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 Airlift/Tanker Quarterly is published four times a year by 
the Airlift/Tanker Association, 655 Julian Road, Chattanooga, 
Tennessee 37421. Postage paid at Belleville, Illinois.
 Subscription rate: $40.00 per year. Change of address 
requires four weeks notice.
 The Airlift/Tanker Association is a non-profit professional 
organization dedicated to providing a forum for people 
interested in improving the capability of U.S. air mobility 
forces. Membership in the Airlift/Tanker Association is $40 
annually or $110 for three years. Full-time student membership 
is $15 per year. Life membership is $500. Industry Partner 
membership includes five individual memberships and is 
$1700 per year. Membership dues include a subscription to 
Airlift/Tanker Quarterly, and are subject to change.
 Airlift/Tanker Quarterly is published for the use of subscribers, 
officers, advisors and members of the Airlift/Tanker Association.
 The appearance of articles or advertisements, including 
inserts, in Airlift/Tanker Quarterly does not constitute an 
endorsement by the Airlift/Tanker Association, the Air Mobility 
Command, the Department of the Air Force or the Department 
of Defense, of the viewpoints, products or services mentioned 
or advertised.
 ©2016. Articles appearing in this publication may not be 
reprinted, in any form, without prior written approval from the 
Airlift/Tanker Association.
 Airlift/Tanker Quarterly is quarterly news cycle-
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follows: Winter: December 30th; Spring: March 30th; Summer: 
June 30th; Fall [Convention Edition]: August 30th.
 Airlift/Tanker Quarterly accepts advertising for the inside 
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Summer Editions; and for throughout the Fall Convention Edition.
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Ch-Ch-Ch-Changes…Part 2
 As discussed in the last issue of A/TQ, the 
magazine is undergoing some changes to its 
format – changes which commence with the 
printing of this issue of the magazine.
 You will have no doubt noticed (well, 
maybe) that this two-page spread looks a 
lot different than it has for the last 25 years 
or so! That’s because the Chairman’s Com-
ments, President’s Message and Secretary’s 
Notes all make their transition to the A/TA 
website with this edition of the magazine – 
along with the Association & Chapter Con-
tacts page (see atalink.org).
 The primary reason for the magazine 
changes, like many such decisions reached by 
organiztions going through financial changes,  
stems from the desire to save revenue on the 
magazine by limiting the Winter, Spring and 
Summer issues to 16 pages. Secondarily, the 
Chairman, President and Secretary are freed 
up to post important comments and infor-
mation to the website in a much more timely 
manner – even immediately if necessary!
 Well, as you can see from the Table of 
Contents, there are 20 pages in this issue of 
A/TQ. As the poet Rober Burns once said, 
“The best laid plans of mice and men often 
go awry.” There are simply too many things 
that need to be covered this time around to 
keep the page count at 16 – at least it’s not 
24, 28 or even 32 as it has been several times 
over the last couple of years.
 A lot of the material in this issue pertains 
to change. The first story up, about this 
year’s recipients of our Arnold Air Society 
& SIlver Wings A/TA Academic Scholar-
ships, leads to two great essays, one about 
the effeciency changes that ultimately led to 
America’s success during the Gulf War; and 
another, about the changing mind-set that 
allowed Women Airforce Service Pilots to 
help America win WW II.
 Treasurer John Murphy’s 2015 A/TA Year 
End Financial Report explains the Asso-
ciation’s changing financial situation and 
reasons for being “cautiously optimistic” 
going forward. An article by Colonel Greg 
Cook, USAF (R), A/TA Public Affairs, titled 
Strengthening Our Bonds and Considerations 
for Changing Our Name, explores the his-
tory of our organization and outlines some 
sound reasons for considering a name 
change for our great organization.
 Other stories addressing change include 
the Cover Story about the KC-46A Program 
and an article by General Alfred G. Hansen, 
USAF Ret., titled Creation of USTRANSCOM 
about the changing struture of America’s Air 
Molity Forces at a critial time in our history.
 And finally I want to acknowledge the sad-
ness we all feel at the passing of Past A/TA 
Chairman, General Duane Cassidy. His loss is 
a change we could all do without.

 Collin Bakse, editor

Visit AmericA’s Only museum DeDicAteD tO
Airlift AnD Air refueling HistOry!

1301 Heritage Rd, Dover AFB, DE 19902

The Air Mobility Command Museum,
located at Dover AFB, Delaware, has free admission and parking.

The museum is open Tuesday - Sunday, 9 a.m. to 4 p.m.

Stories from and/or
about Association Business
Members and Chapters

AAS & SW 2016 A/TA Academic Scholarships

 Arnold Air Society and Silver Wings re-
leased the names of the 2016 Airlift/Tanker 
Association Academic Scholarship recipients 
on 30 January 2016. They are:
 Cadet Austin Ludden, Thunderbird SQ, 

Oklahoma State Uni-
versity – Recipient of 
the $10,000.00 Brig 
Gen Tom Mikolajcik 
Academic Scholar-
ship; and, Cadet 
Kayshel Trudell, Jes-
se J. Moorhead SQ, 
UNC-Chapel Hill 
– Recipient of the 
$8,000.00 Maj Gen 
James I. Baginski 

Academic Scholarship.
 Cadet Ludden is a Junior enrolled in In-
dustrial Engineering at Oklahoma State Uni-
versity and expects to be commissioned in 

2018. He currently 
serves as Command-
er of the Arnold Air 
Society Thunderbird 
Squadron and has a 
long list of awards 
and achievements 
including The Amer-
ican Legion Military 
Excellence Award, 
AFROTC Commen-
dation Award, and 

Academic Honors Awards. Despite a rigorous 
curriculum, Cadet Ludden volunteers with 
Meals on Wheels, The Humane Society, and 
is actively engaged in other campus activi-
ties. Cadet Ludden hopes to become an Air 

Force pilot following his commission. His 
Detachment Commander calls him, “confi-
dent,” “respected,” and a person who “leads 
from the front.”
 Cadet Trudell is a Senior majoring in In-
terpersonal Communications Studies at the 
University of North Carolina-Chapel Hill. 
She currently serves as her detachment Train-
ing Group Commander and as the Director 
of Protocol for the Jesse J. Moorhead Arnold 
Air Society Squadron. Cadet Trudell’s list of 
achievements include numerous awards for 
exceptional academic and leadership excel-
lence. She has supported and continues to 
support the Durham Veteran’s Hospital, The 
Salvation Army, the Susan G. Komen For The 
Cure Foundation, the American Cancer So-
ciety and nearly a dozen other efforts. Upon 
commissioning, Cadet Trudell hopes to be-
come an Intelligence Officer. Her Detach-
ment Commander calls her “hard working” 
and points out that despite her full course 
load and huge commitment to serving her 
community, she works two jobs to help pay 
her way through college.
 Essay’s by Cadet Ludden and Trudell ap-
pear in this edition of A/TQ on pages 12 and 
13 respectively. 
 Maj Gen (Ret) Maggie Woodward and 
Brig Gen (Ret) Dan Woodward, Co-Exec-
utive Directors of Arnold Air Society and 
Silver Wings, join their Chairman, Retired 
General Duncan McNabb in thanking the 
membership of the Airlift/Tanker Asso-
ciation for their generosity and support. 
Through this scholarship program, A/TA is 
changing lives while honoring the memory 
of two great leaders.

Cadet Austin Ludden

Cadet Kayshel Trudell

   A/TA

Up Front
   A/TA

Up Front
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  The Airlift/Tanker Association’s 2015 financial 
statements are published in the Spring Edition of 
the Airlift/Tanker Quarterly as required by our 
By-Laws.  The statement of Financial Position and 
Statement of Activities are prepared by a Certified 
Public Accountant as part of our annual financial 
audit and 2015 income tax submission.  

  The Association’s financial status remains 
strong as we move into 2016.  However, as you 
can see, we experienced our fourth straight loss 
in 2014 with a 10% decrease in our net assets.  
We improved slightly from 2014, but this is still 
an unacceptable trend and one we are trying 

hard to reverse.  2015 was a transition year for our administrative support and 
we had twice the administrative expenses as Bud & Pam Traynor left us and 
we brought on a new team.  We continue to look for new ways to bring our 
expenses in line with our projected revenues.  We are cautiously optimistic 
that our 2016 projections will be more in line with reality than those in the 
past four years and that we’ll level off from our downward spiral. 

 STATEMENT OF FINANCIAL POSITION 12-31-15

ASSETS

Cash ................................................................$1,373,720

Investments - US Treasury ................................... $50,000

Investment - CSX Stock ........................................ $31,140

Inventory - Logo Items ...........................................$9,240

Property and equipment........................................$3,824

 Total Assets ................................................$1,467,924 

LIABILITIES AND NET ASSETS

Liabilities

Accounts Payable and Accrued Expenses ..................... $0

 Total Liabilities ....................................................... $0

NET ASSETS

Unrestricted .......................................................$459,785

Temporarily restricted (Reserves) ................... $1,000,000

Temporarily restricted (Memorial) .........................$8,139

 Total net assets ..........................................$1,467,924

Total Liabilities and Net Assets ............ $1,467,924

STATEMENT OF ACTIVITIES 12-31-15

UNRESTRICTED NET ASSETS
 Unrestricted revenues, gains and other support
 Corporate Memberships ..................................$92,480
 Individual Memberships ...................................$86,979
 Convention Exhibits .......................................$395,406
 Convention Registrations ...............................$682,905
 Magazine Advertising ...................................... $57,477
 Dividends .............................................................. $874
 Donations ...............................................................$25
 Unrealized Gain on Securities ......................... -$12,336
 Treasury Note Payment/Interest ......................$10,202
 Logo Sales, Net .................................................... -$750
  Total Unrestricted Revenues, etc. ...... $1,313,262
 
Net Assets Released from Restrictions
 Restrictions Satisfied by Payments ........................$800
  Total Unrestricted Revenues, Etc. ...... $1,314,062
  
EXPENSES:
 Program Services ........................................ $1,229,721
 Management and General .............................$232,999
  Total Expenses ................................$1,461,720
  
Increase in Unrestricted Net Assets ............. -$147,658
  
TEMPORARILY RESTRICTED NET ASSETS
 ATA Events .............................................................$300 
 Award Donation ........................................................$0
 Scholarship Fund ...................................................$500
 Net Assets Released from Restrictions 
  Restrictions Satisfied by Payments ...................-$800
  Change in Temporarily Restricted Net Assets .......$0
  
  Decrease in Net Assets .............................. -$147,658
  
NET ASSETS AT BEGINNING OF YEAR .....$1,615,658
  
NET ASSETS AT END OF QUARTER ..........$1,467,924

STATEMENT OF FUNCTIONAL EXPENSES 12-31-15

FUNCTIONAL EXPENSE PROGRAM SERVICES MANAGEMENT FUND RASING TOTAL

Awards $21,074 $0  $21,074

Scholarships & EEG $70,200 $0  $70,200

Bank Service Fees $31,516 $0  $31,516

Convention $950,650 $0  $950,650

ATA Events $300 $0  $300

Depreciation $1,949 $0  $1,949

Donations $6,000 $0  $6,000

Insurance Premiums $0 $2,587  $2,587

Magazine $99,303 $0  $99,303

Administration $0 $226,473  $226,473

Postage & Reproduction $732 $0  $732

Secretary $0 $0  $0

Memorial Expense $0 $0  $0

Treasury Note Purchase $9,970   $9,970

Board Operating Expenses $38,027 $0  $38,027

Treasurer $0 $2,939  $2,939

 $1,229,721 $231,999 $1,461,720

 2015 A/TA Year End

Financial Report
Col (ret) John J. Murphy, Jr., A/TA Treasurer
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 The Airlift/Tanker Association salutes the enduring legacy and 
life-long contributions of General Duane H. Cassidy, USAF (Retired), 
who took his final flight into the wild blue yonder from Chapel Hill, 
North Carolina on February 8th 2016 at the age of 82. A genuine 
American patriot, great champion of Air Mobility and gracious 
senior statesman, General Cassidy led the Airlift/Tanker As-
sociation as its Chairman of the Board of Officers from 
1999-2003.
 General Duane H. Cassidy was born in Coraopo-
lis, Pennsylvania, in 1933. He earned a Bachelor of 
Science degree from the University of Nebraska in 
1968 and a Master of Science degree from Troy State 
University in 1975. He completed Squadron Officer 
School in 1961, Industrial College of the Armed 
Forces in 1973, Air War College in 1975, the J.L. 
Kellogg Graduate School of Management at North-
western University in 1979, and the program for se-
nior executives in national and international secu-
rity at the John F. Kennedy School of Government, 
Harvard University, in 1983.
 Upon completion of aviation cadet training, the 
general was commissioned as a second lieutenant in 
1954. He then attended navigator training at Harlingen 
and James Connally Air Force Bases, Texas. His initial opera-
tional assignments in the Air Force were to the Military Air Trans-
port Service: first to the Air Weather Service’s 6th Weather Group, 
Wright-Patterson Air Force Base, Ohio, flying B-25s, and then to Air 
Rescue Service’s 49th Air Rescue Squadron, Selfridge Air Force Base, 
Michigan. During these assignments he participated in numerous 
rescue and weather reconnaissance missions, including the hydro-
gen weapons test in 1956 at Eniwetok Atoll in the Marshall Islands. 
His navigator assignments ended after two years as a Military Air 
Transport Service C-121 line crew member at Charleston Air Force 
Base, South Carolina. He entered pilot training in December 1958.
 General Cassidy was assigned to Strategic Air Command after 
graduation from pilot training and flew B-47s at McCoy Air Force 
Base, Florida, Little Rock Air Force Base, Arkansas, and Lincoln Air 
Force Base, Nebraska. In November 1965 he transferred to Minot 
Air Force Base, North Dakota, and served with the 810th Strategic 
Aerospace Division, whose mission included B-52 bomber and Min-
uteman missile operations. In September 1968 he was assigned to 
the Republic of Vietnam, serving first with 7th Air Force’s Tactical 
Air Control Center and then with the Military Assistance Command 
Vietnam Directorate of Public Affairs as an air briefer to the Saigon 
press corps.
 The general returned to the Air Force airlift mission in October 
1969. He was assigned to Military Airlift Command headquarters as 
executive to the deputy chief of staff for operations, and later as ex-
ecutive aide and pilot for the Military Airlift Command command-
er. In August 1972 he assumed command of the 8th Military Airlift 
Squadron, McChord Air Force Base, Washington. He entered Air War 
College in August 1974 and, upon graduation, again served at Military 
Airlift Command headquarters, as assistant chief of staff.
 In August 1976 General Cassidy was assigned as vice commander 
of the 63rd Military Airlift Wing at Norton Air Force Base, Califor-
nia. In February 1978 he became commander of the wing. He re-
turned to Military Airlift Command headquarters in July 1980 and 
served initially as assistant deputy chief of staff for operations. In 
August 1981 he became the command’s deputy chief of staff for op-
erations. From October 1983 to August 1984 he served as command-
er of Military Airlift Command’s 21st Air Force at McGuire Air Force 
Base, New Jersey. During this period Military Airlift Command was 
heavily involved in support of United States’ operations in Lebanon 
and Grenada. General Cassidy then transferred to Headquarters U.S. 

Air Force, Washington, D.C., where he served as deputy chief of staff 
for manpower and personnel.
 General Cassidy assumed command of Military Airlift Command 
in September 1985, and was promoted to general in November of 

that year. As commander in chief of Military Airlift Command 
(CINCMAC), he was responsible for military airlift in sup-

port of unified and specified commands during war, pe-
riods of crisis and contingencies. General Cassidy’s ten-

ure as CINCMAC was both extensive and impressive. 
He directed development of vigorous, continual, and 
imaginative mobility policies and the procuring 
of transportation assets needed to support the na-
tional strategy of forward defense. One result of 
this effort was a new and more meaningful Na-
tional Airlift Policy statement which President 
Reagan approved as National Security Decision 
Directive Number 280 on 24 June 1987. This new 
policy replaced the outdated “Presidentially Ap-

proved Courses of Action” issued in February 1960. 
It mandated increasingly close cooperation between 

MAC and the civil air carriers and substantiated the 
procurement of a sufficient number of aircraft to meet 

the documented airlift shortage. As an articulate and 
persuasive spokesman for procuring the C-17 as the next 

generation airlifter his untiring efforts resulted in Congressional 
approval for full-scale production funding for the C-17.
 He presided over the execution of one of the most significant 
operations undertaken by the Command in the 1980s. As an out-
growth of much improved relations between the United States and 
the Soviet Union, the two superpowers signed, in December 1987, 
the Intermediate-Range Nuclear Forces (INF) Treaty, which provided 
for the elimination of an entire category of weapons from the nu-
clear arsenal of both nations and mutual on-site verification of their 
destructions and site close-outs. According to a precise set of proce-
dures stipulated in the treaty, MAC airlifted American inspectors 
to points of entry inside the Soviet Union and transported Soviet 
inspectors within the United States. The Command also became in-
volved in many well-publicized humanitarian airlift activities that 
took MAC’s aircraft to virtually every corner of the globe: flying 
relief supplies in September 1985 to earthquake victims in Mexico 
City; operating missions in support of Afghan refugees; undertaking 
hurricane relief missions in the Caribbean and flood relief flights in 
Bangladesh in September 1988; and supporting relief efforts in Yere-
van, Armenia, during December 1988 and January 1989, after one of 
the most disastrous earthquakes of the century claimed the lives of 
40,000 people and left another 500,000 homeless.
 General Cassidy also presided over several contingency operations 
during his four-year command of MAC. Only a few of which were: 
the evacuations of the former Philippine and Haitian heads of state 
in February 1986; the April 1988 textbook deployment of 1,300 se-
curity specialists from the United States to Panama to protect thou-
sands of Americans living there; and the March 1989 movement of a 
United Nations Transition Advisory Group and its cargo to Namibia, 
in Africa.
 During the four years General Cassidy commanded MAC, the 
command received numerous awards. Chief among these were two 
Air Force Organizational Excellence Awards, won by Headquarters 
MAC; and the 1988 Benjamin D. Foulois Memorial Award for flight 
safety, which the command earned for completing fiscal 1988 
without a single Class A or Class B mishap. No other major com-
mand with a substantial flying hour program has ever recorded 
such an achievement.
 The general assumed command of U.S. Transportation Com-
mand upon its activation 1 October 1987. As commander in chief 

A Tribute to General Duane H. Cassidy 

Mobility Legend and American Hero
(1933-2016)
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of Transportation Command (CINCTRANSCOM) he was responsi-
ble for global land, air and sea transportation for all U.S. fighting 
forces. Operating directly under the Joint Chiefs of Staff, this new 
unified command maintained a worldwide mobility system for use 
in contingency situations. It incorporated as components not only 
the Military Airlift Command, but also the Navy’s Military Sea-
lift Command and the Army’s Military Traffic Management Com-
mand. With the establishment of the United States Transportation 
Command, the opportunity existed for the first time in the nation’s 
history to create a viable, efficient, and unified air, land, and sea 
transportation system which General Cassidy pressed during his 
tenure as CINCMAC. 
 During the period he served as the “dual-hatted” commander of 
both USTRANSCOM and MAC, he also commanded special opera-
tions, rescue, weather, aeromedical evacuation, audiovisual and op-
erational support airlift forces for Department of Defense agencies 
throughout the world, and served as executive director of the Single 
Manager Operating Agency for the Department of Defense Airlift 
Service.
 At the time of his retirement from the U.S. Air Force on 30 Septem-
ber 1989, General Cassidy was a command pilot and senior naviga-
tor with more than 8,000 flying hours. His military decorations and 
awards include the Distinguished Service Medal, Legion of Merit, 
Bronze Star Medal, Defense Meritorious Service Medal, Meritorious 
Service Medal with two oak leaf clusters, and the Air Medal. General 
Cassidy also proudly wore the Parachutist Badge.
 Following his Air Force career, General Cassidy continued to work 
in the transportation arena. He spent the next eight years and three 
months with CSX Corporation serving as Vice President of Logistics 
Technology; Senior Vice President for Sales and Marketing for CSX 
Transportation, the railroad arm of CSX Corporation; and, finally, as 
Corporate Vice President and Chairman, the Commercial Board. He 
retired from CSX in January 1998.
 An ardent supporter of the Airlift/Tanker Association, General 
Cassidy served as the Association’s Chairman of the Board of Of-
ficers from November 1999 through November 2003.
 General Cassidy believed that military life – training, education, 
planning, operations, and other experiences – prepares people for a 
successful career in business. The two careers, military and business, 
are, in his words, “a near perfect match,” and throughout both his 
military and civilian transportation careers, General Cassidy stressed 
two main themes: First and foremost, his conviction that quality lead-
ership is based on personal commitment; and second, his belief that 
transportation, in the military and in the private sector, plays, and 
will continue to play, a central role in our nation’s defense.
 General Cassidy believed that the study of history is fundamental 
to leadership development. He also believed that leaders must fo-
cus their organizations on customers and strategic planning. Above 
all else, leaders must focus on their people. The higher that leaders 
progress in their organizations, the more time they must invest in 
hiring, placing, developing, compensating, and promoting employ-
ees. Leaders must not only understand their people, they must em-
pathize with them. They must make their people feel good about 
their jobs and contributions to the organization. Leaders must never 
let their employees be satisfied with the status quo. Instead, they 
must motivate their people to excel by continually “raising the bar” 
on personal and professional standards, and by setting increasingly 
higher goals. Finally, he believed that senior people, in the military 
and in business, who do not put their people first, are managers not 
leaders, and military and business organizations that don’t put their 
people first, fail.
 In his 1998 Oral History, General Cassidy predicted that “[in the 
future} there will be an increased dependence on transportation: 
air, land and sea…[there will be] a greater demand on mobility, 
flexibility and speed, especially airlift…US strategy will depend in-
creasingly upon strategic mobility…the key to our strategy must be 
transportation.”
 His prediction was proven with crystal-clear clarity by America’s 
response to the events of 9/11. All of our nation’s transportation as-
sets have been in high gear ever since – and arguably, none more so 

than our airlift and aerial refueling capabilities. Thanks to the vi-
sion and unwavering determination of leaders like General Cassidy, 
America has the assets to perform the task at hand, and the C-17 
Globemaster III, the “next generation airlifter” which he worked so 
hard to acquire for Air Force, has proven to be the workhorse he re-
peatedly said it would be.
 General Duane H. Cassidy was an enthusiastic advocate for Amer-
ica’s air mobility mission – an air mobility statesman, a genuine 
American patriot, and a dedicated supporter of the Airlift/Tanker 
Association. He was inducted into the Association’s Hall of Fame in 
2006. He truly belongs on the honor roll of men and women whose 
insights and dedication helped to build the most formidable and 
compassionate Air Mobility force in the world…General Duane H. 
Cassidy is a Mobility Legend and an American Hero.
 A loving father and husband, General Cassidy is survived by his 
wife Rosalie, daughters Diane and Susan, sons Mike and Patrick, plus 
their families, including eight grandchildren and one great grand-
daughter.
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A Loadmaster with Pilot Wings
by CMSgt Mark A. Smith, USAF (R), Former A/TA President 

 
 General Duane H. Cassidy was my hero, mentor and friend. No 
other Air Force leader shaped my life and career more than General 
Cassidy and I’m sure I’m standing in a long line of others who share 
the same exact experience. We first met in pitch darkness standing 
on the cargo ramp of a C-141B Starlifter at North Field, SC. Our initial 
cadre SOLL II crew had just performed several blacked-out landings 
and airfield seizure operations, practicing for a real-world mission. 
Major General Cassidy was cordial, appreciative, professional, jovial, 
and fun – a true gentleman, thanking each of us for our efforts to 
train and ultimately perform this extremely important mission.
  Our relationship continued as General Cassidy became the first du-
al-hatted U.S. Transportation Command/Military Airlift Command 
Commander and I was the C-17 System Program Office (SPO) Proj-
ect Loadmaster. Few know his dedication to building the best cargo 
transport aircraft in the world and his contributions to the “business 
end” of the aircraft. Sometimes I think he was really a loadmaster, 
wearing the wings of a pilot.
 To the amazement of everyone including me, he often called MSgt 
Smith at the SPO, sharing information about a design challenge he 
was just briefed by his staff, asking me how this decision might af-
fect the one loadmaster requirement or the operational utility of 
the aircraft. General Cassidy continued to allow me and my friend, 
McDonnell Douglas Loadmaster Ted Venturini to share notes using 
his home address and a “phone a friend” relationship to build the 
tactical-end of C-17 aircraft. This relationship continued through the 
preliminary and critical design reviews, molding the C-17 aircraft 
into the world’s best direct-delivery combat airlifter.
 I had the honor of serving under General Cassidy’s leadership 
again when he led the Airlift/Tanker Association as Chairman and I 
was serving as his President. I’ve never learned so much about leader-
ship and the importance of “moving the flagpole” – he challenged all 
of us on the Board of Officers to be creative, perform our very best 
and have lots of fun along the way.
 General Duane Cassidy genuinely cared about people and the mis-
sion, in that order. He was an air mobility statesman, legend, and 
extremely dedicated husband and father. For the past 12 years, I was 
blessed to live near him and Rosalie in Chapel Hill, North Caroli-
na, experiencing community events together as Duane’s grandson 
Thomas and my daughter Molly attended high school together, of-
ten starring in the same theatrical performances. My son James will 
never forget Duane asking him to attend an UNC Tar Heel basketball 
game, sitting in Duane’s season seats together. James (now a UNC 
Senior) shared that he was very nervous at first, attending the game 
with a retired 4-Star General, but was quickly made to feel at ease, as 
Duane could make anyone feel like his equal in a matter of seconds.
 Not a day goes by that I don’t think about General Duane and won-
der how he would handle most any situation or challenge in life. Many 

continues>>>
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“When I open the next edition of the Webster Dictionary and look up “mentor,”
I expect to see General Cassidy’s picture.”

—Col Barry Creighton, USAF (R), Former A/TA Secretary

“America has lost a great patriot, hero, officer and statesman.
General Cassidy’s warm smile, engaging personality and outstanding leadership by example 

lifted us all to greater heights. A long-standing member and leader in A/TA,
he will be greatly missed by everyone in the air mobility community.”

—General Art Lichte, USAF (R), A/TA Chairman

“General Cassidy was a perfect Airman! He was gracious, humble, respectful and
extremely knowledgeable about any subject one may wish to discuss. General Cassidy would 

always make an effort to speak and shake hands with friends, regardless of the setting.
He was a great leader and led by example with great integrity, pride and dedication. General 

Cassidy was a person we should all strive to emulate. His daily presence will be missed,
but his accomplishments will be ours to recall always!!  God Bless.”

—Mike Reynolds, Immediate Past President, A/TA

“General Cassidy, a member of our A/TA Hall of Fame and a former Chairman
of the A/TA Board, will be sorely missed by all.  He truly was a leader so many of us looked up 

to time and time again for sage advice and true friendship.
Our A/TA family just won’t be the same with him not in our ranks.”

—Lt Gen Vern “Rusty” Findley, USAF (R), A/TA Senior Vice President

“General Cassidy, a true friend and outstanding officer who served his nation with
unselfish devotion. A leader who always looked after the troops and created the finest air
mobility force in the world. As the first Commander of USTRANSCOM, he played a major
role in developing the command that ensured success of operations such as Desert Storm.

We will all miss him but will remember him as a great leader.”
—General Al Hansen, USAF (R), Former A/TA Chairman

“I have known Duane for over 40 years.
We served together at Scott AFB and were neighbors in the Senior Officer residences near the 

headquarters building in the 70s. We frequently walked to work together in the morning. 
His personality, integrity, honesty, care for people, love of family and country

was unparalleled. As a former Chairman of the A/TA, as was Duane, I can say without a 
doubt, he was extremely proud of the organization and that his son,

Mike is carrying on his legacy as a current member of the Board of Officers.
Old friend, you will be missed, but not forgotten.

God bless to his family.”
Bob Ellington, A/TA Co-Founder & Former A/TA Chairman 

leaders have been shaped by his gentle, courteous, diplomatic, powerful mentorship and train-
ing. Like so many of you, I miss General Duane H. Cassidy everyday but know God called an 
amazing warrior with a gentleman’s touch of class, humility, and honor to serve in His force, 
promoting the mission of everlasting life.
 Thanks for leading by example General Cassidy, teaching and reminding us to treat others 
as we would like to be treated. “Cabin report - secure, sir.”

H H H H

“I, like many mobility airmen, remember General Cassidy
for his unparalleled leadership. But my family remembers the “General” as the man

who stabilized our assignments so our deaf daughter, referred to by General Cassidy, as 
“Little Blue Eyes,” could continue long term oral language training at one of America’s 

premier schools for the deaf. I will miss General Cassidy for many reasons,
but none so great as what he did to bolster our family.”

—Major General John Becker, USAF (R), Chairman A/TA Board of Directors
Future Convention Locations:

2016:
Opryland Hotel, Nashville

2017:
Marriott World Center, Orlando

Note: Convention Start Dates
historically have ended up 31 October 

plus or minus a week or so.
While nothing is “guaranteed,” that 
bracket is a reasonable aim point.

Want to Help Support
America’s Air Mobility Mission?

Join the
Airlift/Tanker Association!

To become an A/TA member online go to 
www2.atalink.org and click on the

MEMBERSHIP tab at the top of page,
then the APPLY FOR MEMBERSHIP link 

under the heading
“Individual Membership Rates”

and follow the prompts.
There is also a MS Word and/or a .pdf

membership application form
available for those who prefer to

join using standard mail.

JOIN TODAY!

$400 A/TA Enlisted Education 
Grants Available!

The A/TA Enlisted Education
Grant Program is designed to
help A/TA enlisted members achieve 
their educational goals.
Recipients are free to use their
$400 Enlisted Education Grant
money for tuition, books,
transportation, etc…

Airlift/Tanker Association Enlisted 
Education Grants are available to Air 
Force, Air National Guard
and Air Force Reserve A/TA
members pursuing undergraduate or 
graduate degrees.

Details and forms
are available online at
www2.atalink.org 

It’s easy to find out if you
meet the criteria – if you do
you can apply today!

The A/TA wants to help you
continue your education!

“General Cassidy was an amazingly person, airman and leader.
He led through example and encouragement. His example was extraordinary, his

encouragement led others to heights they did not know they could reach.”
 —Collin Bakse, Editor Airlift/Tanker Quarterly
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 Introduction. In this constantly changing and dynamic world, 
organizations must adapt in order to survive and thrive in a complex 
and challenging global environment. Now in its 48th year, the Airlift/
Tanker Association continues to adjust its flight path while keeping 
its mission in focus. In 2017, we will recognize the 25th anniversary 
of the standing up of Air Mobility Command in 1992 and the subse-
quent changing of our name from the Airlift Association to the Air-
lift/Tanker Association. In 2018, we will begin celebrating 50 years 
since our founding in 1969. This year, we are focused on “Strengthening 
Our Bonds” with a convention theme of “America’s Mobility Force - 
Forged Through Alliances, Partnerships and Teamwork.” 

The Changing Flight Path of the A/TA Community 
 Relationship building at both the personal and organizational 
level has always been at the core of Association activities. Since its 
humble beginnings in 1969, the Association has truly grown to be-
come “the tie that binds” our global air mobility community together. 
As the organization continues to evolve, we must work together to 
ensure A/TA’s relevance and continuity over time. Over the last few 
years, the subject of a name change has emerged as one of many 
ongoing discussions about what A/TA represents and how it will 
accomplish its primary missions. 
 Why are we having this discussion? We now recognize that the 
concept of air mobility is much broader than the two pillar mis-
sions of airlift and air refueling. Yet these missions remain inclusive 
and connected to all that we focus our efforts on. The ability of our 
nation to influence global affairs is enabled by the contributions of 
the air mobility team. Our people serve on the frontlines of history 
every day. Air mobility is a global phenomenon and we are part of 
that incredible story. 
 A number of questions emerge as we review our Association’s activities: 

• Is there a better way to describe who we are and what we 
represent as an organization?

• Does the current name reflect our mission? Is it inclusive 
enough? Does it create the impression that membership is not 
open to all? 

• What do our members think about our name? How does our 
name affect our image and perceptions? How is A/TA viewed 
“out there?” 

• What process will we use to explore the possibilities for 
changing our name? When and how might it be implemented?

• What other issues are associated with a name change?

Changing the Name Issues to Consider
 Now that we have moved beyond our formative years as an 
Association and approach milestones in our history, is it time now 
for another adjustment? The Association intends to begin a search to 
discover what is important to our members and to consider changing 
our name to better reflect our diverse membership and evolv-
ing missions. There are no foregone conclusions that a name change 
will actually occur, which itself must necessarily be voted on and 
approved by the general membership. However, the discussion is 
expected to provide valuable insights into what our membership 
believes is important. There are some issues to consider. 
 Traditions. The organization has been an Association from the 
beginning, and there are many who have participated in it over the 
years and value the traditions that have endured for decades. Are there 
other words that might describe us better, such as community, alliance, 
league or society, for example? We began as an Airlift Association, then 
welcomed the air refueling community by adding Tanker to our name, 
thus retaining the original nomenclature while incorporating a new 
partnership. Would we lose some of our identity if we were to change 
our name and did not include some part of our founding namesake? 

 Symbology and Branding. Symbolically, the use of a slash (/) 
in our name created a unique identifier for the Association as “A/
TA (and “A/TQ” for the magazine), which separates it credibly from 
many other “ATAs” out there. Is there another name whose first let-
ters would create an equally unique identifier for the organization? 
How might our image be affected? 

 Potential Costs and Opportunities. There would be some neces-
sary costs associated with a name change. From logos, publications, 
stationery and nametags to websites, banners and other media, all 
would have to be updated if a name change is approved. A concerted 
informational campaign would have to be undertaken in order to 
help others understand why we have changed. This presents an op-
portunity to tell our story to a larger audience, however, and may 
enable us to connect better to them.

 The Process. At the next A/TA national Board of Officers meeting, 
decisions will be made about the timing and extent of a process to 
facilitate an interactive discussion with our members about our mis-
sion, purpose, name and other concerns. 
 After that, A/TA members can expect to receive direct emails solic-
iting their feedback and participation in a general discussion about 
the Association via surveys and other mechanisms. In parallel, mem-
bers and supporters will be invited to join online discussion forums 
on the Association website plus our Facebook and LinkedIn pages. 
 The inputs, information and data gathered from the surveys and 
online forums will be summarized for presentation to the A/TA 
Board of Officers. The Board will then make a decision about wheth-
er to recommend a name change to the general membership. If so, 
our bylaws dictate that the membership must be notified of such a 
change, which would then be voted on by members attending the 
annual membership meeting. 

 Conclusion. This Association has continually adapted itself since 
its inception in 1969, which has kept it relevant and a vital contributor to 
our national security. Driven by its mission and purposeful action 
in line with long-standing principles, the organization continues 
to thrive with a vibrant membership, strong industry partners, and 
solid relationships throughout the global air mobility community. 
In the process, it has kept its traditions alive while transitioning its 
efforts in concert with changing societal norms and operational 
realities. As we near the 25th anniversary of our renaming as the 
Airlift/Tanker Association, and the subsequent 50th anniversary of 
our founding as the Airlift Association, we are intent on examining 
our basis for existence and determining the next best courses of ac-
tion. It may or may not include another changing of our name. Our 
members will help us determine if that is the next best step. 
 The Association is present on the internet via our website, 
Facebook, LinkedIn and Twitter. We are working to increase direct 
communications with our members through these channels, plus 
via mail, email and other mechanisms. This enables us to engage in 
an active and open online dialogue, and facilitate broader discus-
sions throughout our community. Through them, we can now bet-
ter share information internally and generate additional content for 
member education and public dissemination. As strong advocates 
for air mobility, we can share stories and information in a manner 
that supports the Association’s mission and purpose. More public 
awareness may be helpful in sustaining our membership, encourag-
ing others to participate, and meeting our goals of supporting the 
air mobility mission. We thus encourage all members, friends and 
supporters to join the discussion, share content with us and partici-
pate more fully in our efforts. Be sure to like, connect and follow our 
information streams. We trust they remain valuable to you. In the 
process, we hope to continue “Strengthening Our Bonds.” 

Strengthening Our Bonds and Considerations for Changing Our Name 
By Colonel Greg Cook, USAF (R), A/TA Public Affairs
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STORY

The Boeing-built KC-46A Pegasus tanker takes off on its first flight, from Paine Field, Everett, Washinton to Boeing Field, Seattle. The flight 
took place on 25 Septermber 2015.  (Courtesy Photo).

 The KC-46 program’s first test aircraft, a Boeing 767-2C (EMD-1) lifted off 
for first flight on Friday, 25 September 2015, successfully meeting its deadline 
after months of schedule delays and cost overruns.
 After a slight delay due to weather, the test aircraft took off from Paine Field in 
Everett Washington in the early afternoon and landed four hours later at Boeing 
Field in Seattle, Washington, according to a company statement. During the flight, 
Boeing test pilots performed operational checks on engines, flight controls and 
environmental systems.
 “Today’s flight reinforces that we are moving in the right direction and are on 
track to begin planned Milestone C testing later this year,” said Tim Peters, Boeing’s 
KC-46 tanker vice president and program manager, according to the statement. 
“This is an aerospace industry first and the culmination of a lot of hard work by 
the team, including Boeing, our suppliers and the U.S. Air Force.”
 The following is a KC-46 Program Update…

The Pegasus Takes Flight:
KC-46A Program Update
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This article was developed using stories by Daryl Mayer, 88th Air Base Wing Public Af-
fairs; Kenji Thuloweit, 412th Test Wing Public Affairs; Airman Jenna K. Caldwell, 22nd 
Air Refueling Wing Public Affairs; DoD News, Defense Media Activity; and Secretary of 
the Air Force Public Affairs, among others.
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 The Boeing KC-46 refueler program had a rather tough 2015, tak-
ing a second charge in as many years to keep the project on track 
to meet its obligated 18 war-ready deliveries to the U.S. Air Force in 
August 2017. The company took an $835 million charge for the pro-
gram in the second quarter to keep the program afloat for the Pen-
tagon – bringing its total charges to about $1.2 billion. The charge 
was due to problems with the fuel system that cropped up in testing, 
including a potentially faulty fuel system manifold (which routes gas 
throughout the tanker and to 
receivers), as well as insufficient 
connections between fuel lines 
and the fuselage and problems 
in how the tubes themselves 
were welded.  
 Despite the problems, Boeing 
implemented and tested fixes 
and finally conducted its first 
KC-46 flight on 25 September. 
 The project remained on a very tight schedule with aerial refuel-
ing demonstrations set to begin with the F-16 around the beginning 
of 2016. Key for the program will be approval for full-rate production 
from the Pentagon. And then signing follow-on contracts for seven 
and then 12 of the aircraft. The Pentagon has cleared Boeing to pur-
sue basic discussions with potential foreign partners.
 The KC-46  departed from its home at Boeing Field in Seattle and 
touched down at Edwards Air Force Base, California, for the first 
time om 15 October 2015 in preparation for the tankers first refuel-
ing demonstration flight scheduled for early 2016.

KC-46 Program Refueler
Touches Down at Edwards AFB
 The KC-46 program’s first test 
aircraft, a Boeing 767-2C (EMD-1), 
departed from its home at Boeing 
Field in Seattle and touched down 
at Edwards AFB, California, for the 
first time on 15 Oct.ober 2015.
 The plan was to have the 767-
2C at Edwards for about two weeks 
while Boeing and the 418th Flight 
Test Squadron conducted Ground 
Effects and Fuel Onload Fatigue 
testing on the new tanker.
 Ground Effects testing gathers 
aerodynamic data for updating 
the KC-46A simulator as well as 
supporting certification. Fuel On-
load Fatigue testing gathers data to 
characterize the aircraft interaction 
typically experienced when the KC-
46A is flying in receiver formation behind a current KC-135 or KC-10 
tanker.
 While the KC-46’s role is to refuel other aircraft, it itself may need 
to refuel from other KC-10s or KC-135s to extend its range. Fuel On-
load Fatigue testing is the first look at the KC-46 acting in that role, 
and the interactions between the three different tankers in an aer-
ial refueling formation.
 As throughout history, Edwards AFB continues to be the premier 
base for flight testing the Air Force’s newest capabilities.
 “For Ground Effects, Edwards AFB provides calm morning weath-
er and long runways, including the lakebeds, both are requirements 
to take the data,” said Capt. Dylan Neidorff, KC-46 Test Operations 
engineer. “For Fuel Onload Fatigue, Edwards has a top notch 
Special Instrumentation section who provides modifications to lega-
cy tanker aircraft to support data collection on the 767-2C.”
 Neidorff said Boeing and Air Force pilots have been operating as 

combined crews through all of the testing at Edwards including the 
ferry flight from Seattle.
 “This also includes flight test engineers who have been on each 
Fuel Onload Fatigue flight.”
 Several units from both on and off base supported the testing. 
The 412th Test Engineering Group provided special instrumentation 
support. The 416th Flight Test Squadron provided chase aircraft sup-
port. The 370th Flight Test Squadron provided KC-135 tanker crew 

support. The 92nd Air Refueling 
Wing based at Fairchild AFB, 
Washington, provided the KC-
135 and maintenance support. 
The 60th Air Mobility Wing out 
of Travis AFB, California, provid-
ed the KC-10 and maintenance 
personnel.
 According to Neidorff, the KC-

46A will return to Edwards AFB to accomplish testing in the Bene-
field Anechoic Chamber as well as conduct aerial refueling certifica-
tions.
 The KC-46A Pegasus is intended to replace the U.S. Air Force’s ag-
ing tanker fleet, which has been refueling aircraft for more than 50 
years. With more refueling capacity and enhanced capabilities, im-
proved efficiency and increased capabilities for cargo and aeromedi-
cal evacuation, the KC-46A will provide aerial refueling support to 
the Air Force, Navy, Marine Corps as well as allied nation coalition 
force aircraft.
 The 412th Test Wing at Edwards Air Force Base, California, is the 
lead developmental test organization for the KC-46 program.

Japan Chooses Boeing KC-46, Halting 
Airbus Tanker Winning Streak
 Despite the setbacks in 2015, 
the KC-46 did pick up its first ex-
port customer. Japan signed on for 
three tankers at a price of $170 mil-
lion each, although Tokyo tailored 
the competition such that Boeing 
was the only possible bidder. Ja-
pan has been a longtime Boeing 
tanker customer, having already 
purchased four KC-767s, a version 
that preceded the KC-46 for the 
Japanese air force. The Japanese 
version of this aircraft includes 
the boom system only; it lacks the 
wing-mounted pods.
 “We look forward to working 
alongside the US government to 
help Japan expand its aerial refu-

elling capabilities with Boeing’s next-generation KC-46 tanker,” 
Boeing said in a statement following Japan’s annoucement. “We 
appreciate the confidence the Japan Ministry of Defense has shown 
in Boeing as we honor our commitments in country and continue 
our enduring partnership with Japan, which has been going strong 
for more than 60 years.
 “Japanese industry plays a vital role in Boeing’s commercial and 
military programs and we hope to increase our presence in Japan.”
 Until the Japanese loss to the KC-46, Airbus’s A330-based Mul-
tirole Tanker Transport (MRTT) had a flawless record against the 
KC-46, nabbing sales to 10 non-U.S. buyers. Airbus predicts the 
MRTT will remain in production until at least 2025, with the 
A330-200 line remaining open for that purpose. The company is 
assessing a variety of options for the program, including a look 
at a VIP transport for Australia, studies for partially autonomous 
aerial refueling and an expansion of receivers to include more 

“Bringing the KC-46A online is a huge
first step in recapitalizing a tanker fleet that 
has been the world leader in air refueling fo

more than five decades.”
—Air Force Chief of Staff Gen. Mark A. Welsh III

The KC-46 program’s first test aircraft, a Boeing 767-2C (EMD-1), 
departed from its home at Boeing Field in Seattle and touched 
down at Edwards AFB California for the first time on 15 Oct.ober 
2015. (U.S. Air Force photo by Ethan Wagner).
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U.S. fighter and transport aircraft. Airbus plans to begin deliv-
ering the so-called MRTT Enhanced aircraft, which includes 
structural and aerodynamic upgrades as well as the Power-8 
computer, along with added communications and mission-data 
recording systems, starting in 2018 with Singapore’s order.

Seymour Johnson Air Force Base, North Carolina, Chosen as the
First Reserve-Led KC-46A Pegasus Main Operating Base
 Air Force officails announced on 29 October that Seymour John-
son Air Force Base, North Carolina, has been chosen as the preferred 
alternative for the first Reserve-led KC-46A Pegasus main operating 
base. The KC-46As are expected to begin arriving in 2019.
 Tinker AFB, Oklahoma; Westover Air Reserve Base, Massachusetts; 
and Grissom ARB, Indiana, were 
named as the reasonable alterna-
tives.
 “It is absolutely critical that we 
replace our aging tanker fleet with 
the KC-46A Pegasus aerial tanker,” 
said Secretary of the Air Force Deb-
orah Lee James. “I am pleased to 
announce Seymour Johnson AFB 
as the first Reserve-led location 
because it is a testament to the Air 
Force’s commitment to the total 
force.
 “We must use all three compo-
nents – active, Guard and Reserve 
– operating cohesively and seam-
lessly as one team so we can realize 
the full potential of airpower.”
 James also explained the 179 
planned KC-46A aircraft are just 
the first phase of a three-phase effort to replace the aging tanker 
fleet. The first phase of tanker recapitalization will complete deliver-
ies in fiscal year 2028.
 During detailed, on-the-ground site surveys of each candidate 
base, the major commands evaluated the bases against operation-
al and training requirements, potential impacts to existing mis-
sions, housing, infrastructure, and manpower.
 The site survey teams also developed cost estimates to bed 
down the KC-46A at each candidate base. The results of the sur-
veys were briefed to James and Air Force Chief of Staff Gen. Mark 
A. Welsh III, who selected the preferred and reasonable alterna-
tives for this mission.
 “Seymour Johnson (AFB) was selected based on operational 
analysis, results of site surveys, cost and military judgment fac-
tors,” said Jennifer Miller, the Air Force deputy assistant secretary 
for installations. “The primary drivers for selecting this location 
as the preferred alternative were its lower costs and its highly 
successful existing active-duty association, which will lead to the 
lowest active-duty manpower required to stand up the KC-46A 
Reserve unit.”
 Selection of this total force unit will minimize costs and the 
challenge of fielding a new weapons system while simultaneously 
establishing a new active association.
 “Bringing the KC-46A online is a huge first step in recapital-
izing a tanker fleet that has been the world leader in air refueling 
for more than five decades,” Welsh said. “The incredible Airmen 
who will fly this great machine, and the joint and coalition part-
ners they support in contingency and humanitarian operations 
around the world, deserve the improved aircraft availability rates, 
reliability and capability it will bring to the fight. Rapid global 
mobility has always been a core mission of our Air Force; the KC-
46A will help us take it to the next level!”
 The Air Force will also ensure Reserve component involvement 

from day one by establishing active/Reserve associations at all U.S. 
main operating base locations.
 “The Air National Guard and Air Force Reserve are vital to accom-
plishing our air refueling mission,” James explained. “Therefore, the 
ability to recruit for and maintain a strong Reserve component as-
sociation was a major consideration in this basing action.”
 “We will now begin the Environmental Impact Analysis Pro-
cess (EIAP),” Miller said. “We look forward to the inputs provided 
from the communities as we proceed through the environmental 
impact analysis.
 “Once the requirements of the environmental impact analysis pro-
cess are complete, the Air Force will make its final basing decision.”
 Reasonable alternatives will continue to be evaluated during the 

EIAP. Subsequent KC-46 decisions 
will use similar criteria; therefore, 
candidate installations will likely 
compete for future continental U.S. 
basing decisions.
 The KC-46A will provide im-
proved capabilities, including 
boom and drogue refueling on the 
same sortie; worldwide navigation 
and communication; cargo capaci-
ty on the entire main deck floor; re-
ceiver air refueling; improved force 
protection and survivability; and 
multi-point air refueling capability.

Pegasus Conducts 1st In-Flight
Refueling Demonstration
 The KC-46A Pegasus successfully 
transferred fuel through its boom 
to an F-16C Fighting Falcon on 24 

January 2016 to demonstrate aerial refueling operations in advance 
of its first production decision later this spring.
 The KC-46A passed 1,600 pounds of fuel to an F-16C piloted by Lt. 
Col. Daniel Alix of the 416st Flight Test Squadron, 412th Test Wing 
out of Edwards AFB, California, who characterized the mission as a 
complete success.
 Officials said it was a big step forward for the program and for the 
tanker capability that will serve as the backbone of Air Force global 
operations over the coming decades.
 “I’m extremely proud of the entire industry and government 
program team that made today happen,” said Brig. Gen. Duke Z. 
Richardson, the Air Force program executive officer for tankers, Air 
Force Life Cycle Management Center. “This aerial refueling marks 
the first of many, and represents years of hard work beginning to 
pay dividends.”
 The tanker had a robust in-flight refueling demonstration schedule 
over the coming weeks. The test with the F-16C fulfilled the require-
ment to connect to a light/fast receiver. The remaining tests with the 
boom will use an A-10 Thunderbolt II as the light/slow receiver and a 
C-17 Globemaster III as the heavy receiver.
 Flight tests employing the centerline drogue system and wing aerial 
refueling pods will use an F-18 Hornet as the light/fast receiver and an 
AV-8B Harrier as a light/slow receiver. The KC-46A will also have to dem-
onstrate its receiver capability by taking fuel from a KC-10 Extender.
 These refueling demonstrations represent the significant remain-
ing test hurdles before proceeding to a Milestone C low rate initial 
production decision. Program officials anticipate awarding the first 
production contract shortly thereafter.
 “These are exciting times for the KC-46A program,” said Col. Chris 
Coombs, the KC-46 system program manager, Air Force Life Cycle 
Management Center. “We have had plans on paper and data from 
simulation labs, but this in-flight demonstration shows we are truly 
making progress on bringing this capability of the next generation 

The KC-46A Pegasus performs its first-ever aerial refueling pass-
ing 1,600 pounds of fuel to an F-16 fighter Jan. 24. (Boeing photo 
by Paul Weatherman)
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of tankers to the warfighter supporting our global missions for years 
to come.”
  Master Sgt. Lindsay Moon, a 13-year veteran boom operator, oper-
ated the boom controls passing fuel for the mission.
 “This mission was a significant event towards certifying this new 
tanker,” said Moon, who is assigned to the 418th Flight Test Squad-
ron Detachment 1 in Seattle, Wash-
ington. “Controlling the boom 
from the Air Refueling Operator 
Station is night and day different 
from laying on your belly in a KC-
135. The system advances being 
rolled into the KC-46 will give the 
operator great awareness.”
 Lt. Col. Donevan Rein, also with 
Detachment 1 in Seattle, Washing-
ton, was the Air Force pilot onboard 
the KC-46A during the test sortie.
 The Air Force contracted with 
Boeing in February 2011 to acquire 
179 KC-46A tankers to begin recapi-
talizing the aging tanker fleet. The 
program is currently working to 
meet the required assets available 
date, a milestone requiring 18 KC-
46A aircraft and all necessary sup-
port equipment to be on the ramp, 
ready to support warfighter needs, by August 2017.

KC-46 Tanker Successfully
Refuels F/A-18
 On 10 February, a U.S. Air Force and Boeing aircrew aboard the 
KC-46 tanker successfully refueled an F/A-18 fighter jet in flight.
The air refueling was the program’s first using the KC-46’s hose and 
drogue system. It took place in the skies over Washington state.
 According to Boeing, the flight lasted more than four hours and 
the tanker’s air refueling operator successfully transferred fuel to the 
F/A-18 at 20,000 feet.
 The KC-46 will refuel aircraft using both its boom and hose and 
drogue systems. The boom allows the tanker to transfer up to 1,200 
gallons of fuel per minute, while 
the plane’s hose and drogue sys-
tems, located on both the plane’s 
wing and centerline, enables the 
KC-46 to refuel smaller aircraft 
such as the F/A-18 with up to 400 
gallons of fuel per minute, said the 
Boeing release.
 F/A-18s are flown by both the 
U.S. Navy and Marine Corps.

KC-46 Demonstrates Refueling
of AV-8B Harrier II
 On 1 March, a U.S. Air Force and 
Boeing aircrew aboard the KC-46 
Pegasus tanker successfully refu-
eled a U.S. Marine Corps AV-8B 
Harrier II in flight. This aerial re-
fueling also took place in the skies 
over Washington state and used 
the KC-46’s hose and drogue system.
 Like every aircraft in the Marine fleet, the AV-8B Harrier is used for 
multiple missions, which include attacking and destroying surface 
and air targets, escorting helicopters, engaging in air-to-air defense, 
providing reconnaissance and applying offensive and defensive 
support with its arsenal of missiles, bombs and an onboard 25mm 

cannon. Offering the versatility to conduct almost any mission, the 
Harrier II provides the ideal blend of firepower and mobility to ef-
fectively counter enemies engaged by Marine ground forces. Twenty 
two thousand pounds of thrust enable the Harrier II to hover like 
a helicopter, and then blast forward like a jet at near-supersonic 
speeds.

 The KC-46 has refueled multiple 
aircraft including an Air Force F-16 
from Edwards, a Navy F-18A Super 
Hornet and now a Marine Corps 
Harrier. The refueling flights are 
part of the program’s Milestone C 
demonstration, which will lead to a 
low-rate initial production decision 
later this year.

KC-46 Team Wins
DoD Environmental Award
 The KC-46A Pegasus program’s 
Environment, Safety and Occu-
pational Health (ESOH) team was 
named the Defense Department’s 
top large program in environmen-
tal excellence in weapon system ac-
quisition on 22 April 2016.
 The award, which is part of the 
2016 Secretary of Defense Environ-

mental Awards, recognized the cross-functional team’s integration 
of cost-effective environment, safety and occupational health mea-
sures into the KC-46’s system design.
 “Our men and women work hard to keep environmental steward-
ship a priority while simultaneously advancing our national defense 
mission,” said Frank Kendall, the under secretary of defense for ac-
quisition, technology and logistics. These efforts “foster a special 
type of innovation worthy of national recognition.”
 The awards recognize individuals, teams and installations for 
their exceptional environmental achievements and innovative, cost-
effective environmental practices across nine categories.
 “It’s a tremendous honor to be recognized for this prestigious 
award, and I’m extremely proud of Col. John Newberry, our KC-46 

program manager, and his KC-46 
ESOH team,” said Brig. Gen. Duke 
Z. Richardson, the Air Force pro-
gram executive officer for tankers. 
“The KC-46 will be a revolution-
ary capability in the hands of the 
warfighter and this award recog-
nizes the level of ingenuity and 
dedication within all the person-
nel that work the KC-46 program.”
 The KC-46 ESOH team includes 
Nick Shouse, Maj. Matt Obenchain, 
Senior Master Sgt. Brian Cantrell, 
Bill Hunt, Don Jackson, Dr. Kevin 
Kendig, John Stallings, Darren Ven-
eman, and Luis Diaz-Rodriguez.
 The team was cited for a num-
ber of innovations, including the 
use of an advance performance 
coating topcoat that reduces the 

number of times the aircraft will need to be repainted during its 
service life. The use of APC polyurethane topcoats increases by two 
times the cycle between repaints compared with the standard poly-
urethane topcoat and reduces the discharge of volatile organic com-
pounds. This mitigation is estimated to save $44 million over the life 
cycle of the initial fleet of aircraft.

The KC-46A test aircraft performs a demontration refueling of an 
AV-8B- Harrier II aircraft on 1 March 2016 in the skies over Washing-
ton state. (Photo courtesy of John D. Parker/Boeing).

A U.S. Air Force and Boeing aircrew aboard the KC-46 tanker suc-
cessfully refueled an F/A-18 fighter jet in flight on 10  February 2016. 
The air refueling was the program’s first using the KC-46’s hose and 
drogue system. (Photo courtesy of John D. Parker/Boeing).



12 A/TQ • Airlift/Tanker Quarterly • Spring 2016

 The award also recognized that the KC-46 will be the first 
commercial airline and transport-based aircraft in the world to be 
delivered with a Federal Aviation Administration-certified non-halon 
fire suppression system. Production of halon has been prohibited 
by the Clean Air Act since 1993, but is still used in all commercial 
airline and transport aircraft. The precedent-setting KC-46 halon 
replacement initiative gives industry and FAA valuable testing and 
certification experience that will support the gradual transition to 
non-halon systems for commercial aircraft in coming years.
 In fiscal year 2015, the DoD invested $3.8 billion for its environ-
mental programs: $1.8 billion to clean up contamination from past 
DoD activities; $1.3 billion to comply with environmental laws; $377 
million to protect natural and cultural resources; and $184 million 
for research and development to reduce environmental impacts of 
DoD activities and improve the efficiency and effectiveness of en-
vironmental solutions. These investments help DoD to continue 
ensuring the protection of human health and the environment, and 
to sustain the resources required to support the readiness of the 
nation’s armed forces.

KC-135 Crews Support KC-46A Testing Missions
 Sixty-year-old KC-135 Stratotankers from McConnell Air Force 
Base, Kansas, recently supported the new KC-46A Pegasus testing 
and evaluation missions in Washington state.
 The KC-135s, which currently serve as the backbone of the air re-
fueling fleet, provided refueling support to receiver and chase air-
craft participating in the KC-46A Test Program, said one of the crew 
members on the flight. The 22nd Air Refueling Wing crew also acted 
as a contingency plan refueler in case of any mission difficulties.
 Because the KC-46A is not yet cleared as a refueler, the KC-135’s 
presence is crucial in allowing receiver and chase aircraft to be refu-
eled, thereby extending the amount of times they can stay in the air 
and participate in testing.
 “We were flying all different formation positions to check out 
the plane,” said Capt. Alex Durstein, 344th Air Refueling Squad-
ron instructor pilot. “I valued the experience to see the new air-
craft and be on a mission that was directly supporting getting the 

aircraft out in the field.”
 Before being cleared for operation, each receiver aircraft must be 
tested for the effects of wake turbulence while approaching and be-
ing refueled by the KC-46A, said Durstein. The testing consists of the 
receiver aircraft approaching the KC-46A at varying air speeds and dis-
tances from the boom to ensure it is operating within specifications.
 “When we weren’t flying, we were on cockpit alert status as a 
backup,” said Maj. Jason Barry, 350th Air Refueling Squadron in-
structor evaluator pilot. “We watched all the testing that was done 
while in formation, listening on the radio to directives and refueling 
both aircraft as they needed it.”
 As part of on-going testing, the KC-46A test aircraft are flying out 
of Boeing Field in Seattle, Washington. The KC-135 and McConnell 
aircrew met up with the KC-46A and receiver aircraft mid-mission 
over Washington and set up two miles in trail or waited in orbit 
during frequent altitude changes to refuel the chase aircraft, said 
Durstein.
 “They checked out the wake turbulence at different positions,” 
Durstein said. “The fighter would come five [degrees] to the right, 10 
[degrees] to the right, back to center, and then off to the other side to 
see if it met standards.”
 The KC-46A is equipped with advanced electronic displays and 
controls for improved system performance, said Barry.
 With more refueling capacity and enhanced capabilities, im-
proved efficiency and increased capabilities for cargo and aeromedi-
cal evacuation, the KC-46A will provide aerial refueling support to 
the Air Force, Navy, Marine Corps, and allied nation coalition force 
aircraft, according to the Air Force KC-46A factsheet.
 “It is truly a very capable and advanced aircraft,” said Durstein. 
“They were testing it in air refueling benchmarks, which we do not 
typically do in the KC-135. [The KC-46A] will allow us to perform 
more aerial refueling missions within a restricted air space with 
more varied altitudes.”
 The KC-46A will join the KC-135 tanker mission in worldwide 
aerial refueling operations, with the first main operating base being 
McConnell. The first KC-46A is currently scheduled to arrive at Mc-
Connell AFB in Spring 2017.

KC-30A Successfully Refuels C-17A for the First Time
Issued by Ministerial and Executive Coordination and Communication, Department of Defence, Canberra, ACT

 The first air-to-air refuelling from an RAAF KC-30A Multi Role Tanker Transport (MRTT) to a United States Air Force (USAF) C-17A 
Globemaster III occurred on 10 February 2016 over Edwards Air Force Base, California.
 The five-hour sortie saw 39 contacts between the KC-30A and C-17A aircraft. During these contacts approximately 6,800 kilograms 
(approximately 1,800 gallons)of fuel was transferred to the C-17A via the KC-30A’s Advanced Refuelling Boom System (ARBS).
 Group Captain Adam Williams, the Officer Commanding of Number 86 Wing said this is a major achievement for the KC-30A 
MRTT.
 “The KC-30A is an outstanding platform and we are seeing it work towards full maturity as we expand the list of receiver aircraft 
types,” Group Captain Williams said. “The ARBS is a key enabler for the Air Force with most of the RAAF’s future fleet requiring boom 
type refuelling rather than hose and drogue…The successful refuelling with a USAF C-17A paves the way for trials with our own C-
17A’s from No 36 Squadron in the near future.”
 RAAF C-17A crews were scheduled to soon begin refuelling trials with the KC-30A, having trained in the role in late 2015 with a 
Republic of Singapore Air Force KC-135 tanker.
 The RAAF operates five KC-30A MRTTs, with two more joining the fleet in 2018. The KC-30A has a fuel capacity of more than 100 
tonnes (approximately 32,000 gallons), allowing it to fly up to 1800 kilometres from its home base and offload up to 50 tonnes of fuel 
for four hours.
 The RAAF also operates a fleet of eight C-17A transport aircraft, the latest two examples of which were delivered in 2015. These 
aircraft are extensively employed in support of Defence operations abroad, and are currently conducting missions to Antarctica for 
the Australian Antarctic Division.
 The KC-30A’s ARBS is also compatible with refuelling the F-35A Lightning II, as well as the E-7A Wedgetail, P-8A Poseidon, and 
other KC-30As. Each KC-30A is also equipped with two hose-and-drogue refuelling pods that are compatible with the RAAF’s own 
Hornet and Super Hornet strike fighters, and the Growler electronic attack aircraft.
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 America’s war plan against Japan for decades called 
for U.S. military forces in the Philiippines to withdraw 
into the highly defensible Bataan Peninsula. Approxi-
mately six months later the ever victorious U.S. Navy 
would relieve them. In 1941, General Douglas MacAr-
thur, CINC Phillippines, changed the plan.
 MacArthur calculated Japan could not attack before 
April, 1942. As new B-17s were replacing his obsolete B-
18s (bomber version of the DC-3) and ten new Philip-
pine Army divisions were bulding up, MacArthur con-
vinced himself he could meet and defeat the enemy 
anywhere in the Phillippines. To build up the native 
divisions faster he used supplies long stored on Bataan. 
 The Japanese did not adhere to MacArthur’s plan. 
Eight hours after being notified of the Pearl Harbor 
attack the Far East Air Force (FEAF) was caught on 
the ground (99 aircraft lost). Two weeks later, when 
the Japanese landed northwest of Manila, MacArthur 
sent two new Philippine divsions to destroy them. On 
initial contact the divisions basically dissolved. From 
HQ Manila the call went out – BACK TO BATAAN! 
During the great retreat men, guns and ammo had 
priority. On arrival the troops found Bataan’s bullet 
and bean bunkers basically bare. Their new ration – 
1,080 calories per day. 
 While the Army “retrograded” the Air Force “re-
positioned” its surviving B-17s south to Del Monte 
Air Field, Mindanao (carved from flat plantation 
ground and commissioned on Dec 5th, 1941). The 
B-18 waddled south to Australia, their bomb bays 
bulging with valuable(?) senior staff officers. Three 
B-18s tried to return with tons of critical .50 cal 
ammo but a severe storm over Borneo forced a divert 
to Koepang, Timor. Before the weather broke the B-
18s were ordered back to Australia. For the record you 
had bomber pilots flying a transport mission in a 
bomber version of a transport! 
 Three airfields existed on Bataan and one on 
Corregidor Island. What didn’t exist was a pool of 
transport planes to service them. FEAF’s big lift was 
a single C-39 (DC-3 with cargo door). Armed with a 
Thompsan submachine gun, the C-39 did the work 
of a full squadron until the airfields around Manila 
went Japanese. The C-37’s last FEAF mission was 
hauling senior Air Staff officers to Australia, a point 
of consternation to subordinate planeless fighter pi-
lots being left behind.
 P-35 and P-40 fighters worked for awhile as high 
speed couriers into Bataan. Stuffed Into the pilot’s 
baggage bay: mail, medicine, critical parts, food. 
The usual backhaul, one (later two) ground combat 
non-effectives, as can be expected taking off from a 
jungle airstrip with an extra 300 lbs resting on your 
tail skid, was not popular. Attack, recon duties and 
attrition soon put an end to these daylight “moon-
lighting” missions. 
 Enter the “acquired” air force: A WACO cabin 
plane, a Beechcraft STAGGERWING, a Grumman 

F2S4 DUCK, a Stearman biplane trainer and a Stin-
son O-49 (think a Piper CUB on steroids). 
 The two seat Stearman’s career was fortuitously 
short. On a backhaul to De Monte the Steaman 
parked next to a six seat Bellinca SKYKNIGHT. The 
Bellinca’s pilot was not happy as he was on contini-
ous coastal patrol, a duty made difficult by a big en-
gine, lots of windowless fusalage and a blind “six 
o’clock” position. In contrast the Stearman had a 
great 360 degree view, but only one seat for cargo. 
Basic logic hit both pilots at the same time. North 
went a 500% bulk capacity expanded airlifter. Out 
went a Stearman to more effectively hunt enemy ves-
sels along the coast. 
 The amphibian “DUCK” was also a two seater. 
Before the Navy sailed south they “scuttled” three 
F2S4s. A poor gauge of water depth left the upper 
fusalages and wings above the waves. Army Air Force 
personel seeing same saw opportunity. Via a floating 
crane, hard work and cannibalization from the sea a 
ducky phoenix arose. It didn’t look nice and its engine 
coughed a lot, but it floated, flew and delivered critical 
cargo (the removal of floor boards allowing cargo stor-
age down to its pontoon keel). Its final flight, ferrying 
five fortunate flyers south to freedom.
 The four seat WACO was the least used, being 
held in reserve to enable MacArther to take flight to 
Australia. But PT boats and combat diverted B-17s 
allowed the general and staff to expeditiously and 
safely abandon their men.
 This “Bamboo Fleet” was operated by Captains 
Harold Slingsby, Dick Fellows, Joe Moore, Harvey 
Whitfield, and Bill Bradford. Of the group “Jitter Bill” 
Bradford was the most experienced pilot, having 
spent ten years as senior pilot and general manager 
for the Philippine Air Taxi Company (Patco) trans-
porting people and cargo around the 7,000-plus is-
lands in the Philippines.
 The Japanese having gained air supeiortity early 
on, meant that the Bataan airlift shuttles were night-
time affairs. A mid- to high-overcast was preferred as 
a low and slow wave hopper would stand out against 
moon or star-lit sea. A-1 eyeballs and a few directed 
auto beams served as your principle navaid. On land-
ing: a push into cover, a daylight sleep serenaded by 
artillerty fire, then a dusky departure. 
 The nightly delivery of 1,000 pounds of cargo to 
70,000 trapped troops would seem insignificat, but 
even the sound of the coughing DUCK was a mo-
rale booster. You were still part of a long green line 
stretching to America! 
 Bataan’s 78 nurses were too overworked to worry 
about their own morale. They lived, worked and were 
bombed under a jungle canopy for three months. A 
“wish list” sent by HQ was filled out, filed and forgot-
ten. Days later came a box from Del Monte contain-
ing under garments, femine highgene products – 
and lipsticks!

 Bataan’s great medical need was quinine. The war 
planners failed to note Bataan had one of the highest 
malaria rates in the Philippines. At times 740 men a 
week were being diagnosed as now bearing malaria 
(the total would reach 24,000!). The “cure” was three 
quinine tablets a day. The problem, quinine, (pro-
duced from the bark of transplanted Peruvian trees), 
was a cottage industry. While 780.000 pills had 
been airlifted in the need was for 8,000,000! Col/
Dr Arthur Fischer, the Army’s resident malaria ex-
pert, developed a plan to considerably increase tree 
bark/quinine production. He presented it to the new 
CINC-Phillipines, LtGen Jonathan Wainwright.
 The CINC liked the plan except for the detailing 
of an Army line officer to carry it out. Wainwright 
knew the man to carry it out was standing in front 
of him. The colonel was ordered to pack his bags as 
he would be flown out the next night. Col Fischer’s 
journey would end in Washington, D.C. as chief of 
the Army’s anti-malaria campaign. 
 Malaria ridden, malnourished and ammo short, 
“The Battling Bastards Of Bataan” (self parody –“No 
Papa, No Momma, No Uncle Sam – And Nobody 
Gives A Damn”) held the “Sons of Nippon” at bay for 
three months. Then a shell started a grass fire which 
turned into a wild fire which swept through the cen-
ter of the American lines – the Japanese followed. His 
men too exhausted for a fighting retreat, Maj Gen 
Edward P. King disobeyed General Wainwright and 
MacArthur and asked for terms of surrender. The 
Japanese assured King his men would be well treated. 
Bataan surrendered on April 6th. Thousands of King’s 
men would die in the “death march” that followed. 
 Semi-fortified Corregidor held out for another 
month. Though under constant artillery bombard-
ment the airlift continued. At late dusk on May 3rd 
the Bellencia, while taxiing out, dropped a wheel 
into a shell hole. The prop contacted the ground. The 
engine wailed, then died. General Wainwright, im-
pressed with the pilots courage and skill, ordered him 
out on a Navy submarine picking up code breakers 
and 16 Navy nurses. The sub departed the evening 
of May 4th. The Japanese invaded the next morning. 
On May 6th, 1942 Corregidor surrendered. 
 The Japanese conquest timetable called for a two 
month Phillippine campaign. It lasted five. It has 
been estimated the Bataan airlifters contributed two 
weeks to that critical delay.
 General MacArthur’s new 5th Air Force on Sep-
tember 12th, 1942 moved the 128th Infantry from 
Brisbane to threatened Wantiro, New Guinea. It was 
heralded as America’s first combat airlift. Unless you 
count the unheralded one nine months before. 
 
The primary sources for this article are: THE BAMBOO 
FLEET, Dwight J. Zimmerman, 2012; and, THE DOUG-
LAS B-18 BOLO, William Wolf, 2007, Schiffer Military 
History.

   Air Mobility
Heritage & Heroes

THE BATAAN AIRLIFT
by Capt Murdock Moore, USAF Ret
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 Many historians believe that the formation of USTRANSCOM 
was the result of a badly flawed computer mobility exercise in 1978 
called Nifty Nugget. While the poor execution of mobility forces did 
create major concerns, services were reluctant to agree to a unified 
command. One action that did result from Nifty Nugget was the 
formation of the Joint Deployment Agency (JDA) assigned 
to the Joint Chiefs of Staff (JCS). It had coordinating and 
planning responsibility but no authority to direct the 
services to keep their mobility data bases current.
 Actually, the driving factor behind the forma-
tion of US Transcom was a 1985 mobility computer 
exercise called Port Call. As JCS, J-4 (Logistics) at 
that time, I had only a deployment oversight role 
with no direct authority. The exercise was a disaster 
with Army forces deployed to the wrong seaport and 
airlift loads so heavy they were rejected by Military 
Airlift Command (MAC). The JCS Chairman, Admiral 
William J Crowe, Jr., during his Port Call update briefing 
was so upset that he looked directly at me and said “get this 
mess fixed” and stormed out of the meeting.
 An after action review of the exercise revealed several deficiencies: no 
centralized management or policy; lack of joint deployment procedures/
standards; and, outmoded documentation. However, the main problem 
was no one had the authority to bring together the services, agencies 
and mobility functions to ensure a successful mobility deployment.
 This was not a new problem and had been brought up several 
times in the past. However, services did not want to lose their trans-
portation single manager responsibility to a unified command so 
no action was ever taken. When an advanced copy of the Packard 
Commission Report was circulated in the Pentagon, it recommend-
ed a single unified command (UTC) to integrate air, land and sea 
transportation. At this point I saw this as an opportunity to correct 
the disastrous mobility problems that occurred in previous mobility 
exercises. However I was concerned that if the Secretary of Defense 
or a Service were given the study review responsibility, they would 
stop it as they had done in the past. Because the creation of a unified 
transportation command was clearly a war fighting issue, I believed 
that JCS could conduct a more objective study. I recommended to 
the JCS Chairman that we not wait for the official Packard Report 
to take action. He agreed and made the recommendation to SecDef 
who directed JCS/J-4 start a review.
 I immediately formed a working group to be in session full time 
with representation from the services and appropriate agencies. In 
addition, a general/flag officer steering committee (GOSG) under my 
direction was formed to provide guidance as necessary. However, in a 
short period of time, it became obvious that most members had only 
one objective and that was to block the formation of a single unified 
command. The Army Chief of Staff was the only person who believed 
a unified command was beneficial. The other service chiefs to include 
the USAF had taken a strong position against a unified command.
 SecNav was absolutely against formation of a unified command, 
as a result; the Chief Naval Operations (CNO) and Marine Comman-
dant did not support the command. Initially, the AF Chief of Staff 
was also against the unified command since it would mean MAC 
would lose its Specified Command Status.
 The next several months were very difficult as I briefed the unified 
command concept and benefits during which time I was reminded 
several times by the USAF Chief of the Air Staff (CAS) and Com-
mander in Chief Military AIrlift Command (CINCMAC) that MAC 
was a very well run Specified Command and I was about to screw it 
up. The steering group (GOSG) was so large and represented so many 
personal agendas that decisions were continually delayed. Initially, 
I had several meetings at the Military Sealift Command (MSC). As 

progress was made on resolving sealift issues, I was suddenly no-
tified I was no longer welcomed at MSC. Because the flag officers 
steering group was totally ineffective and I received marginal help 
from the working group, I was forced to form a J-4 internal working 
group. This group addressed the issues and helped develop the JCS 

TANK (JCS Conference Room) briefings. My deputy chaired 
the General Officers steering and working group provid-

ing feedback to me on their comments/issues. At one 
point the services accused me of working behind 
closed doors without their input. Once again, it was 
the only way I could continue to move forward and 
try to resolve issues in the TANK.
 While initially, 4-6 weeks was the target for the 
study’s completition, it actually took several months. 

A major problem was SECNAV’s position against a 
UTC and his direction that the CNO and Marine Com-

mandant not support it. Other major issues were the role 
and authority of a supporting CINC, wartime vs. peacetime, 

three-star vs. four-star commander, Navy Industrial Fund own-
ership, independent vs. unified command, MAC specified Command 
retention, dual-hatting commander, service secretary single manager 
responsibility, assignment of forces, Fleet Commander’s convoying 
responsibilities, nominative commander, organizational structure 
and funding sources. The majority of these issues were successfully 
negotiated but they took many TANK sessions.
 Finally much to my relief, the USAF Chief and CINCMAC agreed 
that a unified command was in the best interests of the United 
States. After a final TANK session during which I had presented a 
wrap up briefing on the pros and cons of a unified command, the 
JCS Chairman, Admiral Crowe, asked for a final vote. At that time 
the Army and Air Force voted for and the Navy and Marines voted 
against. The attempt to break the deadlock was unsuccessful. After 
the TANK session, the Chairman asked me to follow him to his office 
where he asked me to repeat the benefits of a unified command. 
 After he agonized about going against the Navy and Marines, he 
finally approved and signed the staff paper recommending a UTC to 
SECDEF. This was a historic moment since this was the first time the 
Chairman’s authority to vote provided by the Goldwater-Nichols Act 
was exercised. Deputy Secretary of Defense Taft immediately signed 
the document requesting President Reagan to approve the unified 
command. The President approved the formation of United States 
Transportation Command (USTRANSCOM) by letter to Secdef on 
18 April 1987. JCS/J-4 then developed an implementation plan that 
included manning, location and funding and forwarded it to the 
USTRANSCOM Commander to form the UTC. Because MAC was the 
largest component command, CINCMAC became the Transcom and 
MAC dual hatted commander. Since an empty commissary building 
existed for a headquarters and a new computer facility for JDA resourc-
es, Scott Air Force Base, Illinois, was selected for the new command lo-
cation. A year later the JCS Chairman was notified that USTRANSCOM 
was fully operational. Considering the tremendous mobility demands 
required during the buildup and execution of Operation Desert Storm, 
the creation of USTRANSCOM was just in time.

CREATION OF USTRANSCOM
by General Alfred G. Hansen, USAF Ret.

General Alfred G. Hansen, USAF, Ret., is a former Chairman of the 
Airlift/Tanker Association. In June 1985 he became director for logis-
tics, J-4, Organization of the Joint Chiefs of Staff, Washington, D.C. In 
this position he was responsible for worldwide logistics in support of 
theater commander’s war plans, was a member of the Senior NATO 
Logistics Forum and directed the study that resulted in the formation 
of the United States Transportation Command. He assumed com-
mand of Air Force Logistics Command in July 1987. He retired from 
the Air Force on 1 November 1989.
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2016 Arnold Air Society and Silver Wings Airlift/Tanker Association

Academic Scholarship Essays 
The recipeints of the Arnold Air Society and Silver Wings 2016 Airlift/Tanker Association Academic Scholarships are:

 Cadet Austin Ludden, Thunderbird SQ, Oklahoma State University
Recipient of the $10,000.00 Brig Gen Tom Mikolajcik Academic Scholarship

and
Cadet Kayshel Trudell, Jesse J. Moorhead SQ, UNC-Chapel Hill

Recipient of the $8,000.00 Maj Gen James I. Baginski Academic Scholarship.

 In the early hours of the darkness of 
January 17, 1991, Operation Desert Storm 
officially began with a massive U.S. led air 
offensive strategically targeting Iraq’s com-
munication network, war making capabili-
ties, and oil refineries. Within just ten short 
days air sorties reached the 10,000 (total) 
mark and the coalition airpower effectively 
destroyed Iraq’s offensive and defensive 
capabilities. By mid-February the air 
campaign shifted its focus to ground 
forces in Southern Iraq and Kuwait. On 
February 24th, Operation Desert Sabre 
launched with ground forces that swift-
ly defeated the remaining Iraqis and lib-
erated Kuwait. 
 In the evening of February 27th, Presi-
dent George H. W. Bush addressed a joint 
session of Congress and made the an-
nouncement that the world’s fourth larg-
est military had been defeated, quickly 
and decisively, and that Kuwait had been 
liberated. The need for an unparalleled 
mobility campaign was essential in order 
to achieve such a paramount victory. On 
August 7, 1990, Operation Desert Shield be-
gan and within six months was able to ef-
fectively move everything required to win 
the war. Although Desert Shield was one of 
the greatest air mobility campaigns ever ex-
ecuted, there were shortcomings and limi-
tations that affected the operation and how 
air mobility would change in the future.
  Once Operation Desert Shield began, it 
was the Military Airlift Command’s (prede-
cessor to Air Mobility Command) job to get 
everything needed into the operating area. 
According to an article by Robert Door, the 
commander of MAC, General H. T. Johnson, 
created an air bridge to accomplish this mis-
sion. At General Johnson’s disposal were 265 
C-141B Starlifters and 85 C-5 Galaxies; he was 
using all of them, nearly around the clock, 
to get the mission done. These aircraft were 
hauling people and equipment on exhaust-
ing 38-hour missions from 120 different 
countries landing at Dhahran Air Base every 
seven minutes, non-stop. Airlift crews flew 
4.65 billion ton-miles, compared to the 697.5 
million that were flown during the Berlin 
Airlift. Desert Shield exceeded the tonnage 

Air Mobility in the Gulf War
Cadet Austin Ludden

of the Berlin Airlift in its entirety in its first 
22 days. In total, MAC flew 20,500 missions, 
transported 534,000 troops, and hauled 
524,000 tons of cargo in the little over five 
months that Desert Shield lasted. The efforts 
of all those involved with airlift and MAC 
made this operation the most remarkable 
buildup of military forces in U.S. history.

  Despite the fact that this operation was a 
phenomenal accomplishment, it did experi-
ence shortfalls and limitations. According to 
a study by John Lund, by many standards 
the airlift seemed to fall short compared 
to its expected performance levels. “Daily 
throughput, utilization rates, percentage 
of aircraft available and average payloads 
all failed to meet planning expectations.” 
This implies that either the capabilities were 
overestimated or that the operation was not 
efficient. In this case, it was a combination 
of both, overestimated performance levels 
and a lack of efficiency.
 One problem that affected the operation 
was that many unit databases were out of 
date and often listed phased-out equipment; 
many units lacked new equipment as well. 
Additionally, Central Command and other 
supporting commands kept reassessing the 
mission and reallocating resources. This 
constant shift in priorities affected MAC’s 
planning and made it impossible to keep up 
with projected performance levels. Further-
more, MAC’s predicted performance levels 
seemed to be overly optimistic because they 
counted on everything in the airlift system 
to work optimally. Another factor that played 
into the limitations of the operation was the 
availability of aircrew. CENTCOM denied 
MAC’s request to have a staging base in the 
Southwest Asian Theater. Because of this lim-
itation, MAC had to use augmented aircrews 
(three pilots, instead of two) for their round 
trip flights from Europe to the Middle East, 

often causing crews to reach their monthly 
hour limit three weeks into the month.
 The lack of a staging base is believed to 
have caused a 20 to 25 percent decrease in 
overall performance. Lastly, aircraft perfor-
mance fell short. Neither the C-141 nor the 
C-5 performed to the level that was predict-
ed. The C-141’s average payload was 26 per-

cent below the projected value, mainly 
because there were concerns about air-
craft fatigue, and this factor led to load 
weight restrictions. Where the C-141 fell 
short in capacity, the C-5 fell short in re-
liability. At any given time, on average, 
33 percent of the C-5 fleet was grounded 
due to maintenance issues. Of the air-

craft that were available, the average delay 
per mission was nine hours.
 After the Gulf War, there were several key 
lessons learned by the Air Force that would 
shape air mobility in the future. To begin, 
planners learned it is best to use realistic per-
formance estimations rather than optimistic 
ones in order to get the most accurate pro-
jections. Also, they realized if you improve 
one component of the airlift system, all 
components need to improve; otherwise all 
you are doing is creating a bottleneck within 
the system. Furthermore, it is important to 
have sufficient aircrew staffing levels and ad-
equate staging locations to ensure crew rest 
does not become a limiting factor. Finally, 
the aging C-141 fleet needed to be replaced 
with a more efficient airframe (hence the 
C-17), in order to mount large-scale air mo-
bility operations in the future.
 The Gulf War was one of the most success-
ful wars in United States history. In particu-
lar, Operation Desert Shield was one of the 
greatest military build-ups the world has ever 
seen. Without a robust air mobility cam-
paign, the air assault and subsequent ground 
attack would have never happened; Kuwait 
never would have been liberated. Although 
the airlift was highly successful, there were 
lessons to be learned and improvements to be 
made. In the future, wise leaders will imple-
ment these teachings and build plans to avert 
these shortfalls so that the US Air Force airlift 
teams may continue to improve and reaffirm 
that we are truly the best in the world.

On August 7, 1990, Operation Desert 
Shield began and within six months

was able to effectively move everything
required to win the war. 
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The WASPs and America’s World War II Air Mobility/Logistics
Cadet Kayshel Trudell

 In his book, The Greatest Generation, 
Tom Brokaw wrote, “I returned to Norman-
dy for the 50th anniversary of the invasion, 
and by then I had come to understand what 
this generation of Americans meant to his-
tory. It is…the greatest generation any soci-
ety has ever produced.” It is remarkable that 
our intervention in WW II had so many fac-
tors coming into play so effectively in such a 
short time. Our fighting forces 
were spectacular; but what 
contributed to our victory in 
WWII and established the US 
as a world power was our Air 
Mobility. What had to be done 
in a few years to support and 
supply our troops is unimagi-
nable. The women of America 
were without parallel in history 
as the backbone of air logistics.
 A complete history of women 
piloting aircraft is a few years 
shorter than men. In 1906, 
three years after the Wright 
brothers’ first successful flight, 
Ms. Todd designed and super-
vised the construction of a 
biplane. She piloted it on test 
flights, but was denied control-
ling her plane on its first public 
flight, so the French pilot, Didier Masson, 
flew it at the Garden City Aviation Field in 
1910. The first US licensed woman pilot was 
Harriet Quimby, eight years after the Wright 
brothers’ earliest flights.
 The military applications of powered, 
fixed-wing aircraft were imagined and de-
veloped almost immediately after the first 
flights. Several countries, aligned with En-
tente Powers and Central Powers in WWI, 
utilized women pilots in combat. The first 
female fighter pilot was 25-year-old Russian 
Princess Eugenia Shakhovskaya. Actress Ly-
ubov Golanchikova was a test pilot in WWI 
and flew combat missions in the Russian 
Civil War. Yet, American armed forces re-
mained strictly the domain and responsibil-
ity of men. The first women US Navy avia-
tors earned wings in 1974, the Army trained 
female helicopter pilots the same year, and 
the Air Force admitted women into pilot 
training in 1976. It was 65 years after Har-
riet Quimby got her pilot’s license before an 
American woman got her AF wings and as-
sisted in air mobility and another 19 years 
before Lt Col Martha McSally became the 
first woman to fly in combat.
 This, however, is not the earliest history 
of women flying for the US military. Due to 
manpower shortages in WWII, there were 
no male pilots available to transport air-

craft from where they were manufactured 
to where they were needed; but there were 
many women pilots in the US who were 
eager to fly and serve their country. At the 
time, the three most storied female US pi-
lots were Amelia Earhart, test pilot Nancy 
Love, and “Jackie” Cochran. Jackie grew 
up impoverished with foster parents. At 14, 
she worked in an Alabama beauty salon. By 

age 22 she had completed nurses training, 
returned to the beauty treatments business, 
and was marketing her cosmetic products 
across the country. She then met billionaire 
Floyd Odlum at a dinner party. He was im-
pressed with her entrepreneurial spirit and 
persuaded her to learn to fly to market her 
products by flying around the country dem-
onstrating them. She took his advice and 
became one of the most competent, daring, 
and famous female pilots in the US.
 Shortly after the US entered WWII, Jackie 
and Nancy persuaded General Henry Hap 
Arnold, Commanding General of the US 
Army Air Forces, that he should make an 
aircraft transportation program similar to 
Britain’s Air Transport Auxiliary (ATA) in 
which women pilots aided in air mobility, 
moving airplanes from manufacture site 
to needed location. General Arnold asked 
Jackie to study the ATA program. Once he 
was convinced of the program’s viability, he 
sent her and what became the first class of 
25 Women’s Air Force Service Pilots (WASPs) 
to training. Jackie was appointed Director of 
US Woman‘s Flying Training in 1942, and 
US women began training to aid aircraft in 
logistics and mobility.
 The first class of female pilots reported 
to Houston Municipal Airport in Nov 1942; 
later WASP training was conducted at Sweet-

water, TX. 25,000 women applied to the 
program, 1,830 were accepted, and 1,074 
graduated. WASP pilots were stationed at 
120 Army Air Force bases country-wide.
 In under two years, they transported over 
12,000 aircraft. At any given time, a WASP 
pilot might be expected to fly any one of 78 
aircraft, and fly them in every conceivable cir-
cumstance, except combat. They transported 

planes from A to B, but WASP pilots 
also tested repaired and retrofitted 
aircraft, and towed airborne targets 
behind planes for ground crews to 
practice shooting anti-aircraft guns 
– using live ammunition! 38 WASP 
pilots lost their lives in the line of 
duty. Jackie Cochran is a US hero, 
along with the nearly 1,100 WASP 
pilots who served their country’s 
air campaign with expertise and 
courage.
 Primarily for political rea-
sons, i.e., the war was winding 
down and male pilots wanted the 
WASPs’ jobs, some to avoid serv-
ing in combat, the program was 
terminated in 1944. The WASP 
military records were immediate-
ly sealed, deemed “classified”, and 
filed into government archives, 

unavailable to historians who wrote the his-
tory of WWII and to scholars who compiled 
today’s school history books. Most records 
were not declassified until the 1980s. The 
WASP story is a missing chapter in US his-
tory, aviation history, the history of women 
providing logistical support to airmen, and 
the history of the USAF.
 The WASPs were the only wartime unit 
denied military status by Congress. They 
served their country with unparalleled dedi-
cation and bravery. Their story has been hid-
den for 60 years, but is now coming to light, 
with media alerting the country to their es-
sential role in winning WWII and, perhaps 
as important, in inspiring women to seek ca-
reers in the USAF. For example, Lt Col Nicole 
Malachowski, deployed in Operation Iraqi 
Freedom and Operation Enduring Freedom 
(flying 26 combat missions) and the first 
woman to fly with the Thunderbirds, never 
misses an opportunity to explain how im-
portant the WASPs pilots were to her deci-
sion to be an AF pilot.
 On 1 July 2009, President Obama awarded 
the WASPs the Congressional Gold Medal. 
While only 3 of the 300 surviving WASPs 
were there, standing with them was none oth-
er than Lt Col Malachowski. To the surviving 
WASP, she is their hero. She knows better, they 
are the heroes of American air mobility.

In under two years, they transported
over 12,000 aircraft. At any given time, a WASP 

pilot might be expected to fly any one of
78 aircraft, and fly them in every

conceivable circumstance, except combat.
They transported planes from A to B,

but WASP pilots also tested repaired and retrofitted 
aircraft, and towed airborne targets behind

planes for ground crews to practice shooting anti-
aircraft guns – using live ammunition!

38 WASP pilots lost their lives
in the line of duty. 

Editor’s Note: The footnote indicators and footnotes were removed from these essays as a space saving measure. Footnoted version available upon request.
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INDUSTRY PARTNER SPOTLIGHT
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 Field Aerospace is headquartered in Okla-
homa City, Oklahoma, and is responsible for 
Aircraft Integration, Modification, Mainte-
nance, and Sustainment programs.
 Field Aerospace has a proven record of 
successful avionics installations servicing 
a variety of customers by providing highly 
skilled and experienced technicians, inspec-
tors, and supervisors to accomplish com-
plex installations, testing, and certification 
documentation for US DoD aircraft, FAA 
registered aircraft, as well as foreign govern-
ment registered aircraft. Field Aerospace is 
designed to provide the highly trained per-
sonnel and complete logistics support neces-
sary in the field to do the job right – and 
cost-effectively – the first time.
 Founded in 1947 as Field Aviation, the 
company was originally located in Oshawa, 
Ontario, Canada – established to provide 
maintenance support to aircraft operators 
performing aerial survey and mapping op-
erations over Canada’s vast territories. An-
other area of focus was converting former 
Canadian military aircraft into planes de-
signed for civil roles.
 Soon thereafter, in the mid 1950s, the 
company opened facilities at the interna-
tional airports in Calgary and Toronto. The 
Calgary facility provided maintenance and 
support to the growing number of aircraft 
used in oil and gas explorations, while the 
Toronto facility specialized in taking stan-
dard transport aircraft and modifying them 
for special-purpose applications such as aer-
ial photography and geophysical survey.

Expanding into Aircraft Sales
 In the 1950s, Field expanded into sales, 
becoming the official Canadian sales rep-
resentative for the Beechcraft Corporation 
(now Hawker Beechcraft). Since then, the 
company has continued that concentration 
with the sale of numerous individual aircraft 
and fleets. Their customers range from pri-
vate owners, flight training establishments 
and commercial operators and corporations, 
to provincial and federal government agen-
cies including Transport Canada, The RCMP 
and Department of National Defense.
 Each decade has brought new capabili-
ties for Field. Throughout the 70s and 80s, 
the company became internationally recog-
nized as the foremost expert in reclaiming 

and repairing accident-damaged aircraft –
performing salvage operations on every con-
tinent from Canada’s high Arctic to South 
America and Africa. In the 90s, their inno-
vative aeronautical engineering capabilities 
came to the forefront through the design 
and installation of fire-fighting systems for 
both land-based and amphibious aircraft.

Aircraft Modification Becomes
Field’s Cornerstone
 Field’s capabilities were soon expanded 
by taking their Aircraft Modification ser-
vices to the next level – delivering a range of 
restorations, cargo conversions and interior 
reconfigurations, as well as major airframe 
inspections and complete aircraft painting.
 Modifications now comprise a majority of 
the company’s business, a niche that has in-
creasingly become an imperative in the aero-
space industry. By providing upgrades and 
conversions to all types of operators, Field 
helps them enhance their aircraft productiv-
ity, keep up with new technology and adapt 
to changes in the regulatory environment.

Parts Manufacturing Rounds Out
Field’s Capabilities
 Field Aviation began parts manufacturing 
in 1989, with a focus on supporting the out-
of-production de Havilland Caribou (DHC-
4) and Buffalo (DHC-5) aircraft. Today, Field 
manufactures airframe parts and accessories 
for current-production aircraft including 
the Bombardier Dash 8 Q 400 and the new 
Viking Twin Otter 400. The company also 
continues to support numerous out-of-pro-
duction aircraft by manufacturing hard-to-
find parts and specializing in one-off com-
ponents. Plus, as an accredited Approved 

Maintenance Organization (AMO), Filed has 
the capability to repair and overhaul these 
components as well.

Field Aviation Becomes a U.S. Company
 In Early 2012, Field Aviation was acquired 
by senior managers of the company from 
Hunting PLC.  This move established a U.S. 
parent company and transitioned Field into 
a North-American company.  The acquisition 
and entry in to the U.S. market was seen as a 
vital move to support the company’s growth.

Field Completes Acquisition of
ARINC Aerospace Systems Engineering
and Support from Rockwell-Collins
Commencing U.S. Operations
 In March of 2015, Field Aviation success-
fully acquired ARINC Aerospace Systems 
Engineering and Support from Rockwell-
Collins marking yet a new milestone in the 
company’s history with its first U.S. opera-
tions facility. The ASES and Field combina-
tion is extremely complementary and one 
that fulfills the company’s strategic intent 
to expand its presence in North America 
and worldwide. The company’s operations 
in Oklahoma City Oklahoma will allow it to 
pursue new opportunities and provide inte-
grated solutions to its customers.

Field Aviation Re-brands as
Field Aerospace
 Concurrent with the acquisition of ASES, 
Field Aviation has re-branded as Field Aero-
space. This move will allowed Field to lever-
age its rich history, spanning over 65 years, 
and better position it to the global aerospace 
industry across all sectors of its operations 
– from aircraft modification to design engi-
neering as well as aerospace parts manufac-
turing and avionics service and repair.

Sure to Set the Standard
For Years to Come
 From a simple start in maintenance sup-
port more than 65 years ago, Field Aero-
space has grown to beome an undisputed 
leader in its field. As a market innovator, 
Field Aerospace is committed to constantly 
meeting new requirements and techno-
logical opportunities – always adapting to 
embrace the dramatic changes the world of 
aviation has undergone.

Work in Progress in the Field Hangar. (Field 
Aerospace Photo).
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Altus Military Affairs Committee

Atlas Air Worldwide

Booz Allen Hamilton

Bose Corporation
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GE Aviation
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Jeppesen

JLG Industries, Inc.
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LifePort, Inc.
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McClellan Jet Services 
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National Air Cargo

Northrop Grumman Corporation
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Pratt & Whitney Military Engines

Rockwell Collins

Rolls-Royce

Satcom Direct Communications

Stephenville Airport Corporation

The Boeing Company

USAA

 UTC Aerospace Systems

Zodiac Arresting Systems America

ZOLL Medical Corporation

 Industry Partner
HIGHLIGHTS

Cary Walgamott
VP Industry Affairs

 Our Airlift/Tanker Association’s 
48th Annual Convention and A/TA 
and Air Mobility Command Sympo-
sium & Technology Exposition will take 
place at the Gaylord Opryland Resort & 
Convention Center in Nashville, Tennes-
see, 27-30 October 2016. Our theme for 
2016 is: “America’s Mobility Force: Forged 
Through Alliances, Partnerships and 
Teamwork!”
 We are planning for another excellent 
convention this year. We will have suf-
ficient exhibit space available for our Air 
Mobility Technology Exposition that will 

provide exhibitors with a knowledgeable and enthusiastic audience 
that is sharply focused on specific mobility issues. This is the place 
for you to showcase your services/equipment and interact with the 
individuals who establish requirements as well as build, operate, 
maintain and make decisions, on airlift and air refueling aircraft as 
well as related systems for USAF. 
 Exhibit Packages with infor-
mation on how to apply for this 
year’s convention have been 
emailed to Industry Partners, In-
dustry Supporters, Government 
Supporters and Pro Bono orga-
nizations. If you did not receive 
an Exhibit Package and desire to 
participate, please send me a note 
at IndustryVP@atalink.org. In ad-
dition, you can review the most 
current information on exhibitor 
registration, floor space layout, 
and related information on the 
A/TA website at http://atalink.org. 
Just click the Convention Tab for 
general attendance information and then click the Exhibitors Tab 
to see the exhibiting overview. Next, click on the exhibitor package 
top tab to review all the related documents. 
 We are always looking to expand our program and increase our 
number of exhibitors. If you know of any companies or organiza-
tions that might be interested in showing their products or services, 
please let me know.
 This year’s Convention, Symposium & Exposition is lining up to 
be one of the best to date! We look forward to teaming with all of 
our loyal industry supporters once again. Hope to see you all in 
Nashville!
 Cary Walgamott

“This is the place for you
to showcase your

services/equipment and
interact with the

individuals who establish
requirements as well as 
build, operate, maintain

and make decisions,
on airlift and

air refueling aircraft
as well as related systems

for USAF.”

Thank you all for your support!



 Although we dedicated air mobility types love our aircraft, 
even we have to admit that cargo aircraft don’t exactly elicit 
thoughts of speed and sleek design. To us, “high performance” 
usually relates to payload capability. But in 1931, the fastest air-
plane the U.S. Army Air Corps owned was not a fighter, or even a 
bomber, but a transport, the Detroit-Lockheed Y1C-17. 
 The late 1920s was the height of the “Golden Age of Aviation,” 
with record-breaking flights and aeronautical innovations com-
ing at a dizzying pace. One of the stars of this golden age was the 
revolutionary Lockheed Vega. At a time when aircraft construc-
tion generally meant two wings and a wood or metal framework 
covered with fabric, Lockheed designed a high-wing monoplane 
with an innovative molded wooden monocoque fuselage. The 
Vega’s speed and range immediately outclassed everything else 
that flew, and she became the preferred mount for many record-
breaking aviators of the time.
 The United States Army Air Corps watched the exploits of the ci-
vilian Vegas with envy throughout the late 1920s and early 1930s. 
Finally in 1931, despite the meager congressional appropriations 
of the day, the USAAC acquired two Vegas of its own for evalua-
tion as fast “command transports.” However, these were not stan-
dard Vegas. Seeing a chance to expand into a new military mar-
ket, Lockheed had partnered with the Detroit Aircraft Company 
and offered its new “Duralumin” metal fuselage version of the 
aircraft. The first aircraft was given the designation Y1C-12 (the 
first service prototype of the Army’s twelfth cargo design). It was 
attached to several squadrons for service testing, but was not par-
ticularly well liked by pilots, and was scrapped in 1935. 
 The second aircraft was a horse of a different color, being con-
figured as a special “Speed-Vega.” Besides the all-metal fuselage, 
special attention was paid to streamlining. A low-drag wire-
braced landing gear with wheel pants replaced the normal strut 
gear and open wheels, along with a smaller faired tail-wheel. The 
standard 450hp engine was replaced by a supercharged 600hp 

Pratt & Whitney Wasp R-1340-7 radial, enclosed in an N.A.C.A. 
cowling. These upgrades resulted in a 221mph top speed, which 
made her the fastest plane in the Army inventory, and resulted in 
a new designation as the Y1C-17.
 To test its new speedster, the Army decided to garner a little 
publicity for itself by attempting to set a new west-to-east non-
stop transcontinental record flying from Long Beach Field, Cal-
ifornia to Roosevelt Field, New York. The pilot chosen for the 
flight was Captain Ira Eaker, who oversaw the careful prepara-
tions for the flight. The standard six-seat interior was replaced 
by auxiliary fuel tanks carrying 486 gallons, and an attempt 
was made to squeeze out every bit of speed, even going so far as 
to remove the door handle and streamline the hinges. On the 
morning of 10 March 1931, the Y1C-17, resplendent with her pol-
ished aluminum fuselage, yellow wings and tail surfaces, red and 
white striped rudder, and white wheel pants, sat ready at Long 
Beach. She was carrying a load one thousand pounds more than 
her own weight. After warming up the powerful Wasp engine, 
Eaker twice tried to get the heavily laden Y1C-17 off without suc-
cess. Just as it was looking hopeless, a helpful wind came up and 
allowed him to get airborne on the third try. The Y1C-17 sped 
eastward through the night at an average groundspeed of 240 
mph and was well on its way to breaking the record, when di-
saster struck. Over western Kentucky, a little over seven hours 
into the flight, a blocked fuel line caused the engine to suddenly 
quit. Although he was able to make a successful dead stick land-
ing in a farm field, the aircraft nosed over in the freshly plowed 
ground. Captain Eaker was unhurt, but the beautiful Y1C-17, 
with only 33 total flying hours on the clock, was not so lucky. 
The airplane was recovered and returned to Wright Field, Ohio, 
but was never repaired. In the end, the only record she set was for 
one of the shortest operational careers of an Air Corps airplane. 
Her pilot, however, went on to achieve legendary status as one of 
the architects of airpower.  

AIR MOBILITY

DETROIT-LOCKHEED Y1C-17 SPEED-VEGA

Air Mobility Classics is a recurring feature contributed by Lt Col Douglas H. Lloyd, USAF Ret.
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