entail 26 daily round 

trips from Dakar, in French West Africa, to Data' by 0-54's, and 31 

round tripe a day by 0-47ta from Leta to Nlami. Project WhITE referred 

to the movement of 4,065 four-engine bombers from Ekirope to the United 

States. The similar east-to-west movement ,of two-engine aircraft was 

designated as Redeployment of Aircraft. 20 

The rescue plan adopted on 16 Eay 1945 to cover these movements 

counted on the Navy's cooperation in providing six destroyers: one to 
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be station4d between Roberts Island and Ascension Island, two between 

Ascension Island and Natal, and three between Natal and Dakar. Besides 

participating in rescue operations the destroyers were to take weather 

observations, monitor all traffic, and relay messkes. The Navy not only 

aerfied to furnish the destroyers, but also offered to provide three blimps 

which were opsrating in the Soutb.Atlantic. 21  

La rescue facilities included two B-17 1 s, one crash boat and one 

0A-10 at halal; one B-17, one boat, and one 0A-10 at Ascension Island; 

one B-17 at Recife, Brazil; one B-17 0  one boat, and one 0A-10 at the 

Brazilian island of Fernando de Loronht; and one boat and one 0A-10 at 

Bel4a--a total of five B-17 1 5, four OA-10 1 s, and four rescue boats. 

Protected by these rescue facilities, a total of 52 : 449 troops passed 

through the South Atlantic Division in June, July, and early August. During 

the same period of time 4,076 aircraft passed through Latal. On 11 August 

Project (Mai was suspended when it became evident that a Pacific peace 

was close at hand.22 

Ma BANQUA4 IslaPdU  

Like Ascension Island in the Atlantic, the Hawai nn  Islands were 

stepping-stones for planes orossing the Pacific. These islands had 

received the first blow of the war and were aware that another might be 

aimed in their direction. In view of these facts and the ertensive 

nilitary establiehmen4 existent on the islands long before 7 December 

19411  it is surprising that a centralized air-sea rescue organization 

was not achieved until nlmwt a year later. 
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On 5 October 1942 the Hawaiian Rescue Service Control was activated 

to coordinate ALF and Levy rescue facilities and direct rescue operations. 

Though the AAF and the Davy operated the service jointly, all personnel 

were provided by the Seventh Air Force.23 During the early period of 

operation the control center was handicapped by lack of communication 

equipment. Only eight field and dial telephones were available, radio 

equipment for rescue boats was inadequate, and delays occurred because 

of the necessity of relaying all neseares to and from rescue craft 
24 

through the airfield tower. 	A. year and a hrOf passed before these 

faults were completely eradicated, but by April 1944 the control center 

was equipped with 25 telephone lines, a radio transmitter and a receiver; 

and all rescue boats and two liaison planes had efficient two-way radios. 

Although conditions were not ideal during these first 18 months of 

operation, the Hawaiian Rescue Service Control directed 244 missions 

which saved the lives of 131 persons. 
25 

Besides directing rescue operations, the Rescue Service Control 

was charged with providing information to lost aircraft desiring to know 

their position. An AF three-station network was under its jurisdiction, 

and the Navy and Federal Communications Commission's networks (six 

stations each) were tied in 15,  telephone. When a position request was 

received, the three networks were alerted, their findings correlated by 

the control center, and the position transmitted direct to the plane. 

In 1942 fixes of multiengine planes, from October 1942 to April 1944, 

it was found that an average 15-minute time lag occurred. The fault lay 

with the lack of a predetermined rescue communication frequency. If 

-4flUUtU Wø ,e* 
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all the planes had been assigned the same frequency, network operators 

could have maintained a constant guard on that one frequency and much 
26 

of the lost time mould have been eliminated. 

In the summer of 1944 the Army and bevy commands decided to separate 

the Rescue Uervice Control' e two main functions. It was felt that both 

missions could be carried out more efficiently if each was the responsibility 

of a different organization. Accordingly, the Army Airways Communications 

System (AAOS) assumed responsibility for aircraft-position reports on 

31 August 1944, and. Rescue Service Control was left to concentrate on 
27 

direction of rescue operations. 

Concurrently with the loss of one DiLiSiOU by Rescue Service Control, 

the responsible authorities were formulating a plan for improved rescue 

operations which placed all authority under one command and extended rescue 

services into the Central Pacific Area. A study made in June 2944 by an 

Air-Sea Rescue Agency liaison officer concluded that the havy was more 

adequately prepared than the Alf to undertake such responsibility. This 

report, submitted to the Commender, Hawaiian Sea Frontier on 28 June, pointed 

out that there were two areas of rescue operations within the Commander's 

zone of responsibility. The first of these, under the operational direction 

of the Rescue service Control at Hickam Field, had a radius of approximately 

25 rni1e,  Available rescue facilities included two liaison-type planes 

and a number of Army boats operated by the 927th ieuartermaster Boat Company. 

This area was further served by a number of naval air stations with rescue 

equipment consisting of either one amphibious plane and a boat, or a plane 

only. The Joint Operations Center (JOG) of Hawaiian Sea Frontier was also 
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near at band. Action in this region could be initiated by the Rescue 

Service Control, local bases, ar JCC.
28 

The second area comprised all that lay within the jurisdiction of 

Hawaiian Sea Frontier beyond the 25-mile limit surrounding hickam Field. 

Here JOIC was the controlling agency, but there were local Levy air stations 

at widely separated points whose facilities could be used for rescue 

within 25 riles of their own. bases.
29 

The report continued with the assertion that, even with the best of 

intentions on the part of all concerned, the lack of a single air-sea 

rescue controlling aeency for the Hawaiian Sea Frontier command inevitably 

caused delay. If an unknown aircraft were in distress in a looal base 

area, the base rescue organization would probably not receive the alert 

immediately, since its radio facilities would be occupied with keeping 

track of its own. planes. Delaying factors would also be present if the 

distressed plane were on the "border line A. base rescue organization 

might hesitate to endanger its rescue facilities if ite responsibility 

was not clear. Even if JOG was immediately alerted and unhesitatingly 

accepted responsibility, it had only one plane available for long-range 

reecue, and that plane was also used for patrol duty. If the aircraft 

was out investigating a report of an enemy submarine, it would be un-

avoidably delayed in beginning a rescue mission. "  

The report therefore recommended the establishment of a rescue task 

unit under the operational control of the Commander, Hawaiian Sea Frontier. 
31 

Its mission would be: 
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1. To respond immediately to all offshore crashes with a team 

consisting of at leapt one plane and one boat. 

2. To relieve traininz, and operational units of rescue responsibility. 

3. To study and evaluate crash ineidente. 

4. To distribute rescue facilities. 

5. To collect and pass on rescue information to JOG. 

6. To mnintain liaison with all other agencies concerned with air-

sea rescue. 

When a distreee mescage was received, the incident would be reported 

instantly to the Control Center of JA wnich would alert the aircraft and 

boat teams. This procedure would not prevent local facilities from tokjug 

immediate action, nor the dispatch of a direct alert to obtain rescue 

facilities, but it would be clearly understood that all operations were 

under JOC control. 
32 

To operate the rescue service efficiently, it was recommended that 

the rescue task unit be provided with long-range patrol planes and 

amphibious aircraft, helicopters, and 63-foot rescue boats capable of 

a top speed of 33 knots, and a range of 550 mi)es at an average speed of 

25 knots. 

The report did not consider the possibility of any rescue authority 

other than the Commander, Hawaiian ;;:iea Frontier. It opinions were not 

immediately shared by all concerned, and a joint Army-Lavy committee was 

appointed to study the problem and make recommendations.
33 

But there was little doubt that the havy was much better prepared 

than any other agency to undertake the responsibility. bevel rescue 

equipment—boats in particular--was newer and better than that of the AO. 
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In one instance a Navy boat was dispatched to the scene of a rescue 20 

minutes after an Army boat, traveled twice the diatance, and arrived 15 

mirutes ahead of the Iray craft. 34 In view of the neod to offer rescue 

service aa far west as Eidway and Johnston atolls, the Lavy was also the 

logical choice. 

The cormittee soon came to the same conclusion. Naval authorities 

bad perhaps anticipated the result, and a plan for an air-sea rescue task 

group under Hawaiian Sea Frontier was submitted by 1 AuLust 1944 to the 

Commander in Chief, Central Pacific Fleet. 35 

Despite acceptance of thia plan, joint responsibility continued for 

the rest of 1944. ;ALP facilities crew, in fact, with the assignment 

to the Hawaiian Islands of the 13th -.4mergency Rescue Boat Squadron in 

December. Ey February 1945, boaever, the Hawaiian Sea Frontier Air-Sea 

Rescue Task Group was operatinE with eight PBY's, two L-5's, thirteen 

63-foot boata, and other surface craft. Rescue bases had been established 

at the harbors of Honolulu and Kaneohe, Oahu Island, Hawaiian Islands; 

Puuneno, rata Island, R.I.; Palmyra and Canton Islands, R.I.; and at 

Lidway and Johnston atolls. 
36 

Alaska  and tLe Lorth Atlantic 

Introductj.ou.  Air-sea rescue training and equipment in World War II 

did not vary greatly from region to region. In the arctic and near-arctic 

regions, however, eonditiona were such as to require a specialized approach. 

In two arctic areas—Alaska and the North Atlantic—the flying hazards 

were great enough to warrant the establishment of rescue orcanizationa, but 

iiiliiaL  
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in both regions the problem of rescue from the sea was complicated by 

the terrain and climate. 

As an attempt to adjust rescue activity to these conditione, epecielized 

personnel were trained at the Arctic Traini -eg 6ehoel at Buckley, Colorede. 

Three arctic rescue squadrons were activated, servin: in Alaska, Greenland, 

and the LorthieLlantic. This specialized traininE did not begin until 

the eummer of 1943, however, and the personnel were not available for rescue 

service until the autumn and winter of that year.
37 

Alakha. Trained rescue pereonnel from Camp Duckley did not arrive 

in Alaska until Deceeter 1943. By that time, AAF forces in the area had 

a3ready experienced the nore immediate perils of combat, and the period of 

urgent need for rescue cover for combat missions had passed. 

Tho Japanese assault on Pearl Harbor had aroused the fear of a 

similar attack on our ill-preparedrdlitary installations in Alaoka. The 

expected attack, directed against Dutch Harbor, wao beaten off, but American 

forces in Alaska were powerless to prevent the establishment of enemy bases 

in the Aleutian 'elands chain, notably at Kiska and Attu. It was 

imeediately apparent that these bases posed a threat that could tot be 

ignored, and from the, attack on Dutch Harbor until the Japanese were driven 

out of the Aleutime, U.S. ;:xmy and Navy commande in Alacka worked toother 

to repel the enery. Their success was achieved in large part with the 

aid of continual bombing, patrol, reconnaleeance, and other air miesions 

over large water areas and in unfavorable weather conditions. 

Although the need for air-sea rescue during : the campaign was obvious, 

there was very little planning done, and no Army facilities were ever 



4000001010.0001  

LLS-95, Chap. 71 	 114 

earmarked for the purpose. This seeminL indifference is explained by 

the fact that naval airpowcr of a type suited for rescue work was present 

in the region. Thirty bavy Pats, whot:e principal mission was patrol, 

provided rescue cover, and a number of naval surface craft were available. 

During the period of concentrated bombing missions on Attu, for instance, 

the ars were responsible for antisubmarine patrol, cover for ship 

movements, photographic reeonraissance, reporting of weather conditions, 

relayinf, of messages, and air-sea rescue. 

With the end of large-scale combat operations, air-sea rescue cover 

was still needed in Llaska for planes that were being ferried to Russia. 

Eefore a formal organization was created, rescue missions were organized 

on the spot. All  available aircraft mere called to the point where the 

plane was last reported l  a search pattern was decided on, and the search 

began. There were of course definite discdvantagcs to this procedure. 

It required a considerable time to orEanize each search, there were no 

experienced personnel trained in search techniques, and the use of 

operational aircraft was wasteful. These missions were too often un-

successful, and even when survivors were found, the search was usually 

an unduly long one. 39 

To remedy this situation, the flask= Wing Search and L'escue Squadron, 

LTC, 

 

was activated on 14 December 1943. The squadron was authorized 48 officers, 

6 flight officers, and 165 enlisted men by TAI& E l-618. Their authorized 

equipment included six liaison-type planes, four transport planes, two 

utility aircraft, six large and two small gliders, and four helicopters. 

The gliders and helicopters were never furnished, but by I:arch 1944 the 
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squadron had eight 0-64's and six smell planes. In January 1945 two 

C-47 2 0 were assigned, and juct before their arrival the squadron acquired 

two 0A-10 1 s.
40 

The squadron obtained itz first sled and pack dogs in February 1944 

and was operating snow vehicles by !larch. That same spring a smAll  fleet 

began to take shape, and by 30 August over 30 boats raneive from 6-foot 

skiff to a 33-foot cabin cruiser were available for rescue. A much 

larger craft, 85 feet long, had been assigned in July for use on the 

Bering Sea, but 17,1  the time the necessary modifications had been made at 

Seattle, the sea was frozen solid. The ship was broyebt north to Dutch 

Harbor, loaned to the 10th ALF Emergency Rescue Boat Squadron and later 

traded for a still largerpand faster, veose1. 4/  

The squadron's area of responsibilit5, was divided into Canadian 

and Alaskan sectors. At first the Wing Search and Rescue Officer was 

responsible for both, but in June 1944 that office was abolished, and two 

sector search and rescue officers were appointed. Fliehts were based at 

Edmonton, Fort Lelson, and White Bor.%) in the Canadian sector. In Ilaska 

they were situated at Fairbanks and Lome. In Yarch 1944 three aircraft 

wore aoeiLned to each of the Alaskan bases and to White horse. Edmonton 

and Fort Aelson had two each! 2  

Subsequent to the activation of the Alaskan Win, Search and Rescue 

Squadron, only two missing aircraft rerPieed lost. The first was a B-25 

from the ALF Cold Weather Testing Detachment, lost in February 1944 while 

the rescue squadron was still getting organized. The second was a civilian 

plane which disappeared in Earch 1945 on a flieht from Galena to Candle, 
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both in Alaska. lifter an 8-day search the effort vas reluctantly abandoned, 

but 20 days laLer the pilot valhed X -Jto a calp 100111es west of CaLdle, 

nuch diszrantled because the rcl,cuers had not found hin. Le overlooked 

the fact that he had never filed a clearance, had not Leon Liven a weather 

briefin14 and had onitted to naintain radio contact durik, Lis f1i1hts43  

The squadron was expected to accatTlish a nu.r.Ler of other niasiona 

unrelated to rescue. These included ferryinz replacenents to isolated 

outposts and dro -Nit, sulics to them, evacuatin tick and injured 

persons, and carIn,,:, Ledical sup,llec and personr_el. The records show 

relatively few air-ssa rescue ni,sion's and those usually over inlana lakes 

or bays rather Ilan the open sea. 44  

One instance of air-sea rescue was a aix-da:, -  search in duly 1944 for 

an 14-4 that aisaplpearod on a 17..roy f1iht f2or. Churchill, Larltoba, to 

an iiskino villac. The search reLion was outside the s.:,uadronls arca 

of res?onsibility, tut t4,e Canadian reauost for aid as cranted. On 12 

c:uly the =issin_ plane vas discovoroa on a reef in hudson LaZ7, one nile 

offollore fro= to r.ouLh of the LIL River, A rescue la landed and recovered 

the pilot's body, tut the doctor who had aeconpanied liza was never found.

pesiLle c:planaIioa for the 1-ck of ra sea rescue incidents in 

the history of the Zas:,:an in ;;,earch and .o.oscao Squadron was the 

pro once of the ALY 11th .1:mer,ocy fescue Eoat Squadron of 3 -'0 Len, with 

headquarters at ,i2.:.endorf field. LltLonch blies_ lu- -Iron had no aircraZt, 

it naintained feurLseu 14,-foot boaLs -which were callle of e:pen-sea 

41110.111111101',0110111k, 
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operations, and 14 other boats of assorted smeller sizes. 46  

Deapite the size of the larger craft, squadron personnel were dis-

satisfied with their performance. When new 63-foot boats began arriving 

in August 1944 there was temporary enthuziaagi, but it was soon quelled by 

the discovery that their high superstructure made them hard to manage in 

a heavy sea, and that they were built from unzeasoned lumber which marred 

and let the sea in.47 

As ferrying operations declined, the necessity for rescue lessened. 

On 15 September 1945 the Alamkan Division (successor to the Alaskan Wing) 

turned its rescue organization (less personnel) over to the Alaskan 

Department, which presided over its dissolution. During the same autumn, 

personnel and boats of the 10th Emergency Rescue Foat Squadron were being 

returned to the United States. 48  

North Atlantic. There were no large-scale combat operations in the 

North Atlantic, but ferryitE operations of even greater proportions than 

Alaska created a need for air-sea rescue. This need was emphasized by 

several incidents in which valuable lives were lot. 

The one which attracted most attention was the crash landing of a B-17 

from the 2d FerryinE Group on the Greenland icecap on 9 November 1942. After 

escaping from the plane, the crew built a shelter under one wing, set up 

a radio set and began sending out sca signals. On 24 LoveMber a C-54 

sighted the party and dropped food, and four deye later a Coast Guard 

amphibian landed and picked up two of the men. On 30 November two men 

from the Ice Cap Station reached the B-17 on skis and promised to return 

the following day with a motor sled. This attempt proved disastrous 

when one of the two-man rescue party fell into a crevasse and was never 

1411111.10.14;4610001 
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seen again. On 1 December the amphibian returned and removed one more 

man, but the rest of the marooned crew decided to stgy and hunt for the 

would-be rescuer who had disappeared. The decision was a fortunate one, 

since the amphibian crashed on it flight to base and all aboard were 

killed.
49 

The search for the missing nen was continued for a week with no 

result. At the end of that time the remeining rescuer and three of the 

B-17 crew started out for the Ice Cap 'Station with the motor sled. This 

effort also resulted in tragedy when another man was lost in a crevasse, 

and the entire party was stranded when the motor sled failed and bad 

weather set in. They were forced to dig in for two months until a EBY 

was able to land and rescue them. Life was sustained during this long 

period with the aid of supplies dropped from planes.
50 

In the meantime, the remaining crewmen at the site of the crash were 

&leo dropped supplies. To complete their rescue, three men and a dog 

team were landed five miles from the wrecked plane. They succeeded in 

reaching the B-17 and bringing the men to a point where a EBY could land, 

strd  all were finelly removed from the icecap on 6 April 1943-148 &eye after 

the crach. 
51 

In view of the length of the rescue operation a remarkable degree of 

success was achieved, but at the cost not only of lives but of an appalling 

number of wasted hours for the aircrews and equipment involved. If a 

specific rescue unit had existed, efforts to reach the survivors and take 

them to safety could have been coordinated, undoubtedly cettire down on 

the time end cost of rescue. 
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The first -efforts to estallish rescue facilities on Gret:2f_an1 

conted around a plan for e L-blishin L  cz_ bin:Alton 	Lher, rescue, 

andrnins station; on the icecap.. The atto.lpt 	because of Lad 

weather, inadequate ear:li,s, inLJJ:ficient perseincl, and lac:: of co-

operation fror. tLc Creo -4.11and Lace 0o-.714_,Idn. The rep:1ft of the op-ration 

stated tLat adequate rescue facilities could rlore easil: be provided 

frcL. alread;,. ostEblish(d. hasc..,. 	G rcciat_nd. 52 

irar, the inv-Ii.i,ati.)-no of the Ice Cap 1..etac1ront, as 
roll as frol_ to investiLda'vions 	rcoric of others, it is 
believed. that it is not pr, cticol to estallsh 1.4, series of 
rescue stations on the Ice C. It has keen daz,cnetr,ted that 

:obile rescuec.;q11....dron operaLdn', out of the 'Lain 
CircoA.and 14....ses can effectively anCt eatisfecter.L1:, carr5 out 
reseee niLsiont.p• .rs. faL.110 th i ZOrC 	C.0"21 On the inlz_so. ice 
ic   restin, on- nerl LLL1t1L luidi.riz; strip for 
shi 	1.:.escue in ouch z,. case is a re1atil,e1, 
nattQr, if ski-eauirpud planes are svsil. Uc fur the op ration. 
Plones tsnd their cre -o forccd. down in he rirLins1 OLL n La :DO 
to reached by rlobile zae-droni.:.nits oper-ting au'', of Larsarosuak, 
ondrestrom fjord, or II:atoq ;;ith cal.ost :.o little expenditure 

efi'or ar.d neark,„ ea quickly as froi ui outl; l ins, rescue station. 
It d.s 'believed, in fact haa been de7,onstred, th-L the :first 
nrctic csrck aria 	.:41.adron is the answer t) the rescue 
question an the Greoli_l and Ice, Cap. 

In the fall of 1943, while the abor -tive attear:t to est:hlish rescue 

ota-r.dons on the icecap ra still  in pro,rc,as, persorthel of the 1st and. 

3d arctic Loscue qusrn arrived in Cireenlwi sd i.ewfoundlai . Two 

arctic rescue sc.ivadrono 1:ere forx,ed under the j -t.,ri;: diction of .L..r.t.Cls 

'north L.tiautic Livision (1.0), and each as auLhorised 24 officers and 

'?2 enlisted non.* Lciu..1.1-;L:ent included dos and sleds, heats atAioned 

*Tie Leirfounaland. ar..d Greeraand Lr_ee Co:. -1_ands aloe r.e.int4ned search 
rescue or,aniLations. lbere were rare apc.ratinL unite which were locaLcd 
a.t ire:quo Isle art:i LanLer, 14._uchester,s..Jcw LpsI±co ; Goo;:.c hay, 
Labrador; G....n. , or L-ko. anti 	 -1,arfound1C-116.; Linan, ue'r, :0 1  Can.., ...da; 
i'ort eh-a:0, Province of .„uel.cc, Canada; and UppLr ZroLiCner, 
Canada (L'.out,h, Oren 	r.Liao Levolopnent of ,:escue end ,ourvival :i.echniques ii 

the horth nnericall S'a•  etic, p• 2,I)• 
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along the ferryina route, FM's, E-17 1 s with droppable lifeboats, 

C-47's, and C-641 s. On one occasion a helicopter was used for a rescue 

operation, but it was obtained from Floyd Bennett Aeld, Lew York.5 

licomprehensive search and rescue plan was prepared. Search was 

initiated as soon as an SOS or a report on mivaina aircraft was received. 

If the position was known, search planes flew a grid pattern at that 

point; if it were not, search as becun at a distance from the last known 

position based on an evaluation of the amount of as remaining in the 

distressed plane. Ice and snow made identification difficult, and if 

the first search was unsuccessful, it was followad by another at a lower 

altitude. Mien the missing -  plane was found, the search aircraft landed 

if possible, or supplies were dropped and a fix requested from DA 

stations. If the distressed crew was in the water, a surface craft was 

directed to them, a PBY landed, or a lifeboat dropped from a B-l7. If 

a land rescue had to be effected, a anal)  aircraft, dog teams, or snow 

vehicles were used. Greater emphasis was placed on air-sea rescue in 

Greenland than in Newfoundland partly because there were many lakes on 

which a PBY could land. Even if the distressed plane crashed on land, 

trail parties could often be transported by PBY to a lake near the point 

of rescue and the survivors in this Prinrer removed more rapidly. 54 

The squadrons performed a variety of functional besides rescue. Supplying 

outpoots, evacuating the injured and the sick, aiding natives in distress, 

and convoying ohip s that were in trouble were a feu of their additional 

duties. In addition search procedures were studied and evaluated, and the 

Greenland squadron manufactured kits to be dropped to distressed personnel. 

After the end of the war the DAD rescue squadrons relinquished their 

functions and were inactivated,  



C 	r 

_ 

r 	1 

t:. 	_ 	 ; 	' 	rs_.•■• 

:cr 	 - 

.rE 

• f. ■ , 	2 r-1 	 L, 

r 	 r 

	

--.c 
	

; 

•:-' 	 -.-17 1 	r_",   

• C't% 

Li I" D 	I 	 C 	7.7 r 	 152 

4r- 	 :t 	- 	 et,r 

	

:7;7. 	2: 	c 

C 	 c.%1 

e 	. 	; 	r 

r 

7.= 

.2 	 t , 

: in 



1r t 

; 

• 

ITC -21.En 

L 	 11: 

- 	 c:: 

_ 

r •:( 	 .1.r1 

S 

- r r :uor r 

,a 	c- 	 k;rn 

^ 

- 

C-11 . -,/c.nt, 4  

,rt,j1 i 

•31- 	 • 

• -, 	I 

cr.! , 

a 

   

r f C 

WhiSta,.. 7 
	

• ° ‘"•;_ft.,1 	 ; 	 1 	,r e 

I - 	- 	 - c-- r 	j,;(1 	 C , 

	

t 	 3. 1'tiC1C 

r•:' 

; 

; 

— 
	 • 	1.1 	 1:1 	L'J 

C Ott 
	

ro .  t 



2 	1.-41-..Le • 	 " 

- ,71 , 	 • ' 1 :1 	 C 	C 

•  

t.'' „f 

; 	 4' 01  c:" 	7  • 	; 	","•4:" 	 r 	1 L.rc 

rCi,c_ Li. rr r - 	 c-.. 	r- 	 1- .0 ;  

6 	"I 	 ; 

;. s 	 irt's 

r 

r _ 	 J."...  • 

r 	
17,_ 

• 

r" - , r; 5- 	 _ 	; 

C-2, 7.-- 	_1 	 1. • 	 . 

	

L 	r 	

• 	

L ",/( ; 

• 

	

"4-• 	 rzr- 	 1. 

C 	'1" 	• 	

• 	

L7- 1, 

' 
	

t r: 	1. r -;c: Li 	czv 



-‘ " 

47, I 	_ 	r 	 c - 

r.rY, 

_ 

1.3. -- 	r 	 t 	r„ 	 .;,e1.1icw 

, 	, ; ,..r; 	 *).7.  

_ ;'); 	 - 	 k 	 rcl 

c 	„, 

, 	 - 

1. 	 • ,c; 	; r- 	 .1.2 	-° 	 (2, 1T 111  

- 	- 	 t 

c 1 1„  

+ 

	

- 	 L _ 	 • 	 1.1-; 	 d 

•••' 	 -; L 	 2..c 

r ; 	- 	 6 	 1 -1 	c„er, -,er,cy 

	

Crf.;,.; 	•-;,1, :11 	 o 	 c 	 recit -ix.; 

c ?At, 	 Ci!' 1 " t 

C.' k“.. 0 	 A 	1:43.  

,1" 	 :" 	 r.7 	x 	c.11; 	 tc 

	

J 	f* 	 C.: 1:7 ..r 

orj- 2'Ql.c 

I 	 OtT" sL 	n 

, r 	 C. 

t„ 	 ri 	,1" 	 e,, 



r 

-".. 

'7! 	C 

	

r*-- 	1 	 *ICC: 

r 	 t 	 7-4 t •:3 1":7 

xr. 	tr r 

r 	 Le -f-r 	 t 	- 

rS, 	- 	 '•-•.?_37.!,- 

* "./1 	"r( 	• 	r. 	■-•-) ;- -;-•34C‘ 	 C' 1  

A Id, 	 r 	 - 

1—  1„1  •■• 	 , C 	' 	.1" 	 -7) 	TV, c".= ,c t cn_ 	cP 

L. 	 C 1- 

- r - 	 r 

riJ 7 	C 	 C _ 	In 17' 

:0 
	

- - 	r' 

15 

Ct; - 	1 	;,-4 ]jr 	 rJ2 ct_r 	 'Zr ,  

C 	 c 	r: 

- 	c.1 7 -__3_rzt 

-II 	- J 	13 C-1,) 	 r tt 

c -L1.5 	12.1) 	 1 

c 

ctcr 

C../ 	Y 	,"' 	'';" 	.-- .7," • 	t 0 '- ..7,  +-+Z.-,..• I: CZ ::•-ble 

,),, :}i,x3  

:0 
- 



.400000 4* 
C.. 	c 	 Is2i s  

1,1).• 	_ 	 o.: 	 .r. 	 h e 	r, r.c.6 

r 	 r 	 1-3_1 e ci 

(25 't,,ot 	ri.) 	r 	 *_f" 5 GI 

rr - d. 	 n._ 

' 

ra -  ,e; 	 orcrr1-,2. ,-..,  - 1  lIr',7= 

, 	 r 

c 

jj C 	 • 	 , cor4s1.,stc, c1 	t21 

	

:LC 5 
	

3.ile 	Tec,-  

	

_ 	L:,  

23 
LAI 

ocviocr xor 	 r 	 tf, 	trc-3:-3 

k 
	

Jrr(ro- 2  

o: 	 Iv_„(C), 	r 	 1...pr-10 

r_-  .v .. 	 L' 	 rt 	iite 

r 	 r-.70 	 et' riztccof 

1 C1 	-11 	Q 	 • 

	

t."1,-7 1 te C 	thC reik-,r-1,,  of 

c f. 2 } 	19L ui 4;21 1t±je 

111 

r 	 - •̀ 	 Girl to t1-.0 

a.; 	r - 1 	 10 tr.:: cintre::fefi crc 

L 	 LC) 



C .%VII 	 1%7 

lc,: 1.5a.t.t 

;Jr 	

• 

r.roi 	r. rr 

• 7,7oic 6.o 	 vp 	c ,..mivoro 

Cn t1- 2, Gibc, on Girl  

	

ci ra 	

• 

ti Cifl 	 cc,A6 

on caricky 01 arlq,z .r.D. 	 rt. 

	

Zor ti 	r,;:cr..c. 5,,ion f  

tirLiz c 	 :13'45) 	it: %::,:ar; 11-,-  

r,: ,:oivce t 	GiLzaiGirl r..cf.,-.2rcy 

Tor,: C.14 17./ 	Cr of a p1dt 	ii 

C f ;51-1-.! pr.zcf-,; of c. 	 (.1zer-.1.t rr by. riA ccrIv old 

r 	vle- G 	 .olt;.:,31,  :tor ctr,: 

J.t al.co Lr,7 riction 	rz.ocT_A;ionC 	 ty ,.!%r47 of  

rza 	 inctramont 

▪ r.r.f; 	 7 	 rA oT- r- 

-1r;s; 	 2C0 b 

▪  

LCO ;11r,c. 

rcr c:A4z,ot;ie,rt 	rz:6 

iin i41d, ario 	12,: ,..)1 inr,::::cuuircrt , 	 *71cr 	2,,x to 

,zaricec. 	 J_rc'o,ciloy of 176 

Lrd 	 aIinry 

objLoZ*, o,7,7 	 coxv-Lx 	 t:th r.,rcLcz.- 0 

rz.sultt, w;_11 vith 

n 	 crz.rt rc ..Ninmwerlorarrorm 

3.(:).1::, 

for 	ocr.cicJ 	 rafto, rft.- 

Lt c 	 !attic :  



rt67, Lt rz 

vr.73'1;t, 	L at .0 1.x.n 	c ri; 

1.1.1 	 cf 

frc' 	 pl 

	

r...r44", 	_ 	 rif_f 

71% C 	 co_670' 	 oth_r 

V.15: 

tcr-br Ir.:- 1:12 err -c-±oL,L.L6 , 7 cc.or 

7
17 .  

7,:"..1:; .4r 	 n. 

77: .117 ix ccr -cr,z) Irith 	c., cnr,-71;, 	--5 

1011 1-y. _ At, -; 	'4 	 'tit; 

k...°.oric 	1 	t ; 	 0i2t; 	- 	1.7:174LL1 	eil 

Cr 	 irtr*,c 

r -T.o 	e3rc,1( 	 r„ 

tto 

c ,-)ntrtfIric..11. 19 
c:i7f:r_72; 	 2 

1 :1; air, 	 r,lyzez; 	,T.cik- ; 6 /: LitC 

; 	 cir;r-tl 

r; 	 12 -ILL •_-r 

	

c; 	canb-7.*". 	rt: 	14:1-113t1.03 ":".r 

• 	C 

irkt 

;:;r_...1-•• 

co■ 

k 	 r 	z 



r). "I1 	 19 
zo 

• .( 	SA-c; 

r 	- or:. rri 	 71-A 

r 

o- 	 1 

orai 	1,7; , • 	 7 era b 

	

r 	; i_rj" r r 	— L.ch  

L.- 	 0:' 	 -1, /be :  

..••2 	 t, 

L:4 	 r 

	

■'; 	t1i 	 ic 

11.c 	 3 L.% 	 0:;_rci 

C 	' 

	

:• 	or,T 	 —.0,  It; 

• .7071..e.) 	(0. 	 ' 	 ez.1,..1141 

77;1. -2 Irj 	1r1 zrc. 	111 	Lrjt 	3.e_' 

r 	ov  

U 	c::1c,29  v„ )i 	C[.■ jorr:: j 111 U 	oJ:; 7.1 	 it 

C 	4.0 L r-C7Z1) ii 1.:;54. • 	 If' 	 7i;  ria 

CL1 	 ;Li 73 •:.('.:Cf.4. 	 0.1 

c _n;__- 	 - 	C 	diaC k—tr 	

• 	

• ir  

;,r „ 	 cco_fleA 	 1 	U 	

• 

ri 	1"..Q 

iIir 	r ;:s'',C -", 	I 	 L. 

	

o_ 	 : 

:70.0 	1;1_ 	 17_71- 	 r.^ 

I-3);%::4." 

:5 	 rt 

4111111,0111.111111101111.,e 



44101414**0100, 

Cr 	 r rg: 	 r 	-20 	.0/1 

;7.41 	 e 	C; -11.-70jr pro -rooz 

ar3 ;_-, : JLJ1C 1  

-:c116 	 e 	.4,:tr 	 Ca 

	

1552 	r2 ra-1 

	

rrLocu2T_C:' 1.7 ' ) 	»r 7 	 rzs c 

	

' C 	1 	- 74.70 	 - 7,-",-rC',s i 	 U.:('••• 

CrZCZNI■4./..: 	 ; 

-%-..,:tr_et-, 1 c, 	5orv),-.:cirJ 021' 

II_ 

Ili 

0-rj yr1 `oy 	 or 1.1-z-o_t 	t;1" .?-17 	 46,-1 life- 

by ;lc '2-17, 	; 01 	 r120 "^"d• t.„," 

 :- t  

JO 	 Ly_Ir 
	

27 	t 	i:,11 rt. 

7.5•.2:Ca;,„ 

;  

0 	077:0 	 & LLvc. '''.721 	I.141 1  ".1, 	 'car, 	-t 

; 	 colic.; I:: 	ici. LI 

'4,!..-17 I 	r_cf 	o r3 -1 r1 rz- 

#71•,:r4 	 Or":. a., 1))2%,-;,,', 	 r...-2.rre - 0;7,:-_-c. 	77,11-,n,9  

rccs,!a:;., 	7- 	cri 	 d 

	

;;;-f.„. T 'LA ;..,,°a e 4, 	 LIE"! 

r_ 	 .t- z,e':„„:1 



This Paae Declassified IAW E012958 

• 

-1 

	

010 .07Aj.A ; for 12 	xrir 

	

r 	 t 	 pro.: „;...crs, of '?..) C-7 C.7 0.1*  

7:x3 30 LL -_-:; -..titLY4-: 	rfie; 

r

x- 

	

2 	J1 	c' 	- 1t 	.1_71to 

in ,:(173r -.7i.- :.71,„ 	 of 120 LISofb,-:t 

20 1  Zc 	 ch 1Iba r-  lo7-4 	 47-.J or 

for c,- o, 	y. 	

▪ 	

oy„ c ■ rrrir_ 

7,- )„,ta, 	b1 ;, 	 fcr c 	cri for o.. c7.y. Crn rçcrrJ 

r- 	C.-3 9, rz,... C.4"- fiSc 	1f:, 	 t„ 	Li zJLi- 

	

01T:tiny -, 	 10 ren.;:,..12 r,.-.1,1.rt.; of. Izco';:47,".• 7  

1-7,..).r.1- 	 ;- 7:-.1.1-7:.; 	 1.,! 17.7 tz. 

corloft, wero 2ive 	

• 	

oi.  

C 	 r..,_11,71 	:.1.).r 

c.2t c1 	3c7„11- 7.;; 2 J.--.1.J.7-.„.:;;;21511t,-;; 	c_0- :r.„-; of 

	

cr 	;c.on 	1 iJLri 	:131, 10 C : Titair._r;77. 

b1cc '1 a; 1 	 7 7.....76; 	 of 

- . 1 -;;; 1D 	:T,1777r17.3; 1 :.4;o1 ` -....1; 1  tr.'_an- %;." 11._n Crzolic; 	on 

	

b1.. 	o. 	U 	 ret7,-tc 	 ;74,11 ;:,71 

-rl ci t 0; 	 i Or C 	 - a: 

	

5.ne;;;_cr .z.„; fT71 	10 1 	;;;r 

• 	

old ;;;;Lar.-ivt,1 boesuet, 

	

.1( 	 IL 1t 	ri 	y  o .%) 

	

A 	 ,j_ 	 Y..^1r2. 7.-2. 	To 

to 

icLLtr, 	/!v1 3i:5: 	 11.2,e1) • 
4111.11.11111 1, 

THIS PAGE Declassified IAW E012958 



This Paae Declassified IAW E012958 

_ 

• 	

' 	c' • 	VII 	 13e: 

	

zr - 	h 	;)& 	t_ 1  

cr.r.lca' -2c, 9 	̀‘.; 	 af 	1c7, 

fi-xcti cc 	 cc 	 a fire cx-- 

n. 	r, a bJict 	 a r-.- 6.-1 ,17.‘ 	rilte.„--„2„7 rr 	1c 	0,17 

J, 111 	17 To ir a 6, 

XLZ „r3, 	 1'7, 1  

itrco 	rie: c.rt 	 rft  

1 : 	e ic 	 rL r %:;.irt , th ec 

	

cr.Lre 	 r.2:rtz iinj (4-110 

or.:?9) 	 - r 

irj'; 	f--zor.7...}1F2 	 ccold 

L” -  

' 	 Ufa,  r 	r.-,c 	rr3;,.0 

r cccc 

.7,S1 	- ti--  e l'  ; 	 7. 	; 	" :II 

; ,--2 -3 for 1.1:--;„7- :;;_ 'CI") 	-29. 

,:r - 	• 1r; 	r  

c -  r..,Lrcc 7]:=.2ton, 

r„ - ract 	 Liat:41. t -  

lox 

	

r 	 cii r 	 i; 

	

3 1-7 - 	 3 0 

.12 	721:.-,oi t 

	

Ir. 	 25 to 	 t'-c 

	

a 	c: o 1r2.) 	IL: .1e-I 	 '"4 	r,  

on 'barb racks; attc.chcci to the '421L, or ix:Lem-illy in the 

0446ah* 

THIS PAGE Declassified IAW E012958 



4  -.ifs  

G 	 /33 

b 	 :7) rj)  

1: :at 	 ;-it ci13 L. 

in.r 	 - t3it a 2 	 r  

—11,..a5r.7,--;-..1.c cntrI. 	ij. rLr - 7-7, 71.0 L. 	 r 

11-r ■.; 	 1,0 cr,rty 	 1 0.3 -1.6 ±3 -.) .: 	rt 

1Cor 

	

r tr 	r-J 	; 	Cari.P, 	ria 

1:.L 	 Cr) 	 J.:, .7, rz,, 

; 	7 0 	 ' 	LL1i; I 	 0%-10 

or 	 ".20 	 -; 	L 	thn c".  

	

r 	r 

I:: T.) Ili , 

, -1 e1 	j-,- :;.; :c. 32  

-z.y 	 Li 	 1' 

t--77,7_110 ron 	 ; f 	 . 3 3  A'Atei 	'717.0 

r 	 4 -  p 	 ritot 	r c1 	t<t 

tr 	 ) 1 11; 	 t 

ii rrjt 	 :1 0.-10 	r 	pa.( 	it 	— 

7 1 It:7 Lo  

	

;_..i;..e.-1 1.;..Ctip 	 7 - 

c vi T-17 

	

f-17 	a -12 	Zc'r. 

',7:4 1CC 	 C 	 r cr cif 10 

r - 



VY'r 
	

-I I 

t 
t',7t • -1.-2 	 :Cr 	:1; 2 	_T._ - 	• _1 •; 	 r 	ett 

 i 	E 

17:7.-J1 	;.I , 

L: V P-1 7tz: 

_ 	 - 7-‹; 

2, 7 	"t_l_ I 	j or t, .117, 	 r 71 	 ::;■■ 

Cc. 	 • 	 . 	 — 

to 	r.1), 	 • 

C 	r.irerrit r 

- 	 If. 

rat, r _ 

' • ti 	 1°_, cc 	 :Lir in :71 2 

TO b-J 	 r 

1L .t.i r, 	ch.t: 	 - 	 r 	 7 °.  - 

„nr II 	 ror 	ic 

	

_Cor 	 ) rrt 

• 	e 	tr.;. -- 17.; Gi _`.013-1" 	2  1: 4:: 	 „ 

; 	 r 

_ by 

colc , 	:.r 	 c 

7.7 7 , .. 	 3 	r, 

Yt:  

e 	r_ .) 	 cr ' 

_ .7%) 	I, 	 r 	 7:7 -,Dr I.+ 	4, 

I 	 A 	 - 



4111**Willi#4. 1111r141#1,, 

D. --C. 	 cL, ;., -J. 	 .57; ;70 	. -tal 

	

'CC:r 	 r:, 	111., 	..7.? 	 -ILK - 

r 

;'..."1 	;;,.; 	 Cl 1 -  - 

- 

c 	 Lt. 	 ••• 

=at, 	 i 

Li' 	 ;1 ' 	 Y1- 1  50 

, 	t 

4_ 	 n 	 r)1.1 	",g^ 	 r 

- 	.7* 	" 

a:or 	r 	 "..7: 

r._ 	 4 	 r 

	

_r" 	 57 	L.77 	 ' 	; 

- 	- 	 .17.•r 	 1" 

r 	'I 	fr ■ 	 t7;r 	21, 7 	_ r r 

.1".1  

	

' 	c 	 _ r: 	 -y 

	

r, 	- 	 1; 

	

oiIi ; r 	; 	 e 01: 

)) rn 	C fLt 47..1 " 

e'n 1:Y2 	 r 	 - 



 

r, 17T) 

1" 1 	c, 	 c_C 	1_?licopLcr. 

c ,  a: c 	3 	 _ 	r r; 

r diczpat I , 	 r 	.71) C, t7, 	 : 

117 

crr,:i't, 	 rvJ Vrt) r 	 rz 

Prc- 	 11rc'z 	771 , 	 I  

	

04` I 	1.-cTi_c 4 0-1 	z-irt c j.  

7.6z: 1( 1 	xi_7. 	 0.1 

ct:_„ 	t? 	1 	CDtX 	 r_*‘: 	1._I . b 

•cc, 	123 	L, -r 	z rid ,..:c:),,cza cr 

orL 	14' 	 r 	I *o r,r- ): 	 rar- 

c-r; St cc, 	c I-7 in 1 LO, 	trz. 	J.r of r: c 7 , 1;1  ; 	'-1, )1.1t, 

1r, 	- 	'Jr- -  4 Cc 	 r„, acr -.7 n: 

r :Lric: 7 	_ 	cc, 	ct.ci 

1'1 1,  :1 c,,-1 "S_".tor,'.*' --,. ,7,1 

• L-3 Cc Yirc 	crirla‘r) a 'I*,„ 	I 6?.i pr c ic 

	

erz 	C.7.,triri 	:'orarl 	!I. 

r 75_ L.11 	 _11 	 r.— 

;02 	crcy rt_*-c1 .7. :r c   

I 	 r 	r , rx,„; cc; 	_0, CD. Cri 	 JLt 1, 

, gr..; 	1r3, 	,,_ 	c.:*= - 	1 	 r  

rz-r 	 ex" 11,20.0 	 rt 	 cf. 

r3; 	 - 	 C'CK 	'IA- -* 



• 
	 1..47 

,7-7.*L74:"J:*. 	1ft 	 3 .11 	of t; _ 	_ 	;- 	_ 

r c 	7:c 	 ?..T1/).:.. -  1 5) 3. 	 r 	11 

ir 	 9 c 

r 

Jrir 	_ 	 . , :.1--3 	 ;3 7' 

v:1 	c )_15 	 9`,1"-• 

	

p -L 	 d 	erirr.;. ■ 	nr 2r 	f.:/.1: 1 25 	; 	//7/■ 

g 	 /.7. de.  C 	:1,c co 	;:e 9 	 :;„ 	:_r 

	

r 	 x' 'cr. .% - 71 rc 	2 1 0 02 ; 1  

r_r0 sr 73 Tv 	'L.' 2 	r 

;s1. 41 	r 	 Le 	'1 2 	r 

/.20" _ 	rf ■„r 	51c1:: 	 ; I , 

01 13 9 ( 	 t / <2/ .1 	1°7 

7c. r 115, 	- 

Fez 	 r_ ;.;%.Li21r 7 7n 1'7 '4_ 3 	 of 

Drur.jj 	r 	 1 °, t 	 3_.2 ; _1 

I_ T. -S.:. 	C  

-„:_r: 	 r 	r, : 1 1 	r 

473. ).."..7.3,.1rcr.:...7.:_r171y C.- .1 _1_3% f 	 71:1": cX 

,.`i0 	r:ot 	_L'or rrzL 	 „" 1( 15 

.C■ 12, 	.r" 	. 	" 

"...U.. 	 r 	 1 r 

/4, 	-t 

	

r ta 'C 	C" 



Ar.1.1,; ; 11   

- ■=lcyt. 	6.73icry T'.-12 	L1 	J.ecki r.21. 	= 

J ; 	 , 	7 	 6 Ty.Llst, or ;- 

10 y 	 _;&z= 	Ior -21 

1ft.r7cr ad cuJ crr 12 	 2 

r.63..oL:, 0 	lk 	 or,:.-17 of 2. 	 of 

1.0 T-7-21  r  

tior r.=1:7 	 :rtt 	 L. of 

c-, 	1r, 	r__ 	

▪  

a`..e fr: 	 c: 	rirc 

LiC,D cr 

r■ -..et ■' 	 00 to Z7,' 	 :tor 	an-,  

=1cr 	 LC :nt-- 	) 1r) r,:z7., 	 rc.:Clc„cto.r,: 

LLL raftzi,r.r7.7p.f.ci!1cz 

trr,r 	 2.11 

'77; rl'n or cr.; 	■■%t, 	 for. 

e cc -plicitc, 	oon 	 r 

1vc
11-1  

 e. L." eV: :1 j  

t 	of :41.; 	

▪ 	

fre-- 	 c..nr (2,1 c=ni-/-_- rcti en LI" f.) 

It hi) I 	 Gs::, 	;;":',) 	 ior  

1c :.1 	 lc 	

• 

L.,...■=r- _rt of 05 

n IL: 	rr 	 rartn: 

c 	

▪ 	

1.;:e 74, 5 c,f, r 	 r 

ryi 	 ;JIG o-.1-1. 

r 	 20 ccr_t. 

13 

	

0:0 C 	Car 71.1.. c7,7 

0A-10 	 crt•tici:3 bt..0 -1f..! 

114101,41111111#1114.1141)111M: 



p. 

AL :;—(;;; 	(_,; 

fie at, In 	 -7.. vo.c 

r21 	 — 	 ry.: of "rnt 

- 	-11-4 	- 	r Dz 

TT!: 	 1: 11—..c 	 C 

"Li 

11.0- r 	 rx.c1 	 cliT0-.).ir 

- 1 173 	'X 	'423 	 6  

1r1 	 ..-102 	 '0; 1-  

10r. 	 ri 	1ill"r.Z 

mdar et-1 lir Tit.: 	cr 	rar C 	el ;.:) .:_ r` 	L 	--"C' 

C7-•' 	r(i 

V:: c;74-.e).;z:.:; -;-,  air- .,-.-:. ri_;Lr In 

	

T.) 	

• 

17.7.'Jc 	 o„..7 

- rz o:: 	 rtid in •iir co 

▪ 'to 	j_C _ rit triy in 	7,1.cr, 	ct: 

	

qui'''. 	 7.7 

or 	prccr 

..or 	 - 2  or 

r. 	1.).nfer ach 

circ t„ 	r-t' r 

▪ 2 

 

j 1-4 	 r:c 	 1 —  r: Cr;'17. ar'lti!:  

C(.• C.1  	vc 	:no1c: 	1!t)E-2 pr; r_ -..r 7:01-  ,:.^:";_" 

I 	 b n 	in CIpt:r II, 

Upfe, 	 r 

	

10_1f 	.1: 1 Di r!. 	 of 

I 



7:1 ) 
	

1 1 0 

; 	 - 	 - 	,) 	!...0 1C) 

T rir 	LJ_ 	i.Lci 	- 	 . ■ 

;-,1- 	IN-I 	ter 	 1 ,D 	 '" 	 ;:'.1.1 	Y.( 

02 In 	 -Irca 

	

r c 	,r: 	ec `-,rvr 

cr_rri 

";:,7 	 ;;; 

r 	 rr Dr 	 c.4  

irA.zr.' 1 3 - 	 - 

r-.  

r briL1I, 	L._ r 

- 	QS. .07,1- '-.2 

'.41 	L.; 

	

Y 	:0,11 1 	% I V : - 7: ;.J 	 ul 	Jc 	i 	 ci 

- ;- r 	 -t 

er, 	 : 	 1-• 	- 	r. 7 	017 

c-  -6 

, 

	

• 	 icy _ 	7,1 in 

	

or 	 1-2,r- 

rt 	 pr,:e 	14°.;-- 	 r1 - _tr. 

j n 	 C't% 1.••••:::17 1 0 5, 	Cr, 

	

iratn..L.q • 	1. 	 1.01' 	' 	 X' 

or_ 	 r,..121,7L r 

	

r—Lc: ;:14: 	01, ;:,<7 	'Or - 	d./1 



-r: 	GI " 	rr . 1 T 

C.; C,C"!1-1 ,  &TX,- 	_ rit; 	;,* 

1-17 	 clbciriinc 

a - 	teU rrorr.r,z,r 2 	 or 

..Lo 	3,0 —irintr_, t 	rcrzc -7 ,- 	 *.e(tr 

2-17 cre.T.7 ollc*,:r: 	ri1y , ft.r f'17ill '1 '1 - j 	 C! 1.7.'rinir 

I 'ail C, th icj1c 	111,C 	 elitc1=, I 7 -  

ZC3 	4_ ,-:,;,,rt:c:1„:toll:,e 	 faZ.t=11. 

_LC 	 , 	;„;) r 	 IL; 	 " 
	 T 

Car- 	G : 	CZQCC, ,C: .Ge -2..C11 	 J., 

of Cr._ 	f),Ii 	 Ill 	tZ," IT 	r 35 :IL ,: 

7%2 	 ;": tr.  J.: Lf. L. 	r ã :c  

33 --.510-L r  r 	 ' 	r,:tr.c;  

-L1 	Irtio 	.4 -1 ,- 	 , 	_ 	 t 

i1. 17:_; 	 1 in; tx,et:..crz 

o ;152- s 	 rte 	 I.  

rr. a.co,;r7 	 ;±rr 	x:fir:o1 	 'rr_r„;, „rt rc.10 -‘ o.1* 10 ;;:, 

r 	 C 1-C,C; 	TT. re. t.„,„ 	 -"..;_r":; 	 -7 

r, ro'Cr ■.17,.'20;:,." ■ 3j 	11:z r 	 tr:d." 	- 

rcr:i rt c';r: 	- r 	 r 7:r L.-) c , 	 pry 

Dcn r: 	 cr. „.:;t 0 	1:,•;„ 	IrroIL'ill::o. er )40 

rlr 1-,,v)r 4 	 o7A 	 -Tetz,cik, t; 	"„7,•:-.:-  to 

TcI C 	 ;_r1 	 11- .1 	- 

tac," 	 rar ; 1 i• 	t :, r - 

,Tzrd 	—r 	• re co c.,14 -. 	 -, 

k. 	t 	t.- 



V.; 	 ; 	 4:-.11,.; 

	

-(r:r r co; ti 	 -5-  cr. 	 :Co 

IT5 
to "17.,rre 	u eiir  

"'ir 	 1_1 	 ; 

	

erty- 7 	 T.Z .  to „:(.. (..17,"2,r1 	LrAt 4 ..)":1..,17'7 -2 

- 	 r 	 --1 -7(-. 	in:. 

 r,_ 

c 	el 	j1 	 .11r 	.o 

	

L:. 	 ;:.' c 

-. 1 	 r„; -  

	

L 	 1-.)._1,1- 	.» J 	c 

Irc; 	1:1,...)t 	ac.— 

r 	 - 

• 	1:, 1 	 or 	 ;2, 2, 	 el 	:4 	;1 ,7_ ;;;L.:4' 	: 1117:- 

71•7_0.,, 	7 	 "7- 

tbL;;;) rm.; 	 t:or-...! 

tz 	--r; 	=;.. 	 r ,. 	 r 

	

; 	 17,.? 	 `c. 

C:47 	%rt., 	•r 	 ;7, 

ar 17. 

LA 	 "  

	

.1 s): 7, 5 -;., rjio,r: 	 co 

c:- 	 C": A 

:r 	7 1' 	 7;1  2 111 - r -*1 

 



i 	C 
. 4/40#ftelkiliffoi 

) t 

y,  

ot_ 	 ; 	-ro 

c:d 	 r 	 • 0.. 

.1  

E— 41_1 

	

oC 	c ,S".1*-̂  	o_ 12- 	 rt--;•_ta 

..;• 	T 	r 

J 

• T1,70 	--  

	

r 	;A A. or 

3. 12L 	to 	1  - 	 d- 4-217 	 r ; 	 P-2/t 

reLtc_.:, 	:tor 	ctf.,.L. 4  t, or  

 

uitel-1_7_r 	fr ,.."C7.r.,  

O.! 

to I IC., 	 052 	'Lir  

rd 	 L.,:te1 ti1  

3) 	rj
t' 	 erH1c,3 "t; 	- 	-op 71, a 	rrLtji. 

r 	 It:•r 	 1-2.1:4) 	cq-,,t3:- 

r_ct 	3 or. 	1,77, 	L. :r:C. -.Cy 

1 r..-- -LvE;p. 	. 	ii 	 uo1d 1 :. - ;:t h.._ 

.1 1'0 	 & -.1!) rre 

	

17.t.r.tI 	1:::)1 	12-1 1  C 	- 	 1 	; 

'ent. 

"Go 	c- r 	_*1 	Lo r _ 	 r 



C, 	. 



4.00011111,1011  

ehaptcr VIII 

i-GST,.44.3. 	Cci 	p 	 LZ 

ilaninL. DtrinLI;erld Ye.ar II jurisdiction over air-sea roscte 

activities had never been clarified. Me meL: had assmed rescue responsi-

bilit.0  for its own personnel in spite of oijtcUon b the :eavy and the 

Coast Guard. ID cpmlat areas rescuc organizations had been improvised, and 

aid obtained fron other aources when it Wt& available. 

in the last year of the war air-sea rescue plannini, based on bencral 

Luterts momoranduo of 5 ,aluzt, 1944* had resUlted in the puLlication of .;.-F 

Relation 20-4, effective 1 LtTeil 1914. It desit,nated three areas of 

rescue activity: the Lnited Ltates, covere L the four continental air 

forces; overseae areas, eatrusted to the overseas air forces; and transport 

routes, which were the responsicalty fo the A.ir Transport Goadat,d, ,ac 

as to operate rescue a Lencica sIonc its routes; the air 2orces--both 

continental and overceas--vare to ustalish ec,crLency-roscue control centers 

litMn their as,ined areas. 

Gooperation with the i.avy continued to be a basic policy. A letter 

from Leadoluarters, ,:2 directed -1-.14' corp:.x.der;_. to co_peratc with naval 

camanders in preparinE, a corwoa aler Lency-rescuo plan for each area, and 

to collaborate cloeell 'with the:sav.,(f in all rescue operations. It was 

not csnsidered advisaLle, hoever, to establish joint operations centers. 

The Lzvy issued siosr instructions to its connanecr.s.
1 

.JVCa 	e 1,u1stion 2a-54 ras beinz prepared, the auestien of 

rescue responsiLiiitz, 	oc_ain raieed. Ihe Coast Guard was the aLency 

it3ee pp. 5-7. 

atiorwre54001.40  



H 

Ih8-95, Chap. VIII 	 146 

most often advocated as best suited for the task. AeF opinion, however, 

continued to favor retention of responsibility within its own organization. 

Admittin ,  that the Coast Guard had borne the primary responsibility for 

sea rescue off the coast of the United State e since 1915, the ALF contended 

that DID purely continental ortanization could operate a service that had 

to extend from the "Ice Cap of Greenland to the Jungle of Burma."
2 

Perhaps with an eye to a future when U.S. overseas air forces would 

be withdrawn, the LTC did not join in the otherwise ALF-wide desire to 

have all air-sea rescue responsibility under AAF control. On 28 rarch 

1945 raj. Gen. harold L. George wrote Lt. Gen. Barney I. Giles expressing 

concern over the provisions of AF Regulation 20-54 charging 12C with 

rescue responeibility on transport routes. General Georee felt that ATC 

was "in DO way equipped to carry out this responsibility," and stated 

"that the only way to provide the nerimnm efficient sea rescue service is 

k turning over that responsibility to the havy." The George letter 

concluded:3 

the Army Air Forces is not, and in my opinion cannot 
logically be, prepared to f1  fill the heavy responsibility 
that reete upon it in eafeguarding the over ocean airlanes 
of the world in a manner that will insure that all individuals 
making trans-ocean flights are provided with the maximum 
security ena  safety in the event that water landings become 
necessary. 

The end of the war in Japan only accentuated the question of rescue 

responsibility. Naval authorities continued to press the primacy of 

the Coast Guard'a claim and at the same time was deactivating its own 

rescue squadrons. AAF spokesmen remained reluctant to chance their 

position through fear that LAF rescue needs would not be adequately net 
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if an agency outside its on jurisdiction controlled all rescue activities. 

Is late as November 1945, hoLever, the ITC was unwilling to accept 

responsibility for operating the rescue ortanization.4  ho decision was 

reached until after a memorandum that same month by Lt. Gen. Hoyt S. 

Vandenberg, Assistant Chief of Air Staff for Operations, who discussed 

the problem and proposed a solution.
5 

General Vandenberg stated that the lack of a rescue organization in 

1941 had led to the introduction of varying systems influenced by local 

conditions in tho different theaters. Conflicting policies were the 

result. Attempts to establieh joint policies or a joint organization had 

been unsuccessful, largely because of Levy opposition. These rescue 

organizations faced the problem of providing four types of cover: for 

operational strikes, transport routes, rear areas, and individnal bases. 

The LAF had provided superior cover for strikes, but the cover for the 

second and third types had been neither efficient nor economical, and 

rescue in the fourth category had been largely improvised by each base. 

General Vandenberg believed that six elements were needed for air-

sea rescue: control and supervision; communications facilities; mobile, 

self-contained airborne rescue units; base rescue equipment; ocean-

going station vessels; and destroyers and submarines. He asserted that 

the first four of these could be provided by the 1JF , but the last two 

could not.* The Navy, however, was deactivating its rescue squadrons and 

*General Vandenberg dismiesed the use of rescue boats by the RAF and 
LAF as being "only successful" in the Enslish Channel and even there only 
in the early stages of the war. This perhaps overlooked the number of 
rescues accomplished by boat crews in the Southwest Pacific. However, 
for long-range patrols the rescue boats were inadequate, and his evaluation 
of their use was undoubtedly- based on this fact, plus the obvious superiority 
of the rescue cover afforded by Navy ships. 
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would depend on reLular patrol szuadrons and the Coast Guard for postwar 

needs. Gthor factors to te considered were the Civil 	Petrol's intention 

of formulatinL a rescue plan for the hone of interior, and the results of 

tests and operatisnal experience with the helicopter. In -View of CAP t s 

project, it was doubtful that the ..s.0 should maintain an elaborate rescuo 

orEanisation in the united Jtates. The helicopter experitents indicated 

the possibility ofeevelopip, tht aircraft as an all-purpose rescue 

instruLent which wDuld replace crash boats, miscellaneous uround equipment, 

and other aircraft.6 

In sum=arizing, Vandenbert, stated that: 7  

1. J. joint ArLy-havy rescue orLanisation was not possible. 

2. iL2 coveraLe in combat ,areL.t.; was excellent, but duplication and 

inefficionc cxi,ted in rear areas. 

3. LLi operAion of rescue concra, di::tress-comiunication facilities, 

and airborne rescue units had beeh supt.rior„ but the rescue pro,..raLi as a 

whole had not ben a success. 

4. The Coast Ut.ard was plannir L  a conprehen,the sea-rescue pro,ram 

for transoceanic air routes and wators near the bnitod etates and its 

postessions. 

Yinall, he recommended approval of a directive which would dele Late 

the responsibility for providint, an aircraft search and rescue service for 

all conpononts of the 	ATT.,3, to the diG. The ,i1C uould he directed 

to estLbliLh and maintain a land-air search and rescue orLaniLation within 

the United states and sea-search and rescue a,encies aloni LTC fereiun 

routes, orLanise LoLile rescue squadrons for assiLnment to each theater 

air comnand, and establish ii. ion with Coast Guard commanders for 

continental search anl rescue. 8 

_ 
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Leceptance of General Vandenberggs conclusions set the framewerk 

within which the La formed its poetwar rescue organization. In ac-

cordance with his assessment of the value of sea craft, it was decided that 

ALF rescue units would use only aircraft in their operations. Jall AAF 

rescue craft loner than 45 feet were declared excess. The smaller 

craft, however, were retained for rescue operations in waters near air-

fields; it was expected that the Coast Guard would assume futtre recTonei-

bility for rescue-boat operations in the open cea.' 

Ckaa4zation. The LTC did not attempt to ectablieh a world-wide 

rescue service immediately. It first activities wore confined to the 

United States, and control was extended only gradually to overseas reEions. 

The fire t move toward estubliehinc a rescue service uzeler LTC was 

the organization of the 62d AAP Base Unit, with headquarters at Lndrews 

Field, Far:fland, effective 23 January 1946. Peroonnel vere drawn from 

the continental air forces' search and rescue base units, which the 

new orcunization was to replace in maintainin& rescue coveraLe for the 
10 

Zone of interior. 	Two monthe later, on 13 rarch 1946, its designetion 

became Headquarters, Air Rescue Service (C2d La Base Unit).11  

To afford nation-wide rescue service, three sector control centers 

were designeted. These were located at isadrews Field, I:aryland; leterson 

Field, Colorado SprinLs, Colorado; and hpeilton Field, California. Twelve 

detachments aided in extending rescue service: five were asetened to the 

Earyland control center CO, four to Colorado Spripfs (B), and three to 

the California center (C). Personnel for the detachments and control 

centers were drawn chiefly from the Firet, second, Third, and 2ourth 

Air Force search and rescue base units.
12 
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This arran_cLent lasted for less than a month, and in April sector 

control centers D and  0 were consolidated, with headquarters at hanilton 

2ield. Unit assignments were also changed. The only chance in the 

east was the shiftinz of the detachment at ',:estover Yield, I:assachusetts, 

to nitchell Field, Lew York. Units at Andrews, neaill, Selfrike„ and  

remi;his retained their original assignments. In the west, un6er sector 

control center B0  the use of Peterson Field and Pius Field, 41 Paso, 

Texas, as bases for rescue units was discontinued. Kirtland Field, 

Albuquerque, New Lexie°, replaced EiLcs as a center for rescue operations 

in the southwest, and units at Hill Yield, Cuden, Utah; Great Falls, 

ifontana; Portland, CreEon; Larch and havilton Fields, California, remained 
13 

in their oriEinal positions. 

Shortly after these charLes were node, headqut.rterc, Air Rescue 

Service (ARS) itself noved fromAndrets Field, reryland, to Washington 

Lational Airport on 29 Eezi 1946, and from there to Lorrison Field, 1:est 

Palm Beach, Florida, on 1 July. Thie last shift was made to bring the 

headquarters closer to the 5th Lmercency Reccue Squadror, whion had been 

transferred in Vey frcm heesler Field s  riesiosippi, to Eorrison 
14 

and assiEned to LPS for the purpose of conducting; rescue trairlirg. 

The movement of headquarters, Air Rescue Service to Uorrison Field 

was followed 1',, another rearrangement of unit assicnmonts. Control 

centers A and D were redesignated as headquarters squadrons A and E t  with 

no chance of station. Lestover Field, Eascachusetts, and Fort Worth, 

Texas, became LB "bases, while Ilitchell, Peterson, and Biggs Fields were 

dropped from the lit. On 26 	1946 headquarters squadrons Lard D 

LL-95, Chap. VIII 
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-uere redesigniLted as air rescue squadrons. At the same time all sub-

01.01m-be units were designated as nuMbered air rescue detachments. The 

5th Emergency Rescue Squadron was redesignated as the 5th Rescue Squadron 

on 11 April 1947.15 

In the late spring of 1947 the designations and stations of all 
16 

Air Rescue Service orcanisations were as follows: 

Headquarters, Air Rescue Service (62d ALF Base Unit) 
Morrison. Field, West Palm Beach, Florida 

5th Rescue Squadron, Morrison :Field, Florida 

Air Rescue Equk..dron. A (62d AAF Eli) 
Pope Field, Vert Bragg, horth Carolina 

Air Rescue Detachment #2 (62d ALF BU) 
Westover Field, Nassachusetts 

Air Rescue Detachment A (62d la EU) 
Selfridge Field, lachigan 

Air Rescue Detachment zi=5 (62d ALP EU) 
Scott Field, Illinois 

Air R.0130110 Detachment #6 (62d ALF BD) 
Biggs Field, Texas 

Air Rescue Squadron B (62d ALF EU) 
lialnilton Field, California 

Air Rescue Detachment -1,:$ (62d. ALF EU) 
IleChord Field, Washington 

Air Rescue Detachment A (62d 1.13 ED) 
March Field, California 

Air Rescue Detachment 110 (62d itAF EU) 
Bill Field, Utah 

Air Rescue Detachment 1711 (62d AAF BU) 
Great Falls LIE, Montana 

Air Rescue Detachment #12 (62d. AO BIT) 
Lowry Field, Colorado 

nnrtITifr 
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These myriad chanLes were typical of the air rescue establishment 

in the postwar period. Relocation and redesignation of units occurred 

at periodic intervals. Some of the changes were in the interest of 

greater efficiency of opzration, while others were due to inactivation 

of bases in a period of postwar austerity. 

ThroughouA, this period ABS personnel did not lose sight of their 

future global mission. In January 1947 Col. Richard T. Right, AR$ 

commander, directed that a plan be prepared for a world-wide oruinisation.17 

 Headquarters, Air Rescue Service was returned to Washinston in December 

1947 so that coordination with other /lel services could be achieved 

and planning facilitated. Tvoinjng functions, however, continued to be 

carried on in Florida by the 5th Rescue Squadron, which was also responsible 

for rescue coverage of that area.
18 

Early in 1948 the awaited projection of ARS control into overseas 

areas began. Rescue organizations in Saudi Arabia, Tripoli, the Azores, 

Bermuda, Newfoundland, and Labrador were established.
19 

In most instances 

these were small units with a minimum or rescue equipment. The Saudi 

Arabian detachment at Dhahran, for instance, had only three officers, two 

enlisted men, and one B-17 when activated as the 512th Base Unit. 20 At 

Wheelas Field, Tripoli, the 2154th Rescue Unit had some 30 officers and 

enlisted men and two B-17Is at the end of it fifth month of existence. 21 

The 21526. Rescue Unit was equipped with 2 B-17Is, 10 OL-10Is, and 1 L-41 

but these were scattered between flights located at Newfoundland, Labrador, 

Bermuda, and the Azores.22 
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Leanwhilc, the rescue orLanizatione in the United Otatos were again 

renamed in allomr5 1948. The old sql.adron ail: ,  detachment desinations 

ucre dropped (except for the 5th Rescue e.quadron), and 11  personnel were 

ass:ivied to the 8th and 9th hcocue Units, which, vith their fliEhts, 1,,ere 

made responsitle for all rescue mioAons in their country. headquarters 

and headquarters 1-:;quadroo, Lir -escue wervico was moved to Gravelly Point, 

Virilnia l  and its flif_ht section to rope Lir force Lase, fort BraLL4  ..orth 

Carolina. The 8th _,:escte 'Unit had flihts based at Balsalton and Lareh 

field Lt iv California, and LoChord ;lir Arco Lase in Uashincton. Lowry 

ir .Lnorce tase„ benver, Colorado, was the center for 9th Aescue Unit 

activities, pith fliLhts based at Li,_ Ls 2ield, TLxas, and welfriaL e field, 

LicLiLan.
23 

AssiLnment of Lir iLescue ;Jervice to the Lilitsr:, Lir aransport u,crvice 

(L L ), establiatd on 1 Junk 1948, brouiht more chan,cs and additions. 

The 1050th Rescue Unit vas establiL.Led ulth headquarters in Lsufounaland 

and fli,hts in  Lalrador, the Lso::es, and termuda. The 1061st was 

activate in Tripoli, and the rsoc .ao detachment at Dhahran Locane the 

10€ 0th Rocca° unit ,
24 

Those namsrical dcalLnations were altered in .AuLust. The 1050th, at 

bewfouncilund, became the 2152d; the 106.01h„ at DhOram, became the 213d; 

and the 10E1st, in Iripoli, beca:.10 the 2154th. In the Lnited r,tates the 

2150th and 2151st Rescue Units replaced the 8th and 9th hoscue Lnits. 25  

In the nuantine the 5th Rescue Zquadron contituLd its trainin, duties 

and rescue op,rations fron Lacifill Lir force Lase in florida, althouLh 

one fliLht was located at .,estovcr ..21, and one at Pope ;if', to afford 

rescue coveraLe iu tao.,e areas. 
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In 1949, the Air Rescue Service extended its authority into 

Europe and the Pacific uith the assiLnment of the 2d, 3d, 4th, and 7th 

Rescue Squadrons to its jurisdiction. Those assivnments, however, did 

not alter the operational control of overseaa units. That authority 

continued to be vested in the air comnsnder of tho theater, area, or 

base concerned. On 1 September an exten,ive reorganisation of all rescue 

units was ordered; the result was the creation of nuMberod squadrons at 

the bases indicated below:
26 

121 Rescue Squadron  

	

Headquarters and Flight A 	 iaoDil AFB, Florida 

	

Flight B 	 lbrook AFL, Canal Zone 

	

Plihb C 	 Ramey AFB, Puerto Rico 

	

Flight D 	 Kindley AFL, Bermuda 

2d Rescue Squr.dron 

	

Headquarters and Flight A 	 Kadena Field, Okinawa 

	

Flight B 	 Kadena Field, Okinawa 

	

Flight C 	 Clark AFB, Philippine Islands 

	

Flight D 	 Dorth. 11B, Guam, Nariana Islands 

3d Rescue Squadron 

	

Headquarters and Flight A 	 Yokota AB, Japan 

	

Flight B 	 Yokota AB, Japan 

	

C 	 Eisawa AB, Japan 

	

Flight D 	 Ashiya AB, Japan 

.L1h, Rescue Squadron 

	

Headquarters and Flight A 	 Railton AFB, California 

	

Flight B 	 }larch AFB, California 

	

Flight C 	 Yabord AFB, Washington 

.diickam MB, Hawaiian Islands 



111111**L1101011110101011^" 

IFS-95, Chap. 7111 	 155 

B.escue Squaclron 

	

Headquarters and nicht A 
	

Lowry AFB, Colorado 

	

Flight B 
	

Biggs LFB, Texas 

	

Flight C 
	

Maxwell Lib, Alabama 

	

Flight D 
	

Selfrike AFB, Michigan 

6th Rescue.  Squadron. 

	

Headquarters and Flight A 
	

Westover AFB, Uassachusetts 

	

Flight B 
	

Ernest Harmon AFB, Lewfoundland 

	

Flit C 
	

Goose AB, Labrador 

	

Flight D 
	

Rluievest 1, Greenland 

-2.th 12.1031.9 agzjzo.. 

	

Headquarters and Flight A 
	

Wiesbaden AB, Germany 

	

Flight B 
	

Lajes Field, Azores 

	

Flight C 
	

Wheel= Field, Tripoli, Libya 

	

Fliht D 
	

Dhahran -field, Saudi Arabia 

From 1949 to 1952 additions to the above roster of air rescue squadrons 

included the 9th and 10th Rescue squadrons and the 2156th Air Rescue Unit 

(TTU). Headquarters of the 9th and three of its flights were based in 

England, and one flight was at Wiesbaden, Germany. The latter flight 

replaced the 7th Rescue Squadron, which moved its headquarters to Tripoli 

The 10th Rescue Squadron was stationed in Alaska, and the 2156th carried 

out rescue-training functions at MacDill Air Force Base. 27 

Training. The 2156th Air Rescue Unit, activated on 21 January 1950, 

carried on the training of rescue personnel which had previously been 

assigned to the 5th Rescue Squadron. Training conducted by this unit 
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included instructions of aircrews for operation of the SE-29 and SA-16 

planes and the H-19 and h-21 helicopters. Separate programs were 

established for each aircraft, and included ground school, transition 

flight training, And  operational rescue aircrew trnining. In addition, 

there were courses of instruction for all in such subjects as land rescue, 

precision spot-parachuting techniques, evacuation of injured or distressed 

personnel, administration of first aid, survival (arctic, desert, and 

jungle), special vehicles operation, land navigation, native psychology, 

Liountain climbing, advanced swimainc techniques, conmunications, aerial 

delivery of equipment and supplies, and medical procedures. In other 

-mends, the school provided specialized training for every phase of rescue 

work 28 

Onerations. Rescue missions naturally erininished in number after 

World 'Jar II, but increased aLain as the ,Lir Rescue Service area of 

operations widened. In the last 6 months of 1946 only 107 searches were 

conducted,
29 but ia the corresponding months of 1947 the number had 

increased to 435.30 Search missions in the last half of 1948 totaled 

only 247, althouzh there were 1,215 occasions on which rescue personnel were 

alerted.
31  With the assignment of additiorel overseas rescue squadrons 

in 1949, the nuMber of alerts increased to a years total of 3,12-J„ of 

which 2,089 were false and 1,066 necessitated se,..rch and rescue activity.
32 

Problems.  False alerts, caused by the failure of pilots to nake 

prompt and proper notification of late arrivals, completion of flights, 

changes in flight pinns, and the like, were a constant strain on the 

operational efficiency of the Mr Rescue Service. eports from individual 
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units continually stressed the number of false alerts, and the totals 

are apna111n2, to contemplate. In the last WP of 1947, out of 787 

total alerts, 352--nearly half--were 2alee. 33 Since the total alert 

ficure included civilian as well as military planes, it mi&ht be ex-

pected that the former wore lercely responsible. On the contrary, how-

ever, the ficnres for that period indicate that military personnel were 

culpable to a far creator extent. Of 258 alerts occasioned by civilian 

aircraft, only 52 were false, but over one-half (300) of the total of 

4 
529 rilitary alerts were false / as late as 1949 R3noet two-thirds of 

all alerts received were unjustified.

Personnel shortaEes, lack of funds, and makeshift and antiquated 

aircraft and equipment .ere other major problems of the Lir Rescue Lcrvice 

in the postwar years. There wee no critical shortace of officers, but 

the lack of trained enlieted men was a constant source of difficulty. 

Ls early as Decenber 1946 the number of available enlisted men was only 

a little more than half the authorized ficure.
36 
 By 1949 the situation 

had eased, but shortaces of airmen in certain cateLories were ntill 

apparent, and sufficient helicopter and amphibian pilots and navicators 

were not available.
37 

Shortaso of fund c was particularl:, apparent early in the postwar 

period. Communications were for a time seriously affected thereby. 

Lnring the war, when money was plentiful, an excellent communications 

network had been establichod by the numbered air forces in the Zone of 

Interior. Complete coordination with DII  interested aLencies had been 

achieved, und intercommunicative systems involvinil boats, aircraft, search 

parties, and air bases had teen well developed. In the short time between 

401.0000,00,00 
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the end of the war and the formation of the Air Re scue rvice these 

facilities h&cl deteriorated because of hul-et-cuttinc and shortage of 

trained pers:nnel to the point of inefficiency. Ey 1947, hotever, the 

Lir nOGC120 aervice had succeeded in reestablishinc an efficient com-

munications net within the Zone of interior.38 

Parts shark: ,  es and maintenance problems affected some rescue units, 

particular13 thee located overseas. The Am' from these outfits is 

concistently similar. Fliihts L and C of the 21524 Rescue Unit, based 

in Labrador and the Azores respectively, reported in 1948 thst their 

Greatest problem as obtainin: aircraft parts. Flic„ht C, with only 

one operational aircraft, feared its loss at any time 'because of maintenance 

difficulties.
:0 

The unit in Tripoli reported that throughout ;July 1948 

it had only one E-17, and that was out or comAtission moat of the month.40 

The 2153d Rescue Unit at Dhahran had a unique complaint. On 23 

ptember 1949 they were alerted to have a full crew standinj by at 

all times, prepared to co to the assistance of Lowell Thomas, the author 

and news commentator, who had been thrown from a horse in faraway Tibet 

and injured. The order was complied with, but the unit felt that the 

alert was unreasonably prolon,oed when further orders had not arrived 

after the Expiration of seven days..
41 

Despite lack of satisfactory equipneut, maintenance difficulties, and 

other problems, the ITS mission continued to be carried out in an out-

standinfL prinncr. Ilem on 16 Levenher 1949 c. E-29 en route from larch 

Aold, California, Lc) ferLuda was forced to ditch, two aB-17 rescue air-

craft from Kinalcy Lir Vexes rase in Lermuda were already in the air 
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stteLptinE to inttrcept the plLne and les4ii to its deetindion. 

Llthouch proLpt action had been then, a 1Lrpo-scale fonr-day search, 

involvinL approxiLA.ely 150 planes, 	necessa-g, before the survivors 

were located and Lhe rescue perforLed b5, an s13-17, which firot. drop,,ed its 

lifeboai, and then guided a Canadian cutter to the spot. 
42 

--uch credit for the successful peacetime record of the rescue cretx 

Lust be Liven to their ability to coop- crate with other militar5 units-- 

those of both the United states  and other countries. The ALF rescue 

detachticat in the Lzores, for e,-zple, coLbinod forces with the Portuguese 

rescue squadron in trainirg DiSCA0/10 which paid hardcsme dividends when 

an actual emergency aroLe.43 



Chapter II 

ArK-SEA. RIEGLE III hoZEILA 

Uhen heetiliUus ban in Korea, the Air Rescue Service was represented 

in Japan by the 3d Air Rescue Squadron, wlsese flights had been based on 

Japanese airfields since the end of llorld War II. Aircraft from that 

squadron were almost imhxdiately drawn into the conflict. 

Rescue ampization  and Louinment 

Uithin the Far ;est Command, Headquarters, Far at lir Forces (FLA') 

was charged with the reeponeibility of coordinating Army, Levy, and Air 

Force oearch and rescue activities. Responsibility for oearch and rescue 

in the Japanese area, including Eorea, was deleEated b3 Fia to Fifth 

Air Force. The 3d Air Rescue Squadron was designated as the operating 

agency within this area.
1 

The original personnel authorization of 

was 108 officers and 353 airmen.2  They were 

A4 R, 0, and D--which at the outbreak of the 

at Johnson, Yokota, laeava, and 1.shiya baees 

detachment of FliEht D was at Seoul, Korea.
3  

the 3d Air Rescue Squadron 

assigned to four flights-- 

war were stationed respectively 

in Japan. In addition, a 

Rescue equipment included 

11-5 helicopters, 6E-27 1 s (with airborne lifeboats), 0-47's, and L-5 1 s. 

The 3d Squadron had no 0-29's or A,-16's until after the beginning of 

hoetilitiea in Korea.4 

The first crucial problem facing the Air Rescue Service was the 

shortage of personnel. A new T/0 E (7-1613) raising the personnel 

160 
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level to 122 officers and 624 airmen was authorised on 10 August 1950.
5 

Lefore that time, however, emelIency aid was extended by assigninc 

personnel on TDY from the 2d Air Rescue Squadron, based at Okinawa. 

2,2 additional personnel were assiEned froil the Zone of Interior, those 
6 

on TM returned to their oricinal squadron. In this manner the actual 

strenoth of the 3d ;.quetaron was built up from 88 officers and 381 airmen 

on 25 June 1950 to 133 officers and 623 airmen on 15 Lovember 1950. 7  

Further aid resulbed from the ectivation of Detachment E of the 5th 

ktrReecue Squadron., Lowry Field, Colorado. This unit, composed of 

4 ;-,.401-16 planes, 12 officers and 22 airmen, arrived in Japan on 28 ;July 

1950. The original TM of 12) days was extended to 150 before permanently 
8 

assigned SA-16's and crews replaced them. 

A second problem was the lack of suitable aircraft. The first four 

SA-16 1 a to arrive in Jaren were those of 5th Squadron's Detachment 14 

and the first planes of this type assigned to 3d Squadron did not arrive 

until 20 hovsMber. The first SE-29 was assiEned four months earlier, on 

29 July 1950. By the end of 1959 the 3d Squadron was equipped with 14 

E-5 helicopters, 8 Sii,-16's, 6 SE-17 1 s, 5 SE-29 1 01  3 C-47 1 e„ and 3 L-5 1 s.9  

„Aircraft maintenance and rescue communications provided additional 

worries for rescue personnel. The increased allotment of aircraft 

equipment and the taek of working onunfeliiliar plane types placed a 

burden on mechenics and supply lines which they were at first unable to 

cope with efficiently. However, as priority was given to Korea-bon -n(3 

supplies, and mechanics began to becone familiar with the Si0.16 and the 

SE-29 aircraft, out-of-commission hours declined. By December 1950 

aircraft maintenance was as efficient as in peacetime. The SA-16 was 
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the greatest source of difficulty. A maintenance kit was included with 

the planes of 5th Squadron's Detachment 14 but it was not adequate to 

keep taem in flying condition at all times. On one occasion all four 

SA,-.16's were grounded at once while awaiting parts. 10 

Rescue communications controlled 1 the 3d Squr-dron eventually became 

highly efficient, but at first the shortage of equipment and trained 

personnel caused delays in transmision. Again the chief need was for 

rapid expansion of facilities. Rescue units resorted to telephones as 

other means of communication became well-nigh useless under the strain 

placed upon them. In some cases electrical messages were delayed from 

two to three days and arrived lon. after the mission to which they referred 

was to have been accompliched. The assiErment of supply priorities, however, 

sueceedcd in reducing the delay to no more than 8 to 10 minutes. 
11 

&WglIEgons 

Organizglim. Coordination of rescue efforts and liaison with other 

combat units was effected by an air rescue officer appoinLed to the 

Directorate of Open...tiara -I Services, YUF. It was this officer's duty 

to advise the Director of Operations on the operational status and 

capability of pri -P rescue units, to form policies and pro:wws for search 

Arl  rescue, to prepare and supervise plans and procedure for rescue 

missions, to make recommendations on the assignment hni location of air-

craft, and to monitor rescue niscions. 12 Rescue coordinbtion centers 

uere established at air defense control centers at Johnson, Fukuoka, and 

hisawa airfields, and a naval liaison officer was assigned to each control 
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center to insure coordination with naval rescve operations. For direction 

of search and rescue operations in horea, a rescue coordination officer 

was appointed to work in Glee° conjunction with the Joint Operations 

Center (jCC).13  

The 3d Air Rescue Squadron opera Led a 24-hour-a-day radio network ) 

 centered at Johnson Air Force Base, which covered all  of japan and imorea 

for direction and coordination of rescue activities. The rescue network 

could contact practically every American or ;Japanese acency Ilich could 

be utilized in rescue activities. In emerceney cases air rescue stations 

at Iwo Jima, Guam, ralaila, Okinawa, and hawaii could be called on for 

assistance.14  

/I distressed aircraft was to notify its home base, which checked 

with the nearest control center. The rescue network then began operation, 

providint: a clear el:war:a for rescue directions. Air rescue units 

nearest the scene were assigned the mission unleas they lacked the 

specialized equipment needed for a particular sitivation. 15  

Rescue procedures were similar to those used in World 1;ar II. 

Cover was re2u1orly provided for in. mission planning, and facilities 

made available for special search and rescue flichts when needed. 

Ledical  evacuption. Anew field or rescue activity--evacuation of 

wounded by aircraft--was inaullurated in Korea because of the difficulty 

in movin,,  front-lino casualties over the rough Noreen roads to rear-

area hospitals. The helicopter as seized upon as the ideal instrument 

for speedy evacuation of the wounded, and bhe few which 3d Squadron had 

on hand in June 1950 were in almozt conAant demand from the early days 

16 of the war. 	hen Colonel N14- 111, Air ileseue Service commander, visit,cd 
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Japan in the oumLer of 1950, he found LIZ helicopters beinz used 

exclusively for evacuation. Although medical air evacuation had not 

previously been a part of the IPS Pieeion, and tho uee of all available 

helicopter for thwb tack nade difficult the successful performance of 

rescue duties, it vac a function thzt loLically belonged to the Lir 

Force, and Colonel Richt recommenescd the formation of helicopter unite 
17 

forlhic purpose. 	His recomiendation vas still beinE studied by the Air 

'4taff on 22 Love:Miler 1950, but in the meantime a helicopter evacuation 

unit, Detachment F of the 3d Air Rescue Cquadron, had been activated on 

24 f;eptemker 1950 at Taegu, Korea.
18 

Detachment F, later designated Detachment One, was composed of 11 

officers and 56 airmen, and oriLinally equipped exclusively -with 

helicopters.19  Ey October 1950 the detachment was also flying L-5 air-

craft, which wore found adequate for someevacuation ruissions. 20 In 

1951 two h-19 helicopters, lurter versions of the 11-5's, were ascii:fled 

to the 3d Air nescue uadron. 'our more 11-19's were sent to Lorca 

in .ecbraary 1952. 22 

Carrying two patients and a medical Lechnician on each fli„ht, a 

helicopter could compress an hour of land travel to a five-minute air 

hop.
23 

A medical officer of Et Lorean field hospital, examininr one 

Lroup of six wounded soldiers who had been evacuated 1) hulicopler, stated 

that five would have died had they teen roved by normal land means.24 

In June 1951 fir. -1Tter L. henderson, chairman of the 4merican Ledical 

1,ssociation, stated tk.t the portant) rate anon wounded soldiers in 

horea was only 2 per 100 in Lorea as co;4:paredvith 4 per 100 in World 
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25 
1.ar II. Qao of the tlajor reasons was °speedy air evacuation. fl 	Third  

'.-.0quadron helicopters had evacuated 32 front-line patients by 6 Auzust 

1950, and ab the end of the first half-year of the war the number of 

helicopter medical evacuees had reached 618. Durin the same period 

L-5 aircraft evacuated 56 wounded soldiers.26  

Loot helicopter and L-5 nissions were between front-line medical 

clearing stations and rear-area hospiLals. If the wounded soldier 

reqpired 3Tviedi9to =Ilea' attention of a typo available only at hospitals 

in japan, the aircraft landed at an airstrip fro which a trancport plane 

flew him bo 3&pan.
27 

Ledical atteadanbs &board the evacuation aircraft 

were often called on to ;-,ive imi_ediate first aid to wounded Len. An 

outstanding azza,iple Las tee administration of an c.crLerc .,:v. plasma 

transfusion durinL a helicopter flitht on 12 October 195-0. The patient 

was an Lklieh pilot who had crash-landed behind tho en417 lines. 28 

In December 1951 two helicop4or,... of Detchment Ono were selected for 

a special mission to deteruine the practicability of direct helicopter 

evacuation to a hospital chip equipped wibh a helicopter landing plat-

form. On the first two clias or the test, the two pilots lmded six 

times with simulated operational loads to acquaint themselves with the 

technique of shipboard landinEs. 'And Las found to be the most important 

factor to consider; the shipls roll, caused by swells, was second; and 

pitch was third. It was decided that ideally the shin should face 

directly into the swell, eliminating the roll, with the wind fraa either 

forward quarter. The pilots radioed the hospital chip 5 ninutes before 

lamdinE to alert the ship crew, and nade a normal approach with a traffic 

circle at a 200-foot altitude. Deck handlinE crews were charced with fire 

4440111101110001141101111111 
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protection, crash boat stand-by, securin„ the helicopter, and removinc , 

 the patient. To safeguard the wounded passercers, four kapok life jackets 

were placed around each one, arranged so thnt if a ditching was necessary 

the patient would float with head out of the water and feet ailhtly 

submerE,ed. 

The experiment lasted fro cu 23 December 1951 through 11 January 1952. 

In that time 134 sorties occurred in when 218 patients were evacuated. 

Lltiost all possible condition::: were encountered from calm sea and wind 

and wara temperature to rough seas, winds up to 25 knots, and below-zero 

temperatures. Lanclings were made on both wet and dry docks, and 

emercency night landings were accomplished. 29  

Other Igairalz miEsions t  lactle medical evecuabion was the primary 

helicopter mission in Korea, the aircraft were also used for rescues from 

behind enemy lines anu from the sea. Opercting,  under filhter cover, they 

succeeded in rescuing personnel from. over 100 miles behind enemy lines. 

Ita early exanple was the rescue of a Navy pilot who on 1 Aucust 1959 

crash-landed 10 miles southeast of Pyongyang. 	himpo-based helicopter 

flew 125 miles in 3- hours to accomplish the rescue under enemy fire.33  

large-scale evacuation from behind enemy lines was effected by 

helicopters and 1,-5's in October 1950 after a paratrooper drop north of 

iyoncyanc. Four helicopters and two L-5 1 s shuttled wounded from the drop 

area to an evacuation hospital. In the 2-day period of operations, 

21-22 October, 47 cases uere evacuated. Llthonch enemy ground fire was 

constantly encountered, ND aircraft or personnel casualties more 1isted. 31  

(Ai, • 
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Rapid air-sea rescues -were frequently recorded. On 23 August 

1950 a fighter pilot was rescuca from the sea eiLht minutes after he 

crashed vhtle in fliLht from a Japanese air base.
32 

Eaur da;s later 

a fighter pilot who bailed out of his plane near southern Honshu was 

rescued within 40 ninutes. 33  in I]arch 1952 a singular triple rescue 

was cffecbed by one helicopter. The series of rescues was initiated by 

a Levy pilot who bailed out, a mile offshore after hi a ship was hit over 

the target. The helicopter arrived within 20 minutes, but the pilot 

was entangled in his parachute shroud lines and could not Eet into his 

life raft. As a result, the water co chilled hin that he could not cet 

into the sling without assistance. The rescue crewman jumped into the 

icy water and succeeded in placing the now unconscious pilot in the sling. 

Although the victim's teliperature was down to 92 degreas when he reached 

the nearest ship, he was revived within a few hours. The crew member 

had been forced to take the Levy rnr's  place in the water, but before 

the helicopter could Eet back to the scene, one of the planes circling 

overhead tried to drop Mill a life raft. The raft became fouled in the 

stabilizer and the pilot was forced to ditch on the beach, unhurt, but 

under enel.:y fire. He ran into the water, and he and the eretaaan were 

both picked up by the helicopter. After taking the eecond rescued pilot 

to a Lavy ship, the helicopter was on its way again to assist a Lavy 

pilot who had ditched his plane in llonsan Harbor. This time, however, 

a destroyer effected the pickup. 34 

The helicopter's versatility was demonstrated more than once. In 

1950 approlcir.tely 600 6outh Eorean troops were saved frau an enemy- 
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surrounded area on the east Korean coat north of Pohang. A helicopter 

notified landinE ships farther north, returned to the rescue scene, and 

guided the troops to the seazeing craft.
35 

Belicopters were used during 

August 1951 to evacuate United Lations soldiers from front-line positions 

when they were isolated by floodwaters. Sixteen soldiers were rescued 

by helicopter froju flooded areas on 8 August, but the larf!est operation, 

3 days later, involved 94 soldiers of the Turkish Brigade. In 34 sorties 

helicopters evacuated 63 from an area completely surrounded by water. 

Before the last 11 men could be saved, the water level made landings 

impossible, but the helicopter hoist was used to complete the operation 

successfully.%  

Afincl use for 3d Air .Licscue Squadron helicopters was the transport 

of United Lations officials to and from the truce-necotiations sites at 

Eaesonrt and Panmunjon, 1.-orth horea.
37 

ktalema 	1.4,e;14eopter  ororit;ons.  Becauee of the novelty of its 

operations, the helicopter rescue and evacuation detachment in 1:orea faced 

unaccustomed problems in carryinc out its miesion. Officer personnel 

of Detachment One prepared a report in October 1951 which dwelt on the 

pitfalls encountered and the means of escapinE them: 38 

1. Command oblications--Imy rescue unjt functions most effectively 

when close to the scene of offensive operations. This necessity was 

accentuated in the case of the helicopter detachment because of the 

range and speed limitations of its rescue craft. The natural corollary 

was that the detachaient moved often with the ebb and flow of battle, 

and had difficulty in mnintainin: relations with support units. It was 

necessary for detachment personnel to check the unit assignment to 
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supportin:< orcanisations to insure that the unit did not remain the 

responsibility of an orcanisation to distanb to furnish effective 

assistance. Detachment One received a lesson in this respect in December 

2950 when the 8th FiLhLer-Eomber Win: was called tack to 'japan, leaving 

the rescue unit with no support in Korea until it waL moved and attached 

to tile 6153d Air EEse Squadron on 2 Jaminry 1951. 

2. raintenance—The helicopter detachment found the same difficulty 

in obtainiaz replacement parts which confront any unit equipped with 

a distinctive type of aircraft. Other problens distinctive type of 

aircraft. Other problems distinctive to the reLion and the equipment 

included the cold weather, which was hard on enr ,ine starters; the dust, 

which cauucd excessive wear in helicopter jackscret.:s; and the deteriorating 

effect of rain on the main rotor blades. 

3. Operations-- 

A. FliEhts into enemy territory. AssiEnment of helicopter 

pilots to rescue of personnel from enemy territory, the report 

concluded, should be restricted to approximately once weekly 

for each pilot. Otherwise the pilots experienced a dangerous 

deorec of mental tension due to the risks involved in flying 

a slow, unarmed, and unarmored craft into an area of probable 

enemy fire, landing under fire, and flyinL out niain. 

b. Lvacuation of wounded. The two most important ftctors in 

this operation were spoedinesu and accurate location. Fre-

establiched limo of commnnication between the helicopter 

detachnt and the medical facility in the front linos were 

the firut eenentials for speedy evacuation. Errors in 
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inalcatinz the location of an incident, both in reportin_ to 

the helicopter detachment and in no.rkini,  the landing spot, 

were too often responsible for loss or valuable time. The 

iraportance of Eiving the correct grid coordinates and properly 

marking the landirtg site had to te impressed on medical 

personnel in front-line positions. 

Detcchment One found that piloting a helicopter in combat required 

techniques not tauaht in an ordinary course of pilot iastruction. There 

were two particular factors which required the attainment of special 

flying skills. 2irst was the frequeat necessity of operatinL the 

helicopter with a mazimum load, or even an overload. These conditions 

were compensated for by carrying a minimuu fuel load ((0 Lallans of 

casoline or leas), and tv co,Abinir: vertical lift with forward noveaent 

so that, the helicopter took off in a. nose-low attitude. Correct use 

of ballast was inportant in such a take-off to prevent a crash. secondly, 

because of their rescue Lim,ions behird eacny lines and evaculltion 

nisrionl., close to tle line of 'battle, piloLs were freauently erposed to 

small-am fire or ri6k. The slow speed of the aircraft seemed to be 

hn  asset when under enemy attack, since the flak bursts were comistently 

ahead of the helicopter. Levertheless, Detachment Cne pilots were in-

structed to alter course and altitude as rapidly as posdble whenever 

eneny fire was Dot. 39 

kolicontcr lcy,ses. The first helicopter locs in the horean war 

caxze on 25 July 1950, exactly 3D days after the war Lean, when a 

helicopter was forced to land behind cneny lines. The pile stayed too 

lork:,  over =env territory tryinL to locate a dowrod fihter pilot. L'hen 

• 
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at last he turncd toward fricn61y ground, he found that United Lotion

troopo had palled back durin the day ana he did not have enouLh fuel 

to roach the new position. ilsafe landin: was made, but the plans had 

to be abandoned when an attemA to drop gasoline failed becauLe of 

enemy fire. The pilot end medical attendant succeeded in makit: their 

way back to the 1To line.  Their aircraft was destroyed by Ike planes to 

prevent its capture b, the enemy.
40 

,ince the helicopter was a unique itoL. of aerial equipment, it 

was perhaps fittinf' that the first helicopter loss duo to enemy action 

was an unusual incident. On 1 October 195) an 11-5 was returninc to base 

following, an unsuccessful ocarch for a downed fighter pilot. The plane 

vas at 300 foot, followinE a road which had been min.d by the 1%orth 

lioreans. Learing a railroad tunnel, the helicopter was knocked into a 

hill by the blast of a lar6e antitank trine.  The crew meters escaped 

unharmed, and were later returned to frienfily territory in a jeep. 41  

The first helicopter-crew loss as a result of enemy action was 

recorded on 13 SepLemter 1951. Ilhelicopter escorted by four fighters 

was hit on a rescue mission behind the ennmy lines. The pilot managed 

to return to the Lllied lines, but before he could lend, a blade vent 

out of track, cutting of the tail cone. The plane fell end over end from 

3D0 feet, killing the pilot and medical attendant instantly. 
42 

Another helicopter vas 10-A because of enemy action on 25 October 

1951, but this time there were no eaeLaltiee. The rescue craft had teen 

dispatched to pick up a pilot tho was down in enemy territory. Heavy 
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ground fire net the helicopter when it arrived on the scene, ana it was 

hit on its first pass. The second try was successful, but the oil tank 

had been hit and the oil pressure was falling rapidly. The pilot flew 

as far south as possible before a forced landinc, was necessary. The 

helicopter rolled on itc side during the landing and could not be retrieved, 

but two other helicopters evacuated the crew and the rescued pilot on the 

following, day.43 

Other rgEgpe aircraft. While the helicopter detachment in Korea was 

establishing enviably rescue and evacuation records the 6A-leis, SE-17's 

and SE-29's aesiened to other elements of the 3d Lir Rescue Squadron were 

carryirc their share of rescue responsibility. The larEer rescue air-

craft carried out conventional missions, providinz rescue cover for 

bomb*: and sixafing missions oricincting in Japan or South Korea, and 

aidinz flyers down at sea. .-dethods tried and proven in World War II 

were used, some of which had been foruotten and rediscovered. Such, for 

instance, seems to have been the case with t1E-l7 rescue cover for E-29 

missions. The rescue planes took off 33 minutes ahead of the faster 

bombers so that they would reach the rendezvous point at the same time. 

This was described in FLIT intelligence Roundup as the development of an 

ingenious method.' 	Rescue craft in India, Southwest :acific, and 

Central Pacific had used the same techni...iue in World '.:ar II. 

The first SL-l6 mission in the Korean war was the rescue of a 

pilot from the aircraft carrierPjlatpillne Aga on 5 Lik;ukt 1950. lie-

companied by fiLhter cover, the 611-16 located the ditched pilot deep in 

enemy waters. Aheavy sea did not prevent the 6A-16 from landing and, 
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after tvo unsuccessful attempts, cettin ;7: a line to the pilot, who vas 

paled to safety aboard the rescue plane.
45 

On 15 Auzust 1950 a speedy rescue was accomplished in the Sea of 

Japan. The 3d squadron received word from a fichLer base that one of 

its planes had suffered extensive dame and the pilot was about to 

bail out. An SA-16 in the area was contacted, reached the area in time 

to see tile pilot jump, and picked him up in loss than five minutes.
46 

The first airborne-lifeboat drop in the Korean war was made on 

8 December 1950 be  an SE-17 crew assiLned to FliEht D, 3d Mr Rescue 

Squadron. The boat 'as dropped to the only survivor of a B-26 which 

had cone down on the niEht of 6 December while returnin, from a bombing 

mission in Forth Korea.
47 

&WIZ= 

The variety of services offered by the 3d Air Rescue Squadron in the 

Eorean area is enumerated in the accompanying table covering its first 

six months operations. It is interestinc, to note that search and rescue 

operations accounted for only 22 of the total of 2,784 mi.,:sions, while 

evacuation missions numbered 744. Only 12 air-sea rescues were ac-

complished (10 by ;:=A-16 1 s, 1 by an a-17 0  and]. b5 an H-5). This small 

number, however, indicates the relatively creater importance of overland 

operations and the effective surface cover afforded on the sea, rather 

thor  any deficiency in air-sea rescue orations. The importance of 

medical evacuation, the newest LK& mission, was the most noteworthy 

devolofment in the early montis.  of rescue operations in Korea. 

4101111111ff.tri lifighle, 



3° AIR RESCUE SQUADRON 
OPERATIONS IN THE KOREAN AREA 

25 JUNE -31 DECEMBER 1950 

AIRCRAFT 
TYPE 

MISSIONS 

SEARCH SEARCH & 
RESCUE 

ESCORT INTERCEPTION RECONNAISSANCE ORBIT SUPPLY EVACUATION FALSE OTHER 
	, 

TOTAL 

SB - 17 244 1 22 16 8 193 26 10 I 269  790 

1-5 3 5 2 3 1 26 70 65 202 

11 - 5 69 2 8 130 635 186 1039 

SB - 29 s 2 10 32 12 Z 46 110 

0-47 9 2 2 188 21 1 86 309 

SA-16 66 17 4 2 1 101 27 8 108 334 

TOTAL 429 22 38 18 14 337 418 744 4 780 2734 

AIRCRAFT 	TYPE SB -17 
1 

1-5 H -5 SB-29 0-41 SA-I6 TOTAL 

NUMBER OF WATER LANDINGS 
OR BOAT DROPS  

1 1 IC 12 

NUMBER OF MEDICAL EVACUEES 10 58 618 23 17 724 

NUMBER OF PERSONNEL RETRIEVED 
FROM BEHIND ENEMY LINES 

17 87 104 

TOTAL PERSONNEL EVACUATED 
OR RETRIEVED 

10 73 705 23 17 US 

SOURCE HIST. ARS, JULY- DEC 1950, 11101,, ARS DATA BOOK, 1950 , P. 53. 
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The trends observed above continuLd into 1951 and 1952. In 3.551 

SE-17's and R-5's accountc4 for only 1 air-sea rescue each, and 59 -16 

air-sea rescues were recorded. 48  To 3) Jum, 1952 only four additional 

air-sea rescues, all by all16 1 s, were accomplished. Duriniz„. the entire 

period from 25 ;June 1950 to 3) June 1952, the 3d Jdr Lescne tiquadron 

evacuated 41170 persons, rescued 6, 94 from behind energy lines, and 

accomplished 77 air sea rescues. 49 
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