








LTAS 66th Annual Banquet

On September 29, the Lighter-Than-Air Society held its
66th Annual Banquet and Silent Auction. This year’s event
was held in conjunction with the Naval Airship Association
Reunion & Conference.

Bryran and Theresa’s daughters, Tiffany Wehr, left, and
Emily Yonkers, right, joined their mother Theresa,
center, in accepting the Ren Brown Lifetime achievement

award at the join LTAS and NAA banquet.

The Theresa and Bryan Rayner Family were recipients
of this year’s P. Rendall “Ren” Brown Lifetime Achievement
Award. For years Bryan Rayner (1957-2013), his wife
Theresa and their daughters have brought the history of
the U.S. Navy rigid airship USS Shenandoah (ZR-1) to the
public. They honored the memory of the men who served
aboard the airship, which crashed near their home town
of Ava Ohio, by organizing commemorative, community-
wide events that have drawn national attention. They
have created a unique mobile museum inside a camper,
where they display and interpret a large array of artifacts
and photographs. They have also helped to maintain and
improve signage, the appearance and access at the major
Shenandoah wreck sites in Noble County.

The guest speaker for the occasion was Jerry Copas,

a balloonist and author of 7he Wreck of the Naval Airship
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USS Shenandoah. Mr. Copas spoke about the crash of the
Shenandoah from his unique perspective as a balloon pilot
who has flown over the area where the airship encountered
severe weather leading to its crash. He shared his experience
with the weather patterns that prevail in the area, that
make lighter than air flight challenging. He also shared
how current technology allows for prediction of weather
that could have prevented the crash, had it been available
in 1925.

The silent auction was highlighted by a blimp ride for
two, donated by the Goodyear Tire and Rubber Co. and
a round of golf at the world-famous Firestone Golf Club’s
South course, courtesy of ChemStress Corp. In total,
between the auction and several donations, The Society
4,500.

L e -

Above: LTAS member Hendrick Stoop shows Art
Paulson the detailed virtual tour of the Graf Zeppelin II
that he has developed.

Below: Theresa Rayner enjoys HendricK’s virtual Graf
Zeppelin II tour using his Oculus head-set for the full

immersion effect.

Left: Joining guest speaker and author Jerry Copas at the
banquet were Julia Hunt, granddaughter of Shenandoah
Commanding Officer Lt. Cdr. Zachery Landsdown and
Wick Elderkin Grandson of Navigator Lt. Authur Haughton.



100 Years Ago in USN L'TA

A varw of 8 Septh charos suspended clow tha peat of & Wiorkd War I-ara B

The USNI recently ran this photo and caption on the
closing page of PROCEEDINGS for September 2018:

The late LTA guru Dr. Dale Topping lamented that
in any given book or publication about LTA, at least
one photo will always be mis-identified. We often offer
gently worded guidance to well meaning LTA-inclusive
media to help over previous hiccups, but we are
respectful, since we too have to recruit from the human
race, and allow too many typos to count. While we LTA
nuts realize the photo contains neither a seat nor a depth
charge, we held off telling USNI it’s a North Sea, the
engineman did not rate a seat, and that is a bumper-
float for alighting on the water. (In the meantime
their October issue carried a reader’s comment that
he thought the photo might be a “C-class or possibly
a D-class,” while the magazine’s editors responded that
captions usually come from information on the photo,
sometimes written in by the donor.)

On the off chance the USNI might have been in
possession of an image of the long-lost NS-14 that was
purchased by the US Navy but not believed to have
been flown in the U.S., we got in touch with our UK
comrades-in-arms to hopefully offer USNI more details.
Ed. wrote Dr. Giles Camplin, Editor of DIRIGIBLE,
and Nigel Wells, Vice Chairman, Airship Association:
Hi Giles & Nigel, PROCEEDINGS just arrived with
this photo as its “parting shot.” Is there anything in the
photo, like the mechanic’s watch cap, that would i.d. it
as flying in the UK, in the vain hope this could be an
image from the NS brought back to the U.S.?
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Brian Turpin responded, “The ship is North Sea
3 after it was modified to the design of Flt Cdr ].S.
Wheelwright. The officer leaning out of the window
of the control car is believed to be Lt Cdr G.H. Abell,
who with Wheelwright, was responsible for the design
of the modified control and power car. The power car,
which in this ship was attached directly to the end of
the control car, had two flotation bags underneath and
landed on the water on a number of occasions.

NS 3 was based at East Fortune from July, 1917,
and was modified there over the winter of 1917 - 1918.
After successful trials and acceptance by the Admiralty,
NS 3 continued to fly from East Fortune until the night
of 21 - 22 June, 1918, when in appalling weather she
crashed into the sea with the loss of half her crew of
ten. However, the new design was used successfully on
several other North Sea airships. The men are:
WHEELWRIGHT, John Sylvester DSC;

Born 25/7/1885 Burnt Oak Farm, Edgware, Middlesex.
Died 22/5/1962.

ABELL George Henry Engineering Officer OBE
19/3/19

Concerning the NS sent to the USA, the Aircraft
Record card is for NS 14, built at Kingsnorth in late
1918 with Wheelwright modified cars. She made flying
trials on 14 December, 1918, and was then deflated and
shipped to the USA. Her subsequent history is a bit
hazy but this is what I have:

-Packed up and shipped to America for US Navy, 22
April, 1919.

-Given Navy Bureau serial number A5580.

-Sent to Wingfoot Lake N A S, Suffield, Ohio, for
evaluation. Arrived on 17 May. Not inflated.

-On 13 December, transferred to Hampton Roads,
Norfolk, Virginia. Arrived on 30 January, 1920.

-Turned over to US Army 22 September, 1925.

-Stricken from the Navy List 28 January, 1926.

So far no records have come to light to determine
whether this ship was ever inflated and flown in the
United States. I would be interested to know if NS 14
was ever flown in the US.”

Art Lewry also responded to add, “Notice the fact
that the RR Eagle engine is level with the control car
and the struts are actually coming out of the car. The

airship is the Wheelwright/Abell modified N.S.3. That
is Lt Abell standing on the platform. We could probably



narrow down the date to May/June 1918 on patrols
or experimental flights over the North Sea. The photo
appears in Brain Turpin’s upcoming book.”

Interesting to note that the RR Eagle engines worked
really well in this set up as the propellers were direct
drive from the crankshaft. As you know, the extension
shafts, universal joints and bearings on the early NS-
Class airships were very problematic.

Alastair Lawson added, “They are in fact floats for
the rear of the ship, to support the engines as a form of
undercarriage. I've heard people mis-interpret them as
fuel tanks, but those were of course held in the tri-lobe
part of the outside of the envelope and can often be seen

on the earlier NS ships.”

Ed. responded with thanks to all and, in searching
for an North Sea airship photo to show the whole ship,
thought to ask: (attached) I doubt NS 8 here was carrying
huge double flags because Americans were training
aboard that day, but rather something more important
- perhaps the eleventh hour of Nov.11? Would make a
nice 100th anniversary note if anyone has the story.

Art Lewry quickly responded, Yes, definitely
something MUCH more important. NS 8 was flying
over Chelsea Stamford Bridge football ground, while a
baseball match was held between the US Army and US
Navy teams on 4th July 1918. There is an account of the
game in the 1919 Spalding Baseball Guide. “An historic
celebration of July 4th by the British. The first time British
King and Queen recognize celebration of American
Declaration of Independence. First pitch thrown out
by King George. Significant and historic Baseball Game
that was widely covered globally at the time, and has
since been heavily documented and published in books.
Hall of Famer Herb Pennock pitched for the Navy team
which was captained by his Red Sox teammate Mike
McNally. Ed Lafitte, Detroit Tigers, pitched for Army.
Navy won 2 to 1. Arlie Latham, New York Giants,
was the umpire. The first pitch baseball was signed by
King George and ultimately presented to President
Woodrow Wilson. A young Winston Churchill was also
in attendance.”

Video record:
hetps://www.britishpathe.com/video/
VLVAE4X022PXONZVNAIA8H51I099CD-
KING-QUEEN-WATCH-BASEBALL-GAME-IN-
CHELSEA/query/Watch Q
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Obfuscation via Classification... and Prejudice
Submission to the 2017 USNI History Essay Contest
By R. G. Van Treuren

Anyone who has ever worn the uniform knows
the official log isnt always the gospel truth about what
actually happened. With later evaluations dependent on
the original scribe’s penmanship or human recollection,
and subsequent revisits limited by study parameters or
outright bias, one has legal right to be suspicious of many
published histories. In the record of Anti-Submarine
Warfare (ASW), one must also consider its shadowy
nature, i.e. a sensor blip disappearing, or a visible target
submerging, doesn’t guarantee victory. ' To that, add a
maniacal obsession with classification even decades after
the actions, and it’s small wonder the published records
of Lighter-Than-Air (LTA) craft in ASW are, to be kind,
incomplete.

Visitors to the Naval War College Museum seeing a
streamlined 1919 artifact are surprised to learn it is an
underwater microphone towed by a hydrogen-filled
B-type airship. Classified until forgotten, twenty years
after the towed microphone’s perfection, “the prototype
K-2 patrol blimp of 1939 had not been designed for any
specific tactical uses, carried no detection devices originally
except the human eye, and no armament.” ? Therefore,
one can appreciate an accurate history could have done
(and would continue to do) more than just award credit
where due. It’s worth a second look.

For many, Rear Admiral Samuel Eliot Morison’s
15-volume History of USN Ops WWII is the basic ASW
reference. In his Volume One: The Battle Of The Atlantic,
September 1939 — May 1943, he sets his tone for LTA by
writing, “An important if relatively ineffective component
of the naval air arm was the lighter-than-air dirigible,
the so-called blimp. Most naval officers, in view of the
rapid development of planes, were very skeptical of these
handsome sausage-shaped airships.”

Elsewhere, Morison calls out three supposed blimp
“failures,” evidently not realizing all were from the same
un-named squadron (Glynco’s ZP-15) within weeks of
each other. As had airplanes, blimp K-74 did lose a gun
battle with the surfaced U-134, but Morison muddles
those details > — even to the Command Pilot’s name —
obviously unaware they damaged the sub. Morison
separately laments, “The writer has spent a good deal of
time talking with lighter-than-air advocates in the Navy,
and even went on one patrol out of South Weymouth
to find out how they operated; his somewhat gloomy
conclusions as to their usefulness were reluctantly reached
after much cogitation.”

Yet in a flip-flop, elsewhere Morison praises what was
actually ZP-51: “The Navy blimps at Edinburgh Field,
Trinidad, were useful escorts for the bauxite route, and
for covering other convoys while forming up the Gulf of
Paria.”

Yet again elsewhere, Morison states even more
emphatically, “But most naval officers regarded them as
inferior to planes for area patrol and worse than useless in
convoy coverage because they could be sighted by a U-boat
even further away than the most smoke-careless freighter.”
(Emphasis added.) This is the same historian who in
another volume wrote, “It is certain however that the
blimps contributed to seagoing morale. Merchant seamen
standing out of New York in slow transatlantic convoy with
every prospect of nasty crossing, felt somewhat assured
to see a stately blimp flying overhead. The crews of the
bauxite shuttle ships between Trinidad and the Guyanas, a
route for which no surface escorts could at first be spared,
are said to have threatened mutiny unless they were given
protection; they were afforded blimp cover all the way and
the men were satisfied... There is nothing like a blimp to
make a convoy feel easy at that critical moment.”

' Coast Guard aviation was credited with a single U-boat kill; its
Wigeon crew was decorated, their airplane enshrined in NMNA;
but the remains of U-166 were stumbled upon decades later -
hundreds of miles away. More famously incorrect was the inspiring
“Sighted sub, sank same!” In spite of a battlefield commission, etc.
it had not actually happened that way.

2VADM C. E. Rosendahl, SNAFU: 7he Strange Case of the
American Airship, ISBN 0-9725423-5-3. He credits one brilliant
young officer with many electronic innovations brought to the

20

K-ship during 1942-43, but refuses to identify the man for fear of
tainting his professional career with the LTA stigma. This officer is
simply “Lieutenant X” in the book.

> Morison’s footnotes for the K-74 vs. U-134 action show sources;
one is “A/S [antisubmarine] Action by Aircraft 21 July 1943”
which indicated Morison had a copy of that standardized report
form normally only found in the classified Tenth Fleet Records.
How that particular form was copied without a “Secret” stamp -
even this writer had seen one - is not known.



Morison’s  self-disagreeing “gloomy  conclusions”
also include naming but one squadron (“ZP-30,” which
never existed), and describing that, once onto a sub, the
airship would be “following it under water with some sort
of magnetic device... ” (in fact the MAD chart needle
would swing only if passing directly over a ferrous object
in its depth range). Morisons tone suggests airships
were employed in utter desperation “...
the U-boats looked like winners the Navy dared reject

at a time when

nothing that might contribute to eventual victory.”
Unlike most authors who fail to mention airships while
simultaneously utilizing photos taken from their stable
vantage point, in the final American U-boat action,
Morison states the blimps launched “some rockets,”
avoiding the uncomfortable admission those contact
bombs were the last hits inflicted on a sub in American
waters. Morison’s most absurd suggestion is “the company
that manufactured them was influential... ” when in fact
it remained at the lowest material priority,  the assembly
line starved for materials after only 134 K-type airships
were completed.

Postwar, LTA advocate VADM Charles E. Rosendahl
retired but was not idle as Morison composed. His
young colleague LT J. Gordon Vaeth dutifully typed
up airship squadron histories from logs, taking care to
prepare a ‘contacts and attacks’ list separately, assuming
it would need a higher level of classification. Rosendahl
then dispatched Vaeth to Europe. > Unable to access still-
classified 10th Fleet records or even mention Enigma
decoding, Vaeth found British intercepts free for the
asking. Before his visit was cut short by illness, Vaeth
was able to locate eighteen U-Boat records mentioning
“Luftschiff, Zeppelins, Parsevals,” including five in which
the submarine reported airship attacks. ¢

Rosendahl likely felt the Navy could not be trusted to
investigate, let alone produce, an LTA-intensive history.
As time went on, he took on this job himself; he titled
his work in progress Lest We Forget: A History Of US
Navy Airships In WWII. Various surviving drafts of his
manuscript show building on Vaeth’s finds, accessing
twenty-four U-Boat records showing forty-five dates with
airship entries. His oldest combat discovery was K-6’s

attack on the U-99 of 12 MAR 42, locating a German
report of the damage sustained 7 and corresponding with
the blimp crew. Rosendahl shared his K-6/U-99 discovery
at a Lighter-Than-Air Society banquet, subsequently
written up in their newsletter Buoyant Flight. This

revelation went unnoticed by later authors - even though
it is actually WWID’s first attack on a U-boat in American
waters by aircraft of any kind.

in 1947, which sent
Rosendahl into specific research on each of the

Morison published first

three blimp escort “failures” cited therein. Detailing
K-74/U-134 and proving Morison incorrect in the
K-45/U-66 and K-34/U-66 cases, Rosendahl possibly
lost steam in pursuing K-34/U-107’s case, and offers
nothing to suggest something was not right about the
“accident” of ZP-11’s K-14. Later Rosendahl admits the
larger body of work was never completed, noting it has
“...not been included herein many of the reported but
unverified airship contacts and attacks on submarines...”
and publishers passed on it.

There may never have been further public discourse
had it not been for a USNI reader submitting two “K-74
wreck” photos for Proceedings’ January 1958 issue. Finally,
more than a decade and a half after the combat, the crew
of the K-74 received commendations for having damaged
and driven off the U-134. Commander Nelson Grills was
awarded the DFC. Back-page news, a notice appeared in
Navy Times. No one even noticed the single airshipman
generally cited lost as a result of enemy action had not
even received his purple heart. ®

* Goodyear President Paul Litchfield had lamented in 1943 that
“...we have no official knowledge as to the preference rating group
in which our airships are carried, yet it is quite obvious that this
group rating must be very low.”

> NAS Lakehurst newsletter for 3 APR 46 reports, “With his
destination London, England, Lt. Gordon Vaeth will board an
American Airlines plane tomorrow...
months of research and study of LTA material in Europe.”

¢ Long thought lost, this list was divided between two The Noon
Balloons: #33 of JAN 94 and #34 of APR 94

will return after several
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7 “U 94 went to the bottom where damage report showed its port

electric motor stopped, blocked stern planes and echo depth gauge
out of order.” (Rosendahl, History of USN LTA WWII) Its damage
was roughly similar to an embarrassing “friendly fire” incident that
same month in which TC-13 bombed the USS Gato (SS-212)
which then had to be drydocked for repairs

8 Doctoral candidate CWO Anthony Atwood not only delivered
the award to Isadore Stressel’s family, but his dissertation remains
the absolute definitive word on the only LTA ASW attack the US
Navy acknowledges to this day



The Naval Airship Association was incorporated
in 1984 but stories told by veterans at their reunions
weren’t researched. Finally in 1986 the Navy Historian’s
office published Kite Balloons to Airships: The Navys
Lighter-Than-Air Experience, introducing its astonishing
admission blimps had damaged two other U-boats. * Of
course, no details of those two previously undocumented
damaging attacks were included.

J. G. Vaeth, with his books, numerous articles and
Congressional testimony about LTA, had become its
beloved elder statesman. In 1992 the USNI published
his Blimps and U-Boats. Vaeth drew from the squadron
histories he himself had written, detailing some examples
of encounters ignored by general histories, particularly
Morison. Inexplicably, there is no mention of the
contacts or combats Vaeth himself had found in 1946.
Furthermore, Vaeth reached the new conclusion that “no
losses under blimp escort” was actually violated once, in
the severe damage to the Persephone, 25 MAY 42. 1°

LTA wasn’t just a career killer in the Navy. It became
journalistic poor taste to defy Morison to even suggest
blimps’ record on offense should be re-examined. William
Althoff would summarize in his Sky Ships: “The raw
fact was that no enemy submarines had been sunk by a
nonrigid... Following the Second World War the different
constituencies of the American military establishment
began to promote their respective wartime achievements.
Within the Navy, carrier aviation would dominate
postwar naval policy and, thus, navy politics. The airship’s

? Following a later discussion with its editor, Roy Grossnick, this
writer has concluded the well-illustrated official history, which
freely admits it could not be a complete account of WWII LTA,
drew upon the formerly secret 1951 10th Fleet data dump, the
updated K-74 account, and History Center records.

19 Rosendahl had already addressed this case decades earlier,
mistakenly assuming the freighter had been sunk; his research
showed the K-4 was actually 20 miles away when the U-593’s
torpedoes hit Persephone.
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contributions were practically ignored. Essentially a
defensive weapon, the nonrigid lacked the glamour of
the more established naval hardware — surface ships and
aircraft made famous by four years of global conflict.
Published accounts of the Battle of the Adlantic seldom
mention the airship. Even ‘official” histories of the war at
sea tend to neglect its contributions. Moreover, poorly
prepared for war and comparatively low among budgetary
and material priorities after Pearl Harbor, the program
was deprived early on of the highly specialized equipment
and development attention which might have produced
more dramatic combat successes.”

Unsurprisingly, some veterans were not satisfied
with publishing to that date. One former pilot, Walter
Swistak, released his memoir, Blimps, Balloons and
Bombs, in which he described his crew briefly spotting
a conning tower and attacking with depth bombs, only
to have two additional blimps fail to sink it with their
full salvos. Another, Walt Ashe, typed up his recollections
which included the wartime R & D ship, K-91 out of
NAS Lakehurst, testing a developmental homing torpedo
before it was perfected for use by ASW airplanes. ' K-72
pilot James Hughes showed us his log entry for 18 APR
45, encircled “sub attack,” in which he related they had
launched a homing torpedo against a sub contact whose
sound they localized with their sono-bouys. Too many
others went on to their reward before even giving our
volunteer team an interview, or, as discovered later, left a
memoir without mentioning their combat involvement.

About that time it dawned on this amateur historian
that it might be possible to find the other side of the combat
story - if the U-boat survived. With the luxury of knowing
Persephone’s attacker, we purchased copies of U-593 log
pages, which reported the sub lying about the Barnegat
buoy that late May morning. Skipper Kelbling noted ship
traffic and air patrols, and pickled off four torpedoes at
tempting targets. All missed. Several hours later, he logged
sighting a “single 6,000 ton tanker.” He'd spotted the SS
Persephone, and obviously not displaying his periscope
any longer than necessary, he did not appreciate the tanker
was actually part of a loose convoy of ships — nor did he
note any escort. U-593 fired two torpedoes then turned
tail to make off at highest speed. Only afterwards, when
he chanced a look back to check for pursuit, does he note
an airship. Correspondence with the K-4 command pilot
verified Rosendahl’s assessment: the K-ship crew had not
been assigned to protect the merchantman, but while on

' Ashe’s account of a Marine guard posted on the K-91 with the
then-secret torpedo aboard was independently verified by the
K-91’s crew captain, rigger Hepburn Walker, Jr. ‘Hep’ recalled one
test in which an old sub cruising as test target was actually struck by
the unarmed developmental torpedo.



patrol theyd spotted the torpedo’s explosion plume and
rushed to the area.

Vaeth sent us his congratulations, but the experience
convinced us there were grounds to suspect the published
histories were incomplete, that the veterans were not just
embellishing war stories. The USNI kindly published this
writer’s call for action. !> While that article failed to attract
an empowered person, several veterans then came forward,
including noted pilot “Ace” Culbertson, a DFC winner,
with stories of their own.

Sifting through published histories to find K-14’s
possible opponent - Clay Blair’s two-volume U-boat opus
came out in paperback about then, in which Morison
was referenced - we wrote Cuxhaven’s U-Boat Archive
concerning subs near Maine in July of 1944. They lead
us to a U-233 survivor living in South Carolina, who lead
us to the Caprtain of the only other U-boat (107) in the
area - but not, as he explained, off Bar Harbor the night
the K-14 was downed. The U-107 captain did, however,
remember being attacked by “luftshiff” (he did not know
the word “blimp”) off Georgia in 1943. Wholesale writing
to anyone or organization who might have information,
a tip from U-boat expert Jeurgen Rower reinforced the
validity of the combat. (It had even been on Vaeth’s 1946
list and was a Morison “failure.”) Though the details did
not seem make sense, we ran all we knew in the NAA
newsletter. Bingo - a blimp pilot recognized the Georgia
story as his own. We were very proud to initiate a brief
correspondence between former rivals K-34 command pilot
Ensign Jack Hely IV and U-107 skipper Kapitinleutnant
Volker Von Shimmermaker. ' We correctly suspected
such improbable planets would never be so aligned again.

12 “An Effective Umbrella,” R G Van Treuren, Naval History, June
1998. Its cover-story case remains the deepest mystery.

13 “Georgia Draw,” R.G. Van Treuren, Naval Aviation Museum
Foundation, Vol. 21 #2, Fall 2000.
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Another Naval Historical Center visit got us a few
issues of the 10 Fleets house organ, U.S. Fleet Anti-
Submarine Bulletin, the so-nicknamed “Yellow Sheet”
which rarely mentioned LTA. Its April 1945 issue verified
Walt Swistak’s otherwise unaccredited three-blimp action
against one of those “last-ditch” U-boats sent to America.
It also listed the 10™ Fleets rating system, ranging from
A’ (sunk) through ‘F’ (insufficient evidence of damage)
through ‘H’ (insufficient evidence of a sub present), etc.

Such small puzzle-piece fittings had been our only hope
until an economy move by the Clinton administration
declassified older materials, including the 10" Fleet
records. Retrieved from the damp Navy Yard basement
where their gummed envelopes had gradually sealed
themselves, their new custodians at the National Archives
sought to build a finder’s aid ' for the debriefing reports,
transcriptions, MAD charts, follow-up correspondence,
photographs * and other given materials from individual
cases, each in a 11 X 17 manila envelope bearing nothing
more than a number stamp on its upper right corner.
(There are some 9,000 packets.)

Our first slugfests blundering into that featureless
morass armed only with some target dates revealed most
packets contained a large (roughly 8 x 10) card, stamped
with the same number as its materials envelope, and then
“punched” — notches cut in its sides — corresponding
to various key ‘field’ codes. Each card, about 80 pound
thickness-weight, could also be inserted directly into a
typewriter to add an easily read summary. One morning’s
pull of mostly late July 1943’s packets yielded #3795,
K-74 vs. U-134, the only combat officially recognized,
unashamedly rated ‘G’ (miss). '® Likewise, we located
Rosendahl’s discovery, K-6 vs. U-94, #255, also rated
‘G, neither case updated that those subs were damaged.
Since both sides had matched in K-3/ U-432 we expected
another ‘G’ rating there, and in the K-34/U-107 case ' as
well, but have never found either packet.

1 Tts first page reproduces a 1945 memo detailing a requested data
dump yielding 90 (!) line items for LTA, most rated ‘H’ (not sure).
15 K-ships commonly carried a large format still camera [see photo
print with number plate visible] Photographs from a few 10th Fleet
cases carried their number and appear to have been filed in the
NARA Still Photo Branch; however, these numbers listed in their
photo card file cannot be found by NARA custodians to date.

¢ The radio intercept from U-134 was located, showing the
decoding/interpreting yeomen mistranslated the German word
Luftschiff to read “flying boat” twice. Eventually lined through and
“blimp” penciled at an undetermined time later for that famous
action, one wonders how many times that same mistranslation
was made - or if any such others were even discovered, let alone
corrected.

17 Jack Hely even remembered his de-briefer as being the son of the
SAG commander, LT John Ames.



We discovered why the official history’s referenced
1951 data dump had listed two possible damaging
attacks: #844 and #884 had been rated with the coveted
‘E> (probable slight damage), the highest rating awarded
a ‘code 36’ (airship) notched card. Setting the criteria to
exclude ‘F’ and below, they had missed the only combat
the Navy acknowledged. They had even missed K-17’s
double attack, '® originally rated ‘F’ but penciled in as ‘E’
when U-156 was sunk nearby days later. ¥

Eventually our effort benefited by an absolutely
genius conversion of the 10™ Fleet data into a spreadsheet
program, instantly allowing isolation of cases coded 36’
in numerical order, by CAPT Jerry Mason, USN (Ret).
There we learned of the translated Kriegstagebiicher (KTB)
- War Diary, and easily found entries concerning airships.
Finally, CAPT Mason kindly lined up and translated
available U-boat logbooks until most every known sub
reaching waters under blimp patrol could be scanned. '

When attacker and defender sides of the stories match,
we think it’s time to revise the official history, period. But,
then what? As with K-6 and George Lee, authorities have
not commended Jack Hely and his K-34 crew for fighting
off the U-107 to save the merchantman Albert Gallatin,
or Bill Peeler and crew bombing U-432 to allow salvage of
the Kronprinsen. The K-14’s Board of Inquiry conclusions
are still incompatible with witness testimony * and
aerostatic law, and its minority report remains classified to

18 10th Fleet #2625 and #2656; attack also mentioned in ZP-51
history.

19 Apparently the only case of a ‘code 36’ card upgrade, new cards
were not cut, so the 1951 dump missed them.

20 heep://www.uboatarchive.net

21 Obvious exceptions were post-JAN 45, including late boats sent
to the US maintaining radio silence and then lost, such as the boat
targeted in Walter Swistak’s three-blimp attack, 10th Fleet #7789.
Dead men tell no tales.

22 Alex W. Moffat, CDR USN (Ret.), A Navy Maverick Comes Of
Age, Bantam Books, 1977, relating fishermen feeling concussions
in their boats at sea and witnesses ashore secing tracer fire: “It
was obvious that the court wanted no record of any sub attack in
those waters. At the hearing they admitted no evidence except that
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this day. Even the most well-heeled undersea adventurers
have shown no interest in relocating the U-boat found off
Norfolk during the 1968 search for USS Scorpion to see if
Jim Hughes and his K-72 crew torpedoed it there where
they claimed, supported by 10™ Fleet #8343. And on the
flip side, we've not been able to figure out which airship
bombed the U-185 off Cuba. #

Due credit aside, there is a larger lesson here than the
old argument of a troopship saved is worth more than
two sunken U-boats. We've not discussed the inexpensive
blimp’s defensive bang for the buck. At peak strength there
were never more than 120 operational airships, covering
tens of thousands of square miles on two coasts - yet one
sub skipper complained, “Every time I raise my periscope,
an airship is there!” Three different U-boats off Cape
Hatteras noted an airship on different days... thankfully
not realizing they were the same blimp, the K-5, the only
one we had there at the time. We have no idea how many
times subs crash dove when their radar detectors went off
as blimps were just out there radiating on night patrol. You
can easily detect a certain pride when Grand Admiral Karl
Dénitz radioed: “U134 after being attacked by bombs and
gunfire, shot down an attacking airship on the night of
19 July in DM 5216. It attained by that the first success
of this kind in the war.” Dénitz’s Current Order No. 41
of Oct. 1943 % actually overstated airship capabilities,
naively assuming the Americans could not have been so
bureaucratized as not to employ equipment and techniques
demonstrated back in WWI.
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obtained from interrogating the survivors. It would not even accept
in evidence the written statement of the technicians that they found
many bullet holes in the fabric... When the bag was spread out on
the field they were able to determine that the bullets entered the bag
aft of the car and exited at the top amidships.”

2 The airship attack was logged, radioed in, reported by its survivors
when later sunk; even Morison had noted it.

24 Tt translates: “Air patrolling of American waters is for the most
part carried out by semi-rigid airships called “Blimps.” Length 74
m., 2 engines, maximum speed 120 km., maximum range 3200
km., armament: 2.5 or 3.7 cm guns, bombs and depth charges.
They can carry on a cable, underwater detection gear. In calm
weather they can alight on the water.”



Even if one cannot accept airships damaging or sinking
subs, the take-home lesson is this: In two World Wars, an
airship in periscope view certainly shut down the plan to
attack, changing the focus of the hunter to that of his own
survival. While Americans treated LTA as “poor relatives,”
in August 1942 Grand Admiral Donitz admitted to a
German audience, “It cannot be denied that even the
small ‘Luftschiff’ have a certain effectiveness, in defense...”
and wrote to J. G. Vaeth postwar, “the American ‘blimps’
were very disturbing to German U-boat activity.” #

You can sense the concern of U-571s Helmut
Mohlmann, “While scanning the horizon, I discovered an
airship on the port beam (south) flying a zigzag course.
It was apparently looking for U-boats between the 20
and 200 meter line. Because of the clear blue water, I
did not like the air-ship which would soon be over me.
I turned tail and went to deeper water.” You can sense
the frustration of U-69’s Ulrich Grif after being dogged
by “a Parseval bearing inscription ‘U.S. Navy”” most of
a day and past midnight, finally recording, “Surfaced.
Airship out of sight. No point in pursuing convoy as it
had a 50 mile lead. Batteries nearly exhausted.” Likewise
U-66’s Friedrich Markworth, with several merchantmen
to his credit that cruise, logged, “Active airship protection,

secure from General Quarters.”

» Rosendahl’s research accessed Nuremberg trial timeframe materials
showing Reichsmarschall “Goering also stated his impression that
our lighter-than-air development and production during the early
days of the war ‘were hampered by high Navy circles.” He was sure
this lack of interest also precluded any too widespread use of blimps
against their submarines and, he added, they were relieved that we
failed to do more along airship lines than we did.” Weeks before
V-E day K-ships were finally on their way to England to counter
new Nazi sub threats appearing in the closing months of the war.
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So ultimately unpunished were our Government’s
blunders of ignoring aeronautic experts' recommenda-
tions and previously proven technology, ** slow-walking
an inexpensive 1936 simplistic design for production,
then waiting until the final weeks of the war to equip a
precious few airships on the “robot bomb patrol” with so-
no-buoys and the homing torpedo. Such errors have gone
unnoticed in part because the Unterseeboot was basically
a plunging boat, with limited time and speed underwater.
Their “anti-escort” homing torpedo and battery advances
were blessedly too little & late developments. Also un-
derappreciated is that, after a few battleship and aircraft
carrier early successes, the U-boats instead concentrated
on cargo and petroleum-filled hulls defended by Armed
Guardsmen naively placed aboard to die with the other
torpedo victims, the goofy Q-ships being no exception.
Most important, the eventual defeat of the U-boats was
heavily dependent on being able to read every word of,
and home in on, transmissions to and from their micro-
managing radio-chatty Commander. ¥

Consider that we built an ASW “destroyer” vessel
christened USS Jacob Jones (DD-61) which was torpedoed
and sunk by the U-53 on 6 DEC 1917, with loss of sixty-
four men. We christened another destroyer USS Jacob
Jones (DD-130) which was torpedoed by U-578 on 28
FEB 1942, % both without homing technology. We might
be called naive to assume a newer “destroyer” would be
anything more than another target hull in the water % for
a modern low-ferrous hull, ultraquiet hydrogen-powered
submarine armed with long range 100+ knot smart
torpedoes.

26 Recommendations of the Durand Committee in 1936 have been
ignored to this day. Innovations called for in the 1935 BuAer memo
proposing a ‘K-2’ to fix the problems of the cobbled-together K-1
were set aside along with any and all rigids’ technology, such as
robust monocoupe aluminum hulls fire-safe with hydrogen, a
small prototype flying with helium 1929-1940. Nothing much
came of Congress authorizing “200 airships of any type, to be built
immediately” in June, 1942.

7 Allies also got a break when the Japanese largely failed to exploit
their submarine force with its advanced torpedoes. While the US
could decipher “Purple,” and despite some claims and 10th Fleet
case files, we've found no record of an I-boat surviving an airship
encounter (if there were any). Leadership refused to have airships
further West than the Farallons, even to help with deadly mines in
the Sea of Japan ( K-ships had demonstrated welcome MCM in the
Med) or to counter the expected onslaught of kamikaze mini-subs
preparing to complicate the invasion of Japan.

% In the later case the DD’s own anti-submarine depth charges
exploded as she went down, killing many previous survivors. Only
eleven of that Jones’ crew of some 200 were rescued.

2 USS Kearny (DD-432) and USS Reuben James (DD-245),
destroyers specifically designed for the purpose of fighting
submarines, were torpedoed (losing 111 lives) without homing
technologies, before the US was even in the war .



One wonders if submariners will hesitate launching
an attack if they perceive contrails from our converted
airliners working ASW from 30,000 feet. *

If unwilling to update the record or give due credit, we
can nonetheless overcome our unhealthy prejudice against
an entire technology by learning the airship is not some
sort of big clumsy airplane, but rather a displacement
vessel more closely akin to its underwater adversary in
both design and operation. *!

The airship has always been the submarine’s only
natural enemy. We would be unwise to ignore this lesson
of history.

% The ZPG-2’s 16-hour tracking of the USS Nautilus and
demonstrated 95.5 hour on-station ASW patrol time and 264.2-
hour, 9,448 mile un-replenished endurance compare favorably with
ASW Patrol airplane models 1 through 8

31 'The Albacore hull was studied hung under the “Flying Wind
Tunnel” airship, and controls of a ZP4K were adapted to “fly”
the revolutionary blimp-like submarine underwater. Just as stern
propulsion was wind-tunnel proven for the larger blimps, the Navy
moved to eliminate any air asset that did not fit on a carrier
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World War II Air Medal Recognition:
A Million to One
by John A. Fahey, Commander USN (Ret.)

During World War II, Navy airships in over 55,000
flights escorted over 89,000 merchant ships in U-boat
infested western Atlantic waters without loss or damage
to a single merchant ship. Daily, Navy airships conducted
antisubmarine patrols driving U-boats out of the shipping
lanes. This success came after 1942 when the U-boats were
sinking 48 merchant ships a month in the western Atlantic
off the shores of America. The turning point came about
when on June 15, 1942, a German U-boat with delayed
armed mines, sunk two merchant ships off Virginia Beach,
Virginia at the entrance to Chesapeake Bay. The next day,
U.S. Congress authorized the construction of 200 Navy
airships. The Bay was closed on the 16th and 17th, but
when it was opened, another vessel was sunk by a mine.
In 1943, the U-boat sinking of merchants reduced
proportionally and drastically due to the increases in Navy
airships coming online. The Airship Training Command
met the challenge to have trained crewmen ready to man
the airships as soon as they came on line.

Out of the thousands who served in airship squadrons,
Robert Slaff of Maryland submitted to the Navy Department
a request to be awarded for his World War II service flying
Navy airships as a rigger. Bob had flown 55 flights on
patrol before he was selected for supply school. He was
commissioned and served as a supply officer for the rest of
the war. On June 8, 2008, Naval Academy Superintendent
Vice Admiral Jeffery L. Fowler presented the Navy Air
Medal with gold and silver stars and a Distinguished
Flying Cross to Robert Slaff, a Maryland resident, for
Navy antisubmarine patrols as a crewman during World
War II, as did many other thousands of airship pilots and
crewmen. In his presentation, Admiral Fowler highlighted
the significant contribution of the Navy airships that led
to defeat of U-boats and to the award of medals to this
crew member. It led me to praise this event and encourage
others to seek recognition for their wartime antisubmarine
patrols.

Six years later, it was suggested that as now I was
a resident of Maryland and a constituent of Senator
Benjamin Cardin who filed the necessary inquiries until
the conclusion of the 2008 successful process that I should
set the example for this airship antisubmarine success. I
had been an airship combat senior pilot, command pilot,
and former President of the Naval Airship Association. I
was not recognized for any heroic feat during the war, but
did without interruption fly significant airship escort and
patrol flights over the German U-boat infested waters of



the western Atlantic during World War II from Naval Air
Station Glynco in Glynn County, Georgia.

During December 2015, I gathered my flight logs
which contained every flight flown in World War II and
the Korean War and my periodic fitness reports which
contained evaluations of my performance for every day
in World War II and the Korean War. I had every page
notarized by a Catonsville, MD law firm, and sent these
pages with other required documents to Senator Cardin for
delivery to the Navy.

In December 2015, Senator Cardin began to receive a
barrage of letters from Admiral John Richardson’s Office
of the Chief of Naval Operations, all signed by direction.
The writer of each letter was T. L. Biddiex. Copies of these
letters sent to me by Senator Cardin contained utterly
false information on wartime antisubmarine patrol and
merchant ship escort flights, incorrect accounting of a
number of WWII and Korean War flights. .. The following
is a collection of excepts which contain disinformation and
false statements in responses to Senator Benjamin Cardin
and my responses to correct the false information:

9 DEC 15: Ms. Biddiex, “According to the flight log
book, the majority of Mr. Fahey’s flights occurred post-
World War II and pre-Korean War.”

My Response, “During World War II in a combat
areas infested with German submarines, I flew 140
flights, 1,371.1 hours and during the Korean War I flew
101 flights, 560.2 hours. Wartime total flights were 298,
2,129.4 hours”

Ms. Biddiex, “The majority of Mr. Fahey’s flight
occurred post-World War II, which ended September 2,
1945 and Korean War, which started June 25, 1950...
Only the final flight on June 26, 1950 occurred during
wartime.”

My Response, “The June 26 flight on the second day
of the Korean War was related directly to Commander
Fahey’s combat airship command flights during World War
IT at Glynco, Georgia, when he contributed to the success
of Navy airships in patrols over U-boat infested Western
Atlantic waters and airship escort of over 89,000 merchant
ships without damage or sinking of a single ship.

27 May 16 Ms. Biddiex, “The majority of Mr. Fahey’s
flights as annotated on his flight log were for training,
patrol/scouting, or transportation of personnel. Flights of
this type cannot be used for credit towards an Air Medal.
Other flights that can be considered are: antisubmarine,
and similar essential wartime operations. There is no record
that Mr. Fahey flew any qualifying combat missions or
missions listed under conditions listed above. In lieu of
this, we regret that Mr. Fahey is not qualified neither for
the Air Medal nor the Distinguish Flying Cross.

My Response, “Ms. Biddies’s count of the majority
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of antisubmarine patrol flights is again false as was her
insistence in earlier letters that that majority of my airship
flights occurred between World War II and the Korean War.
My annotated 90 ‘J’ flights in my two flight logs were the
majority flights compared with all other flights combined
in World War II. The letter ] was the only letter available to
identify antisubmarine patrol flights.”

Senator Cardin’s Response, “I regret that the reply could
not have been more favorable. However, I hope that the
information provided is helpful to you in understanding
the agency’s position.”

My Response, “Ms. Biddiex statements raise many
questions.... Senator Cardin was successful in submission
of his constituent airship Rigger Robert Slaff’s case, which
I supported publicly in 2009, for flying 55 missions in
World War II. Rigger Slaff was awarded two Distinguished
Flying Crosses and eleven Air Medals for 55 airship flights.
Didn’t all my fellow pilots, crewmen, and I, flying 37,554
submarine patrol and escort flights over the most infested
U-boat waters in the Battle of the Atlantic, rate one of the
estimated million Air Medals awarded in World War II?”

The lack of public knowledge of Navy airship’s stellar
contributions in winning the Battle of the Atantic in
antisubmarine warfare during World War II led to a
shameful attitude toward Navy pilots and crewmen in the
home fronts with rare exception. I encountered this in my
own home town in Massachusetts where the father of my
best friend who was killed on D-Day refused to speak to
me because he felt that flying Navy airships, I didn’t serve
in wartime. Now despite my evidence of Navy flight logs,
fitness reports, published articles, oral historic interviews,
and books, the current Office of the Chief of Naval
Operations expresses the same view to a United States
Senator that I didnt fly any wartime flights. The flight
history of every World War airship pilot and crew member
during World War II antisubmarine warfare is similar to
mine with flight logs and evaluations, so the misinformation
and false statements apply to thousands of World War II
combat veterans. I am writing published articles with the
help of the National Archives which correct the Office of
the Chief of Naval Operations statements and other Naval
history misinformation, but the best of all sources for
accurate and truthful presentation of World War II history
will open on December 8, 2018 at the new World War II
Home Front Museum on St. Simons Island, Georgia.

When I was a teenage Naval airship cadet, I encountered
a song titled, “Mother, don’t put that star in your window,
your son’s in ITA,” I am confident that after seeing and
hearing the cultural and educational presentations in this
unique and extraordinary home front museum, a visitor
will wish for a new song, “Mother, put that star back!” Q



Airship Company Plans To Call Air Center Home
(Adapted from internet reports)

A new venture seeking to develop and test “lighter-
than-air” airships that would monitor troublesome
human activity from space is seeking to lease a building
and land at the Roswell [NM] International Air Center.
Charlie Lambert of Sky Sentry of Colorado and Dr. David
Kim from Durham, North Carolina, with Vestergaard,
a family-owned global health-care company based in
Switzerland, talked about their new venture and the
airship concept at the Thursday afternoon meeting of
the city of Roswell Legal Committee. The new venture
is known as Sceye SARL, the acronym being the French
equivalent of limited liability corporation. Lambert
serves as the Roswell coordinator for the effort, while
Kim is project lead.

Sceye Inc. is the name of the airship development
program headed by Dr. David Kim, a research and
developmentspecialist with a doctorate in environmental
sciences and engineering. Kim has worked in the past
with companies developing technologies to purify
water, prevent diseases and address other public health
concerns. He won't give a lot of details about the project
at this point. The field is competitive and the ideas
proprietary. But he will say that Sceye plans to launch
the test vehicle before the end of the year.

“This is purely a development project right now,”
said Kim. “So there are questions of what we will be
able to achieve.” Lambert and Kim told the committee
that they want to develop unmanned helium-filled
airships measuring from 75 feet to 225 feet long that
can be flown 65,000 feet or more above ground and
stay in the air for a year. They said they intend to use the
airships to fly over the Sub-Saharan desert in Africa to
monitor activities of concern to public health and safe
environmental conditions such as human trafhcking and
poaching. The airships also could be used for remote
communication purposes.

Lambert told the group that Sky Sentry is known
primarily for tethered aerostats, similar to small blimps,
that monitor ground activity. Lambert said that Sky
Sentry worked for several years to improve its “lighter-
than-air” technology and will now partner with
Vestergaard in Sceye.
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Dr. David Kim of Sceye Inc. stands in front of the
hangar being erected on the west end of the Roswell
air field. When finished, Sceye team members will build
a helium-filled airship up to 250 feet long designed to
rise to the stratosphere and stay up there for extended
periods of time. (Lisa Dunlap Photo)

“We think this will bring the city visibility,” said
Kim, who explained that the project began because the
chief executive officer for Vestergaard serves on a council
for the National Aeronautics and Space Administration.

No new jobs are expected to be created at the current
time, but would be at the end 0f 2018 or in 2019 if their
airship concept proves viable. Then Sceye would hire up
to 50 people to build airships for use in Africa. Lambert
added that the city will benefit economically from the
start of the project.

In response to questions, Lambert said that they did
intend to hire local contractors to pour the concrete slab
and were looking at New Mexico suppliers for helium.
Scott Stark, manager of the air center, said that the
Federal Aviation Administration has been consulted
about the project and has cleared the project in terms
of its environmental impact and has given an indication
that it will approve it regarding use of air space.

“Once we have tested our systems and demonstrated

capability to get up there, we want to share what we
have learned,” he said. Q



MEDIA WATCH
Graf Zeppelin —

the first flight to
America

By Rolf Brandt
and Dr. Hugo

Eckener

Translated by
Alastair Reid

Reviewed by
C.P HallII

The small, paperback volume is quite subject specific
covering what was believed to be a turning pointin aviation
history when it was written. It is 6” X 8” containing 161
numbered pages and is not so much a joint project as it is
two versions of the same event: one by the ship’s captain
and the other by a passenger included on this ‘maiden’
voyage.

Rolf Brandrt sets the stage in the opening chapter
titled “The Drama.” Dr. Eckener picks up the tale divided
into three major divisions and two sub-divisions labeled:
“The Problem”, “The Ship”, and “The Flight Report.”
“Outbound leg” and the “Return leg.”

Rolf Brandt repeats the story of the flight from the
passenger’s perspective in chapters labeled “Diary of a
passenger”, “The Reception in America’ and “Back to
Germany”. Dr. Eckener offers concluding comments
under the heading “Reflections and a look ahead”.

The original German language version,
Amerikafahrt des ‘Graf Zeppelin™
of contemporary photographs and a chart of both legs of

“Die

contained a number

the journey. This new translation includes those photos
& chart and adds drawings by noted artist Dr. Ludwig
Dettmann who was one of two artists who made this
trip. Elsewhere, Ernst Lehmann describes Dettmann’s
work as “...a picture map of strong, colorful impressions
of the trip. His artistic eye and skillful hand reveled in
the eternally changing play of color, light, air and water.”
Regrettably, as this is a Lulu publication, the drawings
are B & W, however, author Rolf Brandt was Dettmann’s
room-mate for the journey and his comments regarding
having an artist for a room-mate offer a bit of amusing
compensation. Drawings by the other artist, Theo
Matejko, are an added bonus.

The focuses of interest in this volume are the chapters
written by Dr. Hugo Eckener. The reader new to the
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topic will find much of interest while the knowledgeable
reader will find many tid-bits of interest. There are some
interesting contradictions with then current British
practices. For instance the structural design “... in
general followed the well-proven basic arrangement of its
predecessors ...”

“You can see how the duralumin framework is made up
of primary and intermediate rings, joined by longitudinal
girders ... primary rings are wire braced as usual ... the
girders are deeper and therefore have greater strength ...
even the duralumin used in them is significantly stronger
than for example on the LZ 126.” (USS Los Angeles) If you
find this interesting then perhaps you should read page 160
and Dr. Eckener’s thoughts regarding carrying an “expert
in meteorology” on board to advise the commander.

An after action report, written immediately after the
event by the senior participant, is always the primary source
for knowledge of the event and the standard by which
to measure subsequent efforts. A copy may be obtained
at http://www.lulu.com/spotlight/alastair_reid my cost
was $8.56 (USD) plus S & H $3.99 to the Midwestern
United States. I recommend this small volume as an
historic, interesting read and value for the price.

Sometime ago I noticed a curious declining emphasis
in literature about the Graf Zeppelin in that, the earlier
the work, the greater the perceived significance of the
weather encountered on 29 OCT 28 on the first return
flight from the United States. Lehmann emphasized
it in 1936 *, Eckener does so in 1952 **, it is still of
considerable interest to Gordon Vaeth and it is generally
downbhill from there. One recent volume notes that Dr.
Eckener returned to Germany with no commitments
from American investors and goes straight to the Round-
the-World flight. I was curious enough to want to review
“Die Amerikafahrt des Graf Zeppelin,” however, my
college German is inadequate to the task.

I asked Alastair Reid if this title was on his list to
translate and offered the loan of my German language
copy. He replied that it was on his list, he had his own
copy, however, Dr. Eckener was a very educated author and
his German text was a challenge to translate into English.
I explained my reasons and he accepted the challenge.
This is why page 2 reads, “For CPH”. There will be more
forthcoming from me based upon my observations and,
for that, I thank Alastair Reid. Q

*ZEPPELIN by Ernst Lehmann published in Germany
1936, English translation in the USA, 1938

** MY ZEPPELINS by Dr. Hugo Eckener, translated by
Douglas Robinson in 1952.



Leonardo Torres Quevedo
by Francisco A. Gonzdlez
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Published in Spanish by
AENA (Spanish Airports
and Air Navigation

Agency), as part of their
Aeronautical Leaders series.
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Reviewed by Alvaro Bellon

dyangics b Gaarde) Begeie

The book is a biography

of Leonardo Torres Queve-

A==
do, born in Santa Cruz de
Igufa in the Cantabria Region in 1852. He died in 1936,
10 days before what would have been his 84th birthday.

He was a Civil Engineer and Mathematician, as well as a

prolific inventor.

The book (160 pages) consists of 5 chapters. Chapter 1
gives an in depth background of Torres Quevedo’s family,
his upbringing and education, as well as some of the
friendships and acquaintances he made during that time,
which would be invaluable once he started to develop his
ideas and put his inventions to practical use, as several of
these were by then occupying high-ranking positions in
the Spanish government and scientific circles.

This chapter also describes his first invention, the
cable car with a multi-cable suspension system, which
maintained its tension by means of counterweights
attached to the two ends of the cables. The first passenger
carrying cable car system was inaugurated in 1907 was
installed near the city of San Sebastidn in northwestern
Spain. In 1916 he built another cable car system, this time
in Canada, just downstream from Niagara Falls, crossing
the Niagara Whirlpool, This cable car service is still in
service today.

Other inventions included in the first chapter are
the telekino, a system to relay commands to unmanned
airships from the ground using electro-magnetic waves,
thereby not having to risk human lives during the early
development stages of airships. Another invention was the
algebraic machine, a device capable of solving algebraic
equations.

Chapters 2, 3 and 4 are dedicated to Torres Quevedo’s
work in designing and building airships, including a series
of unique features, such as the tri-lobe envelope and a
semi-rigid airship with a catenaries system for suspending
the gondola. In the early stages of development the
government grants mandated that the work be done at

the Madrid Ballooning facilities of the Spanish Army. This

30

resulted in a clash of egos as the commander in charge
of the army’s facility gave low priority to Torres Quevedo’s
projects, and later took credit for their development. Much
of the three chapters is dedicated to chronicling the politics
that took place during this period, while technical details
of the inventor’s ideas and developments are not in depth.

The three chapters follow the Spaniards airships from
the early Torres-Quevedo Nos. 1 and 2, to the Astra-Torres
airships built by Astra, the French dirigible manufacturer,
using Torres Quevedo’s patents. Three of these airships
found their way to the United States — AT-1 and AT-13
were transferred from the French Navy while the AT-18
was purchased directly by the U.S. Navy.

The fifth and final chapter mentions other Torres
Quevedo inventions and patents, including further
development of the algebraic machines, automated chess
players (early artificial intelligence application) and the
electro-mechanical arithmometer. It also makes emphasis
on his aeronautical inventions, many of which are still
being used today.

The book is full of illustrations and photos.
Unfortunately, the illustrations from patents are only
accompanied by a brief sentence referencing the patent,
but do not explain what actually is shown. Another
drawback is the small format of the book (5” x 8”), which
makes all photos and illustrations relatively small.

In summary, the author makes a strong defense of
Leonardo Torres Quevedo’s contributions to science,
especially airship technology, to ensure he is given credit
for all his contributions. Q

USNI PROCEEDINGS ran a proposal to militarize
high-altitude balloons and Ed. responded, his personal
viewpoint and not speaking for NAA:

“Bravo Zulu to LCDR Fox for targeting off-the-shelf
ballooning technology needing only integration for at-sea
warfare applications. Lifting gas is key: as noted, obtaining
and transporting sufficiently pure compressed helium
would be complex aboard ship, perishable cryogenic liquid
is expensive, and that’s not to mention in 2020 America
will become a net helium importer. By contrast, limitless
high purity hydrogen can be harvested from sea water.
The most efficient balloon contains no air, so gas fire is
impossible. Taking a lesson from our Allies’ hydrogen-
powered submarines, a ship’s hydride-based storage would
need no compressor. Even longer balloon mission duration
was demonstrated by Pioneer Astronautics via methanol
reformation aloft in place of ballast, to soften the balloons’
day-night heat-cool cycle. We would be wise to overcome
long held prejudice and misconceptions to follow LCDR
Fox’s lead.” Q



Dirigible Dreams
By C. Michael Hiam
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DIRIGIBLE DREAMS

is a compact little volume.
The pages are 6” X 87, there
are 237 pages of text, a total
of 263 when end notes and
bibliography added.
The title page is set against
the most stunning photo of R.100 at the Canadian
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mooring tower that you are likely to find. Although
there are multiple tiny people in the distance, only two
visible people are interesting. One is a man in the fore
ground, looking up at R.100; the other is near the top
of the tower standing as though about to enter across
the drawbridge only there is a gap between tower and
bridge and he seems to hesitate. One notices that the
elevator surfaces are slightly raised, the ships tail slightly
depressed as though someone was attempting to close
the gap for the fellow trying to enter.

In being asked to evaluate this book, I feel like
that man at the top of the tower. I really want to enter
and behold but is this a little too much of a jump? C.
Michael Hiam composes a readable paragraph. This is
not his first literary endeavor and I missed his previous
titte A MOMENT OF DECEIT: SAM ADAMS AND
THE VIETNAM INTELLIGENCE WARS which
seems about another of my interests and is an intriguing
title. DIRIGIBLE DREAMS is oddly structured. Its
time parameter is late 19th Century to almost mid-
20th Century but chronology has little to do with it?
The Introduction begins with the Hindenburg; you
may guess what year and which flight! Chapter 1 begins
with Alberto Santos-Dumont, transitions to Salomon
Andree, pilot of a free balloon with a sail making it more
steerable in theory than practice, followed by Wellman
and Vaniman, all of whom are articulately dealt with in
excruciating detail. Chapter 3 deals with Zeppelin from
1286 to the end of World War 1. Chapter 4 is dedicated
to R.34 with a final paragraph which covers Dixmude.
Chapter 5 covers all American rigids beginning with
L.72 (not LZ-125?) which Gen. Billy Mitchell tried
to buy. Chapter 6 covers Italian semi-rigids Norge and
Italia. Chapter 7 covers the British 1924 Labour Airship
Program. Chapter 8 returns to the German airship efforts
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post-World War I with an ending briefly touching post-
World War II efforts by Goodyear which went nowhere.
There are a few photos sprinkled throughout the book
most but not all have been published elsewhere. There
is a photo of an Italian semi-rigid at the top of the first
page of each chapter??? Dr. Dale Topping’s Law states
that no book about LTA with photos and captions is
ever published without at least one caption error. I
thought that DIRIGIBE DREAMS might break that
law, however, page 84 the caption reads, “The pride of
Germany, LZ 5 hovers near the floating hangar on the
Bodensee” 'The ship is floating on the water’s surface
and I am convinced that it is not LZ 5.

Many years ago my grandfather became aware that,
when [ visited his home and found need to entertain
myself, I would retire to “the library’ and frequently
pulled down his copy of THE STORY OF THE
AIRSHIP(1943) by Hugh Allen. For Christmas 1957,
he bought me a copy of a newly published book, SHIPS
IN THE SKY by John Toland; a book so well received
that it has since been reprinted more than once. Like
Toland, Hiam spends time on Santos-Dumont and
Nobile out of proportion to their actual achievements
and contributions. Both Toland and Hiam offer errors of
fact, however, both compose a book interesting enough
to keep the reader turning the pages and, more often
than not, touching upon one story after another with
just enough detail that the reader wants to find another
book, concentrating upon a specific topic, to learn the
rest of the story.

Sometime ago, an editor admonished me regarding
a criticism. He felt that a book, about which I lacked
enthusiasm, was written by a well-known author,
covered a great deal of the lighter-than-air story, was
likely to sell a lot of books to a wider audience who
might then become interested in LTA and that broader-
based interest is really an important consideration in
the 21st century. This editor’s heart was in the right
place, his observation was not without merit, and
DIRIGIBLE DREAMS may well be the book to which
this admonition should be applied. DD is available from
Amazon; Prime price is $18.94. Q

Gasworld’s November issue is to cover all things helium,
including the Gasworld’s Helium Summit in October
in Houston. TNB & BF will cover same in the winter
issue, #120.



BLACK BLIMP

George Allen, 89, passed 28 JUN 18.
George was the last surviving member
of the ZPG-3W test & acceptance
team and commanded ZPG-2Ws and
-3Ws serving in ZW-1. George was
longtime L'TA activist and President
of the NAA. He is survived by his
wife Dottie, a son and a daughter. Q

At the downtown Akron LTAS Workshop, curator
Wayne Buchanan explains the history of the motorized
Goodyear — Zeppelin Air Dock and airship model as
NAA guest toured that facility.

Within the last few year the fence sign for NAS Akron
was recovered and dontated to the MAPS museum in
Canton, Ohio, just south of Akron. NAA members
Cheryl Ganz, Dan Grossman, Jim Maguire, David
Smith and Cindy Slater couldn’t wait to have their
photo taken with this historic item.

The Noon Balloon would like to thank the follow-
ing individuals for providing the many photos, in-
cluded in this issue, which tell the story of our Akron
reunion so well. Eric Bothers, Jim Maguire, Cindy
Slater, Alvaro Bellon and Ross Wood.
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NAA members in the lobby of the Military Aviation Pres-
ervation Society museum (MAPS) as they await their ex-
pertly guided tour from MAPS volunteers and docents.

The actual car from the one and only, Goodyear GZ-22,
Spirit of Akron airship. This airship was built in 1988 as a
demonstrator of new technologies for airships and was the
first blimp to be powered by two turbine engines. Good-

year donated the car to the MAPS Museum in 2008.
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Opverall view of the MAPS museum, looking down on

the top of the Spirit of Akron airship car.
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NAA reunion attendees take a break from the MAPS
museum tour and relax in the somewhat spacious Spirit
of Akron car. Front row, NAA Secretary-Treasurer Debbie
Van Treuren and Jim Maguire, second row, Sherri Kumke
and John Kumke third row, CP Hall and Dan Grossman,
forth row, Cheryl Johnson and Lorrain Madden.

Over 70 people attended the combined NAA and LTAS
dinner and program on Saturday evening October 6th

in Akron

Elderkin, both Grand Children of USS Shenandoah
officers, her photographic tribute to the rigid airship.
Cathy’s husband Mark, looks on.
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Reunion attendees pose for a group photo after enjoying

a tour and samples from the Fanny May factory located
at the Canton/Akron airport near the MAPS Museum.

LTAS curator Wayne Buchanan and member Jim
Maguire discuss a Navy enlisted man’s jumper that
feature airship designators and ratings, which was part
of the society’s collection that was on display at the
banquet.
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Many airship items were on display and for sale at the
joint banquet on Saturday. Here Jim Maguire, Dan
Grossman, Wick Elderkin and Bill Wissell enjoy some

of the collection.
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With Wingfoot Three on the mast truck in the back-
ground, Ross Wood tries to line up attendees for our
cover photo at Wingfoot Lake.

We were given a great tour and opportunity to see
and enjoy Wingfoot Two and various ground handling
equipment in the Goodyear Wingfoot Lake hangar.
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NAA reunion attendees had many airship photos and
scrapbooks to review in the hotel’s “ready room.”
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NAA Historian Mark Lutz visits with Margret Mayer,
wife of the late Norm Mayer, a former NAA President.
Margret was escorted to our reunion by Peg Hildreth,
Norm and Margret's daughter. Margret worked at
Wingfoot Lake as Goodyear’s Wingfoot Lake Manager,
Karl Fikes’s secretary during WWII.

Thanks to LTAS board member Jim Maguire we were
given a rare access to the historic rigid airship era
mooring circle on the north end of the former Goodyear

Air Dock.

Mark Lutz and Anthony Atwood lead the ceremony
remembing our NAA membership who departed on
Eternal Patrol since our last reunion.



