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The transformation of the Air Force mission from support of theater surface
forces to frontline defense around the world sets up an enormous problem
in logistics. Traditional requisitioning and stockpiling have become eco-
nomic and physical dodoes. Yet the vital striking power and flexibility of
jet-atomic air forces must not be shackled by logistics starvation. At the
request of the Quarterly Review, Honorable Roger Lewis, Assistant Secre-
tary of the Air Force for Materiel, and General Edwin W. Rawlings, Com-
mander of the Air Materiel Command, survey the two-pronged attack now be-
ing waged to speed up air logistics: modern airlift and logistics automation.

automation




. air lift

modern

Air Logistics Planning
in the Atomic Age

A Quarter’y Review Interview

with

HonorABLE ROGER LeEwis

What elements in the air logistics picture are new or have
intensified since World War I1?

A The principle of air logistics as we know it today has actually
evolved since World War I1. This change in logistics has resulted
from some new factors and the intensification of all factors in
logistics. For one thing our strategy has changed. Our national
strategy calls for the Air Force to maintain combat-ready strike
forces. We must be ready to fight general war or limited war,
whenever and wherever it may occur. This means we need
greater mobility, speed, and flexibility in our combat forces than
ever before in our history. Since our combat forces are only as
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good as their support, our logistics system must match the mo-
bility, speed, and flexibility of our striking forces, and it must
be reliable.

Another factor is the fact that one airplane manned by a
three-man crew can carry more destructive energy in one mission
than all of the air forces of the world could carry during the entire
period of World War II. Our first blows are likely to be the most
important ones. This means that we must be prepared to fight
with what we have on hand at the outbreak of any general war.
There will be no time to adjust and build up a wartime logistic
support system. The air logistics system must be in-being at the
start and fully responsive to our combat needs.

0 Why are we lagging in the air logistics field in comparison
with, say, the jet-atomic field?

A Air logistics has lagged in comparison with certain other fields
because of emphasis placed on these fields in building up the Air
Force. The emphasis during this period has been on getting the
bases open, the men trained, and the airplanes flying. Priorities
among functions, forced by tight budgets, have had real bearing on
our various development programs. There has been competition
for every budget dollar.

In addition air logistics is more than the movement of mate-
riel by air. Air logistics is a system of which airlift is only a part,
although an indispensable part. There has been some tendency
to consider that airlift is the cure-all for any logistics problem.
This is far from true. The Air Force recognized this and realized
that only by using a system approach to our logistics problems
could we realize the increased support-effectiveness and economies
which were both necessary and desired.

The revised system encompasses all areas of logistics: supply,
maintenance, procurement, and transportation. The system is
being designed around the use of electronic computers for the
collection and processing of logistics data. The use of these elec-

National strategy calls for the United States Air Force to maintain strike forces
ready to counter general or limited aggression at any time or place. This global
strategy proposes greater mobility, speed, and flexibility in our combat air
forces than ever before. Combat forces being no better than their support, ‘“‘
logistics system not only must be reliable but also must match the mobility, M
and flexibility of the striking forces. Hon. Roger Lewis, Assistant Secretary of
the Air Force for Materiel, answers a number of questions posed by the Editors

the Quarterly Review on the philosophy and development of U-b!ﬂi ﬂ' 3
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tronic machines will enable us to maintain more accurate inven-
tories of supplies and give us better control over our assets. 'The
system involves adjusting and tailoring supply pipelines and stock
levels to take advantage of reduced processing and distribution
time. Our procurement programs will be based on these reduc-
tions and on more accurate inventories and improved consump-

tion data.
The part of the air logistics system that can be started now

is the airlift portion. Airlift of engines is already under way.
More progress can and will be made as we obtain from produc-
tion better air-freight aircraft. Once we solve the airlift problem,
other parts of the air logistics system will fall into place, and we
should make progress rapidly.

Il What kind and size airlift capability do we need for the imme-
diate future?

A The Air Force needs three kinds of airlift within its air logis-
tics system. There is a need for airlift for the movement of people
and things between the United States and overseas areas. A sec-
ond need is for airlift of people and things within overseas areas
and within the United States. A third need is for the movement
of people and things in and out of relatively isolated locations
such as radar and missile sites.

The amount of airlift capability we need is determined pri-
marily by combat unit deployment requirements which cannot
be expressed in numbers here. What we must have is a capability
to deploy rapidly our combat strike forces wherever they are
needed. If the capability is adequate for the deployment mission,
it will be more than adequate for the logistics support mission.

0 How does this need for more airlift translate into aircraft?
What are the general categories of aircraft required, and how
close are we to getting these aircraft?

A There certainly is a need for more transport aircraft, but it
is not so much a question of more as it is better aircraft. Our
current fleet, composed of C-54's, C-97's, C-124's, and others, is
expensive to operate. The new generation of transport aircraft
holds promise of better aircraft. They are faster, can carry greater
loads, and can do more work. They have more economical engines
and are more easily and rapidly loaded and unloaded.

The C-133, which should be available in 1957, promises to
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be a much better aircraft for the transocean mission. This aircraft
will be able to overfly most en route staging bases and should be
economical to operate.

The C-130 aircraft is in production and should be an excellent
aircraft for use within theaters of operation.

We must admit that there still is not any aircraft to meet the
light haul mission into isolated areas, but development of such an
aircraft 1s under way.

0 In planning these new transport aircraft, what has been the
order of priority among the old criteria of range, speed, and
payload?

A The criteria of range, speed, and payload are always considered
simultaneously, but the order of priority varies with the mission
to be performed. In the case of the transocean aircraft, range was
given first priority in order to reduce our dependency on the use
of en route bases.

In the design of a transport for support of isolated units,
short-field landing characteristics on hastily prepared landing
strips is an added criterion.

Loadability features, with emphasis on rapid, easy loading
and unloading, are given priority in the design of all our new
cargo transports.

0 Has the planning for a new family of air transports come up
with any new answers to the old problem of the multiple
missions assigned to transport aircraft? Are they still expected
to be able to transport a tremendous variety of shapes and
densities of cargo?

A We have not necessarily come up with new answers but have
attached new values to some answers because of changed condi-
tions, particularly for transocean aircraft. In transocean traffic we
know that cargo cannot be economically and efhciently carried in
passenger-type aircraft or aircraft laden down with air-drop and
pressurization equipment. We know also that cargo aircraft are
not efficient for transporting people. In other words logistics air-
craft cannot be compromised by multiple-purpose design criteria
and still produce the efficiency and economy desired.

Multiple-mission transport aircraft are satisfactory for use
within the theater of operations, where the mission is more varied
and payload presents less of a problem. Cargo transports will still
be required to haul a variety of shapes and densities of cargo.



AIR LOGISTICS PLANNING 7

i[] Is the build-up of air transport capability the only angle of
attack on the problem of producing a faster and more flexible
logistics system?

A No. as I indicated earlier, increased transportation speed alone
is not the only factor affecting our over-all logistics picture. By
combining speed in transport of critical items with accuracy of
forecasting and inventory, we can achieve a higher degree of
dependability in the flow of our supplies. With such dependabil-
ities the need for huge reserve stockpiles at overseas depots will
be greatly reduced. Depot requirements can then be reduced.
At the same time supply support could be kept more closely
aligned with the requirements of our combat forces.

What will be the role of the Civil Reserve Air Fleet if the Air
Force develops a larger air transport capability in-being?

A The Civil Reserve Air Fleet will continue to play an impor-
tant role in our future plans. The Civil Reserve Air Fleet and
the military fleet are not competitive but complementary. CRAF
capability is carefully considered in the development of the mili-
tary fleet and in developing the capability to meet our wartime
needs. The CRAF contribution at present is primarily in passen-
ger lift. Therefore the USAF is concentrating on cargo transports.
As the civilian industry’s cargo capability increases, an attempt
will be made to integrate this capability into CRAF in lieu of
further expansion of the military fleet.

Department of the Air Force



A New Equation
for Jet-Age Logistics

Electronics Steps Up Air Supp/y

GENERAL E. W. RawLings

IRLIFT + automation = fast and flexible air logistics. That

A is the new equation which is at last emerging from our

efforts of the past decade to create a global logistics system

geared to the speeds of modern air weapons and to the strategy of
the jet-atomic age.

Very briefly defined, the air logistical problem boils down
to this: logistical flexibility is the capacity for supporting military
forces at the same speed with which they can be employed tactically
or strategically. In surface warfare of other times the foot soldier
and the cavalry lived to a great extent off the land through which
they moved, carrying their munitions with them. More recently,
as in World War II, military forces were supplied from pre-posi-
tioned stockpiles that were built up at strategic points as close as
possible to areas of operations. Great increases in the variety and
amount of equipment and in the geographical scope of operations
made logistics extremely complex, but on the whole surface logis-
tics was not too far out of step with the speed of surface tactics.

The same was not true for the air war. By the end of World
War II it was obvious that the existing system of surface logistics
imposed crippling restrictions upon air power's inherent mobility.
In the American Revolution the average speed of supply to
American troops had been about 1 1/3 miles per hour. As World
War II ended, an average of 106 days was required for delivery
of an item requisitioned by forces in Germany. The average speed
of supply was about 314 miles per hour. In the air the jet engine
had made its debut. We were on the verge of a striking power
that could be thrown against an enemy at speeds faster than that
of sound. Yet we could sustain and support it only at a tortoise
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crawl. Moreover the costliness of the new air materiel now out-
lawed extensive stockpiling as a compromise. It was painfully
apparent that we must find a new formula for air logistics or face
the permanent hamstringing ot our air potential.

Airlift has become a vital element of that formula. Its impor-
tance cannot be overemphasized, and we have worked persistently
to make it a practical reality. It is possible, however, that our very
stress upon airlift may have tended to create the impression in
the general understanding that it is our only approach to acceler-
ated jet-age logistics. That is not the whole truth or a true per-
spective. Actually, while we have been developing and refining
the concept of airlift, a new prime-moving force has taken shape
which immensely broadens the picture and offers innumerable new
angles of attack on the problem of flexibility.

This article is an appraisal and a progress report on that
new force, that second element of the equation, automation, and
its impact upon Air Force logistics. Like airlift, automation, in
its complete, fully integrated sense, is not with us yet. We have
only the first few, isolated pieces of the big jigsaw puzzle that
fitted together will become the new jet-age logistics. But if we
are to see the shape of the future in true perspective and grasp its
full possibilities, the time for appraisal and planning is now.

It is not unusual for about 80 per cent of our present support
cycle—the time which elapses between requisition of supplies by
an operating unit and receipt of those supplies—to be consumed
not in transport but in transmitting and processing paper-work
and processing the materiel itself. Airlift can and does greatly
increase the flexibility of support within that 20 per cent arc of
the cycle which comprises actual transport time. But our best
efforts at airlift are inevitably impeded by the great drag chute
of paper-work and processing, infinitely complicated by the world-
wide scope of our operations and the number and complexity of
items of equipment required to keep a modern air force flying.
Only in limited areas have we been able to reduce this drag—and
then only by the use of manpower which we cannot afford across
the board. Automation, systematically applied throughout the
preponderant processing phases—permeating our communications,
datzg processing, inventory control, materials handling—can gal-
vanize the whole support cycle into new life.

~ Itcan do more than that. In revitalizing the roots of air logis-
tics—the production of air weapons—it can eventually help to

ensure a ftaster, cheaper, and more plentiful supply of the materiel
that makes for victory.
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THE term “‘automation’ 1tselt is not new. By sim-
plest definition it is the substitution of machine energy for human
energy, mental or physical. It is a concept as old as the water
wheel, literally electrified and fused into a powerful new expres-
sion by advances in science and technology during and since World
War II. The first industrial revolution, triggered by the develop-
ment of steam power, resulted in men running machines for faster,
cheaper mass production. Automation, which has been called
“the second industrial revolution,” is largely an outgrowth of the
science of electronics. It ushers in an era of machines running
machines, toward the goal of the completely automatic industrial
operation.

In its full development automation has, of course, awesome
possibilities for the betterment or disruption of our economic sys-
tem. In industry both management and labor are studying it
warily, but with increasing confidence that it can be constructively
channeled for the common good. Our Air Force logistics mission
is so closely linked to the nation’s production potential, and our
need for speed and economy is so great, that we also have a major
stake in automation. It has great promise for us in three particular
areas of logistical concern.

First—and of primary importance to our Air Force mission—
automation can greatly increase our operational effectiveness.
Logistics is the muscle of striking power, as strategy is the brain.
The effective application of air power on a global scale poses
innumerable problems of support. The high cost and rapid rate ot
obsolescence of modern air materiel forbid, in the long alert ahead
of us, the practice of world-wide stockpiling which carried us
through the last war. For stockpiling we must substitute a Hexible
mobility that will allow us to focus quickly an eftective stream
of our limited materiel support upon any given area ot operations.

Airlift alone cannot accomplish this. Proportionately it aftects
too small a segment of the whole support cycle. But if automation
can substantially reduce the time required to send a requisition,
process it, and get it on its way, then we shall have quickened the
whole pulse of support. This speed-up ot the reaction time be-
tween “need” and “have” is the essence of logistical eftectiveness.
We have already seen, on a limited scale, the proof that this can
be done, that automation can reduce to hours processes that have
formerly required months for completion.

Moreover automation can do much to ensure our continued
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effectiveness when effectiveness is most crucial, at the moment of
meeting the stresses of any future all-out mobilization. Manpower
will always be one of our critical shortages in an cmergency
mobilization. our Achilles heel in any contest with the massed
millions of the Communist complex. Even the maintenance ol
technological superiority—more men on more or on better ma-
chines—can pose a tight squeeze, as we discovered in World War
I1 when we struggled continually to maintain the vital balance
between the manpower allotted to the armed forces and that
essential to defense production. In the rapid build-up after the
Communist aggression in Korea, we at Air Materiel Command
found manpower our greatest bottleneck. Even in that limited
war, which drew upon only a comparatively small part of our
national manpower pool, the time-lag of training and adapting
the human work force was a major contributing factor to our
sluggishness in mobilizing. In any future all-out mobilization we
shall have no such margin to gather our forces.

By trimming the manpower variable to a minimum, automa-
tion can give us increased stability, a more reliable and accurately
predictable expansion tactor. It will allow us to concentrate avail-
able qualified manpower at the key directive points, throughout
the Air Force logistical system and in industry. The machines,
with minimum human intervention, can, if necessary, work 24
hours a day to give us the essential emergency output. In short
they can constitute a tremendous stand-by force, a canned power
pool tar beyond any which the national economy could conceivably
support in terms of manpower.

The second great piromise of automation to our Air Force

Flexibility and speed in air logistics are not to be achieved with cargo aircraft
alone—since enough airlift 10 transport all supplies by air is unlikely to be
soon practical. And even if total airlift became available, it would not reduce
total pipeline time by more than 20 per cent, the other 80 per cent being in the
clutches of paper-work and of getting the supplies under way. The necessary drag
of the transmittal of requirements, the processing of orders, the filling of
orders, and the packaging of materiel offers a big-pay target for reduction. Al
| the request of the Editors. General E. W, Rawlings, Commander, Air Materiel Com-
mand, reviews the progre=s made in reducing pipeline time through automation—
the integraled replacement of hand operations and human direction by machine
power operating in pattern with self-digested “instructions.” Ranging from electronic
computers that perform prodigious calculations at lightning speed to self-direct-
ﬁx conveyor belts that lift the pulse-beat of huge depots, automation is already revo-
stionizing Air Force supply. In the next few years it promises even greater
ns, a» modern air logistics moves up to match the pace of the jet air age.
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logistical mission is economy. It we are to sustain a ready striking
force for the indefinite duration ot the cold war, maximum econ-
omy is imperative. We must pare the cost of long-term airpower
to a soundly supportable percentage ot the national resources.
Otherwise as a nation we shall make ourselves “insurance poor,”
sapping the very economic vitality which is essential to our con-
tinued freedom.

The saving in total manpower, an expensive and always
strictly limited commodity in our operations, is self-evident. Since
the beginning of the Air Force build-up we have provided for
steadily expanding logistical responsibilities under fixed man-
power ceilings. In fact Air Materiel] Command’s work force has
been reduced within the last few years. If the multitude of purely
repetitive tasks ot the logistical system can be taken over largely
by machines, we shall be able to use the manpower available to us
at higher levels of skill, with a far better return for our investment
in terms of per capita production. Substantially improved logisti-
cal production has become a necessity if we are to support more
air power with proportionately tewer people.

We can also anticipate that the greatly increased volume of
industrial production made possible by a similar optimum use
ot available industrial manpower will eventually reduce the unit
cost of our equipment. Though the adjustments of the transition
period may delay the full effect of this natural law of economics,
1t 1s an eventual certainty.

Actually, however, these possible economies are greatly over-
shadowed in our logistical mission by potential savings in the
initial materiel investment. By speeding the entire support cycle,
automation, once firmly and consistently established, will dras-
tically cut the “length™ of our support pipelines. This means
great savings in the total amount, and consequently the cost, of
materiel to fill those pipelines.

For the past several years.we have been conducting exhaustive
studies and service tests on the airlift ot spare engines, a prime,
high-value item in our materiel inventories. By speeding up actual
transport time in the supply cycle from 150 miles per day to 150
miles per hour, airlift can radically reduce total pipeline time,
and, consequently, investment in pipeline stocks. We found. for
instance, that when pipeline time was cut from 414 to 3 months
the number of engines needed for a given operation could be
reduced by at least one third. When we are dealing with jet power
plants, which in some instances cost as much as did an entire
fighter aircraft of World War II, that kind ot a reduction in re-
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quirements is a Very major economy. It has already allowed us
to cut back substantially our program for procurement of new
engines.

In this instance we also achieved the substantial elimination
of the paper transmission and processing time by a system of fore-
casting and automatic shipment, made precise by means of serial
number reporting. For the great mass of our other items, how-
ever, airlift constricts only the small arc of the support cycle that
represents actual materiel flow, time in transport. If we consider
the quadrupled opportunity for pipeline reductions oftered in
the much larger area of information flow—the area to which we
can apply the stimulus of automation—the prospect of economy
through automation is an urgent incentive to its full exploitation.

As a third expectation automation offers a greatly increased
depth of defense, through a stabilized and infinitely more pro-
ductive industrial potential. It can be, in essence, a kind of blood
transfusion for the whole of industrial planning. Whatever makes
American industry more productive, in turn gives our armed forces
a broader and stronger backing, always provided, of course, that
it is achieved within a national framework of economic and socio-
logical health. By its very nature automation can also make our
industrial defense arsenal much more quickly responsive to any
future emergency mobilization, a cardinal consideration in view
of the swift deadlines which would characterize the conflict.

Briefly and broadly those are the reasons why we consider
the automation element of the new logistical equation to be of
such importance. They are the thrust behind the progress which
we have already made.

OUR Air Force emphasis upon automation has dif-
fered. naturally, in some significant respects from the emerging
pattern of its development in industry. Automation is so flexible
that it means many things to many operations. The scope and mass
of our logistics mission tend strongly to accent certain areas, such
as those of data processing and communications, which would be
germane only to the largest industrial operations. Therefore in
surveying the present “'state of the art™ throughout our logistical
system, I shall define automation as we see it, subdivided roughly
into the five broad areas of operations in which the trend has
already begun. These are (1) data processing, (2) communica-

tions, (3) inventory control, (4) materials handling, and (5) manu-
facturing methods.
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Data Processing

Accurate and rapid data processing is the cornerstone of
sound logistics. It is the basis for determining how much of what
equipment is needed to perform a given mission; how much
money will be required to procure it; how soon and in what quan-
tities it will have to be replaced. In addition, when this equipment
1s so bulky or complex that it taxes available production facilities,
advance long-term planning is essential to ensure that it can be
procured at all. Air Force inventories include about a million
and a quarter separate items, supplied to bases all over the world.
Much of this equipment is constantly undergoing modification
and improvement, a fact that affects its normal life expectancy,
as do shifts in.usage rates within any operational theater. Keep-
ing the shelves stocked involves a veritable flood of data which
must be sorted and reduced to significant totals with maximum
speed and accuracy, if we are to have the right amount of the
right equipment at the right time and place, without waste and
without the delay which could mean disaster.

Electronic data-processing equipment gives every promise of
yielding the solution. We now have installed at Headquarters,
Air Materiel Command, Remington Rand’s room-size electronic
system known as UNIVAC. It follows taped instructions, adds,
multiplies, divides, sorts, remembers, and reports results with
lightning speed. It can perform long sequences of operations
without human intervention, accomplish in minutes work which
would require weeks of human computations. It is self-checking
and cannot make a mistake—because the moment its dual, simul-
taneous processings do not agree, the system stops and waits for
the indigestible error to be removed.

We are just beginning to exploit the infinite possibilities of
UNIVAC. Typical complexes of data processing now being ex-
plored for application of UNIVAC are logistics budget computa-
tions, including a major portion of the Fiscal Year 1957 logistics
financial plan, analysis of technical failure, engine management,
air logistics transport schedules, flying hours and aircraft inventory
factors, government-furnished aircraft equipment allocations, and
several problems associated with industrial planning.

UNIVAC is proving itself a fundamental management tool
in its adaptability to a variety of problems which seems to be
limited only by our facility in isolating and expressing them to
the machine. It is already improving our ability to reflect rapid
changes in Air Force programs and inventory balances and to
plan more accurately for future support. It is. in a sense, the axis
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of our beginnings in automation and is consistently useful in
helping us to evaluate other applications for electronic devices
within the system.

We are now concluding plans to use IBM Type 650 electronic
data-processing machines in our Air Materiel areas, depots, and
logistical control groups, the filter points for overseas supply. We
estimate that in key spots the electronic systems will give us an
emergency potential for expanding operations to four times the
present volume, with only a very small increase in personnel and
other equipment.

The data-processing equipment in use at this time or pro-
jected for the immediate ftuture is actually only a threshold ap-
proach to what will be available before long. Remington Rand,
for instance, has recently announced UNIVAC II, a giant com-
puter with double the speed and capacity of the present model.
A similar ratio of improvement is expected in International Busi-
ness Machine's 705 computer, due out soon as a successor to the
current 702. These developments are fairly good indications of
one characteristic feature of automation which augurs well for
progress. You don’t have to push it; it pushes you. The main
problem at this point is to set a course that will make the most of
its built-in momentum.

Communications

In the field of communications, automation is by no means
new. The automatic dial telephone and the wire photo service
are two of a number of long-established examples. Communica-
tions offer a natural area for further extension of the principles
of automation. Little can be accomplished in speed of supply
or pipeline reduction by airlifting equipment which must origi-
nally be requisitioned by methods tied down to surface transport.
On the other hand faster oral methods of requisition, practical
only in an emergency, are particularly vulnerable to human error.

In March of this year we established the first unit of an elec-
tronic communications system that by October 1955 will com-
pletely link our coast-to-coast supply network. By next year it is
scheduled to extend to overseas installations.

Heart of this system is the “transceiver,” a desk-size trans-
mitting and receiving device developed by International Business
Machines Corporation. Electronic impulses from coded card
impressions are transmitted hundreds or thousands of miles to
another transceiver, which punches an identical card at the receiv-
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In a logistics operation as enormous as that conducted by the USAF, the preparation
and transmittal of supply requisitions for specific items out of the 1,250,000 items
in the Air Force inventory have been a time-consuming process. Standard methods
of processing requisitions manually and transmitting them by mail or teletype
inevitably added days to pipeline time and offered many chances for human error.

Communications automation can
substantially reduce supply time.
As long as requisition paper-work is
processed manually, airlifting of
supplies can only trim total pipe-
line time. In March 1955 Air Mate-
riel Command installed the first
unit of an electronic communica-
tions network that by October will
link together AMC’s ZI supply sys-
tem (above) and by 1956 will extend
to overseas installations. Heart of
the system 1is the “transceiver”
(right) that transmits impulses from
coded cards over vast distances to
another transceiver that punches an
identical card at the receiving end.
The system is expected to cut ZI
pipeline time by 10 to 20 per cent.
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ing end. Within the United States transceivers will be connected
by leased telephone lines. Overseas installations will have radio
connections. A cut of trom 10 to 20 per cent in pipeline time is
expected by the end of the year, when the whole Zone of Interior
network will be in operation. Installation of overseas transceivers
will effect another 10 per cent cut, at a conservative estimate. The
resultant savings in inventory investment alone through more
accurate and responsive requisitioning will be a very high mul-
tiple of the half million dollars a year which the system is costing
us on a lease basis. In communications there remains no shadow
of a doubt that automation will pay its way handsomely.

Inventory Control

Inventory control is always the potential quagmire ol a logis-
tical system. It is the area in which paper-work sprouts like a
fungus, and constant re-evaluation is essential to ensure that the
cost ot control does not outweigh inventory value itselt. The
continually shifting, mult-billion-dollar global inventories of
the Air Force pose an almost unique problem in this respect. We
cannot safely trim provisioning to the most economical minunums
unless our stocks are completely and immediately at our command
at all times. Yet by present manual or punched-card methods the
paper-work essential to keeping track of our inventories in itself
so impedes and slows the requisition cycle that it tends to accu-
mulate excess inventories as a necessary margin of safety. Also,
the more ponderous the machinery of control becomes, the less
accurate and timely is its reflection of the data which influence
management decisions concerning requirements, distribution,
transportation, packaging, and handling. It is a vicious circle,
from which we believe the data-processing systems may help to
extricate us.

One of the first of our applications of automation to the
inventory-control problem is Underwood’s ELECOM 125, a gen-
eral-purpose electronic computing system scheduled tor installa-
tion in June of this year. It will be installed at Mallory Air Force
Depot in Memphis, Tennessee, world-wide supply center for anti-
friction bearings and a number of other property classes.

ELECOM is an experiment in an integrated and consolidated
control system, a kind of master switch in which the various
threads of inventory control are drawn together into an auto-
matically functioning nerve center. The whole paper-work cvcle
of filling a requisition from depot stocks can be accomplished by
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ELECOM in about one second. All filing is handled on magnetic
tapes, at a tremendous saving in record storage space, always a
major problem in the handling of mass data. Moreover all static
data stay in the machine, and only the dynamic data come out as
paper-work. As a large percentage of our present paper-work 1s
made up of static data ("no change from last report”’), the basic
clerical workload is greatly reduced. One manufacturer has esti-
mated that the incidence of error in this type of equipment is
about once in five billion operations.

We expect the system in full operation to reduce domestic
pipeline time of low-value equipment in the supply classes to
which it is applied from the present 45 days to 5 days. Coupled
with air transport for high-value materiel, it can cut pipeline time
within the Zone of Interior to a single day. The overseas pipeline
will show comparable shrinkage.

A computer of generally similar capabilities, the IBM 702,
will also be installed this year at our large depot in Oklahoma
City. We anticipate eventual electronic systems at all our fifteen
major depots. These first installations are, of course, research
pilot projects intended to parallel and “look over the shoulder™
of the current supply systems until the reliability of the equip-
ment has been proved and our people have learned to apply it
with full effectiveness.

Materials Handling

Carrying true electronic automation through from the paper-
processing phases of supply to materials-handling functions still
remains a major problem for the future. The big computers can
sort, memorize, and act upon data, but they are lacking in the
physical senses which perceive the differing properties of matter.
One of their most ardent proponents has admitted, for instance,
that they will probably never be able to pick cotton.

However, we have been able to accomplish a great deal on the
level of mechanical automation—with some electronic “boosters”—
in the materials-handling field. Many of our major depots now
have—and all will eventually have—specially designed conveyor
systems which channel material automatically from the commer-
cial _carrier through the various procedures of receipt, vouchering,
sorting, inspection, processing for storage, and delivery to the
storage area. The systems, of course, provide the complete return
trip for material being issued from stock, through packing, band-
ing, marking, and weighing and, finally, to shipping.
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The layouts include all types of powered and nonpowered
conveyors, including chain conveyor systems with which a series
of wheeled trucks can be hooked onto a moving sunken chain,
unhooked at destination, and rolled to the storage shelves on proc-
essing units without further intermediate handling.

At many points along the closed circuit of the conveyors,
machines add speed and accuracy to the operation. Electronically
timed units to push off materials into predetermined receiving
bays speed the initial sorting job. An automatic box-lid-removing
saw drastically cuts uncrating time and preserves for repeated re-
use costly containers which tormerly were salvaged only as used
lumber. Automatic canning machines in the unit pack areas pro-
vide rapid protective packaging, especially vital for delicate elec-
tronic parts and instruments subject to shock damage and corro-
sion. We are now investigating an electronic method of
photographically transferring shipping ticket details to shipping
containers, aimed at greatly increasing accuracy and reducing the
time required for such identification markings.

The conveyor system at our Ogden Air Materiel Area Depot,
one of the first installed, has now been in operation more than
18 months. Our records—based on a comparison of actual man-
hour costs per ton of materiel handled during the last year of the
old system and the first year of the new one—are ample proof of
the results which can be attained through even this necessarily
limited approach to automation. Man-hours per ton dropped from
1.93 to 1.49. Total savings for the first year of operation in ship-
ping and receiving, processing, inspection, research, and packing
were $1,003,916. Savings in the first nine months completely
amortized the cost of installation. By normal industrial standards
such an investment would have been a sound one if the system
could be amortized within the first two to ten years of operation.
But automation has quickened both the pace and the pay-oft of
progress.

Manufacturing Methods

In the fifth and final area of automation, manufacturing
methods, we are, in a sense, silent but very active and vitally
interested partners. We manufacture none of our own equip-
ment, but it is of crucial importance to us that industry be able
to produce superior weapons in sufficient quantity lor our needs
at prices within our budget limitations. Where such a great bulk
of highly specialized equipment as we require is concerned, this



Computers can substitute for human mental energy but they cannot physically store,
pack, mark, and issue stock. Mechanical automation is needed to speed up materials
handling. All major Air Force depots will be equipped with towveyors (above).
T heir sunken chains move endlessly, pulling wheeled trucks that are hooked onto
the chain, unhooked at destination, and rolled to storage shelves or outgoing proc-
essing umit: without intermediate handling. At points along the conveyor ma-
chines add speed and accuracy. Electronic units select and hasten the initial sort-
ing, automatic saws open crates, and canning machines provide for rapid packaging.

is never a simple matter of oft-the-shelf procurement. We must
help to create the necessary industrial capacity by lending assist-
ance with facilities, financial backing, materials, machine tools,
and advance industrial planning which will help to ensure indus-
try's ability to deliver the goods. The investigation and sponsor-
ship of promising new manufacturing methods is one aspect of this
responsibility.

It was inevitable that we should become interested in indus-
trial automation in its earliest phases. Back in 1948 and 1949 we
were studying and developing machine-tool requirements for the
heavy-press program. In connection with this work we financed
a contract for the design and construction of a numerically con-
trolled milling machine. The Servomechanisms Laboratory at
Massachusetts Institute of Technology designed the machine sys-
tem and completed it in March of 1952. It was a pioneering step
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:
in industrial automation, since used experimentally in many:
applications. Electronically directed by means of punched tapes,
the machine can sink dies, make templates, machine large struc-
tural parts of airframes, finish forgings, contour complex three-
dimensional parts, finish castings, etc. The control system can
direct more than one milling machine or any number of other
machine tools in completely automatic operation.

Production machines now under development by the air-
cratt and machine-tool industries, with controls based on deriva-
tions of the MIT system, should save a substantial amount of tool-
ing dollars and considerably cut lead time on the manufacture of
aircraft parts. It is estimated that on some parts they will elimi-
nate as much as 85 per cent of the time now spent. Moreover
they will open the way to rapid expansibility of production in
the event ot mobilization and provide a large degree of built-in
quality control. The systems foreshadow a new era in aircraft
production methods, a prospect of deep significance to air logistics.

Those are a tew of our approaches to automation in five
major areas where its impact is unmistakable and the advantages
that 1t has to offer are already clearly evident, even in this
embryonic stage.

A'r first we took automation as it came, developing
it more or less independently in each area as the opportunity
offered. However, automation is an absolute. A little ot it 1s not
practically eftective. Applied in patchwork fashion, its power is
diffused and dissipated. Complete systems must be automatized
and synchronized if the whole tempo of output is to be accelerated.
Obviously an isolated automatized machine or subsystem, depen-
dent for input upon a long series of manual or nonautomatic
operations, can do little to speed the entire cycle, which will be
governed by its slowest common denominator.

We realized, therefore, that we would have to plan for inte-
grated automation. Our first step has been a detailed outline plan
completed early this year for modernizing USAF logistics utilizing
electronic data processing.

The study presents in considerable detail a three-to-five-year
plan for automation in the Air Force logistical-data flow system,
what the system should be by 1960, and how the transition can
be accomplished. It sets forth the organizational structures and
procedures best adapted to optimum utilization of automatic
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systems and the steps toward achieving the goal, from acquiring
the basic tools, through testing phases, to full-scale operation of
the new system. It analyzes progress to date and specific require-
ments in equipment, personnel, communications, and facilities;
and it spotlights definite areas requiring further exhaustive study.

Finally it examines the dollar sense of the projected develop-
ment program. Total cost would be approximately 4214 million
dollars, a big figure until placed in perspective. In the calendar
year 1954 alone the Air Force disposed of some 575 million dollars
worth of surplus material, much of it equipment which had be-
come obsolete or which had previously been required to support
weapons that had become obsolete. Under existing systems this
disposal could not be considered waste any more than hospitaliza-
tion insurance is a waste in a year when illness does not strike.
It represented the support necessary in our logistical system to
make our airpower a sustained reality in war. It is large, how-
ever, and since obsolescence will be with us as long as we are
keeping abreast of advancing air science, we must of course keep
surpluses to a minimum. The projected electronic data-handling
program, besides radically shortening pipelines, will greatly
increase our precision in developing requirements for Air Force
support. If it could effect just a 10 per cent saving in the nitial
capital investment in inventories—and this is a conservative expec-
tation by present indications—it would more than compensate for
the entire cost of the three-to-five-year program.

Optimistic as we are concerning the tremendous potentialities
of automation in the new logistical equation, we have already
become sharply aware of its problems. The ultimate use which
we can make of it and the speed with which we can progress are
limited, not by the machines themselves nor even by the inflexible
restriction of available dollars. Manpower is the governing fac-
tor—and the human thought process.

Already evident in this early stage of transition into the new
program is the pinch in qualified manpower. Programming of
the electronic data-processing equipment is a highly specialized
skill. Not even these so-called “miracle’ machines can compensate
for human inaccuracy or inadequacy in operating them. To date
we have been largely dependent upon the manufacturers from
whom we lease the systems for training of our own people in their
operation. This summer the Bureau of Standards is establishing
facilities in the nature of a peripatetic school for on-the-spot train-
ing at the depots where the systems are actually installed. Pri-
marily this training is intended for top and middle management.
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However, detailed training in operation will be given by special
instructors attached to each of the groups. We must not only
educate our people to handle the equipment themselves but must
also ensure that they are capable of training others in their turn,
if we are to accomplish the major shift in skills required for the
transition to automation.

A problem far more difficult of solution, even given time, is
that of teaching ourselves to “rethink” the whole logistical job.
Automation is not just a newer, faster method of following old
procedures. It is a radically new approach to the solution of the
classic problems of logistics. It cuts across methodology which is
deeply entrenched. sanctified by tradition and usage. Changing
our way of doing a specific thing is comparatively easy. But to
free our minds of the encrustations of habit and force ourselves
into the lonely and uncharted territory of whole new patterns
of thought 1s the supreme challenge.

The English have an old adage: “The tools to him who can
handle them.” Vision and bold originality of conception alone
can realize the full potential of automation. These will be slower
growths than any immediate programming or operating skills
which can be taught. They are the master elements which cannot
be built into the machines. We must develop them within
ourselves.

The equation is clear before us today. Two tools are at
hand—airlift and automation—which, combined, can give us the
first truly flexible logistics for an air age. It remains for us now
to prove that we can handle them.

Headquarters Air Materiel Command
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OME people assume that the versatility and effectiveness of
modern machines have reduced the importance ot the indi-
vidual in warfare. The opposite is true, particularly in

today’'s Air Force. When technical equipments enable one man
to do what was formerly the work of many men, the responsibility
which once fell on the leader of many men then rests on the
shoulders of the one man who controls the machine. The destruc-
tive force of a large flight of heavy bombers in World War II was
entrusted only to a senior, proven commander. Nowadays an
even greater force may be put in the hands of a single crew or a
single individual who becomes ultimately responsible for the dis-
position of this force. In short, the greater the complexity of the
machine and the greater the military value of the weapon, the
greater the responsible leadership required of the individual
ofhcer.

Consider the nature of the responsibility which the individual
officer will have to assume in a combat role in the future. One
young ofhicer alone and unsupervised may be responsible for exe-
cuting an extremely difhcult and hazardous mission which may
destroy a vital segment of an enemy's strength. One officer may
have the responsibility for stopping an enemy aircraft which is
capable of wrecking one of our cities. The rated ofhcers of the
Air Force must be men to whom responsibilities such as these can
be entrusted with complete confidence.

Just what are the qualities in a man that enable us to give
to him with confidence responsibilities such as these? The words
duty, honor, country spring to mind. But what are the qualities
in a man that make these terms meaningtul? When we think of
such men, we think of courage and endurance and integrity and
all that is included in the term “leadership.” These traits are
somewhat descriptive of what we are trying to determine, but
they do not add up to the whole man. The element ot purposetul
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meaning must be included. Courage for what? Endurance 1n
what service? Integrity with respect to what ideals? \Vhat purpose
in life must a man have that will permit these human qualities
to appear before us in action as the performance ot duty? For the
answers to these questions we must look into the things ofhcers
live by and for. And it would seem logical that we should seek
to identify these things within ourselves.

When we look within ourselves, we find what our experience
has put there. We find the scars of our own past failures as well
as monuments of worthy examples. One thing I think we all
find—that we have neither the strength nor the will to live alone.
We have need for a purpose; for a cause bigger than ourselves;
something that requires us to take strenuous action 1if necessary,
to face danger if necessary, against the opposition of instinctive
impulses to avoid such discomfort or danger. We also find a need
for some sort of measuring stick by which we can evaluate the
multiple choices for decision and action which life puts in
front ot us.

Each of us making such an inquiry will come up with some-
what similar findings. When I look at the officers in the Air Force
whom I know and respect, I feel sure that I can detect things they
hold in common. One of these common denominators is this need
of which I have been speaking. Those officers who command our
instant and continuing respect are invariably those who, whatever
their abilities in whatever position of responsibility, put their
responsibility first and foremost in all that they do. This common
attribute may best be described as loyalty. If I am right in this
assumption, these men have shared the common human experience
of needing a goal in life and have found that goal in their loyalty
to the cause they serve—a loyalty that serves them both as an
incentive and as a guide, and sometimes as a very hard taskmaster.

Leadership is often regarded as the unique quality of a few gifted men who are sub-
limuly self-sufficient in divining courses of action and who have astonishing
power 1o inspire other men to follow them, even into the valley of Shadows. These
traits may of course be conceded to rare genius. But how does a concept of rare
genius serve the Air Force in its requirement for a broad base of thousands of
firstclass leaders who can step out maturely and competently in an atomic age
that may wuddenly visit even a junior officer with fateful responsibility? In a
‘thoughtful appraisal, Brigadier General Cecil E. Combs, USAF, Deputy Commander
of Crew Training Air Force, suggests a wellspring of leadership may be struck in
‘the individual Air Force officer by intelligent inculcation of the ancient war-
l"ior‘s virtue of loyalty, shaped for today's world as loyalty to the collective
,rémansibiﬁlies that are charged to the prime order of defenders of the homeland.
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IT is not surprising that we should instinctively focus
our attention upon loyalty. Loyalty has always been considered
a warrior's virtue. Throughout history a legion of men have been
true to their colors and died tor their causes, and some were pretty
small causes, and many were lost causes. The one noble thing that
shines forth from all the bloody pages of history is this capacity
of man for loyalty. Perhaps this is proof enough that we are
talking about one of man’s greatest needs as well as one of his
attributes of greatness.

It loyalty is a compelling human need, then our problem may,
in part at least, be one of precisely defining the objective of our
loyalty. The cause we seek must be tangible enough and concrete
enough to be a specific guide for decision and for action. It must
be a cause that we can comprehend, that we can make our own
in a personal way, and to which our own personal contribution,
however small, will be of some significance.

Do we not have such a common cause—we who have taken
the Oath of Ofhce as commissioned officers in the United States
Air Force? In that Oath we swear faith and allegiance to a cause
which does command our loyalty and our lives. Let us examine
this cause tor a moment. I believe that a study ot the Constitution
will show that it proceeds from several fundamental ideas. One
is the conviction that man amounts to something as an individual,
that the individual is good and can become better and stronger
and wiser. It is a belief that this American people can build a
nation that can endure and that can offer to each of its citizens
an abundant life, personal liberty, and the tellowship ot tfree men.

Despite the many changes in economic theory and in interna-
tional relations, this marvelously flexible instrument still stands
for the enduring ideals and aspirations of the American people.
Perhaps some day these ideals will be those of a world federation
of governments to which we can all give wholehearted support.
That time is not yet. At the moment it seems clear we can serve
humanity best only by serving our own country well. For these
American ideas and ideals cannot be considered as accomplish-
ments even here in America. They are goals that we Americans
are still trying to achieve. They are difficult objectives which may
never be achieved but which will certainly demand our best
efforts and should command our entire devotion,

This cause has been well and truly served by loyal men
throughout the history of our country. Such progress as we have
made toward our goals can be attributed to the sacrifices and the
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service of these loyal men. Today the country and particularly
the Air Force has need of such men in greater numbers than ever
before. To meet this need, we must direct our training toward
the development of loyalty in its deepest sense. There are many
obstacles to be overcome. Recent years have seen the growth of
many things that are destructive of loyalty. Mere growth itself
is such an obstacle. Communities of people can inspire loyalty,
but if a community becomes so large that the identity of the indi-
vidual is lost, then the common purpose will be weakened and
loyalty will diminish. When family ties are weakened another
source of strong loyalties is weakened. As a government grows in
size and complexity, its capacity for attracting loyalty decreases.
The result of all this is that many men have confused loyalties.
Many are loyal to small or unworthy causes which are in conflict
with those of other loyal men. Some people have taken refuge in
denying all loyalties save their own self-interests.

The greatest obstacle of all seems to be the materialistic phi-
losophy that has dominated the teaching of our young people. The
average cadet entering preflight training has all too frequently
been taught at home and in school that material prosperity is the
only valid measure of success in life and that personal and financial
security are the only worthwhile goals. These may be superficial
attitudes but they take time to change. The first step seems to be
one of inducing a searching criticism of such preconceived ideas.
The next is to get a young man to think for himself. The practical
aspects of a military career must be realistically presented. These
cannot be evaded by philosophic generalities. An officer is entitled
to a decent standard of living—a way of life which, while not offer-
ing luxury, does permit dignity and respect. Once this minimum
is assured, it is possible to present the real challenge of the service.

WL have still much to learn about the problem of
developing in the young men who enter our officer-training pro-
grams a willing acceptance of these ideals of loyalty and service.
Educational theory and methods have improved greatly in techni-
cal fields, and we have been able to adapt these methods directly
to many training problems. In the field of character development
there is no similar basis of organized experience available. As the
Dean of the Harvard Graduate School of Education, Dr. Henry
W. Holmes, said a few years ago, “‘In one vital field—education for
ch.argcter, through the development of the power of moral dis-
crimination and an affirmative grasp of ideals—we have made
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hardly a beginning.”” Recently Dr. John A. Hannah, in testifying
for an Air academy before Congress, said that he had not earlier
been in favor of an Air academy because he felt that the civilian
colleges could meet the need, but that he had since become con-
vinced that they cannot because they do not attempt to develop the
ideal of devotion to the service of the country nor to develop the
qualities of character and integrity required for that service. While
this statement would seem to confirm our objectives, it does not
imply that we can do what others have not attempted.

Here again it may be true that the difhculty of the problem
should not be overestimated. It may be true that a clear under-
standing of our objectives will in itself shed light on the paths
we must follow toward the goal. It is not that we are entirely lack-
ing in precedent. The service academies and similar institutions
have for a long time by traditional methods produced great lead-
ers—not always many and not always soon but enough loyal men
to lead us through the great emergencies. Effectiveness of tradi-
tional methods and of precedent would appear to be historically
demonstrated. The problem 1s to keep tradition and precedent
in tune with changing requirements and situations. This may in
turn only require that we keep our objectives clearly in front ol
us and realistically in tune with the problem. Similarly our coun-
try must realistically face the challenge that democracy faces as a
prerequisite to the job of producing men who can serve its cause
without reservation. If our national purposes are clear, the emo-
tional and intellectual appeal of the challenge of service to these
ideals is equally clear. Then it becomes necessary merely to
instruct in the need that the country has in order to find many
who are willing to devote their lives to that need.

Fortunately most of us need to tie our loyalties not only to
a cause but to an organization. Morally and intellectually our
objectives may be clear, but practically and personally speaking
we need a team to which we can belong. While our feelings toward
the Constitution of the United States may be solemnly reverent,
we love the Air Force.

Perhaps this intense identification with an organization is a
human weakness. Certainly it is also a source of our strength.
In the unit pride and esprit de corps of any good combat organiza-
tion is to be found perhaps the greatest expression of human genius
for loyalty. It may also be true that one reason we have so much
difhiculty in achieving interservice cooperation at the top is the
fact that it is a rare individual who can ever place himself entirely
above and beyond his organization. There is as yet no supraservice
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in which all separate associations and loyalties can be combined.
Similarly conflicts of loyalty occur even within services, as between
major commands.

These conflicts of loyalties are a good thing in that they force
us to consider larger purposes in a critical fashion. The cause
we serve would not be loyally served if ours was a blind, unques-
tioning obedience. The great danger and tragedy of the Com-
munist movement is the fact that it has become a perfect instru-
ment for a fanatical and insensitive loyalty. Our loyalty requires
that we be critical of ourselves, of one another, and of our service
and country, while at the same time it must ensure a discipline
based not on fear but on willing obedience derived from confi-
dence in the moral integrity of our leaders and in the essential

soundness of our cause.

I BELIEVE our objective of building a stronger loyalty
can be accomplished by traditional means. I include in these tradi-
tional means the intellectual problem of establishing the need
of the country for loyal officers. I include moral problems which
can best be solved by the power of example. I include disciplinary
training based on a man'’s pride in his powers, his unit, and his
country. We cannot make officers in any training program. All
we can do is present the challenge, point out those obstacles in
the way that must be overcome, and give the help and guidance to
the individual in overcoming them. In this way, and subject
always to the power of example, the young men in this country
who have the potential will make themselves into the ofhcers the
Air Force needs. This is a continuous process which does not
stop when a man is commissioned a second lieutenant. This
objective must be pursued steadfastly by all of us all the way
through in the face of all manner of temptations and distractions
which tend to divert us from our goal. We are all shot through
with human imperfections and we shall all fall short of our highest
ideals; but if in this loyal brotherhood we find helpful understand-
ing, human sympathy, and affection, then the strong will help
make the weakest of us stronger, and together we will find our
powers multiplied many times over.

Finally there is needed the sympathetic understanding of the
country at large. The profession of an officer of the Air Force
must be recognized for what it actually is, a profession in which
the officer is a man of honor and integrity who puts his loyalty
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to the service of his country above all else. In his person he must
exemplify American ideals. This means that the officer corps
must deserve this reputation. It also means that the country must
deserve the loyalty of the people who serve it. It is inconceivable
that any democracy could survive whose existence depended on
the devoted loyalty of a few while the many lived by other stand-
ards in pursuit ot other aims. I for one am as confident that the
officers of the Air Force can earn and hold the complete trust of
the nation as I am that this nation will forever deserve their loyalty.

Headquarters Crew Training Air Force
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first strategic bombing attack ever made. That was 40 years

ago, in September 1914. We have travelled a long road in
those 40 vears. It began with a small 80-horsepower Sopwith
biplane and a bomb weighing 20 pounds aimed by eye from low
level; it has led to the V" bomber with the atom bomb aimed
by radar from the stratosphere. Since no other bomber force
can claim such distant descent, the story of our growth from those
small beginnings provides a unique study of the evolution of
strategic bombing and of the reasons behind it.

In 1914 the British Navy and Army each had its own flying
Service, the Roval Naval Air Service and the Royal Flying Corps.
When all the R.F.C. flew to France with the Expeditionary Force,
the Admiralty took over the air defence ot Great Britain in Sep-
tember 1914. The biggest threat then was from Zeppelin attacks.
With characteristic breadth of ontlook the Admiralty began a
vigorous air offensive against any of the enemy’s airships which
could possibly be reached. This was in line with the long-estab-
lished naval tradition of hitting the enemy as far away as possible—
a tradition which dates tfrom the time of Drake at least.

The hrst attempt was by four pilots on 22d September 1914.
It failed because of bad weather in the target areas. But by the
middle of 1915 a series of attacks had destroyed four airships in
Giermany and Belgium, and no more bases were maintained within
range of these aggressive Naval pilots and their tiny aircraft. The
campaign succeeded because hydrogen-hlled Zeppelins were such
vulnerable targets that small aeroplanes carrying small bombs

BO.\IBER Command can trace an unbroken descent from the

_ Adide from the United States only Great Britain has been ablc to build a modern
strategic air arm in defense of the free world. Naturally the strategic, politi-
cal, and economic considerations that shaped the Royal Air Force's Bomber Com-
and differ conciderably from those which molded our Strategic Air Command. At
_lhe request of the Editors of the Quarterly Review, Air Marshal Sir George H, Mills,
commanding-in-Chief, Bomber Command, reviews the significant developments in
¢ history of Bomher Command from its birth in World War 1 to the present.
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could inflict decisive damage. But success was not complete. De-
spite several attempts the rudimentary seaborne aircraft of those
days could not deal with the bases in northwest Germany which
were beyond the range of landplanes. So range won, and the
Zeppelins continued their campaign until defeated over England
by night-flying aeroplanes.

With the Zeppelins out of range and no other decisive targets
offering, the Naval bombing forces switched to targets more
directly connected with the war at sea and on land, submarine
and other enemy naval bases on the Belgian coast inevitably taking
much of the effort. Meanwhile the Admiralty pressed on with
the development of greater range and better bomb loads. Others,
too, began to see the potentialities of bombing. Twice in 1916
representatives of the Allied flying services agreed that the Ger-
man bombing attacks ought to be matched by attacks on Germany
herself. At first, although some aircraft with the necessary per-
formance were available, they could not be spared from the Somme
battles then about to start. But in October 1916 the British Admi-
ralty and the French were both able to establish small bomber
forces in the Nancy area of France, their primary targets being
steel works in the Saar, the only part of the German homeland
within range. Steel works were chosen because they were basic
elements in German munitions production as a whole. Further-
more the British Admiralty had a particular interest in reducing
the supply of steel for submarines because of the increasing severity
of the U-boat campaign.

There is no doubt that the underlying motive behind these
attacks was the feeling that the German homeland must be
attacked. It was intolerable that the German people should go
free while the Allied people were increasingly subjected to bomb-
ing, to say nothing of having so much of their territory occupied
or ravaged by war. This phase was short lived and produced no
tangible results, for the force had to be dispersed after a few
months to play a more direct part in the great land battles which
began in the spring of 1917. The period is notable for the intro-
duction of the first true British bomber, the famous twin-engined
biplane developed by Handley Page for the Admiralty and able
to carry three-quarters of a ton of bombs.

In spite of these early setbacks 1917 was to be decisive in the
development of British strategic bombing. The Germans, seeing
that the aeroplane must replace the airship, produced the twin-
engined Gotha early in 1917 and with it began a daylight bomb-
ing campaign against Great Britain in May. Beginning with
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World War I was nearly three
years old before Britain moved
decistvely to develop a strategic
bombing force. Yet it was a British
Sopwith Tabloid (top) that on 6
October 1914 made the world’s
first strategic bombing attack. An
80-horsepower biplane, the Sop-
with dropped a 20-pound bomb
that destroyed Zeppelin Z IX in
its shed at Dusseldorf. The pilot
crash-landed 20 miles from Ant-
werp, completed his journey on a borrowed bicycle. Britain’s first true bomber was
the twin-engine Handley Page 0/400 (right). It had a top speed of 97 mph and a
one-ton payload. The 0/400 was deployed in 1917-18 against industrial targets and
became the best known Allied heavy bomber. The RAF’s first four-engine strategic
bomber, the Handley Page V[1500 (bottom), carried a crew of six and a bomb-load
of nearly four tons at a speed of 99 mph. It had a range of approximately 1300 miles.
This Super-Handley Page was built in October 1918 specifically for bombing Berlin
from England, but too few were completed in time to undertake the operation.
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coastal towns, this campaign culminated in two famous attacks in
June and July when formations ot fourteen and twenty-one Gothas
flew unmolested across London in broad daylight, causing severe
casualties and damage. The outcry which followed really stirred
the Government to action. The most important result was the
eventual unification of the two flying services into the Royal Air
Force, though this took some months to complete. More immedi-
ately the bombers in France were often diverted from the land
battles to attack the Gotha airfields, and great efforts were made
to strengthen the home defences with modern fighters in place
of the obsolete types which had been good enough for the
Zeppelins.

These purely defensive measures were not enough. The call
for retaliation became insistent in Government circles. It became
more so when the Germans switched to night attacks, against
which there was no effective fighter defence at the time. The
German attacks had by now become a serious nuisance; they were
beginning to have some effect on munitions production and on
morale, and could not be ignored. This naturally intensified dis-
cussion on the legality of bombing so-called open towns, and there
is an interesting extract from a memorandum on the rules of war
prepared for the War Cabinet at that time which reads:

No legal duty has been imposed on attacking forces to restrict
bombardment to actual fortifications, and the destruction of its
public and private buildings has always been regarded as a
legitimate means of inducing a town to surrender. . . .

Another factor which weighed heavily in favour of bombing
Germany was the stalemate which had followed the great land
battles of 1916 and 1917. This naturally predisposed the Govern-
ment towards a plan which seemed to offer a chance of breaking
the deadlock and of hastening the end of the war, while avoiding
the tremendous slaughter of the previous two years.

Opposition came mainly from Field Marshal Haig, who
argued that all possible air effort should go to supporting his forces
in the field—a view that was natural and indeed perhaps inevitable.
But the Government were determined that the bombing should
go ahead, and in the autumn of 1917 General Trenchard, com-
manding the Royal Flying Corps in France, was told to organize
a force to bomb German munitions factories. To do so. he formed
a united wing of one Naval (Handley Page) and two Army (single-
engined) squadrons, which he based in the Nancy area. This wing
began operations against Germany in October 1917, and they
continued with growing weight to the end of the war. By June
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1918 the wing had become the British Independent Air Force, and
negotiations were afoot to make it an Allied Independent Air
Force by the inclusion of French, Italian, and United States
squadrons. At the same time its importance was recognized by
the appointment of General Trenchard himself as commander.

The relations of this independent force with Field Marshal
Haig, and later with the Allied Generalissimo Marshal Foch, were
never precisely defined. The British Government were insistent
that the operations should be independent of the commanders
controlling the land campaign in France, and these commanders
were equally anxious that operations against Germany should not
continue at the possible expense of the land campaign. The dis-
agreement was often sharp, so much so that at one time the British
considered the possibility of operating from the United Kingdom
if the French airfields should be denied them. In any case the
first of the new four-engined Handley Pages which appeared in
October 1918 would have operated out of England had the war
lasted a few days longer, though there were other sound opera-
tional and administrative reasons for this, particularly as their
main objective was Berlin. As it was, this lack of precise arrange-
ments never really mattered in practice, for the Independent
Force was invariably switched to assist the armies when the situa-
tion demanded—as in the German break-through in March 1918
and in the final Allied oftfensives in the late summer and autumn.

WHEN the war ended in November 1918, the Inde-
pendent Air Force—still all British—had grown to nine squadrons:
four of day bombers, four of longrange (Handley Page) night
bombers, and one short-range night-bomber squadron. One fighter
squadron had also arrived to help reduce the very considerable
opposition the enemy was offering to the day attacks. In spite
of fierce opposition and severe casualties, especially by day, this
force made quite an impact on the Germans. But its numbers
and bomb capacity were too small to achieve results which would
show decisively what bombing could do. There was promise
enough to convince many, but not enough to shake seriously the
entrenched beliefs of the sea and land services. Nevertheless it
had won itself a permanent place in the British defence forces.
True, the Independent Air Force was dispersed in the hectic
dern_obilization which followed victory and its squadrons disbanded
or, in a few cases, sent overseas on policing duties. But when in
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Between World Wars I and II Brilish
bomber development lagged because
there was no clearly defined enemy. In
the 1920’s Handley Page’s Hyderabad
(top) was a standard RAF bomber. Its
two 450 hp engines gave it a top speed
of 110 mph. The Handley Page Hey-
ford (left) was the last heavy biplane
bomber to be used by RAF squadrons.
It had a cruising speed of 142 mph at
13,000 feet. At 21,000 feet the Heyford
had a range of nearly 1000 miles. First
of the monoplane bombers, the Fairey
Hendon (below) was adopted by the
RAF in 1935. It had @ maximum speed
of 143 mph, a service ceiling of 27,000
feet, and a range of 1000 miles. The
Fairey Hendon was the last of Britain’s
pre-World War II bomber aircraft.
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1922 the Government realized that things had gone too far and
decided that provision must be made for the air defence of Great
Britain, Sir Hugh Trenchard, by now Chief of the Air Staff,
secured the inclusion of a substantial bomber element in the
force to be raised.

One important factor, however, seriously reduced the value
of this force for many years. In default of a clearly defined oppo-
nent, France came to be recognized as the only country that could
threaten Great Britain by air. The very unlikeliness of this threat
took much of the urge out of bomber development, but, worse
still, the short distances involved if France were the enemy com-
bined, with shortage of money, to stifle the quest for range, always
such an expensive item. Looking back, this was probably an
important factor leading to the Second World War. British policy
was seriously cramped during the critical years of German and
Italian resurgence in the 1930’s because there were no means of
threatening their homelands directly. Not until 1939 was Bomber
Command any real threat to Germany, and even then it was still
too small and too late to influence events.

With an independent bombing force in being from the start,
the story of strategic bombing in World War 11 is a story of devel-
opment rather than of evolution. We see the same stresses and
strains influencing policy, sometimes easily recognizable, some-
times in somewhat different guise. Retaliation, for instance, at
first worked in reverse. The bomber force was poised and ready
to attack from the outbreak of war, but it was not until June 1940
that any but strictly military targets like ships and airfields could
be attacked in Germany. The fear of retaliation, particularly on
the French, kept us back. By late in 1940, the 1917 situation had
been repeated; the effect of the concentrated German attacks on
our towns could not be ignored. This pressure led to the begin-
ning of the massed Bomber Command assaults which eventually
reduced so many German towns to ruins. The enemy could not
be allowed to reap the advantages of bombing without being made
to suffer the disadvantages. And, once again, stalemate elsewhere
led to increased effort for the bomber offensive. The position in
1940, when there was no other way of attacking Germany, led to
priority being given for the expansion of Bomber Command. A
front line of 4000 was planned, although changed circumstances
in later years modified the decision considerably and the highest
figure reached was about 1700 in April 1945.

It was natural, too, that we should see commanders fearing,
as Haig and Foch had in the previous war, that they might not be
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Britain entered World War II with a
small bombing force poised and ready
to attack, but fear of retaliation de-
layed strikes on any but military tar-
gets until June 1940. Earliest RAF
night raids over Germany were flown
by the Vickers Wellington (left) from
1940 to 1942. The twin-engine 250-
mph Wellington had a range of 3200
miles at 26,300 feet. It also saw ex-
tensive service in the Norwegian and
North African campaigns. From 1942
to 1945 the Avro Lancaster (center)
was the mainstay of all RAF night
bombing operations over Germany.
Capable of carrying a 20,000-pound
“blockbuster,” this four-engine air-
craft flew at 310 mph with a range
exceeding 3000 miles. The de Hauvil-
land Mosquito (below) was the main
fighter-bomber of the RAF during
and after the war. Highly versatile,
the Mosquito had a top speed of over
00 mph, could carry a 1000-lb.
bomb-load more than 1000 miles.
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supported in a crisis; for a bombing campaign must be conducted
with great stubbornness if the cumulative effect of its work is
not to be frittered away. Their very flexibility always endangers
air forces through demands for air “parcels” to do various jobs.
As in 1917 and 1918, in practice the bomber campaign never went
on so stubbornly as to disregard what was happening elsewhere.
At times of real need the bombers were always diverted, and they
played an increasingly effective part in the other campaigns. The
support given to the invasion of France and the attacks on the
“V"" weapon sites are two excellent examples. This again was
natural, for the force had become so important that broad direc-
tion had to be assured by the Government through the Chiefs
of Staft.

There was one doctrine left unproved in 1918 which was
triumphantly vindicated in this war: the bomber’s best role in
air defence is a relentless offensive where it hurts the enemy most.
There is ample evidence to show how the bomber offensive forced
the Germans to put so much effort into defence that eventually
they were quite unable to maintain any effective bomber force.

In none of this was there anything really new or surprising.
Indeed perhaps the only real surprise of the war was the extraor-
dinary resilience of a well-organized country under heavy bomb-
ing, whether of cities or of specific targets. This was absolutely
fundamental, for, with the growing effectiveness of fighter de-
fences, it put a premium on numbers to force a way through and
to do enough damage. At times the bomber war even began to
be unwholesomely like the land battles of 1916 and 1917, and
signs were not wanting that despite great courage and skilful direc-
tion the rapidly improving technique of defence might again have
led to stalemate—this time in the air instead of on land. But
weight of numbers and persistence won before this point was
reached, and from mid-1944 onward the bomber forces were able
to attack selected target systems with tremendous effect—greatly
helped, we must remember, by the successful invasion of Europe.

ALTHOUGH weight of numbers was the dominant
factor up to the end of the war, the creation of the atom bomb,
coming when it did, set the tone for postwar British thought on
the bomber force. We can see now that this really saved the situa-
tion for Bomber Command. True to pattern, the end of the war
found Great Britain completely exhausted financially. At the
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same time the change of threat from Germany to Russia made our
war-time bombers practically useless overnight; their range had
been adequate for Germany but could be stretched no more.
They were no threat to Russia proper. In these circumstances the
retention of a large force would have been of little real value even
if it had been possible financially. The arrival of the jet, with
its initial problems of range and with the great increase in cost
per aircraft, simply emphasized this unhappy state of affairs.

This 1s the background against which the decision was taken
to put all our bomber eftfort into stratospheric jet atom carriers

Britain’s Bombers Today

The atomic bomb and the shift in threat of aggression from Germany to Russia in
the years after World War 11 made the Royal Air Force’s wartime bombers practi-
cally useless overnight. Unuwilling to finance an interim replacement, Britain de-
cided to gamble on peace during the extra years it would take to move directly from
heavy conventional bombers to advanced-design jet bombers—a bold decision
certainly but one made easier by British trust in the USAF Strategic Air Command
with its up-to-date force and atomic capability. The one interim type selected was a
light jet bomber, English Electric’s Canberra (below). In service for over four years
the high-altitude Canberra is in the 500-mph class at 40,000 feet. For the future, three
types of heavy, four-jet bombers—the “V”’ bombers—were. ordered. The Vickers Val-
tant (right top) is more orthodox in design than the other two and is now in service
with the RAF. Handley Page’s crescent-wing Victor (vight center) and the Avro
Vulcan (right bottom), the world's largest delta-wing aircraft, incorporate very-
advanced design features. All three “V’ bombers can deliver the atomic bomb.
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with the necessary range and to go for no temporary replacement
which would quickly become obsolete. A bold and difhicult deci-
ston certainly, but one which was made easier by our trust in
Strategic Air Command with its then more up-to-date bombers
and its atomic capability. Three types of four-jet bombers were
ordered. These are the “V" bombers—the Avro Vulcan, the
Handley Page Victor, and the Vickers Valiant. Two of them, the
delta-wing Vulcan and the crescent-wing Victor, incorporate very
advanced design features which have never been tried out to any
extent. For this reason prudence called for the inclusion of the
Valiant, a more orthodox type but nevertheless a true strategic
bomber by modern standards. It is the Valiant which is now com-
ing into service, with the other two not far behind.

Practical necessity did call for an inexpensive interim type
to prepare crews for the "V’ bombers when they came. The same
thing had happened during our rapid expansion in the years
before 1939. Then comparatively cheap aircraft of restricted
range were invaluable; this time the Canberra has more than
paid its way and, at a price which we could afford, has let us
acquire experience which was essential if we were to meet the
“V" bomber with confidence. It has also. of course, proved a useful
tactical bomber.

With the arrival of the first ot the V"' bombers, coupled with
the atom bomb, the wheel has turned a fearful circle. We began
where a few small biplanes with small bombs could be decisive
in an extremely small and limited sphere. We have passed tlirough
the era of massive numbers. Now we are back to a point where
a few aeroplanes and their bombs can again be decisive, but this
time on a scale that can bring catastrophe to nations.

On this journey Bomber Command is still in company with
two firms who made some of the earliest bombers, Avro and Hand-
ley Page. In those early days both were built for the Admiralty,
a timely reminder of the debt which we owe to Naval thoughts
and tradition—a very natural link when we consider the similari-
ties between the mediums in which we fight. But we also remem-
ber that two soldiers did more than any others to establish the
strategic bombing force which has grown into Bomber Command:
Field Marshal Smuts, who had been a Boer general in the war
of 1899-1902, and Lord Trenchard, who had fought against him
in that war and who was a major with nineteen years’ Army service
when he joined the Royal Flying Corps in 1912.

In 1917 it was Field Marshal Smuts who convinced the Gov-
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ernment thar the two flying services must be amalgamated. It
was he who wrote at that time:

The day may not be far off when aerial operations with their
devastation of enemy lands and destruction of industrial and
populous centres on a vast scale may become the principal opera-
tions of war, to which the older forms of military and naval opera-
tions may become secondary and subordinate.

It was Lord Trenchard who built the Royal Air Force and,
both as Commander and as Chief of the Air Staff, set the Bomber
Force so firmly on the road to meeting the grave responsibilities
which the fulfilment of Field Marshal Smuts’ prophetic words
entails.

Headquarters RAF Bomber Command



The USAF in Europe works . . .

.. . at being the guest in Allied countries

Hands Across the Street

A Quarterly Review Staff Study

HE European smiles wryly at the American and asks, “How would you
like it . ..

. if the quiet, orderly life of your pleasant little home town in
the United States was suddenly shattered by the arrival of what seemed
to be hordes of foreign airmen?

. if these airmen, outnumbering the population of your little
town four or five to one, spoke a foreign language, ignored or callously
violated your customs and traditions and culture, laughed at the railroads,
the cars, the plumbing, even the food you ate and the drinks you drank—
always contemptuously comparing things to the vastly superior civiliza-
tion from which they had come to lend a patronizing helping hand to
you second-class citizens of the world?

. if these airmen were paid four to five times as much for their
work as people in your own country, so that they outbid you for the roof
over your head, bought up the best items in your stores, pushed up
all prices?

“. .. if these airmen crowded your best restaurant, filled your favorite
nightclub with raucous laughter, disturbed your sleep with noisy antics
in the street, made love to your women with handfuls of currency and
the glamour of far places?

. and if all these physical evidences of their presence were only
surface annoyances compared to the deep-rooted, humiliating fear that
these strangers were there in your town because you and the other men
of your town and your country could no longer do what your fathers
and grandfathers had done—defend your country and your homes against
all comers?”

This is the situation that now exists in hundreds of localities in Europe.
Of course this is not the first time that American troops have been in
Europe. In that sense the situation is no different than it was in World
War I or World War II. And of course there is always a certain amount of
friction between a large military base and the civilian population even when
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he troops are on home soil. But American participation in NATO has an

lement never present before: it is the first time that large numbers of
American troops have been based more or less indefinitely in European
countries in time of peace. This is not occupation; it is not liberation; it 18
not covered by the degree of latitude or the sense of urgency present during
‘wartime. American troops are in Europe as guests of the various countries,
o participate with them in the building of the defenses of Western Europe.
It may be true that the Europeans should be thankful that American forces
are there; most of them are. But it is also true that a powerful defense struc-
ture for Western Europe is in the best interests of the United States, or the
American troops would not be there. So the sporadic American outbursts
of “well, if these people don’t appreciate us, we'll just pack up and go home
and leave them to stew in their own juice” are not only childish but sadly
misinformed. This attitude seems to imply that American forces are in
Europe only out of kindness to the Europeans and not because the fate of
Western Europe is of vital strategic importance to the United States.

Early in the life of NATO, American officials realized that special
measures would be necessary to ensure good relations between the American
forces in Europe and the civilian populations of the various countries in
which troops would be stationed. There were bound to be hundreds of
small incidents and irritations when large numbers of military moved in
near the towns and villages of the people of a foreign country. If unchecked
and unremedied, this friction could have dire consequences at every level of
military and diplomatic operations. A base commander might soon find
himself with a serious morale problem on his hands, if irritated local officials
refused to help in finding housing for military dependents or in allowing
the airmen to visit the town. In hundreds of small ways his unit’s operational
efficiency might be whittled down by the open or passive opposition of the
local authorities. On a national and international level, public opinion,
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brought to the boiling point by an accumulation of unsettled grievances,
could make officials much less cooperative in negotiations for additional
American bases, for warehouses, for public utilities, for pipelines, for all the
elements needed in support of modern military forces. Eventually bitterness
both in the foreign populations and in the American forces could corrode
away the wall of Western unity.

The dangers in the situation were realized early in the development of
the Western alliance. As the NATO forces have grown, so too has the effort
put into the community relations program. For a year or two after the
signing of the North Atlantic Treaty in April 1949, the problem was largely
academic. The American ground and air forces that were to be committed
to the defense of Europe were still being trained and equipped in the United
States. Bases still had to be built to receive them. Even before these could
be built, complicated international and NATO agreements had to be reached
on the nature of the bases, the size and type of forces that would use them,
the command structure, the finances, etc. The first American troops brought
in under NATO were in a sense reinforcements for the occupation troops
already in West Germany. Although the West German government was
being granted more autonomy each year and “occupation” was becoming
more and more of a technicality rather than the actual governing authority,
the framework of occupation remained. American forces could be brought
in to West Germany without the complications which attended their entry
into sovereign countries such as France and England. While the Americans
in Germany were “guests” of the Germans in the sense that they lived there
and that much of the cost of the occupation was paid for by the Germans,
they were not invited guests. A different psychological climate existed in
Germany than in France or England.

Even within one country the different sections reacted quite differently
to the presence of American forces. In the Rhineland, for example, the people
have for centuries been accustomed to troops—German, then French, and lat-
terly American—being billeted among them. It was one of the facts of life
to them, and they had no real adjustment to make beyond the one of getting
used to a new set of customs. But in Bavaria the people had had compara-
tively little contact with the military. Hence the shock was much greater
to them. The same contrast was true in France between the areas of, say,
Alsace-Lorraine, always a military football, and the area in south-central
France around the huge American depot at Chateauroux. Not only were
there different degrees of experience with the military in these regions. but
entirely different sets of customs, prejudices. and outlook.

As American forces began to move into England and France, as well as
Germany, it became increasingly obvious that the most practical way to
handle community relations was at the base or unit level. This has become
the key to success in community relations in Europe. There are command
programs, there are joint committees at the national level, there is a theater
program. In the Air Force the whole of the command line is involved to a
remarkable extent in the program, and almost every operational decision is
conditioned in some degree by its relations to the problem of getting along



HANDS ACROSS THE STRELT 53

with the local populace. But the heart and soul of community relations is
the program at the individual base. Only here can the small, the by-itself-
unimportant irritation be settled. Any community relations program is only
as good as are the alertness, the patience, and the tactfulness of the men at
each base.

The top of the community relations structure for American forces in
Europe is in the senior American headquarters in the theater—Hq EUCOM
[European Command]—near Paris. From here emerge the general policies
and the coordination of community relations in Europe. Then in most
countries a joint committee operates on the national level to handle prob-
lems beyond the scope of the local level or to deal with deep-seated trouble
of which the local problems are only visible symptoms.

Within the USAF in Europe, the chief office is in the senior air head-
quarters—Hq USAFE [United States Air Forces in Europe], in Wiesbaden,
Germany. Hq USAFE hammers out the Air Force policy on community
relations in Europe. Its programs are further spelled out at the headquarters
of its two air forces—Third Air Force, London, England; and Twelfth Air
Force, Ramstein, Germanv. With broad guidance from these headquarters
the individual bases carry the main load of day-to-day community relations
on which the success of the whole program stands or falls. At each level of
the command structure the office specifically charged with implementing
and monitoring the important community relations program is the Office
of Information Services.

Community relations has been one of the functions of the Offices of
Information Services throughout the Air Force, and it was proper that they
should work full-time on the man-sized job in Europe. For community
relations is right down their line of responsibility—public relations, and
internal and external information. But it would be a gross oversimplification
of the USAF program in Europe to say that it began and ended with the
Office of Information Services. The most remarkable part of the effort is
the degree to which all levels and elements of the command line participate
in winning and holding the good will of the peoples of Europe. Every day,
in every headquarters, policies are modified and operational procedures
altered in the interest of better relations with the community. Today there
are few commanders who feel that this degree of concern for the way of life
of their European neighbors is no better than mollycoddling. They see it
for what it is—hard common sense. It was never the intention to make con-
cessions that impaired the build-up or the training of the forces. Jet aircraft
unfortunately are as noisy in peacetime as they are in war, but they must
continue to fly. Such things cannot be stopped, but they can frequently
be made less damaging to local good will by rerouting the take-off and
landing pattern so that it avoids built-up areas, or by rescheduling the flying
hours so that they fall during a part of the day that is less objectionable to
the local inhabitants. In cases where these moves are impractical from an
operational standpoint. it is usually very helpful to describe just why such

Hights arc necessary and how these “annoying” activities fit into the plan
of NATO defense.
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Let us look closer at the operations of the community relations program
in each of the three chief countries where American troops are stationed:

Germany, France, and England.

West Germany

EsT GERMANY is perhaps the best example in Europe of how the enlight-

ened self-interest of a community relations program has paid off. In the
years after the war the main job was the always-ticklish one of occupying a
defeated nation in a way that would nurture healthy roots of political and
economic stability. To achieve this end without leaving a deep-seated residue
of hatred and resistance toward the occupying powers required a sensitive
blending of firmness and persuasion.

That this policy has in large measure succeeded has been quietly but
dramatically demonstrated in recent months. Now that the Paris Accords
are ratified, West Germany has become an independent nation once again.
The occupation is ended. Yet American, British, and French troops will
remain on German soil—not as occupiers but as codefenders with the Ger-
mans against any aggression from the East. The very quietness of this transi-
tion, the unquestioning assumption both among the Allies and in Germany
that this should and would be the pattern of the immediate future, is proof
positive of the success of the occupation and of its community relations.

Obviously such a transition did not occur by accident. Long before the
official termination of the occupation, the Allies had turned over to the
Germans all but a fragment of final authority. Beginning with the resentment
of the West Germans to the aggressive behavior of the Communists in East
Germany and in Eastern Europe and solidified by the tremendous Allied
psychological victory in the Berlin Airlift, the West Germans came more
and more to accept the Allied troops as defenders rather than occupiers.
Public opinion polls taken each year by the office of the U.S. High Commis-
sioner have shown a steady decline in German opposition to the occupation
and to the presence of American troops. In the 1954 poll only 12 per cent
of the Germans questioned wanted the Americans to go home, as opposed
to 18 per cent in 1953 and 22 per cent in 1952.

This transition in German, thinking was both aided and hampered by
a number of factors. Credit for a major assist must be given to the Soviet
Union, whose Iron Curtain and reduction of her Eastern European satellites
to the status of slave states offered the West Germans a very unpleasant set
of alternatives if they chose not to align themselves with the West. Another
major factor fostering good relations has been the economic resurgence of
West Germany. Since 1948, when German currency was stabilized and the
Bonn government got firmly on its feet, West Germany has been booming.
Industrial production has zoomed from an index of 45 in 1948 to 175 in
1953. The amount and quality of consumer goods has steadily increased.
Throughout Europe and even abroad German goods again have begun to
offer stiff competition on the world market. War-torn German cities and
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industries, which Allied experts had predicted would be 20 to 50 years in
rebuilding, are being cleared and rebuilt at a phenomenal rate. All this rise
in the standard of living, while largely due to the natural vitality of the
German people and to the able leadership of Chancellor Adenauer's govern-
ment, has also reflected credit upon the occupation powers.

German awareness of its improved lot in the postwar years is probably
more keen than anywhere else in West Europe. This awareness is created
and kept alive by the steady stream of refugees who slip across the border
from Communist territory. Since the end of the war some 11,000,000 people
from eastern Europe have found sanctuary in West Germany. They are still
coming at the rate of 2000 a day. The West Germans have done a heroic
job of assisting and finding homes and work for this huge influx. A large
number of the refugees have more than repaid their debt, since many are
skilled craftsmen badly needed in the rebuilding program. As a group they
have made another significant contribution: this great mass of newcomers
has been assimilated throughout West Germany, with the result that on
every farm and in every factory and home the people have heard first-hand
of the desolation, privation, suspicion, and terror which is life in the Com-
munist satellite countries. No information program or newspaper stories
could have convinced the German people of the terrible realities of living
under Communism as have these legions of personal tragedies told by the
people who have lived them or seen them happen.

In another way this mass migration from Communism has complicated
the life of the West Germans and has intensified the most awkward com-
munity relations problem confronting the American forces in Germany.
This is the matter of housing. War damage alone had created a drastic
housing shortage in Germany, and this has of course been enormously com-
plicated by the stream of people pouring in from the East. They must also
have places to live. Although housing is being built at the rate of 400,000
units per year, West Germany still needs another 4,000,000 houses. In such
a situation the thousands of houses which the occupation forces have requisi-
tioned for use by the military and their dependents are a very sore subject.
USAFE personnel alone require 10,190 housing units in Germany. As long
as most of these houses were requisitioned, each of them represented one
unhappy property owner, not to mention his relatives and friends.

The German Federal government grew more and more concerned as
the years went by and comparatively few houses had been derequisitioned.
Finally the government approached USAFE with a plan covering the 1000
houses under requisition in Wiesbaden: the Germans would build housing
for the American forces if the Americans would agree to derequisition a like
number of units so that they could be returned to their owners. USAFE
agreed and 252 apartments were built under this plan. Another 78 are now
being built. Under a slight variation of the plan, nearly 700 more apartments
are being built by the American forces out of funds provided by the Germans
to pay for the cost of occupation. On these apartments the German govern-
ment has handled all construction outside the units—paving, sewage and
utility connections, and landscaping. Since this amounted to about one third
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of the total cost of construction. the funds could be stretched to build many
more units than would have otherwise been possible. This is being done all
over the American zone. USAFL still has some 2100 houses under requisition,
but they will be turned hack as fast as the replacement housing is completed.
In another two years all requisitioned houses should have been returned to
their owners. Meanwhile the visible signs of progress have done much to
quiet German discontent on this subject.

A second major problem in Germany and in all the countries in Europe
1s the one of ditterences in language and cultures. Hq USAFE has recently
launched an attack on this problem. All USAFE personnel are required to
take a 30-hour course in the language of the country in which they are
stationed. The only people exempted are those who can demonstrate a rea-
sonable proficiency in the language or those who are already taking that
language in the courses oftered by the University ol Marvland. No one is
under any illusion that 30 hours ot a language will wrn out polished
linguists, but it should provide a basic vocabulary for social and business
conversation.

Community relations is a two-way street. It is not enough to explain
yourself to the people in a forcign country: vou must also prepare your own
people for what a tour abroad will entail. USAFE is planning a considerable
revision of the orientation given to personnel headed for Europe or trans-
ferring to other countries in Europe. This program will place new emphasis
on the community relations responsibilities of all personnel. including de-
pendents. Realizing how much the morale and therefore the efficiency of
the entire command is aftected by a smooth trip over from a personnel and
a financial standpoint and by how the facilities, dependent housing, and
surroundings measure up to the preconceived picture, USAFE decided that
the attempts at orientation were too little and too late. The new system
will operate on both ends of the overseas trip. This orientation program will
be much more complete and individualized than the standard one. USAFL
is confident that it will more than pay its way in terms of a better reenlistment
rate, better morale, in less monev cost of the transier to the individual. and in
better community relations.

To handle all these and other problems that are lumped together under
the term community relations. the German government and the American
military services take up problems at various levels. For example. the Minister
President of each German state meets with the senior military commander
in that district. At the town and city level it is the Burgermeister who meets
with the local military commander. At the local level the Air Force not only
encourages official contact with the local authorities but encourages all organ-
izations and individuals to meet with the Germans in the community
socially and in such activities as sports events and the exchange ol proles-
sional knowledge.

It takes no trained psychologist or opinion analyst to see that a lasting
improvement in community relations is produced only by angible acts ol
comradeship and kindness which convince the local people that these forcign
visitors are genuinely friendly. Here again the Air Force encourages its mem-



USAFE's New Orientation Program

1. For the individual on overseas orders:

e Orientation before departing his base in the ZI—detailed,
practical information on his personal affairs, such as finances,
currency conversion, bank accounts, and transportation of his
car, and on the local conditions at his overseas station—
housing, clothing, etc.
@ Orientation at the Port of Embarkation.
@ Orientation at the Port of Debarkation.
e Orientation by unit receiving the individual upon his arrival
in Europe.
For the individual returning from Europe, a similar orienta-
tion program is provided, but in three steps rather than four.

2. For the unit on overseas orders:

® Detailed orientation before departing the ZI. USAFE
orientation teams will go to the base in Europe to which the
unit will be assigned, will gather information on the base and
its facilities, on the surrounding country and towns, will take
color slides of the base and its surroundings. A tape lecture
will be prepared, with the color slides accompanying it as
illustrations. All this will be sent to the unit for presentation
before it leaves the ZI.

® A second, more-detailed briefing will be given the unit
when it arrives at the overseas base.

3. Orientation for intercountry transfers of individuals and units
within Europe will be handled on the same basis as those com-
ing to Europe from the ZI.

bers to take part and assist in all sorts of community and charitable activities
and also ofhcially sponsors and supports some activities itself. Perhaps no
one gesture on the part of the American forces is more widely known through-
out Western Germany or has met with more appreciation from the German
public than USAFE's "Operation Kinderlift.” Each summer for the past
several years cargo planes from USAFE have flown 1500 German children
from isolated Berlin to West Germany, where they have spent their vacation
as guests, some in the homes of American service people. Cooperation from
the German Red Cross and from all USAFE has been splendid. The Ger-
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man children and the Americans have come to know one another and have
attained a better and more lasting understanding of each other by living
together.

Many organizations have found their own way of contributing to better
relations between the peoples of the two nations. American wives in Europe
have formed an organization known as the Friendly Hand, which collects
and distributes clothes, food, and toys to needy Germans. At Ramstein Air
Base the NCO Club adopted a German orphanage, has contributed money
and equipment, has sponsored Christmas parties for the children, and has
set up and equipped a summer camp for German children.

More sporadic but widely appreciated has been the prompt and con-
structive USAF assistance to disaster areas. In the last two years floods in
England, Holland, and southern Germany have brought the Air Weather
Service helicopters into action. Supplies have been air dropped to isolated
families. Last year USAFE aircraft flew to Pakistan to bring help to flood
victims. Air Force C-124's flew halfway around the world to bring home the
French survivors of the Dienbienphu disaster in Indo-China.

These numerous manifestations of American good will are doubly im-
pressive because some of them are official and as such represent the intent of
the United States and others are purely voluntary sacrifices on the part of
groups and individual Americans. In the aggregate they have had a tremen-
dous impact on the German people. Their impact has accumulated over
the years as they have continued to grow in number and in scope. In one
way or another they have touched the life of thousands of German families.
All of this has made it very hard for the Germans to believe Communist
propaganda about the “American capitalists and imperialists” who have
come to exploit Germany for their own vicious ends.

France

opay, and for some time to come, the most serious community relations

problem facing the USAF in Europe is in France. The dithculties are
more intensely local in nature than in Germany and are compounded by difh-
culties which any authority has in dealing with the ruggedly individualistic
French people and by the increasingly complex problem of housing. The
NATO air build-up in France has moved American airmen into rural areas
where provincialism makes any stranger resented; where many small farmers,
whose horizons of interest are largely bounded by their own acres, do not
distinguish between friendly foreign troops stationed in France by French
invitation and the German troops that occupied France during the war,

The French people have a long tradition of individually making up
their own minds on what they consider to be the merits or demerits of a case.
As a result their democracy sometimes seems to the American or the English-
man to be a constantly rocking boat. If the American tells the Frenchman
about the greater stability and continuity of a government featuring only
two political parties, the Frenchman spreads his hands and shrugs. This is



HANDS ACROSS THE STREET 59

not democracy to him. Under it man has a choice of only two points of
'view. Under his system the Frenchman can vote for any of 16 or 20 shades
of political belief—and does. In the meantime any expression by a voice of
authority, whether it is within the French government or from one of the
Allies, is not likely to coincide with his particular credo. Therefore he
instinctively resists authority. In such an atmosphere community relations
becomes not so much a matter of large and expansive gestures, of which
Americans are overfond, but something more akin to door-to-door salesman-
ship. Each Frenchman has to be met on his home ground, where he can be
convinced by concrete action that these “allies” are worthy to live in his
community on terms of mutual respect.

Consequently community relations in France, even more than elsewhere,
are most effective when conducted on the local level. There is a national-
level organization, to be sure—The Inter-Allied Council Committee. A sub-
committee, the Franco-American Affairs Community Relations Working
Group, is composed of representatives from the French Liaison Mission. the
U.S. Embassy, HqQ EUCOM, the Paris Ofhice of Hq USAFE, and represent-
atives from the American bases in France. This group meets once a month
in Paris to review problems in Franco-American relations and to hear from
the local representatives their plans for dealing with the problems. If it
appears that a problem can better be met by a higher authority or on a more
coordinated basis, the matter is referred to higher authority. But wherever
possible, issues are resolved at the local level.

A variety of subjects and types of cases are considered at these meetings.
At one meeting the American representatives point out to the French that
they regret they were not informed when France recently had a national
safe-driving day. Had they known about it in advance, the American bases
would have been glad to cooperate in the campaign. The French represent-
ative assures them that in future they will be notified. At another meeting
the French representative complains because an American staff sergeant, who
had sued his French landlord in the French courts for rent-gouging, had been
pressured by his military superiors into dropping the suit. The French
representative asserts that law suits are one of the best ways to discourage
such practices on the part of landlords; he feels the sergeant should have
been encouraged. Another time the French point out their reasons for
feeling that the American officials at the local level must be very careful to
clear actions and press releases on local affairs through the local French
authorities. The speaker recognizes that in some cases this is contrary to
American practice at home. He explains that this is in no way a form of
censorship, but merely makes sure that no slip of the tongue will aggravate
rather than improve local relations. The friendly give and take in these
international meetings has done much to show each side the point of view
of the other. The highest achievement of the group probably lies in the
future troubles that it has averted rather than in past troubles that it has
smoothed over.

On the local level the committee system which operates in Germany is
not used in France. For one thing, the Germans had used local committees
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as a front for imposing their directives on French communities, so joint
committees had awkward precedents. Also the multiplicity of local problems
and local difterences of opinion in France suggested another method. A
Frenchman, approved by the French government, is hired by each American
air base as a consultant to the commander. It is his full-time job to study
the local situation, to recommend actions which will make for better com-
munity relations, and to act as liaison othcer in dealings between the base and
the local ofhcials. When he goes to talk to the mayor and the prefect, he
has a unique advantage in that they know he represents both the French
government and the local American authorities. This system has been in
effect only a short while, but it is already showing promising results. Par-
ticularly has it reduced antagonism in the local French press. Since these
consultants are perceptive men who understand the difterences between the
two nationalities, they are able to anticipate many of the small squabbles that
occur. For example, last year the American grade school at Chateauroux
arranged with the local French school for the students to exchange schools
one day a week. After the American children came home from their first
visit to the French school, the Information Services officer had to write a
letter to the director of the French school on behalf of the indignant Ameri-
can parents, protesting that at the lunch for the children wine was served
instead of milk or fruit juice. While no French reply is recorded, it is likely
that the director’s feelings were hurt because he was criticized for his well-
intentioned preparations for a gala occasion.

The greatest single problem of course is housing. In spite of recent
relief measures, this will remain a sore spot for some time to come. In accord
with the decision by SHAPE that many air bases in Germany were too close
to the Iron Curtain and that these NATO forces must be redeployed to the
rear so that they would be in less danger of surprise air attack and of being
overrun on the ground. the USAF will move some of its air units into
crowded France. More units will come to France direct from the U.S. More
airfields are being built. More dependent housing must be built. At some
bases people must live as far as 50 miles from their base. Not only is com-
muting over such distances expensive and wearing on the individuals, but
from a military standpoint it is almost impossible to maintain a genuine
alert. Rentals are high almost everywhere, and utilities, especially heat, seem
very expensive by American standards. Many units are submarginal in clean-
liness, healthfulness, and comfort. Another source of trouble is our unfa-
miliarity with standard French rental practices, especially on such questions
as the landlord’s versus the tenant’s responsibility [or paying road, property,
and other taxes, on insurance provisions, on inventories of furniture, on
maintenance and repair responsibilities, and other technicalities that difter
considerably from American practices. All these difhculties have damaged
morale and have seriously affected the reenlistment rate. Obviously they are
also the root of many troubles with the local authorities and people.

France itself is already facing a serious housing shortage. While not as
severely damaged as Germany was during the war, the bombing and ground
fighting nonetheless took a heavy toll of French prewar housing. Since the war
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the precariousness of the French economic position has not encouraged large-
scale building efforts either by the government or by private investors. As
an incentive to private investors the U.S. provided a system for encouraging
private capital to construct housing near the American bases. Under this
program the Americans would guarantee the builder that the house would
have 95 per cent occupancy for five years. Even this has not proved too attrac-
tive to the French investor. Most of the air bases are located out in the
‘French countryside, surrounded only by farms and small villages. Many of
these villages have not substantially changed in population in the last 100
vears. They depend on farming for a living, and the local farms have long
since supported the maximum number of people. So the investors see little
chance of renting the new houses locally once the Americans move on. Most
of the housing projects seem poor long-term investments. In the last year
interest in the plan has picked up somewhat, but to date less than 1000
units have been built or approved for construction under this plan.

The U.S. government has not appropriated any funds for construction
of permanent housing for military dependents in Europe. Recently several
other moves have been made to alleviate the situation, especially in France,
where a total of 5000 housing units is required for Air Force personnel. Of
a total authorization for 5000 trailers service-wide (USAF, Navy, and Army)
to be purchased with housing funds and set up on bases overseas for rent
to military personnel, 1725 will go to the USAF in France and 807 to stations
in England.

What has been said so far of conditions and community relations in
France is a somewhat bleak picture. The largest problem in the community
relations program in Europe does center in France. But much progress has
been made. Both nationalities have gradually learned to be more tolerant
of the other. Serious incidents, such as street brawls, overturned cars, severe
criticism in the newspapers (not counting the Communist papers), have
dwindled almost to nothing. One seldom hears jeering remarks in the streets
as Americans pass and rarely sees “Americans, Go Home"” painted on walls.
(One group of American airmen passing down a street saw a Frenchman
scrawling one of these signs on the wall, stopped and helped him finish it,
and walked oft leaving the bewildered Frenchman staring after them.) One
of the most important signs of progress is the documented fact that the
strength of the French Communist Party has dropped substantially in almost
all communities adjacent to American air bases in France. This may in part
be due to the opportunity that local Communists have of seeing for them-
selves the fallaciousness of Communist claims about the Americans, but it is
also due to the economic impact of Operation Native Son, under which the
American air bases hire local labor to fill many of the maintenance, clerical,
and custodial jobs.

Constantly impressed upon the American personnel is the fact that
they are guests in France and that they must act accordingly. Nowhere does
one find signs along the highways calling attention to American military bases.
In many cases people living only a few miles away are unaware that bases
are in the vicinity. What was in some places a vocal French resentment at
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the “GI invasion” first subsided into indifference and has slowly been re-
placed by a growing interest in how these people live. This interest is
reflected in French grumblings that the Americans tend to create their own
communities, with their own stores, their own social life, their own amuse-
ments, and do not mix in the community.

Many problems remain. Even if the central bugaboo of housing were
alleviated tomorrow, there would be plenty of other causes for friction and
misunderstanding. This is inevitable when two different cultures are placed
side by side. There is still the language barrier, although Americans and
their dependents are gradually taking more interest in learning French and
the compulsory language courses instituted by USAFE should help develop a
general ability to cope with the rudiments of conversation. There is still
the large wage differential between the French and the Americans, which
makes for some bitterness on the part of the French. There is still the eco-
nomic pressure generated by the money which U.S. troops make and spend.
American servicemen in France last year poured as much money into the
French economy as did all the much-publicized American tourist travel in
France. The trouble with the serviceman’s money is that it is spent for the
most part in the rural areas or small towns in France, not in Paris or the
Riviera or other tourist spots. Consequently the serviceman’s money has a
much greater inflationary impact on the local communities, frequently driv-
ing up the prices of housing, clothes, and entertainment which the less-well-
paid Frenchman is also trying to buy. There is still the all-too prevalent
conception among Frenchmen that all Americans are millionaires and must
be charged accordingly. This impression is not lessened by the tendency of
some Americans to boast of or exaggerate their standard of living. On the
American side, there remains the tendency to lump all Frenchmen into a
composite picture derived from pirating landlords, forgetting that they had
known that type before in Dayton, Ohio, and Washington, D. C.

But when all this has been said, there has been substantial progress in
community relations in France. Most of it has been quietly done on a local
scale. It is not as spectacular as some of the achievements in Germany, but
there has been no occupation in France. The basic concept seems to be
paying off: once we' convince our own personnel and their dependents that
they are guests in France to the point that they behave like guests, the French
begin to behave like hosts.

England

N EncrLAND the USAF officers responsible for the community relations
program grin wryly when one mentions problems on the continent: “Yeah,
they all tell us we haven't got a problem because here the people speak the
same language. In the first place, it's not the same language. If you think it
is, wait until the English garageman tells you that your car doesn’t have a
hood, but a bonnet; doesn’t have fenders, but wings: doesn’t have a horn, but
a hooter. It doesn’t even have the same horsepower, weigh the same number
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of tons, or hold the same number of gallons of gasoline—I mean, petrol—as
it did back home. In the second place, have you ever considered the new
problems you get when the other guy can understand an unguarded conversa-
tion—say in a pub, when an American with a couple of pints of ale under his
belt starts airing his gripes about England and things English?”

All this notwithstanding, community relations between the USAF forces
in Great Britain and the English people are probably better than they are
around most bases in the United States. There are several reasons why this
is so. For one thing, the American forces are on their best behavior. They
are working at the business of getting along. For another thing the great
majority of the English people are sympathetic with their reason for being
there—indeed are somewhat reassured by their presence—and so are inclined
to be tolerant and friendly.

Not so many of the English were sure that they would feel this way
when it was first announced several years ago that certain bases in England
were to be leased to the Americans. They remembered the last war, when
millions of Americans thronged into crowded Britain. They remembered
a lot of boisterous behavior and some downright violence. More respectful
of law and order than his American cousin, the Englishman was not sure
that he was looking forward to another such experience.

But he had some pleasant surprises in store for him. The numbers were
much smaller this time—only some 45,000. Most of them were professional
airmen of the postwar Air Force—pretty solid citizens. On the average most
of them were older and less rambunctious than the World War II crowd.
About half of them not only were married but had brought their families
along this time—a total of 21,000 dependents. Many of those who had no
dependents to bring are acquiring them in England. The marriage rate of
American airmen and English girls is running about 250 a month.

Of course these American families needed housing, and this did create
a problem. England, like the rest of Europe, was already critically short of
housing. How could she accommodate a new influx of visitors who not only
wanted a place to live but who, by English standards, were pretty fussy
about where they lived? As in France, most of the airfields are located in
rural areas, where the small towns and villages have very little housing slack.
The result is that many airmen and their families live from 30 to 50 miles
from the air base. Unlike Germany, but as in France and the United States,
there were no rent controls. In some areas landlords raised the prices sharply
when they saw the Americans coming. Under present plans 807 of the 2500
odd trailers which the Air Force is buying for use in Europe will be allocated
to bases in England that are having the most difficulty finding adequate local
housing.

The organization arrangements for handling community relations in
England are patterned after thase in France. This is logical because Ameri-
can troops in England, as in France, are guests in a sovereign country and
not occupation forces as they were in Germany. Therefore the Air Force
command line must be, and wants to be, in the background. The British
government has taken the lead from the beginning in organizing ‘a relations



64 AIR UNIVERSITY QUARTERLY REVIEW

program and in trying to anticipate and minimize any difficulties. At the
national level a Central Coordinating Committee is headed by Lord de L'Isle
and Dudley, Minister for Air, and has as its English representatives members
of national organizations such as the Trades Union Congress and the English
Speaking Union. U.S. members are officers from Third Air Force and repre-
sentatives of the U.S. Embassy. This committee meets irregularly, usually
about twice a year, to review the progress of community relations and to
formulate broad policies. Their decisions are passed down to the local Hos-
pitality for Americans Committees and to the local American commanders.
Most of the community relations program is carried out on the local
level, with the method varying according to local conditions. At three of
the Air Force bases the British Air Ministry has recently hired English con-
sultants to advise the Information Services officer and the commander and
to work with the local British authorities and organizations. The chief
difference between the consultants in England and the ones in France is that
in England the British government hires and pays them. whereas in France
they are approved by the French government but hired and paid by the USAF.
Here again the officials at each base are responsible for their own pro-
gram but know that they can count on higher headquarters for support when
needed. An example of this occurred some time ago at the 7th Air Division
base at Brize Norton. B-47 wings were rotating from the ZI to Brize Norton
for 90-day training periods. On one side of the field the hardstands were
close to the barns of a farm. The farmer bred prize pigs. One of the first
B-47 wings arrived at the time that the farmer’s pigs were in farrow. The
big jet bombers would start their engines in the early hours of the morning
and taxi away from the hardstands in a crescendo of noise. This would wake
up the pigs, who would then give birth to their litters and kill them before
the farmer got up to begin his day’s work. The noise from the jets cost the
farmer some $5000 worth of prize porkers. He filed a claim. which was
duly paid, and the matter was forgotten. Some months later the farmer’s pigs
were again in farrow. and he heard that another wing of B-47's was moving
into Brize Norton. Seeing that history was about to repeat itself. the farmer
went to the American commander and told him his problem. The commander
thought it over and then asked 7th Air Division for permission to vacate the
hardstands near the pig farms until the pigs had farrowed. Permission was
granted, the B-47's squeezed together on the other side of the field, the pigs
were born in orderly fashion, and the USAF had won some converts.
Incidents of this nature sound trivial in themselves, but they are the
heart of community relations. Two or three such incidents around one base.
if unheeded, could turn the whole community against the Air Force. Then the
local newspapers would begin to reflect this antagonism by slanting their
news stories to put the worst interpretation on the Air Force role in each
situation. The decrease in adverse news stories on the activities of the USAF
in England is one of the more tangible evidences of the success of community
relations. Three years ago the small segment of the British press that we
would call “dirt sheets”"—and it is a much smaller proportion than in the
United States—took great glee in distorting any story in which Americans
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were involved to make them the villains of the piece. In this practice they
were abetted by the representatives of some of the American news services,
who relayed these distortions to the U.S., frequently with embellishments
of their own. As these stories continued to appear in the papers in the
United States, there gradually grew up the feeling that the strained relations
between the Americans and the English were reaching the proportions of an
international crisis.

One such story was the case of an indigent English family living in a
ramshackle house on the edge of an airfield in northern England that was
being turned over to the USAF. In the course of renovating the airfield, the
Air Force erected a security fence. The English family's house was inside this
new fence. An English newspaper burgeoned forth with banner headlines
claiming that the Americans were holding a poor English family prisoner
within the fence of an American air station, that the children were not even
allowed out to go to school, and that all this was a calculated plot to force
the family to get out of their house. The facts of the case were that the
father in the family, formerly unemployed, had been given a job on the base,
that the Air Force delivered free milk to the family’s door every morning,
that Air Force transportation carried the children to the gate every morning
so they could go to school. The family was better off than it had been
for some time and certainly had no desire to leave or to complain about
being inside the fence. Of course this newspaper account of the case was
much more sensational than the true facts. Once it was out no amount of
denials or rebuttals would get the same amount of attention. The problem
is to prevent such stories from originating.

A more representative view of the attitude of the English press is reflected
by the editor of the paper in historic Cambridge. In an editorial he told of
being visited by a writer from an American wire service who had heard
rumors that there had been troubles in Cambridge between the local inhabi-
tants and the Americans at a nearby air base. The American writer’s attitude
seemed to be one not of investigating the rumors but of writing the most lurid
version he could of whatever complaints the local inhabitants had to make
against the Americans. This annoyed the English editor. He told his visitor
that there were no such problems in Cambridge, that he personally objected
to the very term “community relations” because it in itself implied that there
were bound to be some sort of relations to worry about. The American
newsman scurried back to London. and the editor wrote his editorial recording
his position.

Perhaps a better view of what the local bases do in the way of community
relations can be gained from looking at the program of one typical air base.
RAF Manston is located in southeastern England, in the rich orchard country
of Kent, not far inland from the southern bank of the Thames Estuary, where
the river merges with the English Channel. Like the other American air
bases in Britain, Manston does not advertise itself as being American. It
retains its RAF designation and there is still a small RAF complement on
the base, with an RAF station commander. As a “guest” on the base is the
USAF 401st Fighter-Interceptor Wing, one of the two American F-86 wings in
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England. Much of its community relations work has been channeled through
a committee made up of representatives from the base and from the Rotary
clubs in the three nearby towns—Ramsgate, Margate, and Broadstairs—
where most of the American families live. Three men from each of the
Rotary clubs and three Air Force representatives meet informally to discuss
local problems.

One of their enterprises involved two or three local car-rental agencies
that were renting cars to American airmen without checking to see that they
had the required driver’s licenses, insurance, etc., and without being too
careful of the roadworthiness of the cars. Inevitably there were accidents.
Complications arose when the airmen did not have the proper papers. Some
of the local people began muttering about this being another evidence of
American irresponsibility. The matter was discussed at the committee meet-
ing. The English members, all of them responsible citizens in their com-
munities, went back to their towns and put the matter before the Chambers
of Commerce. The car-rental agencies were called on the mat. The irregu-
larities ceased. Mission accomplished, and without the Air Force appearing
in the matter in any way. The English had done their own policing and
had done it gladly, because in this case, as in most others, it is to the interest
of the community as well as of the Air Force that these troubles be ironed out.

As a result of a series of such successes, friction is now at a minimum.
The initial resentment found in the local papers has disappeared. When the
Americans first came to Manston, they organized a series of dances for the
airmen. English girls were collected in Air Force buses, brought to the
dances, and then delivered to their doors again. To forestall any criticism,
the dances were carefully chaperoned, only soft drinks were served, and an
officer rode back on the bus to see to it that all the girls got safely home and
that all the airmen who rode with the girls to town came back to the base
on the same bus. So that there would be absolutely no trouble, the escort-
officer was instructed to see to it that there was no kissing on the bus trip.
The local newspaper found out about this order and came out with a story to
the effect that the American officials did not consider the local girls good
enough for American boys to romance with. For a guest organization in
another country, there is no comeback to an article like this except patience
and tact and assiduous education of the communities. Recently no such
stories have appeared.

In an effort to educate the airmen to their new environment Headquar-
ters Third Air Force produces a monthly information program that is selling
like hotcakes. It succeeds where others have failed because it is a professional
performance. A master of ceremonies introduces a number of sequences.
One section is given over to an interpretation of important global events
of the past month. This is done by a professional radio announcer, using
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