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FOREWORD 

No subject in the vast and varied effort of air defense reveals 

better the truly national character of that effort than does identifica

tion. It is the purpose of the present study to depict the magnitude 

of the task of identifying air traffic in peace and L~ war by tracing 

the evolution of the problem in its historical manifestations. No attempt 

has been mde to present value judgments on the merits of any proposal 

or to draw conclusions which have not been supported by official docu

mentation. The objective bas been to gather the record together into 

an historical narrative. 

Though an attempt has been made to cover the salient points in 

the story of the identification effort, the author realizes full well 

the shortcomings of the present study in the coverage of that story. 

Especially in the vital area of the continuous efforts which have been 

made to extend the system and improve its operation is this study de

ficient. It is hoped that this deficiency will be remedied in fUture 

historical studies of this directorate. 

The author owes a great debt to many persons in the Headqlmrters 

of the Air Defense Command for their unstinting help in answering 

questions and in providing documentation. In this respect, special 

aclmowledgment is mde of the aid of Dr. Richard H. Jordan of the 

Office of Operations Analysis, Mr. Jack V. Tighe, CAA Liaison Officer 

at the Air Defense Command, and Captain Louis VI. La Salle of the 
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Directorate of Operations and Training. Perhaps the greatest debt of 

all, however, is due to the historians of the ADC Air Defense Forces. 

Their penetrating analyses of the problems encountered by their commands 

in the identification effort, have provided the author with splendid 

guides with which to chart a path through the complexities of the subject. 

In spite of the many sources of information vThich have been made available 

to him by others, the author takes full responsibility for any errors in 

conception or in fact. 

DENYS VOLAN 
Directorate of Historical Services 

Hq Air Defense Command 
Colorado Springs 
30 June 1954 
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CHAPl'ER ONE 

IDENTIFICATION IN_WORLD WAR II 

The Second World War was a proving ground for maD)" of the 

_thods lIhich were to be used in the post""var years for the identi
1 

"licatiOD of aircratto Immediately after the Japanese attack on 

; : Pearl Harbor» two Air Defense Zones were established along the Atlantic 

.nd Pacific seaboards» extending 1,0 miles inland and 200 miles out to 

Beao Within these regions i where the aotive air defense efforts during 

the war years were concentrated i restrictions were imposed on both 

cirt1ian and military air traffico All unnecessary air traffic within 

the zones was prohibitedo No civilian or m11ita1"7 pilot was to fly 

farther than ten miles from his starting point without riling a !light 

plan at the nearest Information Center where such inforaation was 

coordinated for air defense useo More restrictive conditions were 

imposed in the New York = washington area» which was designated as the 

·Vital Aii" Defense Area9 
1111 even though it was part of the Eastern Defense 

Zone 0 In this -Vital Defense Area»" all civil tlying training and all 

" basic mi1ita1"7 flying training were absolutely prohlbitedo No non

essential civil or military traffic vas a1lowed i and all essential 

traffic was required to file flight plans at the Information Centers. 

During aler.ts or air raid warningsl1 all fiying other than that of air 

defense interceptors was prohibitedo 

From early 1942 to the fall of 19439 the active period in 
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, . , 

continental air defense, identification· of aircraft was achieved in 

four ways: 1) by the correlation of flight plans with "blips" 

observed on the radar scopes; 2) by the use of electronic identifi

cation devices such as the Mark II and Mark III IFF (Identification
'" . 

Friend or Foe) equipment; 3) through visual identification of aircraft 

by interceptor pilots; and 4) by visual recognition of aircraft by 

ground observers. 

The most important single method used during the war years Ito identify air traffic was the correlation of flight plans. In the 

Information Centers, which served as the central plotting agencies 

for the radar stations of the Aircraft Warning Service and for the 

Ground Observer Corps, liaison officials were stationed, representing 

such agencies as the Navy and the Civil Aeronautics Administration 

(CAA). These officials were provided with advanced information on 

the flight plans of aircraft belonging to their agencies or coordin

ated by them,. and it was their duty to identity these flights from· 

among the aircraft plots displayed on the plottiDg boards. · This 

technique was quite inadequate, however. Not only were there numer

ous errors in the transmission of flight information before the 

plots reached the Information Centers, but the liaison agencies 

themselves frequently were misinformed or withheld information as 

to their own flight activities. The Navy, for example, refused to 

* Beginning in the fall of 1943, the air defenses of the 
United States underwent progressive demobilization. The reason for 
this was the remote threat of an ene~ air attack at this time. 
After the fall of 1943, regulations restricting air traffic were 
almost entirely withdrawn. 

. .. 
~. 
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I 
transmit information on secret flights over the coastal waters, 

while pilots of civil traffic often veered from their prescribed 

courses without informing the CAAo 

I 

Congestion .of air traffic was another serious problem. For 

example, the New York Information Center, in June 1943, received 

eleven thousand calls reporting aircraft in flight, of which only 

sixty-five per cent could be identified by liaison officials. The 

problem presented in the Los Angeles area, where during the following 

month more than 114,000 training flights were reported, was even more 

serious. 

Another technique used in the war years was identification by 

electronic means. The British Mark II IFF device was adopted by the 

United States .Amy Signal Corps in August 1941, and remained in use 

until 1943, when it was supplanted by the American Mark III IFF. Most 

mi1itar,y aircraft performing their functions in the two coastal zones 

were equipped with either of these devices. Aircraft which were not 

equipped with IFF were required to perform a prescribed maneuver when 

I entering the land areas of the United States from sea_rds. However, 

IFF proved to be no great boon to identification. The equipment 

indicated only that the aircraft flashing the signal was friendly. 

It did not identify the agency to which the aircraft belonged, thus 

making it difficult to separate i~s plot from the dense neighboring 

traffic. .Furthenoore, pilots were often careless about the use of 

the equiJDent. A test performed in the Western Defense Zone in April 

1944 revealed that eighty per cent of the pilots failed to use their 

IFF at all. 
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I 
Where neither IFF nor flight plan correlation vas sufficient 

to identify an aircraft in flight, it lay within the GCI controller's 

discretion to dispatch an intercepto~ to make visual identification by 

interception. The nwnber of "unknown" aircraft, however, was so great 

that it was virtually impossible to intercept them all. furthermore, 

interception at night and during inclement weather was rendered doubly 

difficult by the absence of radar-equipped all-weather interceptors. 

As for the Ground Observers, their value was unpredictable in that Iconsiderable skill was required for them to identify accurately the 

many types of aircraft in flight. Some of these volunteer civilians 

performed yeoman work in this respect, but others were sadly deficient 

in the required lmowledge. 

The experiences of World War II were to be repeated in great 

part in the years immediately following the end of the war. The lack 

of any important alternatives to the wartime techniques of flight-

plan correlation, interception, IFF and the GOC forced post-war agencies 

concerned with identification to continue their use. 

The importance of World War II to post-war identification 

methods was very real, however. The inadequacy of the techniques 

employed during the war years conditioned many post-war officials to 

the need for better procedures. Also, many, if not all, of the • 
obstacles to inter-service and inter-agency coordination had been 

overcome, and there was a noticeable growth of confidence in the 

ability of the nation to exercise a concerted effort in the vitally 

important function of identification. 
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CHAPTER TWO 

THE REVIVAL OF THE PROBLEM 

I 

With the end of the war,\) the air defenses of the country passed 

almost entirely out 9f existence. Although an Air Defense Command was 

created by the War Department in the spring of 1946, it was not until 

1948 that a tangible measure of capability was provided to this organi.

zation.* In this interim period only token resources were set aside 

specifically for air defense, and the nation was forced to rely upon a 

latent potential in the form of augmentation forces which were to come 
1 

to the rescue after an initial enemy attack. A1though ADC planned 

busily during this interim period to provide an air defense for the 

future, the problem of identification was not a pressing one compared 

to the critical need for more adequate radar and fighter resources. 

Furthermore, the tlstate of the art" so far as identification was con

cerned, offered ADO little to plan with, except by the revival of those 

* There have been three Air Defense Commands. The first lasted 
from February 1940 to July 1941J) and was primarily a study group assigned 
to the First Army. Its most important contribution to air defense was 
to study the Battle of BritainJ) and to prepare the first formulation of 
air defense doctrine. The second ADC was created in March 1946 and was 
abolished in July 1950. For some time before its abolition, however, 
this second ADC served as an operational headquarters under the Contin
ental Air Conunand, from December 1948 to July 1950. The third ADC was 
created in January 1951 and is still in existence. In air defense 
planning three organizations, charged with the air defense mission, 
present un unbroken continuity in carrying out that function. They are: 
ADO (1946-48); Coptinental Air Command (ConAC) (1948-50); and ADO 
(1951-). This paper attempts to present the story of the development 
of a function performed under each of these commands in sequence. The 
reader is cautioned to bear the command sequence in mind. 
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techniques used so recently in WOrld War II. Practically no measures were 

immediately contemplated which went beyond those employed in the late war. 

During 1948, the attitude of lethargy which had characterized 

air defense activities in the preceding two years changed to one of 

feverish haste. In the spring of 1948 national anxiety over the 

worsening relations with the USSR reached the point where it was 

decided by Headquarters USAF to begin a piecemeal implementation of 

an active air defense once again. Radar equipment was removed from 

storage and deployed in the Pacific Northwest area near Seattle and 
2 

Hanford. A fighter group of day-type interceptors belonging to the 

Strategic Air Command was dispatched there to help the token AC&W 

system. The sudden decision to implement a local air defense system 

in the Northwest, however, caught both USAF and ADO unprepared in 

the matter of identification. No arrangements had been made with 

flight agencies such as the CAA and the Navy in that area to provide 

the air defense system with night-plan information. Thus, there 

were no means whereby friendly aircraft could be distinguished from 
3 Ihostiles. The inevitable result was that, from the standpoint of 

operational effectiveness, the emergency measures were an unmi.tigated 

fiasco, though valuable lessons were gained. 

The time was now obviously at hand for constructive thinking 

on the subject o£ reinstalling an identification procedure, without 

which other air defense measures w~uld be ineffective. ConsequentlY, 

ADO embarked on planning for air traffic control measures for both 

peacetime and for wartime conditions. 

Peacetime control of air traffic had to be reconstructed from 

scratch. The Information Cen . . War II were gone, as was 
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the GOC. The radar net which was called into existence during the 

Northwest maneuver of' the spring of 1948 and retained there after the 

exercise was over, was a pitifully small undertaking in relation to 

the job that had to be done there i and in consequence, planning for 

identification had to be adjusted to this small military potential. 

Soon after the Northwest maneuver j a similar radar network 

was established in the New York - Washington area. To provide these 

air defense systems with an identification capability, arrangements 

were made with the CAA to provide both token radar nets with pre-

plot data on aircraft approaching the United States from over-water 

areas. Initial attempts were also made to establish standard 

operating procedures for the use of this infonnation. On 30 June 
4 

1948, ADC published its first SOP on the subject of identification. 

The dileDDlla of the Conmand was expressed in this document as follows: 

The only known immediately available solution to the identi
fication problem lies in the cumbersome but workable system 
wherein position and course information on all friendly 
aircraft in flight is pre-plotted and compared visually with 
radar plots that appear on the operations boards in the air 
defense control centers and air direction centers•• oo 
Reliance C8lU\ot be placed on electronic means of identifi= 
cation i such as Mark III equipment, as present equipment has 
been compromised and no intelligent enemy would overlook use 
of this equipment in executing an attacko Interim military 
use of Mark III IFF equipment will be continued as an aid in 
identification only until other practical means of electronic 
identification become availableo 

Though "cumbersome", the pre-plot method was "workable". In 

any event there was no alternativeo Procedures were spelled out for 

the operating units in the SOP» but ADC was not optimistic about the 

immediate implementation of the new B,ystem of identification. For 
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one thing, the surveillance capability of the radar net was not great 

enough to allow the pre-plotting of all traffic in the bigbly-congested 

areas of the New York - Washington and Seattle - Hanford districts. 

First Air Force, for example, operating the radar net in the New York 

area, was advised to plot only' information relating to over-water 

nights heading inland, up to two hundred miles to seaward, "until 

such time as you achieve reasonably effective surveillance [Over 
5 

land area!7." 

On 2 September 1948, ADO directed its operating units to set 

in motion the procedures described in the above-mentioned SOP. At 

this time, two "active" air defense areas were designated by ADe: the 

Seattle - Hanford area, and the New York - Washington area. In these 

areas, only nights which were detected over the ocean were to be 

identified, if the flights came within the airspace covered by the 
6 

existing radars. Identification in other areas was not to be 

undertaken until further specific instructions from ADC were forth

coming. Under existing procedures, allover-water nights, military 

and civil alike, were to be plotted by the CAA in accordance with its 

regulations governing Instrument Flight Rules (IFR) for such flights. 

This information was to be passed to the air defense system. The 

First and Fourth Air Forces, which were to be responsible for imple

menting the identification plan, were authorized informal and direct 

liaison with the regional CAl authorities, but ADC indicated that it 

would not be necessal"1 "at this time" to require a CAA liaison 

representative to be assigned for duty at the Air Defense Control 

I 
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Centers (!DCC). Planning on a higher level with the CAA was to be 

accomplished by ADC Headquarters itself. 

Lest the Air Forces misinterpret the extent of their authority, 
1 

however, ADC made it plain that.!) 

It must be understood that this command has no authority at 
this time to regulate or otherwise control air traffic (other 
than aircraft under our command jurisdiction). It is intended, 
however.!) to undertake a reasonable identification of aircraft 
in limited areas only as this time so as to gain valuable 

operating experience in this direction. 


As a result of these directives of September 1948, therefore, 


the first active identification measures in the post-war period were 

taken.* In effect, though not legally, two identification BOnes 

extending as far as radar coverage to seaward and along the shores 

had been created in the Pacific Northwest, and in the New York 

Washington area. These identification barriers, however, were limited 

in that they served only to identify air traffic approaching the United 

States from the oceano 

The subsequent experience of the Fourth Air Force in the Seattle 

region, in il1q)lementing ADC g 8 directives during the last three months 

of 1948, was not encouragingo Identification over the Washington 
8 

surveillance area was reported as o~ 1101 per cent effective. 

It was apparent that a new page in the history of identification was 

not to be written so easily& 

* On 30 January 19489 Presidential Executive Order No. 9925 
had established prohibited areas over Hanford and Los Alamos, and was 
later amended to include Oak Ridgeo The air defense system was not 
operationally concerned with these prohibitions during 1948 and most 
of 1949 because the resources to effect interception of violators 
were lacking. 
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II 

While ADC Headquarters was making arrangements for the install

ation of air traffic control measures in the two areas mentioned, it 

was also engaged in planning for controls to be enforced when the eneII\T 

actually threatened or struck. In April 1948, Lieutenant General 

George E. Stratemeyer, ADC's commander, suggested to Headquarters USAF 

that the latter "make arrangements with the CAA whereby ADC can, in 

conjunction with appropriate local CAA representatives, prepare workable 
9 

plans for the control of civil air traffic in the event of emergency." 
10 

USAF's reaction was favorable. 

ADC cautioned Headquarters USAF that the undertaking would be 

a difficult one, and that it would require the most meticulous coordin

ation between the Air Force and the CAA, and recommended that the CAA, 

the Federal Communications Commission (FCC), the Chief of Naval 

Operations (CNO), the Chief of Staff of the ~, and the Commandant 

of the Coast Guard designate representatives to work "jOintly and 
11 

continuously with representatives of USAF" in the planning. 

ADC was duly appointed the pertinent USAF agency to participate 

in the negotiations. However, USAF noted that at this stage it would 

be wiser to restrict preliminary negotiations to ADC and the CAA 

before calling in the other agencies. Technical coodination, defined 

as "surveys of facilities, operating plans in the event of an emergency, 

and subordination and integration of plans and facilities to air defense 

requirements," was to be the special province of the two agencies in 
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12 
their discussions. In the more sensitive areas of the assumption 

of authority by the Air Force in an emergency, and the status of CAA 

personnel under such authority, Headquarters USAF chose to retain 

control directly over the course of the negotiations with the 

Administrator of Civil Aeronauticso* 

By July 1948 negotiations between the CAA and ADC had resulted 
13 

in a "Plan for the Control of Civil Air Traffic in an Emergency.1t 

The plan was to become effective automatically upon the declaration of 

a state of emergency by "competent" governmental authority, or by the 

commission of an overt act against the security of the United States 

by a foreign power. As to the actual controlling agency which would 
14 

put the emergency measures into effect, the plan stated that, 

Sound principles of organization for emergency operations 
indicate the need for vesting responsibility for the direction 
of the control of air traffic in that agency having primary 
interest•. Under the current organizational structure of the 
armed forces and in consideration of assigned missions, the 
indicated agency is the Air Defense Command. 

However, emergency actions were not to be unilateral. The 

actual orders to control air traffic under these conditions were to be 

given by the CAA. "This procedure best assures full utilization of the 

existing manpower, facilities and experience level of the CAA in 
15 

support of the air defense program of ADC." Thus, the basis was 

laid for a partnership between the Air Force and the CAA in emergency 

control measures. 

* In initial talks, the CAA had expressed willingness to agree 
to the USAF proposal that the latter assume control over the CAA in an 
emergency arising before the legal aspects of the matter could be 
settled. 
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The problem of the areas in which emergency controls were to be 
16 

established was approached cautiously. The plan went on to state that, 

Since the forces of ADO are not yet completely organized for 
air defense actiTities, the establishment of liaison 
channels and procedures presoribed herein must be undertaken 
progressive17. As ADC control areas and centers are organized, 
appropriate action will be taken by ADC to so inform the CAA 
and request establishment of the necessary liaison and control 
activities. 

Further, ADC was not to exclude vithin its control areas all 
17 

Inon-essential air traffic in its entirety. 


!DC control areas, or defined segments of these control areas 

may, when military necessity so dictates, be classified as 

"Prohibited", "Restricted", or "Danger" areas by responsible 
ADC cODlllanders. 

In the "Prohibited" areas all categories of civil air traffic 

were to be prohibited. In the "Restricted" areas, civil traffic was 


to be limited to certain categories of aircraft. The "Danger" areas 


were envisioned as scenes of extensive air defense activities which 


nights of civil aircraft were to avoid whenever possible. 


Under normal circumstances, directions for the control of 


civil air traffic were to originate with the Conmanding General of 
 IADC, or at a higher echelon of command. Instructions to accomplish 


the desired controls would be passed by the ADC commander to the ADO 


controllers. The controllers would then issue the necessar,y 


instructions to CAA liaison officers stationed at ADC control 


centers, who in turn would inform the CAA Air Route Traffic Control 

18 


Centers (ARTeC's). 


The joint draft plan was submitted to Headquarters USAF in 

19 


October 1948 and signed by the Chief of Staff in December. It 
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was officially published on 1 April 1949. During the discussions 

leading up to the formulation of the plan, the question of the control 

of navigational aids had come up, but it had been decided that a 

subsequent and parallel plan would deal with this questiono For the 

time being it was assumed that in areas where civil air nights were 

permitted i or were in progress~ suitable navigational aids would remain 
21 

operative. This question of navigational aids was to remain a prime 

problem area in subsequent discussions on emergency controls. The 

reason for the importance of the question, of course, was that if 

navigational aids were permitted to reamin operational in an emergency, 

they would provide enemy aircraft with an excellent means of "homing'· 

to their targetse 

Simultaneously- with the ADC-CAA plan for the control or civil 

air traffic in an emergency, Anc embarked upon a plan for the control 

of militar.y air traffic under the same conditions. On 20 October 1948, 
22 

a plan to this end was submitted to Headquarters USAF for approval. 

ADC recognized full well . that in developing such a plan, and 

in requesting the authority to control nights of its sister commands 

and other services, it was in a delicate situationo Foreseeing the 

problems involved» ADe asked Headquarters USAF to see to it that the 

Joint Chiefs of Staff issued a directive to all departments of the 

Armed Forces and the Coast Guard to permit ADe to exercise the 
23 

required control. While awaiting an answer from USAF» ADC recog

nized that the necessar,y high level authority was contained in a 

document recently drafted with the aid of ADC representatives. This 

document was a proposed "Joint Dootrines and Procedures for the Air 



Defense of the United States" designed to be issued by the Joint 

Chiefs. This draft supplied the statements which ADC deemed necessary 
24 

to the requirement to control military air traffic. 

Special provisions for wartime control of non-combatant civil 
and military air traffic, in and approaching the United States, 
are required for the successful functioning of the aircraft 

warning and control system. 


The document went on to state that the Commanding General of 


-
the Air Defense Command was responsible for the formulation of the 

"Plan for the Air Defense of the United States", which in turn was to 

contain therein "plans and procedures for the control of non-combatant 
25 

military air traffic in wartime in the interests of air defense." 

The plan which was mentioned herein was to involve the participation 

of all three services for the wefltiift ·integration of all available 

means into a COIlDTlon unified system for the air defense of the United 
26 

States." 

Inasmuch as the joint doctrine, when issued by the JCS, would 

contain the necessary authority, ADe withdrew its request for a 

separate policy directive on the subject of emergency controls. 

Instead, ADC sent along with its proposal, a copy of the joint doctrine 

to be included as an integral part of the plan. The effect was not 

as ADC anticipated, however. The doctrinal statement upon which ADC 

depended was not approved by the JCS, although it remained a statement 

of the position of the Air Force on the subject of air defense doctrine. 

Headquarters USAF could not approve of ADC vs plan other than 
27 

in principleo The plan required the coordination and concurrence of 

the CNO, the Army Chief of Staff, the Commandant of the Coast Guards 

I 
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the Conmander of the Milltary Air Transport Service (MATS), and the 

Commander of the Strategic Air Command (SAC).* To smooth the path 

for such concurrence, USAF believed that it would be advisable to 

obtain the benefit of a field test of the plan. Air defense exercises 

which were scheduled to be held in the fall of 1949 would provide such 

a test and probably lead to revisions of the plan. However, win the 

event of an emergency prior to resubmission,w USAF noted, -this Head-

I quarters will take action to secure the necessary concurrence in 
28 

immediate implementation of the present p1anon For the time being, 

therefore~ ADC had to resign itself to the fact that more time would 

elapse before positive action could be taken on its proposal to control 

military air traffic in an emergencyo 

* 'Tactical Air Comnand (TAC) 9 whose concurrence would normally 
have been sought also, was not included amoDg these agencies because 
it had been placed under ConAC in December 1948. 

I 
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CHAPrER THREE 

THE BIDINNING OF ACTIVE AIR DEFENSE OPERATIONS 

I 

The period between the fall of 1948 and the outbreak of the 

Korean war in June 1950 witnessed an acceleration of tempo in all 

matters pertaining to the air defense of the United States. In the 

late months of 1948, USAF, anxious over the delay of Congress in 

approving plans for the constructioo. of an elaborate am widespread 

AC&W network, detemined to move forward on its own. Radar equipnent 

which had been placed in storage after the war ended 'Was now to be 

removed and deployed in important defensive positions in selected 
1 

areas of the country. This temporary radar program, known a8 

"Lashup·, was to be supplemented by ~atever meager fighter resources 

ConAC possessed, in order to create an active air defense capability. 

The areas selected to receive the ~rld War II-type radars 

included the Seattle-Hanford area; the New York-washington area; 

the San Francisco-Los Angeles area; and the Los Alamos area. Two 

of these areas, it will be recalled, were already provided with a token 

air defense system; in the latter two areas air defense systems would 

be established for the first time in the post-war era. 

The deployment of the Lashup radars, forty-four in all, which 

included those erected during the "maneuver" in the Northwest and 

in the New York-washington exercises which took place shortly there

after, began early in 1949 and continued through the first half of 



17 


1950. By mid-1949 the Lashup defenses in the Northeast had progressed 

to the point where it ~s considered feasible to test the system in a 

large-scale exercise. In this test, known as Operation BLACKJACK, the 

ties betwen the CAA and EADF were tested. Flight plan data 16S, 2 

provided for IFR overwater nights in or near the defended area. Two 

systems of transmitting night plan data were employed: in the area 

covered by the Boston ARTCC s data was passed directly to the radars 

selected to receive them; in the area covered by the New York ARTCC, 

plans wre passed to the AOCC only., In the latter CM installation, 

the data was plotted by ADC personnel and passed at the proper time to 

the radar stations concerned. It was determined that the Boston plan 

was the more satisfactory because it permitted direct communications 

between the ARTCC and the ADC radars. It was also discovered during 

the exercise that a more simplified set of procedures was needed for the 

smooth now of information between the CAA and the air defense system. 

Another large-scale test was held in the EADF area between 10 
3 

and 16 September 1949, called Operation LOOKOUT. The test differed 

from the previous one in that all IFR nights and military VFR nights 

emanating from any direction rather than only from seaward were 

reported. This had the effect of overloading the communications 

circuits and overworking the personnel, but the system of sending 

flight plan data directly to the GCI stations which were selected to 

receive the data proved to be sound. Again, it was noted that training 

in communications procedures was needed. 

In November, the Northwestern air defense network received 
4 

its first large-scale tests dubbed Operation DRUMMERBOY. Like the 
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tllo previous EADF tests, DRUMMERBOY revealed the fact that the night 

plan correlation method i though wrkable, was cumbersomBo In the 'WOrds 

of the commander of the 25th Air Division, "In m1 opinion the single 

item requiring attention and emphasis at this time is the strengthening 
5 

of the processes for control and identification of aircrafto" 

All three exercises held in 1949 i in spite of the shortcomings 

revealed in the handling of CAA night plan information, proved the 

practicability of the procedures in ibrce for disseminating such infore 

mationo What was now called for was a firm set of procedural rules, . 

and a concerted effort to reduce the delays and errors in t he handling 

of the datao By the end of 1949, also i the deployment of radars in the 

Los Alamos and California areas had progressed to the point where the 

introduction of CAA data service was feasible in those localities as 

wallo To the major task of establishing a firm procedural policy and 

extending active identification operations into the new areas, ConAC 

and CAA set themselveso 

II 

In view of the fact that the major problem which immediately 

presented itself was to introduce identification procedures for the 

t.'WO new air defense areas, a conference was held between CAA and WADF . 6 
representatives at Kirtland AFB in New Mexico in January 19500 As a 

result of this meeting, a timetable was drawn up for the phasing-in of 
-

flight plan service to the WADF un!tso For the Los Angeles and San 

Francisco areas, it was decided to provide information only on inland-

bound oceanic traffico As to the Los Alamos area i a circle was set 

up of 125-miles radius centering on Albuquerqlle, and data was to be 

I 
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supplied by the CAA on air traffic entering the zone from ~ 

direction. In the case of the 25th Air Division area, which had 

hitherto been receiving data on inbound oceanic flights only, 

arrangements were made to provide service on flights entering the 

zone of radar coverage in the area from any direction. Operations 

in all cases were to begin inunediately on a part-time basis and grow 

to 24-hour operations by August 1950, depending on the readiness of 

the divisions concemeda Actually1) however, because of personnel 

difficulties experienced by the CAA, operations did not begin until 

late in March 1950. 

In the northeastern area of the United States, which had 

received a considerable increase of Lashup facilities, the radar 

coverage was extended greatlya Although it was considered at an 

early .stage of ConAC's thinking on the subject to establish a se1£

sufficient identification zone encompassing the entire area of radar 

coverage, this plan was soon abandoned in view of the tremendous 

difficulties presented by the congestion of air traffic in the vast 

area. Rather, ConAC settled on the idea that it would be more feasible 

to extend the coastal barrier from Bangor, Maine, to Norfolk, Virginia, 

and to identify all air flights heading inland from the sea, leaving 
7 

the vast interior of the EADF area a ·free flight" zone.. Arrange

ments were made to obtain flight plan data from the Oceanic ARTCC is in 

New York, washington and Boston for the extended coastal zone, and to 
8 

build operations up to a twenty-four hour peak by July 1950.. 

The failure of negotiations by WADF to get the CAA.to provide 

night plan data on air traffic approaching San Francisco and Los 
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Angeles from all directions» caused grave misgivings to ConACo Protection 

from the sea in these areas was dee~d to be less i~ortant than protec~ 

tion from the northern and eastern approacheso It was believed that an• 

enemy attack would be more likely from across the Canadian border than 

from the Pacific area, and the open "back door" to California was observed 

with anxietyo A vigorous protest to USAF by Lieutenant General Ennis Co 

Whitehead» ConAC's commander,9 brought the reply that the CAA conte~lated 

closing the "back door" eventually to airlines=type aireraftD leaving 
9 

only smaller aircraft free to entero Actually» identification over the 

land area in the two California districts did not take place until legal 

regulations created identification zones there late in 19500 It is 

interesting to note that» although a similar "back doorn _s ajar in 

the EADF area, ConAC did not insist that it be closed immediatelyo . 

Indeed$) such a course of action was not practicable at that ·til1l9 o To 

limit the danger from the western and northern approaches to the EADF 

area» ConAC was obliged to concentrate eventually upon a northern 

boundary perimeter zoneo* 

III 

The question of the most effective method of transmitting and 

utilizing flight plan information also came up for intensive consider

ation during the period of expanding identification operatj.ons in 1949 

and 19500 It will be recalled that during the maneuvers of 1949» 

certain experiments were tried in the Northeast, featuring transmission 

* The EADF problem will be discussed in t he chapter on Air 
Defense Identification Zoneso 

I 
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of flight plan data from the ARTCC's to the GCI stations and to the 

ADCC t s. It was the opinicn of EADF that the transmissioo of data 

directly to the GCI stations from the ARTCC's ~s the most efficient 

, 
 method. 


The question came up again early in 1950. In the 25th Air 

Division area during 1949 the air defense system had been receiving 

information from the ARTCC in its control center by phone. During rush 

periods, this procedure bogged down. C.o1one1 Clinton D. Vincent, the
• 

25th's commander, proposed that the CAA personnel who handled flight 

data be required to sit as liaison officials in the control center of 

the division on a full-time basis. Colonel Vincent realized, however, 

that this would not be the complete solution to the problem. "The 

agencies thems1eves must cooperate to the extent that someone takes the 

tt.e and effort to re1~ the required information to their liaison 
10 

personnel here." 

At the Kirtland Air Force Base conference in January 1950, 

the matter of the most efficient method to channel information into 

the air defense system was discussed at length. The conclusion reached 

was that the CM would provide a number of "security controllers" at 

its ARTCC 8 S whose sole function would be to handle air defense nieht 
11 

plan data. This information was to be transmitted to the "various 

ADCC's and GCr's". Though the 25th!s commander was still of the 

opinion that the CAA personnel would be more useful at the control 

centers, the CAA viewpoint prevailed» and it was decided to test the 

new procedure for a period of months. 
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By mid-1950 the defense forces and the CAA bad established 

detailed procedures for the transmission and utilization of flight 

plan data from the "security controllers" at the ARTCC's to the air 

defense systemo These procedures~ though workable~ were somewhat at 
12 

variance between the two defense force regionso For example ~ within 

the EADF system~ the ARTCC's passed information via telephones to the 

GCI's onlys while within the WADF system~ the ARTCCgs passed information 

to the GCI's and to the ADCC'so The media of transmission differed 

also 0 In the EADF area~ the Military Flight Service Centers (MFSC) 

passed informs tion via teletype to the ADCC' s ~ while in WADFJl the 

MFSC's used interphones to the control centerso* 

These variances in procedure were not conducive to most 

efficient operations~ and tended to confUse persons who were transferred 

from one defense region to anothero Not only standardization, but 

simplification was urgently neededo To this enda ConAC suggested that 

some type of movement information section might profitably be established 

within the ARTCCts which would screen all sources of information and 
13 

pass only the desired information into the AC&W systemo An alternate 

method would be to esta:t>lish a movement section within the AC&W system 

* The role of the Military Flight Service (HFS) in providing 
night plan information to the air defense system was extremely' importanto 
This USAF organization, which was commanded by the Military Air Transport 
Service (MATS), had a network of night service centers throughout the 
country to monitor the flights of military aircrafto At an early date 
in identification operations, the MFS was prevailed upon to supplY the 
air defense control centers with military flight plan data in regions 
where identification zones bad been establisbedo 

I 
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I 

to perform the necessary screeningo ConAC noted that under the 

existing system, information on civil air traffic movements was being 

passed to the AC&W sY'stem by the various CAA facilities as soon as the 

information was received bY' the CAAo Oftentimes this infonnation was 

available as much as four or five hours in advance of the arrival of the 

aircraft at the point Where it could be picked up on the radar scope. 

Some GCI stations preferred to have this information made available to 

them only a short period of time ahead of the arrival of the aircraft 
14 

within the radar rangeo 

The Air Defense Forces were queried as to their opinions on 

these subjects and their recommendations were called to the attention of 

the Joint CAA-USAF Air Defense Planning Board, which met at Hamilton 

Air Force Base on 31 October 19500 * One of the conclusions reached by 

the Joint Board was that it would advantageous to establish and test 

two Air Movements Identification Sections (AMIS), one at Seattle and 
15 

the other at Bostono These sections, located in the ARTCC3 S , would 

assemble, screen, and disseminate pertinent data to the GCI stations. 

All night plan information, civil and military, VFR and lFR, was to be 

filtered through these sectionso Data in useable form and at a 

specified number of minutes prior to the estimated time of penetration 

of the aircraft would be transmitted from the AMIS's to the appropriate 

GCl stationso CAA agreed to this proposal, and suggested a trial 

* Because of the increasing complexity and frequency of USAF
CAA discussions on air defense matterss a Joint Board was created and 
chartered early in 1950 to sit permanently as the primary arbiter of 
matters affecting the two agencies. 
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I 
period of six monthso CAA notedJl however» that though its personnel bad 

the training and ability to perform the work required» nevertheless it 

could not completely finance the experiments 0 USAF undertood to provide 
16 

the needed fundso 

IV 

The progress made in extending identification facilities to 

the defense areas and in laying the groundwork for improved procedures 

was encouragingo NeverthelessJI one all-important ingredient still Ilagged behind the progress of the others =~ interceptioo of aircraft 

which had been labeled "unlmowno" Now that the air defense system was 

rapidly taking shape both in the deployment of radars and in the 

acquisition of new fighters a ConAC took steps to insure that it got 

the authority to begin active interceptionso 

It has been mentioned that in January 1948,1) an Executive Order 

had established prohibited areas over the atomic energy plants at Los 
17 

Alamos.9 Hanford» and Oak Ridge 0 The prohibition forbade all aircraft 

from flying over the airspace reservations exoept in the interests of 

national defenseo In spite of this restrietion,9 violations of the 

executive order were numerouso "Aircraft of all armed servieesa 

civilian air carriers». am private aircraft have nown over the 

airspace reservations in violation of the order,9· ConAC informed USAFo 

Though CanAC had been given no specific authority to intercept 

aircraft over the atomic energy plants» the Command felt its responsi

bility keenl~ for taking such measureso On 29 November 1949,9 ConAC 

proposed to USAF that all aircraf't fiying over the prohibited airspaces 
19 

be intercepted b~ ConAC fighters =- ~th their guns charged and loadedo 



I 

I 

•

• 


USAF's answer expressed reservations at the drastic step 

advocated by ConAC. "This action is, in fact, a new step in our 

concept of the air defense of the United States during peacetime, and 

its acceptance by the public and its success will depend to a large 

degree upon the proper briefing of the individual pilot and upon the 
20 

judgment he shows in carrying out his orderso" USAF also noted that 

ConAC's air defense resources in the areas mentioned were by no means 
21 

impressive, and that such action at that time might be prernatureo 

GO" uit is believed that the plan should not be implemented for 
an area until the forces and facilities available are adequate 
to provide an effective intercept team. Any system which does 
not meet minimum requirements will only result in loss of 
confidence by other agencies and probable embarrassment to 
the Air Force. 

In spite of USAF's fears that ConAC's proposed commencement 

of active operations to identify aircraft by armed interceptors was 

premature, the logic of the proposal was insurmountable. The presiden

tial prohibition was meaningless unless en.forcedo USAF agreed that 

positive action had to be taken, but in.formed ConAC that specific plans 

aDd -procedures for the operation had to be submitted for USAF's close 
22 

scrutiny before the proposal was implementedo 

ConAC's desire to begin active intercept operations to identity 

unlmo'Wll aircraft was not limited to the prohibited airspaceso General 

Whitehead, the CenAC commander, well-realized the meagerness of the air 

defense resources at his disposal, but he made it clear to USAF that 

"we must establish an active defense system now$ in being, regardless 
23 

of the limitations of personnel and equipment." It was proposed to 

USAF that immediate action be taken to begin active interceptions o.f 
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unidentified aircrafti in the Northeast and in the Northwesti which 

approached the continent bY' seao It was estimated that in the north

eastern sector, the number of interceptions per week would be between 

twelva and thirtY'0 This "high" number was due primarilY' to "non

conformance to altitudes and reporting schedules, communications 
24 

failuresi and overdue ETS's." The estimate of unidentified penetra

ting traff~c in the coastal areas was bY' no means too high as ConAC 

was to discover shortlY'o 

USAF's reaction to this ambitious proposal was similar to its 

opinion expressed previouslY' in the matter of the prohibited areas o 

It agreed generallY' that full-scale defense measures were neededi but 

reiterated that such measures required careful stUdY'i and that positive 

action be withheld bY' ConAC until the public was wamed of the impending
25 

steps to be taken bY' the Air Forceo Thus9 to ConAC's two kindred 

proposals to begin interceptions in the proQ,ibited areas (Hanford 

and Los llams) and jn the coastal zones in the Northwest and North

east, no action was taken positivelY' bY' USAF except to impress upon 

ConAC the need for specific regulations and an educational campaign on 

the 8ubjecti before steps were takeno 

v 

Though definite permission had not been given to ConAC to 
. 

begin armed interception of unidentified aircraft, nevertheless ConAC 

believed that onlY' a short time would elapse before such permission 

were giveno Until such a timei ConAC took action to prepare its opera

ting units for the eventuality. On 29 March 1950i ConAC Regulation
26 

55-9 was published as a general policY' guide. Identification zones 

I 
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were to be established jointly by the CAA and USAF II with the zmes 

I 

corresponding to the defense areaso In peacetime~ the filing of 

flight plans was to be on a voluntary basis because of the lack of 

legal authority. The Air Defense Force commanders were to be re

sponsib1e for the development of procedures with the CAA in their 

respective areas. Only traffic passing through established recognition 

zones was to be controlled. Data from the CAA or MFS was to be passed 

to "the appropriate radar stations and control centers lt • The proper 

communications links were to be determined by the defense force 

commanders. One minute only was allowed for correlation of flight 

plans by the GCI stations. Failure to correlate in that time warranted 

interception 0 

A companion regulation issued on 2 May 1950 provided instruc
27 

tions on interception procedures. The regulation was cautious in 

tone. Intercept methods were not to infringe on the freedom of civil 

aviation. Hours of operation were to be dependent on the weather~ 

capability and manningo No night interceptions were to be attemptedo 

I An important feature of the regulation was the instruction that all 

interceptor pilots be tested on the contents of the regulation in 

writing before interceptions were to be attemptedo Criteria. of 

hostility were also introduced in the regulation as a guide to the 

interceptor pilot in a situation where he might be called upon to 

exercise his judgement to fire upon the unidentified aircraft. These 

criteria included, besides visual recognition of the distinctive 

marking and type of the aircraft.ll the behavior of the aircraft when 

intercepted; the position of the aircraft with respect to a possible 
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bombing target; and such observations by the interceptor pilot as to 

whether the bomb-bay doors were open, and whether bombs or para

troopers were actually falling. Machine gun or rocket fire emanating 

from the bomber towards the ground or towards the target was to be 

additional proof of hostility. 

The drafts of these regulations and other measures taken by 

ConAC to convince high~r authority of the state of preparedness of 

the Command in the education of its pilots and the concurrence of other 

commands and services were dispatched to USAF on 27 March 1950 i with the 

request that "the Air Defense Forces be allowed to carry out recog
28 

nition measures vital to the accomplishment of their missionooo ft 

The aircraft recognition rules forwarded by ConAC were, in 
29 

USAF's opinion "considered appropriate." On 8 April 1950 ConAC was 

informed that interceptions could begin in the Los Alamos area and 
30 

along the East Coast. Approval was also granted for the interception 

of aircraft entering the Richland, washington AEC reservation and the 

Oak Ridge reservation. Approval for interception throughout the entire 

Northwestern area was withheld by USAF, however, pending completion of 

negotiations between CAA and Canada regarding the filing of flight 

plans for nights originating in Canada. Implementation of interception 

plans for the Oak Ridge area bad to await the completion of the CAA 

communications net, as well as the ConAC radar and fighter deployment 

in that area. 

It will be noted that WADF's new defense areas in San Francisco 

and Los Angeles were not included in USAF's permission. This was soon 

rectified, however, when the CAA completed its arrangements for 



I 

29 


31 
provision of night data in those areaso By 23 June 1950 permission 

32 
had been received also for the two zones in Ca1iforniao 

Thus, by the latter part of June 19~O, ConAC had at long last 

obtained the authority to commence active interceptions of unidenti 

fied aircraft in all the air defense areas except in the ~terland of 

the Northeasto Even this area was in a limited fashion also protected, 

when permission was received in July to commence interceptions along the 

I 
33 

newly established Canadian Boundary Identification Zoneo The go-

ahead signal to ConAC was granted in a 11 of the above mentioned areas 

with the most appropriate timingo On 25 June l~O, the Comnnmist 

armies invaded South Korea. 

The involvement of the United States in a "shooting war" 

overseas was the most effective educational device for convincing the 

public that ConAC' s active air defense policy was warranted. Tw 

months after the Korean hostilities broke out, the President of the 
34 

United States approved a USAF policy statement to the effect that, 

The Commanding General, Continental Air Command~ is hereby \ , 
authorized to destroy aircraft in flight within the sovereign 
boundaries of the United States which commit hostile acts, 
which are manifestly hostile in intent, or which bear the 
milltary insignia of the USSR, unless properly cleared or 
obviously in distresso This amplifies previously approved 
Air Defense procedures and instructions which have restricted 
intercept operations to specific identification zones. 

Here, manifest1y~ was the logical conclusion to the policy 

which ConAC had been advocating for almost a year - the right to 

~ilize its weapons actively for air defense anywhere within the 

sovereign boundaries of the United States. The corollary to this 

authority was the right to introduce the methods of identification in 

all sectors of the oountry where it was deemed feasible to do so. 



CHAPTER POOR·· 

THE ESTABLISHMENT OF LEGAL CON'mOLS 

I 

During the latter part of .1949 and early in 1950, when ConAe 

engaged in making pla,ns for e~tending CAA flight ·ciata service and was 
" . . 

striving to obtain the authority to begin active interceptions of un. . . 

identified aircraft, it was also renewtngefforts to obtain the legal 
. . . . 

authority to impose restrictions on air traffic. . Hitherto,the only 


legal restrictions upon flights made wit~ theUQited States were, 


. those safety measurestmpQaed by the CAA up~>nciV1ltraftic, and the 


•equ1~entl11ilitaryrules' embodi~dinAFR 60-16which:governedtraffic . .. 
. 1·· ·· ' . . ., .. 

... '. aDd.clearanceprooedures. The provisianof rugbt plans to the 'eM ' ... 

by ciVil aircraft was mandatory ~ many cases where IFR procedures· 

.,. were followed, but there was no obligatiOn on the .partofciVil1an , ' 
. ., 

pilots to file VFR data With ,theCAA. 'AFR 60...;16 ;provided for:substan

tialiy, the same ' requirements for military pilots, except that ·in this , 

. . ' . . 

. ' . -" . . . 

case the flight data was furnished to the Military night Service • J 
.The contemplat~ establishment·' of' identification areas over 


l..and in earlyl950 revealed the deficiency in the existing regulations 


where the filing of VFR flight data was concerned. Furthermore, even 


in the case of IFR procedures, the existing regulations did not con
.. . 

tain penalties sufficiently severe to ~ll to the attention of the 


flyers the urgency of accurate and t1melyfligb.t plan data. 


Though ADC bad expressed the need for legal controls to 
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2 
Headquarters USAF as early as the spTing of 1948, the deficiency did 

not become intolerable until early in 1950 when measures were taken to 

erect identification zones over land. At that time, ConAC again pressed 

for speedy passage of legislation designed to make mandatory the filing 

of flight plans by civilian pilots in accordance with regulations to 

be prepared. by the eM and ConAe. 

Headquarters USAF had been well-aware of the necessity of legal 

authority. As early as May 1948, USAF had begun conferences with the 
3 

CM with this aim in mind. However, the discussions were long and 

arduous because of the delicate problem of balancing the needs of 

identification with the need.s of civil aviation for a minimum of 

controls. By the end of 1949.~ however, USAF-CM negotiations with 

each other and with civil aviation gr.)UPS had reached the point where 

legislation to establish controls over civil air traffic via an increase 

in presidential authority had been drawn up by the CM and agreed. to 
4 

by USAF. Nevertheless, agree~nt between the two agencies did not 

guarantee the speedy passage of the necessary legislation through 

Congress. In view of the anticipated delay at a time when the air 

defense system was girding :i.tself for the conmencement of twenty-four 

hour operations, it was necessary to resor~ to extra-legal means to 

obtain the required controls. These means lay through the good will 

and voluntary cooperation of the c:Lv:'..lian aircraft operators. 

The task of obtaining the support of civil aviation was given 

to the CM. It was pointed out by General Vandenberg, USAF's Chief 

of Staff', that it wi)uld be less disconce:r.·ting to the general public 
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5 
if the initial publicity came from a civil agency. In January 1950, the 

CM was successful in obtaining an agreement with a number of important 

civil flying agencies to conduct all of their flying in certain areas, only 
6 

above two thousand feet, and under IFRo On the whole, the agreement was 

enforced, but there were exceptions to this rule which proved exasperatingo 

Nevertheless, in spite of these troublesome exceptions, even a modicum of 

self-imposed controls on civilian air traffic was better than none at all. 

This gentlemen 1s agreement of January 1950 did not prevent ConAC I 
and the CAAfrom continuing to press for legal controls and severe penaltieso 

Though legislation had been drawn up between the CAA and USAF, civil aviation 

continued to exercise powerful pressure to prevent wha~ it thought was 
7 

an attempt to "rob them of their civil aviation rightso" Reassurances had 

to be given continually by, the CAA and USAF that no crippling curbs on 

aviation were contemplated. In general the atmosphere surrounding the 

proposed legislation was charged with tensiono 

The outbreak of the war in Korea helped considerably to speed up 

the necessary Congressional actiono On 9 September 1950~ Public Law 778 

was passed, empowering the President to establish security provisions I 
"which will encourage and permit the maximum use of civil aircraft con

8 
sistent with the national securityo" The peculiar wording of the law 

in this respect is testimony to the fact that the shadow of civil aviation 

pressure groups hovered over the law-makers down to the final phraseology 

of the law. 

Under the terms of the law, whenever the President determined 

that "such action" was required, he was authorized to direct the Secretary 
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of Commerce and the Civil Aeronautics Board to exercise his powers. 

Section 1203, in turn empowered the Secretary of Commerce, on the 

direction of the President, to 

establish such ~anes or areas in the airspace above the 
United States ••• as he may find necessary in the interests 
of national security; and may after consultation with the 
Department of Defense and the Board, by rule, regulation, 
or order within such zones or areas, prohibit or restrict 
flights of aircraft which he cannot effectively identifY, 
locate, and control with available facilities •••

I In addition, the law carried the necessary penalties for 

Tiolators of the yet-to-be-formulated rules. Section 1204 provided 

that 

any person who knowingly or willfUlly violates any 
provision of this title, or any rule, regulation or order 
issued thereunder, shall be deemed guilty of a misdemeanor, 
and upon conviction thereof, shall be subject to a fine of 
not exceeding $10,000 pr to imprisonment not exceeding one 
year, or to both such fine and imprisonment. 

The authority given to the President by Public Law 778 was 
9 

exercised in Executive Order No. 10197, of 20 December 1950. The 

Secretary of Commerce was directed by the President to establish 

I security control measures over aircraft in flight. This task was in 

turn delegated by the Secretary to the Administrator of Civil Aeronautics. 

During the interim, between the passage of Public Lalor 778 and 

the Executive Order of December 1950, the CAA had been busily at work 

on the necessary regulationso These were duly published on 27 December 
10 

1950, as the "Regulations of the Administrator, !art 620'! The 

regulation provided for the establishment of Air Defense Identification 

Zones (ADIZ's) identical with those which had been established in a 
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military regulation, in the preceding July. Any pilot, prior to penetrating 

an ADIZ or taldng off from a point 'Hithin an ADIZ, vTas required to file a 

flight plan ,·Tith the CAA. VFR flights 1{hich took place vTithin an ADIZ were 

given the prefix "Defense" (DVFR), to distinguish them from VFR flights 

operating outside of AD:IZ IS. In addition, position reports vlere required 

for DVFR as Hell as for IFR flights when penetrating an ADJZ 0 

Certain exemptions to these requirements Here authorized by Section 

620-13. The CAA was permitted, at its discretion, to exempt from the flight 

plan requirement those flights taldng place ".{holly Hithin the confines of 

an ADIZ, or ,{hich started from viithin an ADJZ and terminated outside of an 

ADIZ • An additional exemption vTas that uhich uaived the flight plan re

quirement for all aircraft operating Hithin or entering any "Domestic'IADJZ~ 

(Kno::.:ville, Albuquerque, Los Angeles, San Francisco, or Northvrestern), at 

altitudes less than four thousand feet above the immediate terrain. 

The institution of legal controls over civil air traffic Has 

generally greeted ,·Tith enthusiasm by ConAC. Hm.rever, the 1.Taivcr of fliGht 

plans for aircraft flying through ADIZ IS belO1v four thousand feet evoked 

at once a storm of protests from the Air Defense Forces. fill l'hjor General 
11 

Frederic H. Smith Jr, the EADF commander, phrased his objections: 

it is not understood Hhy aircraft are permitted to enter 
and operate within the Domestic Air Defense Identification 
Zones at altitudes less than four thousand feet above the 

i~ A. more detailed discussion of the proVJ.sJ.ons ot the regulo.tions 
cited in this chapter, "i·There they apply to ADJZ's, may be found in the 
next chapter. 

I 
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immediate terrain•••• Unless flight plan correlation is 
accomplished, it is absolutely necessary to intercept and 
recognize aircraft approaching the prohibited areas contained 
in these Zones. Further» regardless of flight plan 
correlation, all aircraft approaching the prohibited areas 
are intercepted. Therefore, I feel it incumbent upon us to 
present our case so strongly to CAA, that they will require 
all aircraft to file flight plans "rhen operating into or within 
a Domestic ADIZ, especially if the path of the aircraft expects 
to approach any of the prohibited areas, regardless of the alti
tude at which the aircraft intends to fly. 

In answering General Smith's objections, Brigadier General 

Herbert Be Thatcher, then ADC's Deputy for Operations, explained ADC's 
12 

policy in this matter. 

The altitude exception to paragraph 620.13 (CAA Part 620) 
was a necessary concession to obtain the many other benefits 
resulting from a publication of this document. The adoption 
of a perimeter type air defense, the inability of our radar 
to see at low altitudes and the existence of the Interim Plan 
for the Emergency Control of Air Traffic, tends to nullify 
the handicap this altitude exception imposes on the difficulty 
problem of aircraft indentificationo 

In spite of ADC's explanation of the reason for its concession 

in the waiver of flight plans below four thousand feet, the Command 

believed, as did EADF, that the exemption was a detriment to effective 

controls for identification. Action was undertaken during 1951 and 

1952 by ADC to request revision of the CAA Regulatio~ in this respect, 

though without any great deal of optimism as to the outcome o 

ADC's fears were justified. The only concession to ADe's wishes 

in the matter in the revised regulation, which was subsequently published 

on 15 January 1953, was a statement to the effect that "pilots of air

craft equipped with functioning two-way radio are urged to comp~ with 

the flight plan and reporting requirements of this particular part 
13 

regardless of altitude." 
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ConAC's plans to establish identification zones in the interior 

of the United States late in 1949 prompted a reappraisal of the state of 

the Command's jurisdiction over militar;r air traffic as \-Tell as civilian 

air traffic. The aircraft. belonging to the Air Force had been required 

for some time to file IFR flight plans ,.r.i th the 1-1ilitary Flight Service .. 

Such information was, of course, available to Con~C, but data on the 

extensive VFR flights ,·18.S not. If zoned identification areas Vlere to 

be created in vlhich all aircraft Here to be identified, then VFR flight 

data lias indispensable to the air defense system. If it Here only a 

matter of obtaining such information from USAF aircraft, the problem 

\'Iould not have been an especially challenging one.. However, it vIas necessary 

to obtuin such information from all aircraft Hhich uere not under the juris

diction of C~~ flight regulations, and this constituted practically all 

'fl3derally-mmed aircraft: Naval, Coast Guard, ~my and those belonging to 

civil agencies of the government. Not even aircraft belonging to the 

Canadians Here excepted from the requirement. 

In December 1949, Con~C called to USiiF's attention the lack of 
14 

controls over federally-mmed aircraft. It ,·18.S pointed out that the im

position of VFR flight plan requirements would create a great burden upon 

the Hilitary Flight Service, but Conl\.C noted that the ClI.A had expressed 

l1illingness to contribute personnel and facilities to this end. ConAC, 

hOVlever, expressed the opinion that if facilities and authority '·lere given 

to the eJ~erienced CAA organization to handle flight data for both military 

I 



37 

and civilian aircraft, such a procedure would result in more efficient 

contributions to the air defense system. 

On 24 February 1950, ConAC again brought up the question of 
15 

military controls. This time ConAC put immediate emphasis on the need 

for control over those aircraft in the jurisdiction of the Air Force. 

To this end, USAF was supplied "lith a draft of a regulation which 

ConAC proposed be issued. The regulation directed that all USAF 

aircraft file both IFR and VFR plans when flying within certain desig
16 

nated identification zones. 

USAF's answer to ConAC's proposal was most encouraging. On 

4 April 1950, USAF not only expressed approval of the plan to regulate 

military traffic" but proposed in its turn that a joint Army-Navy-Air 

Force regulation be published which would direct military pilots to 

file either VFR or IFR plans when flying at any altitude anywhere in 

the continental United States or its approaches, except for certain 
17 

local flights. Position reports would be required at thirty-minute 

intervals. The rationale behind the plan to make flight plans mandatory 

anywhere in the United States ws that the pilots vlould not, thereby, 

have to remember the boundaries of the zones o 

ConAC's reaction to the proposed joint plan was, naturally, 
18 

favorable. However, USAF's plan was apparently more enthusiastic than 

practical. A conference between USAF and ConAC representatives made 

extensive changes to the proposed plan, reverting to the original ADC 
19 

proposal to file flight plans only \-1hen flying within an AnIl. In 

this form the proposed regulation was approved and the arduous process 



of coordination with the Army and the Navy began. The catalyst of war 

apparently did much to speed up the process of coordination between the 

three services, for on 15 July 1950,the jo~t regulation was published 

under the signatures of the Chiefs of the three services. 

The joint regulation, issued by USAF as AFR 60:"'22, made the filing 

of flight plans mandatory when penetrating or flying within an identification 
20 

zone, regardless of altitude. Local flying which took place entirely within 

the zones was exempted from the filing of flight plans, "when performed in 

a manner conducive to ready recognition." Procedural arrangements for such 

flights were to be coordinated between local military commanders and air 

defense commanders. Being a direct order to.military personnel, the regu

lation did not specify penalties for Violation, as did the CAA's civilian 

regulation. 

III 

Thus, by the end of 1950, regulations which were backed by 

legal authority had come into being for both civilian and military air 

traffic. But the existence of the rules themselves were no guarantee 

that either civilian or military pilots would adhere to them. The flight 

plan and position reporting information which was required of pilots under 

CAA Part 620 and AFR 60-22 was not simple, and violations, both uninten

tional and deliberate, were to be expected. It ws of prime importance, 

therefore, that the enforcement of the regulations be monitored closely 

if the identification system was to function effectively. 

Violations b.J civilians, whether they were by individuals or by 

corporate concerns, were to be handled by the CAA. To this effect, rules 

I 
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were enunciated by CAA in February 1951 in the form of a legal policy 
21 

directive to CAA regional administrators. The CAA asked the Air 

Divisions to notify their GCI stations to inform the appropriate ARTCC 

at the time an interception was made, so that the center could establish 

the fact of a violation. while the incident was still fresh. This evidence 

was then to be held at the center until v~itten notification of the 

violation was received from the air divisions, after which the case 

was to be turned over to the appropriate agency, depending upon whether 

a civil, military or foreign aircraft was at fault. In the case of 

military violators, the appropriate agency was the Military Flight 

Service. 

vfuere no flight plans had been filed and a civilian aircraft 

was caught in a manifest violation, prosecution was, of course, 

unavoidable, although the penalties were seldom severe. However, the 

most exasperating problem was created by civilian pilots who had filed 

plans, but who did not conform to their estimated time of arrival. 

CAA believed that in most instances these violations were unintentional 

and that they were caused usually by poor navigational aids. It was 

not believed that prosecution of such cases was worthwhile. It was 

CAA's suggestion that the air divisions should continue to file out 

violation reports in these cases, but that only those violations should 

be passed on to the CAA which the division commanders considered worthy 
~ 

of further investigation. 

The problem of securing the enforcement of the control regu

lations qy military pilots caused ADC more difficulties than those 
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which were caused by civilian pilots. The question eventually arose of 

the legal status of an Air Force pilot~ho violated one of the provisions 

of CM Part 620 which was not covered also by AFR 60-220 Early in 1951, 

such violations had been turned over by the ARTCC1s to the appropriate 

Hilitary Flight Service centers for action. To ADCls concern, however, 

it was soon discovered that the MFS had no authority to cite the military 
23 

violator. 

Part of this discrepancy was resolved in time by revisions of 
24 

AFR 60-22 to bring its requirements more in line with CM Part 6200 

However, the conformation of the two regulations did not prevent viola

tions from trueing place, although it ~d remove the objections of civilian 

pilots that the mi+itary airmen did not have to conform to the same 

requirements as they did. 

In July 1951, ADC broached the matter of violations of AFR 60-22 

to Headquarters USAF, noting that "it has become increasingly evidentooo 

that military pilots •••are not familiar with the provisions of AFR 60-22," 

and that the lack of familiarity had thereby been "very costly to the air 

defense system by increasing the number of unidentified radar tracks which 
. 25 

require interception." ADC proposed that all military pilots, including 

Naval and Marine flyers, take written examinations on the provisions ' of 

AFR 60-22 co The proposal was hosp!tably raceived in Headquarters USAF, and 

in time the necessary directives were issued. The examination of military 

pilots of all three services on the provisions of the joint regulation went 

a long way in reducing the number of violations. 
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CHAPrER FIVE 

AIR DEFENSE IDENTIFICATION ZONES 

I 

Thus far in this history of identification, it has been recounted 

that, in the two years since 1948, an air defense system had taken shape 

in certain locations in the continental United States; that effective 

cooperation between the Air Force and the CAA had resulted in the intro

duction of flight plan correlation procedures in the areas where air 

defense weapons had been deployed; and that legal controls had been 

created for the re~~lation of civil and military aircraft flying in 

those areas. 

During the latter part of 1949 and early in 1950, while ConAC 

was striving for the introduction of an identification capability in the 

new areas where the Lashup radar system was being deployed, much thought 

was given to the eventual configuration of identification zones in the 

United States o It has been told in the preceding chapter that ConAC 

proposed to USAF, in February 1950, that military controls be imposed in 

certain areas of the countryo These zones 1vere eventually incorporated 

into the joint regulation of military traffic issued by the three 
1 

services, and mown to the Air Force as AFR 60_22, ~ 19 /~ l~tFO. 
I " 

The establishment of a number of ~r 'efense Identification 

Zones (ADIZ's) in AFR 6q-22 was followed by the establishment of identi

cal zones for the regulation of civilian air traffic in CAA Regulation 

-~--~,,"=" 
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Part 620. In the opinion of ConAC, such zones as were established in 

these two regulations of 1950, were but the first sten in an evolving 
3 

process. liAs the air defense system is extended it vTill be necessary 

to designate identification zones. This process vrill continue until 

the system is complete." 

In other words, identification zones were to be established 

v7henever air defense capability was introduced into new areas of the 

country. Unfortunately, however, in 1950 ConAC was incapable of fore

casting the exact configuration of the future air defense system. The 

Lashup radar network, which was located in the Northeast» the Pacific 

Northwest, California, New Mexico and Oak Ridge areas, was to be extend

ed slightly vlhen it gave way to the Permanent radar system which ,vas 

scheduled to become operational sometime in 1952. There were~ however» 

vague ~lans relating to a "gap-filler" program during 1950 which 

promised to extend the surveillance network greatly into neVJ areas of 

the United States. In addition, plans !·.rere being formed for the pro

tection of SAC air bases, v·7hether they Here located in potential 

target areas or not. Thus, during 1950» the precise pattern of the 

air defense system to come, and consequently, the eventual identifi~ 

cation zone coverage, Here not entirely clear. At this stage in the 

development of air defense weapons deployment strategy, ConAC was 

forced to take the inevitable view that, conceivably~ the entire 
4. 

nation might eventually be turned into an identification zone. 

The ti..O regulations of 1950 created ADIZ' s which conformed 

roughly to the coverage provided by the Lashup radar netv70rk. Along 

the Atlantic and Pacific coasts, two "Coastal'! ADIZ! s were creat,edJ) 

. -- ,~- ~ 

I 



each of l-Thich extended approximately 250 miles out to sea. Five 

"Domestic" ADIZ's were created in the interior of the United States: 

in the Northwest; in the San Francisco area; around Los Alamos; and 

in the Oak RLdge area. No Domestic ADIZ was established in the highly 

important Northeastern area, although plans ,.,hich ",ere drawn up during 

1950 called for the conversion of the Northeast into an ADIZ during 
5 

emergency conditions. In addition to the Domestic and Coastal ADIZ's, 

a third category of zones, to be known as the International Boundary 

ADIZ' s, ,·laS established. Though it "\-las undoubtedly contemplated tha.t, 

in time, such boundary zones would be created for both the Mexican and 

* Canadian borders, only the latter border was zoned durinG 1950. The 

Canadian boundary zone, which had no depth at all, and thus logically 

did not warrant being called a 11 zone, 11 'Has broken into t"ro sections. 

The western section followed the northern border of the Northwest ADIZ, 

and the eastern section began near the Keewenaw Peninsula in Michigan 

and follmved the boundary to the Atlantic Ocean. 

The regulations establishing legal controls were received "\-lith 

general enthusiasm by ConAC, although the four thousand feet "laiver in 

CM 620 evoked almost unanimous misgivings on the part of the Air 
6 

Defense Forces. An item in the joint military regulation which 

caused some objection "\-lUS the delineation for military traffic of 

Coastal ADIZ's flush with the coastline of the United States. Antici

pating an eventual revision of the regulation, ConAC proposed that the 

Coastal ADIZ's begin t':renty-five miles out to sea. This was recommended 

-If- The Hexico-California border was declared an International BO'Lmdc.ry 
ADIZ in the reYised CM Regulation Part 620 of 15 January 1953. 

http:BO'Lmdc.ry
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in order to give the Defense Forces sufficient time for effective inter

ception and also to eliminate the need for identification of naval air
7 

craft on training flights close to the shore. The revision was eventual: 

brought about in the ne'-1 edition of the joint mili tary regulation which 

appeared in January, 1951. 

II 

During 1951 the Headquarters and the operating echelons of the 

Air Defense Command had an opportunity to acquire experience in the 

theory and practice of identification, and to apply that experience 

to the question of the merits of ADIZ's. In the discussions which took 

place during 1951 on the subject of the role of ADIZ's in air defense, 

tuo conflicting vie'-1points on the subject emerged: that of EADF, and 

that of ADC Headquarters. 

The EADF theory evolved gradually during the latter half of 1950 

and in 1951 as a result of discussions concerning the nature of the 

International Boundary ADIZ along the eastern portion of the Canadian 

border. Soon after the publication of AFR 60-22, EADF complained to 

Are that the tortuous path of the international border in the Great 

LaJ;:es area made it possible for Un~ted States and Canadian aircraft to 

begin and finish a flight in their own sovereign territory vThile 
8 

crossing the border en route. EADF noted that the situation ,vas 

causing an administrative burden on the CAll, the MFS, and the Gel 

stations. A proposed boundary line designed to minimize the confu

sion Ims subrni tte.d by EADF, but ,·m.s turned down by USAF because it 
9 

violated the princi:ple of national territorial sovereignties. 

liouever, USAF lm.S not opposed in principle to EADF I S proposal, and 



suggested that ConAC undertake to work out a "mutually agreeable 
10 

45 

plan" -vTith the RCAF for submission to USAF. 

Subsequent negotiations with Canada resulted in the discover,r 

that the Canadian Department of Transport (DOT), had no authority to 
II 

require flight plans from Canadian aircraft. ConAC's hands were also 

tied by the lack of authority to overfly Canadian territory en route to 

intercept aircraft which were actual~ over American territory at the 

I 
12 

time. ConAC confessed that the negotiations with Canada were useless 

under the circumstances and advocated that USAF itself take action to 
13 

resolve the matter on an inter-governmental level. USAF Headquarters, 

in tum, agreed to reopen the question, but only when overfly rights 

were secured, and when Canada enacted legislation similar to Public Law 
14 

778. 

In January 19513 EADF reopened the question of the border zone 
15 

on a slightly different tack~ 

To use the International Boundary, especially around the 
Detroit, Buffalo and Great Lakes area in general, presents a 
problem in that aircraft are allov18d to approach too close to

I these important cities without being required to identify 
themselves by flight plan provisions. The radar coverage of 
our northern stations is such that aircraft which are not 
going to cross the border come under surveillance, and no 
means exist to determine if the aircraft is friendly and not 
intending to cross the border or is potentially hostile. A 
case in point is the air defense readiness alert of 6 December 
1950 ca~sed by Canadian aircraft observed by the radar station 
at Limestone o 

To remedy the existing incongruity along the border, Major 

General Frederic H. Smith Jr., EADFis commander, proposed the estab

lishment of a Canadian border zone, 150 miles deep, entirely within 
16 

Canadian territory. Similar overtures were made to Canadian 

officials by EADF, but these officials, tho~gh receptive to the plan, 
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indicated that it would take Canadian governmental action to establish 
17 

the zone. ADC thought so too, but left the door open to further . '.' . ,18 
discussion of the subject, informing EADF that: 

Yourreconnnendation will be used as a basis of establishing 
an ADIZ over Canadian territory as soon as fundamental 
International Agreements'have been reached. 

EADF's proposal to the Canadians resulted in exceptionally 

speedy action by the latter. In Marcb"Canada announced that it was 

going to implement an identification zone of its own, one to two hun

dred miles deep inside Canadian territory along the border from Sault 
19 

Ste Harie to the Atlantic. In short order the zone 1joJas created, 

effective on 15 May 195~. 

The Canadian Air Defense Identification Zone (CADIZ) did not 

fulfill EADF's need$, however, -Although the American International 

Boundary ADIZ l.ras erected "from the ground up, I, the new CADIZ exempted 

aircraft lvhich flew below fou,r thousand feetfrorn filing flight plans. 

Such a waiver, in EADF's view,-did not remedy the deficiency which 

had existed prior to the crea,tionaf the CADIZ in the vulfterable 

Detroit-Cleveland area. EADF recommended action which would either 

lower the CADIZ to the ground, or widen the American International 
20 

Boundary Zone and extend it substantially into Canadian territor,y. 

ADC, in answer, again pointed out that there existed no authority for 
21 

the establishment of an 'American ADIZ over Canadian territory0 

In mid-195l, ADC, having decide'dthat radar and fighter 

coverage along the central portion of the Canadian border warranted 
. ,': ~ -" 

the establishment of new ADIZ's there,. proposed to USAF that the new 

zones be created as Domestic ADIZ's,i.~.,.ones which contained the 
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22 
four thousand feet l..raiver. This proposal elicited another vigoro'lS 

23 
protest from EADF. If i\.DC's plan Has carried out, EADF recommended 

that the International Boundary ADIZ be widened to a distance of 

~venty-five miles. Though ADC had already rejected EADF's repeated 

overtures to ~nden the International Border Zone, nevertheless EADF's 

tenacity in the matter caused ADC to ask for a detailed reappraisal of 
24 

the subject by each of the affected air divisions in the EADF territory. 

After a restudy of the problem, as directed, EADF resubmitted 

to ADC a proposal for a rectification and widening of the International 
25 

B01.IDdary Zone. The proposed EADF zone followed a straight line 

connecting the existing and programmed radar stations along the north

ern perimeter of the F..ADF area, and Has as wide as the actual radar 

coverage of the stations along that line. Inevitably the zone straddled 

the frontier into Canadian territory. According to EADF, the proposed 

zone rendered both the existing CADIZ and the International ADIZ in 

southern Ontario superfluous. Suffice it to say that the EADF propo

sal '-Jas not adopted for the same reasons given by ADC in EADF IS previo'lS 

proposals to lriden the border zone and extend it into Canadian territory. 

There remained, along the border on each side, a wide band of Domestic-

type ADIZ's, sanduiching between them the paper-thin International 

Boundary ADIZ which was erected from the ground up. An aircraft could 

fly below four thousand feet on the Canadian side, come up to the 

International B01.IDdary "zone" vJithout crossing it, be picked up by the 

EADF radars as "unknown," and fly back without violating any flight 

regulation, though causing w~ch grief to the EADF identification system. 

It is interesting to note that the 25th Air Division, which 
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I 
occupied a somel-lhat analogous position along the Canadian border to that 

of the EADF border divisions, expressed contentment with the western 
26 

section of the CADIZ. The 29th Air Division, vlhich also patrolled the 

border, however, felt the need for extending the CADIZ to include its 

segment of the border area, and made continuous recommendations to have 
27 

that accomplished. The CADIZ was d~y extended the entire length of 

the border early in 1952. 

By mid-1951, as has been mentioned, it had become apparent that Ithe radar coverage vTaS rapidly outstripping the existing ADIZ' s. On 

15 June, therefore, ADC proposed to Headquarters USAF that additional 

ADIZ's be established along the northern border of the United states. 

In addition, revisions in the northern and \-1estern boundaries of the 

Knoxville ADIZ ",ere requested by EADF in order to eliminate traffic 
28 

lanes from the perimeter of the ADIZ. 

The new ADIZ's, which were approved by USAF and officially 

promulgated by the CAA in an amendment to its Regulations Part 620, 

on 30 Sept.ember 1951, established the following additional ADIZ'S: 
29 IGreat Falls; 11inneapolis; Traverse City; and Bangor. These Domestic 

ADIZ's extended along the border, joining the Northwest ADIZ and form

ing a solid belt along the border to the Atlantic Ocean. 

The establishment of the additional Domestic ADIZ's was the 

inevitable development of ADC's theo~ that the identification zones 

had to keep pace '{oIi th the growth of the air defense system. However, 

in this theory there had always been one exception: the congested 

EADF area. In the plans for the establishment of ADIZ's, the huge 

Eastern sector had been omitted because of the diffic 1.1lty of implementing 
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identification procedures there, and the consequent burden upon the air 

defense system to identify all traffic labelled as "unknOT.•m. II The 

peculiar problems of the EADF area conditioned EADF to view the role of 

ADIZ's somewhat differently than either ADC, 1rJADF, or CADF did. As 

EADF phrased its viel-1 in formulating objections to the creation of the 
30 

n8i-J northern ADIZ' s : 

In order to properly defend any given area from air attack, 
the defense commander should be able to identify every 
established track•••• In areas of high de.sity air traffic 
this is not possible without unduly restricting the traffic 
flow. Therefore, the identification function, for the present 
and during white alert conditions, must be limited to pene
tration tracks which originate within or enter a perimeter 
zone established around the defended area. 

Such a perimeter identification zone as EADF envisaged, was to 

be placed not less than 150 miles away from the nearest critical target 

in its area. The new ADIZ's created by ADC began at the national border 

and extended inwards, embracing much of the dease~ populated areas of 

the Great Lakes region -- thus negating, in EADF's view, the advantages 

of early warning through timely identification. 

Following suit with this line of thought, EADF, in mid-1951, 
31 

created on its own a Perimeter Identification Zone (PIZ). This zone, 

though unofficial in that it had neither ADC nor CAA sanction, was to 

be used as an operational guide to EADF air divisions in the matter of 

identification policy. But, without the necessary teeth in the form 

of mandatory restrictions of air traffic which penetrated the Zone, 

the PIZ could only be ineffectual. 

ADC was not unaware of the urgent considerations presented in 

EADF's arguments in behalf of a more realistic identification zone 

policy for the eastern area. On 19 March 1952, ADC removed one of the 
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most serious causes of concern to EADF when it asked other USAF commands 

which operated aircraft in the ZI to file flight plans on all B-29, 
32 

B-36 and B-50 aircraft which flew north of the 37th parallel. SAC, 

the principal operator of bomber-type aircraft in the ZI, readily 

agreed, except for certain local flights. 

EADF tried again to give its ideas on a perimeter identification 

zone reality in April 1952. This time, EADF concentrated on the estab

1ishment of an identification zone around the New York-Washington
33 

Philadelphia region. The Bangor ADIZ and the Atlantic ADIZ were to 

provide the necessary protection to the north and east. As to the open 

"back door" to the area, EADF proposed a zone varying in width from 

fifty to one hundred miles in a semi-circle enclosing the defended area, 

at the mini~m distance of 150 miles from the vital targets. However, 

the EADF proposal for a Domestic "stripn ADIZ happened to coincide with 

a major change in ADC defense strategy, and the proposal was lost in the 

drastic revision of identification plans attendant on the new policy. 

III 

The approaching maturity of the continental air defenses during 

1951 prompted many evaluations of the air defense program for the future, 

not only within ADC Headquarters but also among other agencies, such as 

the Rand Corporation, and the Weapons System Evaluation Group (WSEG). 

The total effect of these examinations of the air defense system was to 

cause major readjustments in ADCls thinking about the strategy of air 

defense weapons deployment. In particular, a study by the Weapons 
34 

System Evaluation Group had an important influence. It was proposed 

by the WSEG that air defense resources be concentrated in the most vital 

areas of the country and that such resources be distributed around the 

I 
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perimeter of the defended area rather than evenly throughout the area. 

Early in 1952, ADC informed Headquarters USAF that it sub

scribed to the principle advocated by the WSEG, with some modifications. 

There were to be three major target complexes in the nation which were 

to receive priority in the deployment of weapons: the Northeast, the 
!\ 

Northwest, and the Los Agpeles~San Francisco areas. In addition, two 
<J 

"islandlt-type defense areas outside of the priority areas were also to 

be defended: the Albuquerque and Oak Rid~e districts. 

The defense of the above-mentioned areas was to be accomplished 

by the formation of a double perimeter around each of the areas in which 
36 

air defense weapons were to be primarily concentrated. This principle 

had an inevitable effect upon identification planning. By the spring 

of 1953, a new identification plan based on the double perimeter theor,y 

had been developed. 

In the new plan, the defense areas encircled by the double 

perimeters were to be closed to all penetrating air traffic except 

through designated corridors, along which were to be located compulsor,y 

reporting points. AC&W stations with radar coverage over these corri 

dors were to be assigned the function of identification. Coastal 

stations were also to perform identification functions until such time 

as adequate facilities were made available to extend the functions of 

detection and identification further out to sea. In addition to 

stations within the double perimeter lines, single lines of radars 

called "alerting lines lt were to be established in other key areas, 

i.e., along the northern border, through which were to be designated 

corridors and compulsory reporting points for aircraft penetrating the 



border into the United States. In all of the double perimeters there 

was to be "down to the groun9-tt coverage and all aircraft which pene

trated the zones were to file mandatory flight plans. In view of the 

fact that the coverage of the existing and programmed radars would not 

provide the necessary coverage at low altitudes, small radars with 

automatic reporting facilities were to be employed for that purpose. 

It was estimated, however, that pending the implementation of the small 

radar program, the Permanent and Mobile programs would provide a 

detection capability along the outer perimeters at approximately one 

thousand feet above the terrain, a capability which would be sufficient 
37 

to place the identification system in operation. 

By the end of 1953, however, the ADC proposal to reorient its 

identification zones to the double perimeter concept had not been 

approved by Headquarters USAF. In any event, USAF's failure to approve 

the plan up to this date did not seriously jeopardize ADC's new pros

pects, because the new identification policy depended upon the actual 

implementation of the double perimeter defenses which were still in 

the planning stage. It was hoped by ADC that the Mobile radar stations 

would become a reality during 1955, at which time the perimeters would 

be formed, and the new identification policy could begin to operate. 

Pending the implementation of the new double perimeter identi

fication plan, how·ever, certain modifications in the existing ADIZ' s 

were deemed necessary. On 16 September 1953, ADC proposed that changes 
38 

be made to the boundaries of the existing ADIZ's. 

The most significant feature of the proposed changes was that 

which concerned the long-standing difficulty over the tortuous Inter

national Boundary ADIZ in the Great Lakes area. It will be recalled 

I 
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that EADF's previous efforts to straighten the identification zone in 

this region had met with failure because of the violation of Canadian 

sovereignty implicit in the proposal. ADe's request of September 1953 

brought up the question once more. This time the outcome was happier. 

Between Sault Ste Marie and a point on the Maine border, a Security 

I 

. Identification Zone (SIZ) was established by the Canadians, twenty miles 

wide and from the ground up. In the same area, the International 

Boundary Zone, which now served no purpose, was eliminated. The effect 

of the new SIZ was to give the EADF defenses a much-needed additional 

period of early warning in that area em flights headed towards the
39 ... 

United States from Canada. 

In addition to the Significant change noted above, other modi
40 

fications were made in existing ADIZ boundaries. Between the North

west ADIZ (now renamed the Seattle ADIZ), and the San Francisco ADIZ, 

on the Pacific Coast, a large gap in the ADIZ coverage had existed. 

This gap was now eliminated by extending both of the neighboring ADIZ's. 

Another notable change was made in the Minneapolis area. The very large 

ADIZ there was trimmed to eliminate the coverage in Minnesota, Iowa, 

South Dakota, and Nebraska. At the same time, the Great Falls ADIZ 

was extended westward to embrace a small bit of territory previously 

contained in the Seattle ADIZ. The Knoxville ADIZ also underwent some 

modifications in the Northern and southeastern peripheries of the 

boundary. Simultaneously with -the changes made in the American ADIZ' s , . . 41 
revisions were made by the Canadians in the Canadian ADIZ boundaries. 

However, no significant changes in identification procedures was 
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implied by all of these changes. 

Thus, by the spring of 1954, at which time ADC's recommendations 

were carried into effect, the penultimate revisions were made in the 

ADIZ configuration. It was expected by ADC that the final step in the 

development of the identification zone process would take place in the 

near future by the scrapping of all of the existing ADIZ's, and the sub

stitution in their place of the double perimeter identification system. 

IV IThe establishment of ADIZ's over areas of high traffic density 

caused hardship to the Air Defense Forces aL~ost from their inception. 

~he problem of identifying friends from foes in congested areas was 

especially critical in the WADF areas in Seattle, San Francisco, and Los 

Angeles, as well as in the EADF region. 

Early in 1951, v.JADF took the unusual step of establishing certain 
42 

free areas within its ADIZ's on an experimental basis. The result of 

this step was apparent almost at once in a noticeable decline in the 

number of unidentified tracks. 

The "free area" principle · wi thin ADIZ' s was not one which ADC 

felt was consistent with its plan to cover all of the critical areas 

with a secure identification system. Nevertheless, in view of the 

unrealistic practice of recognizing as inevitable large numbers of 

unknowns within the system, and not being able to do anything about it, 

ADC decided, reluctantly, to sanction the ~~DF experiment. On 13 April 

1951, ADC decided to grasp control of the free area policy by defining 
43 

the policy as follows: 

A "free area" is the air space over a limited geographic area 
in which all initial plot pickups and/or outgoing tracks are 
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considered "friendly," thus eliminating the requirement for 
correlation of large numbers of tracks with flight plans in 
areas of high traffic density. Additionally, it eliminated 
the requirement for segregating, for identification purposes, 
local traffic, point to point traffic and traffic below 4,000 
feet not requiring flight plans, in these areas of high 
traffic density. Attempt is made to correlate with flight 
plans all tracks in the ADIZ inbound to the "free area" for

tlidentification. The establishment of a l1free area requires 
surrounding radar and/or GOC coverage to enable identification 
of all aircraft bound to the "free area." 

The free areas were to apply only to peacetime operations and, 

I depending on the imminence of hostile air attack, they were to be 

eliminated ~~d strict control of local air traffic imposed. In all 

cases, where the Air Defense Forces desired to establish such areas, 

ADC insisted upon complete justification. WADF, believing that a 

tlrealistic approach is to accept the calculated risk," then proceeded 

to recommend free areas for the 25th, 27th, and 28th Air Division areas. 
44 

ADC consented, reiterating that: 

It is desired to emphasize, however, that the "Free Areas" are 
to be considered in the p~ture of a temporary expedient, which 
this Command is prepared to accept as an interim measure in the 
interests of overall efficiency. It is a system vmich must be 
restri.cted to a mil"J.inrum consistent with operational require

I ments and "ilhich nUlst be abolished as soon as operationally 
practicable. 

HADF Headquarters, "lhich favored the establishment of free areas 

as a calculated risk, foresa'·; the extension of the pract.ice as the radar 

coverage expanded into new areas. B~et permission to extend the 

practice was bluntly denied by ADC houever. Each situation was to be 

determined on its merits, and every effort ,-laS to be taken to eliminate 
45 

free areas ,·,here they had been already established. 

In EADF's opi:..1.ion , the entire matter of tlfree areas" was an 

acadelllic one, in view of the fact that the most congested areas ,rlthin 
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EADF w~re already unrestricted flight zones ~- there being no ADIZ 

covering them~ and consequently no requirement to identify traffic 
46 

other than the se1f~i.mposed requirement of EADF's makingo CADF, 

however, had occasion to ask for a free area in the Minneapolis ADIZ, 
47 

and in September 1952 !) it \-las established" 

In spite of the three free areas established in the WADF area, 

that command was still hard put to distinguish friend from foe in the 

non·:free areas of its th!'ee ADIZ eso In February 1952, rJADF proposed I
that aircraft which were detect.ed proceding tOl'Jards the target areas 

in the San Francisco and Los fl~ge1es districts from the northwest, 

north~ or northeaBt. 9 be identified regardless of lIThether they were 

detected in a free area or not o All other aircraft which proceeded 

on a course other than the above were not to be identified and flight
48 

plans on them Here to be rete.ined by the ARTCC until needed. Also, 

8.11 aircraft proceding at a speed slower than 150 miles per hour were 

to be ignored!) "thus elimi a ting the need for identifying most private 

dvilJan aircraftoil N~·e l ess to saY$ \':ADF' did not recommend such 

procedures for the Pacific Coastal ADIZ o Approval by ADC 'Was granted I 
to viADFI s reccmmendati.ons ) and the additional exemptions were put into 

49 
f one in the 27th and 28th id.r Di-vision areas in Harch 19520 Again, 

in the la.tter part of 1~53~ the 28th Air Division was forced to make 

an additional c.ompr;omise 0 Tracks \-lhich pene~jrated the Divi.sion 1s 

zone from the 27th Air Division sect,or to the sough and which had been 

carried as unkno"lTl in the southern sector 9 were to be continued as 

unlmOWll in the northern area., In effect~ this put a lower priority 

on such tracks .9 affordip._g an opportunity to cone entrate the little 

http:detect.ed
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interceptor strength in the division against those tracks whose progress 
50 

were completely unknown. 

Like the ADIZ's, the free areas were also doomed by the decision 

to create a double perimeter identification system, and ADC was prepared 

to breath a sigh of relief when they were abandoned. The very existence 

of the areas implied defeat in ADe's program to identify all traffic 

above a critical target. So far as EADF was concerned, both the decision 

to scrap the ADIZls in favor of the double perimeter concept and ADels 

concession of the free areas, was in iv;;.. JP~ ni.on, justification of its 

stand that only a perimeter-type identification policy .las practicable. 

http:JP~ni.on


CHAPTER SIX 

Alli MOVID-1ENTS INFORMATION SECTIONS 

At the Joint CAA-WADF conference held at Kirtland Air Force 

Base, it 'WaS decided that flight plan data could be more effectively 

disseminated to the air defense system by the ARTCC's if a number of 

CAA controllers were positioned at the latter installation to devote 
1 

their entire attention to this purpose. The CAA was to appoint a 

number of these "security controllers '1 at "i;i:! (:- 3ca ';t , _t'! ARTCC for a trial I 
period. The test 'Was to determine whether the AR'lCC was the proper 

location for these persons, or if it was more desirable to have them 

stationed in the air defense control center itself, as was suggested 
2 

by the commander of the 25th Air Division. 

The Seattle "security controller" experiment was indicated an 

improvement over the old method, but there 'Was still room for a better 
3 

system. On 31 October 1950, the Joint CM-USAF planning board convened 

at Hamilton AFB, and one of its recomnendations was that Aircraft M:lve

ments Identification Sections be established at Seattle and Boston for 
4 I 

a trial period of six months. These sections were to be located in 

the ARTCC' s, and their purpose would be to supply the air defense 

direction centers with screened flight plan data, disseminated no 

earlier.than fifteen minutes before the aircraft in ~~estion was expected 

to penetrate an air defense identification zone. The cost of the ex

perilnental lIDi t was to be borne during the trial period by the Air 

Force. The official request to the CM was made by Headquarters USAF 

on 1 February 1951, with a requirement that both of the AMIS's be 
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operational by 1 March 1951. 
/ 

After some delay, during which both of the Air Defense Forces 

expressed ,considerable impatience, the two AMIS's were placed in 
6 

operation late in May and early in June 1951. Standard operating 

procedures for the Seattle AMIS were prepared by the 25th Air Division, 
7 

and similar instructions were issued for the Boston !MIS by EADF. 

ADC was requested by USAF to monitor the experiments, to draw up firm 

requirements for additional ~rrs's, and to prepare detailed cost studies 
8 

for expansion of the sections in other locations. 

It became quite apparent almost as soon as the Seattle ~lIS 

began operations that its value to identification would be quite great. 

As early as 12 June 1951, less than a month after the unit had commenced 

operations, WADF recommended to ADC that it be retained on a permanent 

basis, and proposed that similar units be created in all the air division 
9 

areas of WADFo CADF entered the lists on 19 June 1951 with a recommend
10 

ation that an AMIS be created to service the Minneapolis ADIZ. ADC 

was obliged, however, to refrain from acting on the CADF suggestion 
11 

until the two experimental units had been properly evaluated. 

By 4 August 1951, Western Air Defense Force Headquarters was 

satisfied that the AMIS experiment was a success and again repeated its 
12 

requirements for additional AMIS's. It was recommended that AMIS's 

be set up permanently at Seattle, Los Angeles, Oakland, Great Falls, 

and Albuquerque. 

A preliminary evaluation of the experiment at both ARTCC's was 

prepared by ADC and submitted to USAF on 15 August 1951, indicating 

the "undoubted desirability of establishing these and similar units as 
13 

integral parts of the Although the trial period 
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was not yet over, in view of the anticipated establishment of additional 

ADIZ's in September, ADC felt obliged to ask for an expansion of the 
14 

AMIS's to the new ADIZ areas. 

The question arose at this time as to vThether it would be proper 

for ADC to designate the location of the new AMIS's, or whether it was 

better that ADC make its demands for flight plan information in certain 

areas known to the CAA which would then take action to establish the 

units in the most appropriate locations. In a conference in AUo~t it 
15 

was decided to follow the latter course. Studies were conducted by
16 

all the air divisions to determine their specific needs. By 26 sep

tember 1951, ADC was prepared to give Headquarters USAF a detailed 
17 

requirement on the subject. WADF was to get AMIS's in the Seattle, 

San Francisco, Los Angeles, Albuquerque, and Great Falls zones, as 

well as a "clearing housell to service the Pacific Coastal zone and 

the International Boundary ADIZ to the north. Central Air Defense 

Force was to get an AMIS for the Minneapolis, Knoxville, and Inter

national Boundary ADIZ's. EADF was to get an AMIS fer the Bangor and 

Traverse City area, and one each for the Atlantic and International 

Boundary Zones. In all instances, the specific direction centers 

requiring flight plan data from the AMIS's were indicated. .ADC noted 

that requirements would be susceptible to change as the AC&W program . 

expanded and new radar stations were interspersed wIth the old, · thus 

altering station functions. It also pointed out that there were 

differences in policy between the defense forces. EADF, for example, 

was interested only in those flights which indicated movement toward 

its region of air defense responsibility, whereas CADF was seriously 

I 
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considering the possibility of identifyinc; only air traffic southbound 

across the northern border into the Great Falls and I1linneapolis ADIZIs. 
18 

A priority listing .laS as follOi·1S: 

Firc~:; Priority (ADIZ IS) : 1) Seattle; 2) Bangor; 3) San 

Francisco; 4) Los Angeles ; 5) Albuquerque; 6) lunneapolis; 

7) Atlantic; 8) Pacific 

Second Priority: 1) Great Falls; 2) Traverse City; 

3) Knoxville. 

On 21 September 1951, the CAA published its formal evaluation 
19 

of the MUS experiments at Boston and Seattle. Conclusions reached 

1"ere that centralized AMISls were highly desirable, and that the sections 

should be independent facilities 1o/'ith characteristics which would allm-l 

establishment at any desirable location, regardless of the number or 

location of AR~C IS. Before any long range and permanent commitments 

were made, it was recommended that further experimentation be made. 

On 19 October, ADC forwarded to the Defense Forces a suggested 
20 

procedure for Al·USls. A feature of this procedure was the creation 

of a ring of three concentric circles around the core of the identi

fication zone. These mythical lines, called "X-Ray" lines, were not 

coincidental with the outer boundary of the ADIZ but were drawn to 

provide the air defense system with sufficient advance notice of the 

approach of aircraft in the direction of the target area. It vlaS to 

be the function of the ~USIS to preplot flight movements in relation 

to these lines. T.!us, for instance, an aircraft inbound to the ADIZ 

Hould be preplotted to the outer ring of the X-Ray lines, if it were 



flying at an altitude of fifteen thousand feet or higher; to the middle 

line, if at an altitude of five thousand to fifteen thousand feet; and 

to the inner line, if at an altitude of five thousand feet or less. 

Flight information indicating a penetration of the international boundary 

was to oe preplotted to the outer line regardless of altitude. Data 

vms to be transmitted to reach the appropriate ADDC no sooner than 

fifteen minutes and no later than five minutes prior to the arrival of 

a flight over established X-Ray lines. 

ADC's . enthusiasm with the success of the Boston and Seattle 

experiments bore fruit at USAF Headquarters. On 2 October, USAF asked 
21 

the CM to retain the two experimental .AM[S IS on a permanent basis. 

Until the end of Fiscal Year 1952 (30 June 1952), USAF was to provide 

the necessary funds to CM to permit continued operation of the two 

units. After that time, USAF was to submit cost estimates to enable 

CM to budget for an expansion of the .AM[S program on its own account. 

Having won the tacit approval of Headquarters USAF for the 

project of extending .AM[SI s to other identification areas, ADC began 

to organize its effort to make plans for the expansion. The question 

of the actual location of the AMIS's, i.e., whether they were to remain 

at the control centers of CM or be moved to the air defense control 

centers was settled in short order. The advantages presented by 

location of .AM[S I s at the AR'ICC IS were great. The personnel of the 

CM were skilled in their work, the information was easily available 

to them, and there was no dearth of manpOYTer or talent in the AR'ICC IS 

22 
in the event of a military emergency. It was decided to retain the 

M-1IS IS in the AR'ICC IS. 
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The question of financial obligations was a time-consuming 

one and held up the implementation of the AMIS extension program for 
23 

what seemed to ADC an excessively long time. Although ADC had 

prepared its cost estimates in short order, with the speedy coopera

tion of the CM regional offices, on a higher level the decision as to 

an equitable financial arrangement bogged down. Fearful of the delay 

in establishing AMIS's,ADC determined to inst'1tute "security control" 

services in the pertinent ARTCCBs similar to those which had existed in 
24 

the Seattle ARTCC before the AMIS program was embarked upon. Such 

security control detachments were needed urgently in the Minneapolis, 

Detroit,and Great Falls ARTCC's. None was needed in the new Bangor 

ADIZ area in view of the fact that the .existing Boston AMIS was capable 

of servicing the ADIZ to t he north. 

Efforts to obtain spe~dy action were continuous during the 

winter of 1951-52, but to little avail. In the spring of 1952, ADC 

renewed its campaign at USAF Headquarters to get either security control 

detachments or Ai"'1IS' s established, pointing out that the period from 

April to October was an especially favorable one to the potential eJl~n:w . 
25 

for launching a long-range attack against the United Stateso At 

least, ADC pleaded, a security control detachment in the Great Falls 

area would be an immediate relief 0 ADC offered to reimburse the CAA 
26 

for this service with its own fundS .. 

In March 1952~ Eastern Air Defense Force informed ADC that it 

had requirements for AMIS!s in Washington, New York, Boston, Toronto, 
27 

Detroit, and Montreal.. Of these, only the Boston and Detroit AMIS's 

were to service flight plan data concerning existing ADIZ's {ioeo, the 
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Bangor and Traverse City ADIZ IS. ) j the others were to provide EADF ..Tith 

flight information which that command felt it needed for the fulfillment 

of its identification requirements outside of ADIZ boundaries. It i·Till 

be recalled that, even though no ADIZ had been established for the EADF 

area as a whole, that command had established, entirely on its own, a 

Perimeter Identification Zone around its area which served as a guide 

to its own units in the matter of identification. EADF consequently 

felt the need for flight plan information throughout its area. 

Again, late in March, ADe asked USAF to set up security con

trollers in Great Falls, this time adding the Chicago and Minneapolis 
28 

ARTCCls as sites for security control detachments. It was ADels 

proposal to remove the security controllers at the Cleveland ARTCC 

and transfer them to Minneapolis, and to transfer some airmen to Chicago 

for a period of at least sixty days to perform security control functions. 

ADC indicated that the detachments must be in functioning order no later 

than the 15th of April in view of the seriousness of the air defense 

situation. 

Much to ADels gratification, it learned that CAA had already 

taken steps to get security controllers at Chicago, Minneapolis and 

Great Falls. This was to be done at no expense to the Air Force, 

provided that the Air Force supplied funds at the beginning of the 
29 

following fiscal year for continued operations. On learning from 

USAF of this splendid piece of cooperation by the CAA, ADC took care 

to point out to USAF that there was danger of killing the goose which 

laid the golden egg unless USAF was prepared by 1 July 1952 to trans

fer the necessary funds to the CAA for implementation of the AMIS 
30 

program. 

1 
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The recormnendation \vhich IvaS made by EADF for security control 

service in areas outside of ADlZ areas, touched off a net·l line of 

depart1.lre in the entire matter of AMIS-type units. CM noted that 

there would be no financial difficulties attendant on the continuation 

of security control type detachments in Nell York, Washington, and 

Cleveland, but that the provision of such units in other non-ADlZ 

I 
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ARTCC's was a large financial question. ADa pointed out to CM in

forrrally that it was becoming apparent that such detachments might be 

required in all other ARTCC's urlder the control of the CM throughout 
32 

the nation, both for training purposes, and for use in an emergency. 

The CM informed ADC that there Ivould be no objection if the ADC radars 

in areas outside of ADlZ's connected their land lines to ARTCC's, but 

noted that there would be no guarantee of regular CAA service to GCl 

stations as a result, but only to the extent of the workload of the 
33 

ARTCC's at the time of the requests for ini'oTTlation. 

It turned out that ADC had been too optDuistic about the extent 

of security control serviCe outr;) :!.d.e of ADIZ' s. EADF indicated that its 

requirements lle:te limited to those ARTCC' s already mentioned in its 

previous reconnnendati::>n. HA.DF had no additional demands. CADF, 

hm.Tcver, felt the need fOT s 2(!u':"'ity cont:ollers in Kansas City, st. 

Louis, Fort Hort h and San An t onio ARTCC's. So it turned out that the 

only outside-of-ADIZ detachments ~;hich would be required in addition 

to those already operating the EADF area, '·lere those just mentioned. 

The go-ahead signal was given t,) eAA by ADC for full-time service at 

the above-mentioned ARrr;C' S 0 :0. 9 July 1952, with a tender of $137,000 
34 

for the service during Fiscal Year 1953. 
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At long last, on 10 July 1952, Headquarters USAF informed !DC 

that the financial problem had finally been resolved with the CAA for 

the provision of AMIS service at the reMaining ADIZ areas, and author
35 

ized ADC to proceed with implementation of the program. In due time 

the additional personnel were acquired by the CAA and the necessary 

communications links installed. The new program promised many advant

ages in the way of more effective identification of air traffic. 

Certain advances were already visible in the noticeable improvement 

of identification in the Boston area where the operation of the AMIS 

at that location was responsible in great part for increasing the 

number of identified aircraft from an average of sixty percent to an 
36 

average of more than ninety percent of the total det.cted traffic. 

Provisions were also made for creation of security control units at 

the ARTCC's outside of the established ADIZ's. 

I 
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CHAPTER SEVEN 

THE IDENTIFICATION OF COASTAL AIR TRAFFIC 

The seaward approaches to the continental United States were 

long recognized as critical areas for identification. The earliest 

attempts to identify air traffic in the post-war era were made on inbound 

traffic from the oceanic approaches to the Northwest and Northeast re

gions. During 1950, the meager identification barriers along the coasts 

were extended to include the shoreline off San Francisco and Los Ang~les. 

In the east, the coastal identification line 1~S dra,iU from ~hine to 
1 

Virginia. 

The requirement for identification of air traffic in the coastal 

areas ..las given official recognition in both AFR 60-22 and in the CM 
2 

Regulation Part 620 which were published in the latter half of 1950. 

'1\10 Coastal ADIZ's were created, extending from the shoreline to a 

distance of approximately 250 miles to seaward. 

During 1950 and 1951, identification of inbound oceanic traffic 

continued to be a pro"blem to both EADF and HADF. In the Pacific zone 

area, particular concern \vas caused by the -fact that airline flights 

from Ha..ro.ii to the mainland frequently deviated substantially in their 

estimated time of arrival and their landfall points. Such deviations 

made it impossible to correlate flight plans within the allmvable 

deviation limits of twenty miles and five minutes, requiring costly 
3 

interception of the aircraft for identification. 
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To the commander of the 28th Air Division, in November 1950, 

the deviations were not entirely due to the indifference of the airline 

pilots, but r ltther to the fact that . "air navigation, while entirely 

adequate for getting an airplane from Hawaii to the mainland, is not 

reliable enough to place an airplane ,vithin five mihutes and twenty 

miles of a given identification point much more than fifty per cent of 

the time." A typical instance of the problem of identification along 
4 

the coast was cited by the same officer: 


A WADF radar station in the San Francisco area has identified 

a flight "X" by virtue of its being within ConAC prescribed 

limitations for "on time" and "on course". At the same time 

intercept action has been taken to identify an unknown flight 

as much as fifty miles off course. The intercepted flight 

has turned out to be the actual flight "X" and before the 

erroneously identified target could be checked it has reached 

the theoretical bomb release line. These false identifica

tions have occurred entirely too frequently to be disz'egarded. 


The general problem was presented to Headquarters ConAe by 

5 


WADF in November 1950. WADF laid primary emphasis in its analysis 

of the situation upon the need for high-powered directional radio 

homers (six hundred miles range) to assist pilots in making landfall 

in the Seattle, San Francisco, and Los Angeles areas. WADFts request 

was supported by airline companies which flew the Pacific route and6 . 
by the CM. 

WADF's predicament was well-illustrated in March 1951 by an 

incident concerning a Belgian airliner. Failure to correlate flight 

plans on this inbound aircraft made interception necessary. When the 

WADF fighter pilot successfully made interception, the airliner took 

violent evasive action of a type to be expected of a "hostile" aircraft. 

No positive action was taken by the fighter pilot, of course, but the 

I 
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incident strengthened WADF's position in its request for more realistic 
7 

identification aids along the coast. 

Eastern Air Defense Force ,~s also plagued with difficulties in 

identifying coastal traffic. Naval ca~riers were wont to conduct exercises 

along the Atlantic seaboard, and Navy aircraft frequently left their carriers 

many miles offshore and proceeded towards naval air stations on the shore, 

coming within air defense radar surveillance and causing EADF units to 

scramble aircraft against them for identification. These incidents occurred 

with such regularity that the repetition of false alarms, in EADF's oplU~on, 
8 

had the effect of reducing the alertness of the air defense system. 

It has been mentioned in the previous chapter that one of the 

grievances expressed against the first version of AFR 60-22 by EADF was 
9 

the fact that the Atlantic Coastal ADIZ began flush with the shoreline. 

In view of the congestion of 113.val aircraft offshore, EADF believed that 

the situation would be partially eased if the coastal ADIZ would begin 

about twenty-five miles out from the shore, thus making it unnecessary 

to identify naval aircraft maneuvering up to twenty-five miles offshore. 

The necessary revisions to the regulation was made early in 1951. But 

the revision did not prove to be a panacea. The 26th Air Division, 

cllief sufferer from these r~val exercises, pOinted out to higher head

quarters that its records showed that the peak numbers of unknowns in 

its area coincided with periods when the Navy was conducting maneuvers 
10 

in adjacent ocean areas. 

The Navy was not ignorant of the major operational problem 

it was causing EADF. Joint conferences between EADF and the Eastern 
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Sea Frontier resulted in agreements as to identification procedures 

to be followed by the Navy. These procedures were tested during a 

Navy exercise in May 1951. Although the Navy established in airborne 

relay station off the coast near Atlantic City to make sure that flight 

plan information reached MFS facilities on the shore, the number of 

unknowns remained very high during the exercise. In an analysis of the 

problem it was the opinion of the 26th Air Division that the Naval pilots 
11 

were not adhering to the procedures agreed upon. 

EADF was not unique in its difficulties with military pilots. 

WADF experienced trouble with MATS aircraft flying through the coastal 
12 

zone: 

Records in this Headquarters reveal that of 760 overwater 
flights entering the Pacific Coastal ADIZ in January 1951, 
242 flights were unknown. Of these 242 flights, 41~ were 
later identified as MATS aircraft. 

In calling the matter to the attention of Headquarters USAF, 

ADC recommended that AFR 60-22 be made mandatory reading for MATS 
13 

pilots. On being informed of ADC' s complaint, however, MATS vigor
14 

ously denied delinquency. Whatever the actual merits of the matter, 

the controversy served to highlight the predicament in which WADF 

found itself in not being capable, for whatever reason, of coping with 

the problem of identification of inbound aircraft. 

EADF's and WADF's difficulty in identifying oc:eanic flights 

did not fallon deaf ears at ADC Headquarters. In October 1951, ADC 

informed both .subordinate commands that it had a plan which it be
15 

lieved would go a long way in reducing the number of unknowns. 

I 
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ADC recommended that certain ports of clearing authority should 

be designated for aircraft departing for the United states. These ports 

were to have security personnel to inspect the aircraft and hold brief

ings for pilots on identification procedures. In addition, corridors 

into the boundaries of the United states were to be prescribed. The 

corridors were to be located in areas where there was maximum detection 

probability. The termination point of the corridors was to be so located 

that interception and engagement could be made before the theoretical 

bomb release line was reached. The flow of traffic through these corri 

dors was to be limited to the capability of the air defense system to 
16 

monitor and identity this traffic. 

The ADC plan also provided for authentication procedures to be 

used by the aircraft pilots. In the event authentication was not possible, 

pilots were to be obliged to land at an alternate airport within radar 

coverage, away from a possible target. The corridors were to be demarcated 

. to incoming aircraft by navigational aids which were to extend beyond the 

maximum detection capability of the continental radar system. Comments 

were called for from the Defense Forces to the proposal as well as con

crete suggestions for its implementation. ADe's suggestions were not 

limited to inbound traffic from the ocean only, but also included air 

craft crOSSing the Canadian and Mexican boundaries. 

The reaction of the Defense Forces and their Air Divisions to 

the ADC proposal was uniformly favorable. EADF, in submitting its im

plementation plan, pointed out the advantage of having radar-equipped 

picket stations in the Atlantic as corridor designators. EADF also 
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favored a check point over the ground where low-altitude identification 

could be made of the aircraft being identified. In subscribing to the plan, 
17 

EADF expressed eagerness to put it into operation wi~hout delay: 

This headquarters firmly believes that unless the identification 
requirements on our perimeter are made more stringent, there is 
little likelihood that we will be able to detect the initial 
sneak attack. 

18 
WADF's attitude was also very favorable to the plan. The way 

was thus cleared for a trial of the plan, and the 28th Air Division was 

chosen for the test. The code name "Porpoise" was assigned to the opera

tion. 

For the purpose of the test in the San Francisco area, eleven 

corridors were established, centering on the home beacon at Pescadero, 
19 

California. The signal from this homing station was audible several 

hundred miles at sea. The plan required that pilots be briefed before taking 

~ff from Hawaii for the coast and that each be provided with a sealed en

velope containing his approach heading, the maneuver to be performed and 

the code word for his flight. The flight plan on each flight was filed 

in the usual manner except for the secret information given the pilot 

which was passed in code to the ADDC where one officer only was authorized 

to decode it. 

Pilots were required to proceed to the pOint-of-no-return before 

opening their secret instructions. When within two hundred miles of the 

coast, the limit of the radar range of the direction center used in the 

test, the pilot had to enter his assigned corridor and follow it directly 

toward the beacon. If the pilot failed to stay within his corridor or to 

maintain his time requirement, the radar station could challenge him to 

I 
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perform his manuever and to give his code word. If correctly done, he 

would be permitted to proceed without further interruption, but if he 

failed to answer the challenge correctly, he would be subject to inter
20 

cept action. 

"Operation Porpoise" 'Was conducted from 10-31 March 1952, with 

satisfying results. In fact, navigation improved as pilots b~a.me 

familiar with the procedure. Pilots took more Loran fixes as they 

approached radar cover, thus reducing the number of deviations from 

assigned corridors. With a plus or minus ten minute tolerance permitted, 

one hundred per cent of the pilots were able to meet the time requirement 
21 

by the close of the test. 

During the test, the number of unknowns caused by deviation from 

flight p~s was reduced from forty per cent to five per cent. An equally 

important reduction of from sixteen per cent to three per cent in the prob

ability of a hostile aircraft being mistaken for a friendly aircraft oc

curred during the test. 

As a result of the success of the test, the multiple corridor 

system was adopted as a permanent operation for the 28th Air Division, 

with some slight modifications. The success of "Porpoise" warranted, 

in the opinion of ADC a similar test on the East Coast, and EADF was 

ordered to conduct such a test using the radio beacon at Nantucket 

Island, with the radar at Camp Hero monitoring the approach of the 
22 

penetrating aircraft. 

Before the test got under 'Way, however, ADC was sufficiently 

convinced of the value of the new system to present Headquarters USAF 
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with a formal requirement for corridors along .. specific locations of the · 
23 

East and West Coasts and across the Canadian bo~ry. Pending the 
. . 

concurrence ·of the many interested agencies to · the new system, however, 

Headquarters USAF gave ADC permission to~egin implementing its multiple
24 

corridors along the seaboard on a "test"basie. 

The widespread use of the IIlU.;l.tiplecorridor system was not as 

simple a matter a~ it may have sounded, as EADF soon found out in an attempt 

to implement the system. FOr one thing, ,the system could be implemented Ionly if certain conditions existed in the area of the multiple corridor 

"fan," Le., if the corridors were free and uncluttered from any extra

neous air traffic. For another thing, the system reQ.Uired long range navi 

gational homers which were not present on the East Coast, in the locations in 

which EADF would have preferred them. . Some of the planned corridors in the. 

EADF area ran through airspace reservations set aside for Navy flying needs. 

Attempts to set up a corridor off Atlantic City failed because of 

the lack of a radio beacon with sufficient power to mark the corridors in 

that area. A more basic cause for fail~e, however, was the reluctance of 

the Navy to relinquish the warning areas under its jurisdiction in that I 
vicinity. This was a setback to EADF in view of the fact that Naval carrier 

aircraft represented one of the major mOtivations for the need for a corri

dor system. An analysis of active air defense missions off the coast in the 

26th Air Division area over a four and. on~~half month period indicated at 

64.9 per cent of the unknowns successfully intercepted in.that area turned 

out to be naval aircraft. Although the Navy 1o/aS willing to yield a point 

if certain modifications were made in the proposed operationI the is.sue 
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remained deadlocked so far as the Atlantic City multiple corridors 
25 

were concerned. 

EADF was finally successful in establishing a system in the 

Nantucket area off Boston. Even here, however, the system was limited 

to a thirty-day test period because of the diplomatic problems atten

dant upon coordinating with a large number of civilian and military 

aviation agencies. The test, rather belatedly, got under way at Nan

tucket on 20 March 1953 though it was necessary to eliminate one of the 

corridors extending from Boston towards Yarmouth in Nova Scotia because 

of interference with Navy exercise areas. 

The conclusions derived from the Nantucket test were vitiated 

to a large extent by the unfavorable conditions under which the experi

ment was conducted. In the first twenty-two days of the test, only 

twenty-eight per cent of the aircraft operating in the Nantucket area 
26 

participat~d in the operation. This low percentage was attributed 

directly to the absence or lack of qualified personnel at foreign ports 

to brief the pilots on their role. Much of the briefing for civil air

lines pilots had been left in the hands of dispatchers, weather officers, 

and other personnel wl.thout operational experience. In many instances 

there were no personnel at all on hand to conduct a briefing, and at 

places like Shannon, Ireland, Prest.rLck, Scotland and Keflavik, Iceland, 

pilots were handed the envelope containing instructions on the multiple 

corridor plan without further explanation as to its use. Because of 

the resulting confusion it was agreed between EADF and ADC to send 

officers or trusted airmen to be stationed at specified foreign airports 



I to brief all ou.tgoing pilots. E-ventually, eleven c-f:'icers l·rere sent 
'Z! 

nn tempo):rary duty fer this purpose. 

Thes e pile:ts participating in the Test of the Mu1...tiple G:'·::~r'id, 

Identificati0J2. System (TOMCIS) at Nantucket ,.ere of the opinion tha:C more 

nmrigatiQnal aids ,muld be needed tJ guide them to the proper eorrid.i~r 

ar.(l t.) keep them within the confines. The !lefieie_ !.Y' viaS rc news t-:; 

Ed.ther ADC or EADF, and it had been a lcng~standing c'J::rrpl.aint t) UADF. 

I1 w'ever, pecd:ing development of better equipJ11.el~t 'by t,:-,e /':";:2 R.SH ea.::c- ;::r_ 

arJl Dt:vel·.:.;pment Command there was litt.le t!"J.at '2o'lud he d~l1eo 

A statistical analysis cf tr.e TOMCIS oPeration at EAD.F 

tt·,at the c.Jmmtlrlication method.s being used to ~hallenge i,n,:~olr.ing a-i.r .r'aft. 

'iler'2 clJ.mberso!1l.e and resulted in exr!essive delays bet,·reen dete<:::t..i D. an\1 

'.::::a.ft af'teJ:" a (;hallenge l1..a.d been issued. The o:i~igiIl..a.l pJ&1 ;';a.lled for 

'but ..d,th no equipment available it had been agro;?ec. tha.t thE' eM ,,;,.)ulcl 

nake all challenges instead, thus int-reduct-ing an t?xt a l:Lu.k :1.n the 

eess::"ve times rc~:I::'d,ed f.:Jr' identifica-:i0r. EADF even made ~!"2 s ...:.ggeb'CioL 

that the Ne.:.'ltut::ket radio bea,ctln be equipped. t.'J sJ.::'CY:;" VCif.!.~ m:;du...ls.t.i;.'):::~ .'3:::. 

l'c::.:tly tG t:~e air..:::caft. AD~ recognized. the need. f ' ,1' s'trea:a~in:l..ng t;::.,~ 

pr:ced.u:"e but n~ted that modulation ,lould t;!'eate ,)ther te(!1:rn:.eal d.i:'f:;. 

culti,::::;, and countered with the suggestion that EADF in (!;)rju:r:.~ti n Txlth 

tl:e eM investigate the possibility of installing VHF trans::t'.ittc::~,:,s t::: 
28 

perfC~ill the same function. 

I 
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In February 1953, ADC authorized WADF to establish a multiple 

corridor system on a test basis for the 27th Air Division in the Los 
29 

Angeles area. Air traffic, inbound to the Los Angeles area, enter

ing on a flight path over Santa Barbara, -was to be controlled by the 

multiple corridor procedure. Participation ,mos to be voluntary, as with 

the 28th Air Division TO:tvK::IS. Here again there -was beacon trouble. Only 

a VHF omni~range facility -was available at Santa Barbara, having a range 

of only 150 nautical miles, but in spite of thiS, the test began in May, 
30 

using four corridors. 

A short time after the Los Angeles Multiple Corridor System 

(LAMeIS) became operational, the 27th Air Division requested an a.ddi

tiona! 11 fan" to provide corridors for aircraft flying into the San Diego-

Long Beach area. When the request reached WADF, that command was obJ,.iged 

to coordinate the plan .1ith the Navy, whose heavy traffic in the area was 

the chief cause for the request. The Navy, however, refused to modify 

its training schedule to conform to the requirements of the multiple 

corridor system. The plan was stalemated. The installation of beacon 

facilities at San Diego for emergency use only could not be justified 

in vie,., of the considerable expense involved, and imme'iate use of the 

facilities depended upon the value to be gained in eliminating the con
31 

fusion caused by the heavy naval air traffic in the vicinity. 

Thus, by the end of 1953, multiple corridor identification sys

terns had been established on a trial-voluntary basis in the Boston, 

San Francisco and Los Angeles areas. Plans to establish systems in the 

Atlantic City and San Diego areas had failed because of the hesitancy 
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I 
of the Navy to modify its naval flying training activities in those areas. 

Plans to extend the system to other areas were nipped in the bud because 

of the non-existence of adequate beacon facilities. 

The matter of adequate beacon facilities had been broached by 

ADC to Headquarters USAF in mid-1952, with a request for the development 

of a beacon capable of providing effective communi~ations and homing 

coverage to a distance of five hundred miles to sea. The eventual develop

ment by ARDC of the Consolan beacon prompted ADC in October 1953 to re

iterate its request, emphasizing the need for that equipment. ADC noted 

that the installation of the new beacons would improve navigational accuracy 
32 

to the point 

where no more than estimated two per cent of the pilots 
should miss their assigned corridors against the fifteen 
per cent missing today. Thus, only two per cent will be 
subject to radio challenge and performance of the maneuver 
(virtually none miss the time tolerance at present at San 
Francisco) and the resulting unknowns should be one per 
cent or possibly less. 

The request for Consolan beacons were approved in principle by 

Headquarters USAF, but it was called to ADCls attention that the installa

tion of the beacons required expensive real estate acq~isitions because 

the two antennas would have to be erected. about 2.5 miles apart. After 

an exchange of views in which ADC remained adamant about the need for 

the new-type homers, USAF agreed to approve a plan for the installation 
33 

of the multiple corridor system in two phases. Phase I was to be 

limited to the standard type beacons as soon as frequencies for them were 

made available. These beacons were to be located in the Point Conception 

and Atlantic City areas. Phase II was to be concerned. with the conversion 



79 

of the beacons to Consolan facilities "after the Multiple Corridor 

system has been successfully established at all four locations. 11 

The four locations were in the Boston, San Francisco, Los Angeles and 

Atlantic City areas. 
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CHAPTER EIGHT 

AIR TRAFFIC CONTROL IN AN EMERGENCY 

I 

The need for plans to provide for the control of civil and 

military air traffic in an emergency had been realized as soon as 

the decision had been made to establish an air defense in being in 

the spring of 1948. At that time, ADels commander, General Stratemeyer, 

had called the serious deficiency in emergency control plans to the 

attention of Headquarters USAF, advocating that USAF and the CM begin 

negotiations immediately towards the provision of such a plan. It has 

been recounted how ADe and the CM, working together for "technical 

coordination" of the plans for emergency controls, finally came up with 

such a guide plan in the fall of 1948, and how Headquarters USAF and the. 
1 

CM issued it as a joint plan in April 1949. 

The April plan, however, remained an academic matter in view of 

the non-existence of legal controls. Furthermore, the air defense system 

itself') during 1949, 'Was in no condition to execute the important respons:i.

bilities which the plan imposed upon ADC. No steps ,,,ere taken e;ither by 

ADC or by CM to PLan on a more detailed basis on the local levelo 

In the fall of 1948, ADC submitted a plan for the control of 

military air traffic in an emergency. Because of the pr'ematurity of the 

plan submitted by ADC, in view of the many problems of coordination with 
2 

numerous military agencies, the ADC plan was approved only in principle. 

I 
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As a result of the abortive nature of both of the emergency control 

plans of late 1948, therefore, there were no concrete plans in force 

during 1949 and the first half of 195$ for the control of either mili

tary or civil aircraft during an emergency. 

The outbreak of the · Korean \·lar in June 1950 revived activity 

in this respect. On 10 August 1950, Headquarters ConAC directed its 

Air Defense Forces to make detaile.d plans with the CM Regional Admin

istrators to control civil and military aircraft moving within the con
3 

tinental United states under emergenc~ conditions. In this directive, 

no reference was made to the existence of the plan of April 1949. 

Rather, a new set of guiding principles of a very general nature ~~s 

laid dmm by ADC. Planning details ,·rere to be based on three conditions 

of alert: RED, YEIJ..OW, and I-lHITE. In a RED alert (a.ctual identification 

of a hostile aircraft within an air defense sector) division commanders 

were directed to ground, disperse, or divert, at their discretion, all 

civil aircraft by the issuance of the necessary orders to the appropriate 

ARTCC's. In a YELLOH alert condition (attack likely) the CM authorities 

within a sector were to uu{e actions previously agreed upon between the 

CM and the Air Division commander. During a WHITE alert (all clear) 

flying would be unrestricted, but in accordance with appropriate mili

tary and civilian air regulations. 

The failure of ADC to provide more specific instructions than 

these to the Defense Forces, was explained to them in part by the in

formation that the CM was planning to publish a civil air regtiLation 

'mich would set forth the procedures to l::le followed by civil aircraft 
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in the event of an emergency. However, 1Iin order to cover the interim 

period prior to this regulation being finalized, plans must be made to 

control aircraft upon declaration of an emergency by the Air Defense 
4 

Commander." This generally worded statement had the effect of making 

the divisional commander the arbiter of air traffic movements in the 

event of an emergency. 

This hasty directive was by no means a satisfactory one. For one 

thing, and very important indeed, no legal authority had been allocated to 

either ADC nor to CAA to restrict air traffic in peace or war. Also, the 

principles set down in the directive were so generally worded that little 

action could be taken of a practical nature by the air divisions based on 

its ,TOrding. 

ConAC was well aware of the shortcomings of its instructions to its 

operating units. Nevertheless, in its opinion, time was of the essence in 

the hectic circumstances of the opening months of the Korean crisis. On 

its own level, Headquarters ConAe began negotiations in earnest with CAA 

to provide the Defense Forces with a more concrete guide for emergency con

trol procedures. 

Fortunately, before the divisions had an opportunity tu get well 

under way with their planning, Public Law 778 provided the machinery for 

legal directives to control air traffic during an emergency. The Secretary 

of Commerce was to direct the preparation of the necessary regulations. 

Before the Executive Order was issued,so empowering the Secretary of 

Commerce, hm.,ever, the CAA took it upon itself to order its regional adlIlin

istrators to begin planning with the ConAC's division commanders for emer

I 
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gency controls on a local basis. In December 1950, CM Regulation 

6 
Part 620 was issued, :In general terms notifying civil airmen that: 

under emergency defense conditions which involved the national 
security ••• aircraft shall be operated into or within an 
ADIZ in accordance with such additional special security in
structions issued by the Administrator as may be deemed nec
essary for the identification and location and control of a 
particular flight. 

The precise nature of th~ "additional special security struc

tions" could only be determined, of course, after the question of emer-

I gency control procedures had been carefUlly studied. The local plans 

then underway would reveal the reqUirements of the air defense system. 

During the latter part of 1950, planning on a local level pro

ceeded on a feverish pace. Other agencies also entered the scene in 

plans for control of aircraft in an emergency. The Emergency Aviation 

Council, representing thirteen national aviation organizations and the 

National Association of State Aviation officials, was also vitally con

cerned with emergency procedures. In December 1950, this group drew 

up a general mobilization plan and forwarded it to the CM for dis-

I 
7 

tribution. The plan was a guide to mobilization plans on a state 

level. The effect of it was to put the whole state aviation effort 

under the state director of civil defense, who was to work in coordi

nation with the air defense ('ommar:lder concerned. The Defense Forces 

welcomed these plans and looked upon them as appendices to the divi

sional plans which they were busily drawing up at the time with the 

CM. 

By the end of 1950, discussions between ConAC and CM on a 

more elaborate guide for emergency measures reached fruition in an 

.........  ~-
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Interim proposal. The proposal was developed primarily by ConAC and 

submitted to the Joint CAA-USAF Air Defense Planning Board and to the 

National Security Resources Board. In both of these latter agencies 

many discussions were held and recommendations made. These suggestions 

were submitted to USAF and many of them were incorporated into the docu

mente The plan was then issued by USAF, and distributed to the Navy, 
8 

the USAF commands, and to the CAA. 

The title of the plan indicated that it was a "joint plan." In 

reality, hO\oTever, it was drawn up entirely by ConAC, 'l:Iased upon discussions 

,nth the CAA and upon the experience of the preceding six months of local 

planning on a division level. The CAA ,vas not asked to express approval' 

of the plan, and 'v'hen the plan was submitted to the CAA, .the latter w"8.s 

informed that the plan was an approved Air Force document. Somewhat taken 

aback at this unilateral proceeding on the part of USAF; CAA nevertheless 

quickly gave its support to the plan as an immediate operational necessity, 

even though it had some reservations about it. In the opinion of the CAA 

the ":interim" proposal was just that, and the objective of the ensuing 

months would be to bring it into line with the realities of the situation 
9 

as the CAA saw them. 

Simultaneously with the appearance of the draft interim proposal 

in December 1950, the CAA, at the request of ADC, issued an interim plan 

of its own, governing "Operational Procedures for the Control of Elec~tr~-
10 

ma.gnetic Radiations". The plan was approved by the Chief of Staff, USAF 

in January. This latter plan, however, in view of the fact that no execu

tive order had been issued allocating responsibility for the issuance of 



control measures for electronic emmissions, was ineffectual, though 

as a basic planning guide it proved invaluable during the period. 

In submitting the emergency security control plan for approval 

to Headquarters USAF, ADC was not too sanguine about its effectiveness 

so far as the control of military air traffic was concerned. Though 

provisions ..1ere I1Rde in the plan for the emergency control of all air 

traffic, ADC pointed out to USAF that it was doubtful whether the other 

USAF commands and other services would cooperate fully without express 

instructions to do so from a higher level than ADC' s. 'lhe cooperation 

of the Canadians was also a vital matter in ADC's opinion if the plan 

was to succeed, and USAF was importuned to obtain the coordination of 
11 

the Canadians in the plan. 

The Interim Joint Plan For the Movement Control of Civil and 
12 

Military Aircraft was published by USAF on 1 March 1951. 'lhe plan 

was to become effective under a military emergency. 

The question of what constituted a military emergency was 

specifically stated as 1) a presidential proclamation to that effect, 

I 2) a congressional declaration of war, 3) a "tense military situation" 

in which the Cormnanding General of ADC would declare a state of mili

tary emergency, or 4) an actual attack on targets by the enemy wi thin 

the continental United States. In defining the conditions of a mili

tary emergency, ADC was treading upon virgin territory so far as legal 

interpretation of the phrase was concerned. Especially was ADC upon 

rather shaky ground when it stated categorically that the Commanding 

General of its own command had the authority to announce that a con
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dition existed which would affect all air traffic throughout the land. 

In answering a query on this point, the ADC commander, General vlhitehead 
13 

stated that: 

the tense military situation referred to in par. 4a of the 
interim plan will be based largely on intelligence available 
to me indicating the extreme likelihood of imminent hostile 
attack upon the continental United states. This intelligence 
in all likelihood would not be available to the general public. 
When in my judgment, conditions dictate the establishment of 
extraordinary precautionary measures such as the strict control 
over air traffic outlined in the interim plan, I intend to do sc. 

In the Interim Plan, the Domestic and Coastal ADIZ's previously I 
established in AFR 60-22 and in CAA Regulation Part 620, were to comprise 

the areas in which emergency controls were to be exercised. However, in 

addition to these ADIZ's there was also to be created during an emergency, 

a new Domestic ADIZ which was to include the entire area lIDder the jUI'is

diction of EADF, embracing the northeastern part of the United states. In 

other words, the emergency controls in the Interirr. Plan were predicated 

upon the control of air traffic within Air Defense Identification Zones. 
14 

No mention ,-laS made of controls outside of these areas. 

Hithin these control areas the air division co:mma.nders ,,,ere to 

direct the type of security control measures to be effected on both I 
civil and military aircraft, based upon the reqUirements of the existing 

military situation. The specific operations involved were to be accom

plished through the CAA regional administrators and their facilities. 

The National Security Resources Board was to develop a priority listing 

of air traffic considered essential to the public interest in emergency 

conditions. This priority list was to be used by the CAA in adjusting 

the quantity of the air traffic to the capability of the air defense 
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system to identify and control. Pending such a definitive listing, 

hm-1ever, an interim priority list was to be prepared immediately by 

the Joint CM-USAF Air Defense Planning Board. 

The plan did not attempt to control military aircraft involved 

in tactical operations. These operations, hOi-1eVer, '-1ere to be coordi

nated with the divisional comnander concerned. Non-tactical military 

flights were to be conducted in accordance vrlth AFR 60-22. It vlaS also 

noted in the plan that the di'IJision connna.nder had the prerogative to 

exempt certain categories of aircraft from compliance with emergency 

measures. Specific restrictions under each of the conditions of alert 

(RED, YELLOW, HHITE) and were to be put into effect upon notification 

by the division commander to the CM. Hithin each of the ADIZ's there . 
were to be designated corrido~s and reporting points, and these were 

itemized in detail in the plan. 

The significant feature of the Interim Plan as compared with 

the Security Control or' Air Traffic Plan (SCAT) imich was to follow 

a year later, ,vas the determination to control air traffic within 

legally demarcated ADIZ' s . Realizing that the ADIZ configuration in 

existence at the time of the publication of the Interim Plan would 

be changed in relatively short time by the expansion of the air defense 

system, ADC proposed to build up the ADIZ pattern in two additional 

phases until most OI the country would be covered with these zones. 

This premise in the Interim Plan was immediately challenged by the 

Eastern Air Defense Force, vlh:i,ch rejec'-ced the proposal for an eventual 

nation-i.nde ADIZ, vThich was to be applicable both to emergency as well 
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as peacetime conditions, in favor of a latent national ADIZ yThich would be 

realized piecemeal where needed during emergency conditions. It was EADF's 

belief that a nation-wide ADIZ coverage during peacetime would create an in

tolerable burden on the air defense system, especially in congested areas 

such as the Northeast. Though EADF did not discount the value of designating 

such extensive ADIZs during peacetime in advance of an emergency, it preferred 

to make control measures within those ADIZ's contingent upon the military re
15 

quirements of an actual emergency. Eventually, neither the ~ nor the EADF 

viewpoint prevailed, as will be indicated shortly. In the meantime, however, 

EADF pointed out that if the EADF domestic ADIZ was to be created during an 

emergency, public knowledge of this 'fact was required, and it reconunended 

that notice of the proposed emergency ADIZ be incorporated in CM Part 620 

immediately. However, before action was taken on EADF's request, the idea 

of an emergency ADIZ in the EADF area was discarded as will be revealed 

shortly. 

So far as the control of electromagnetic radiations was concerned, 

the Interim Plan was silent, except to state that radiations under the con

trol of the Federal Communications Commission would be controlled by the 

latter agency. Such facilities included radio and television transmitters, 

but not navigational aids such as beacons, which were controlled by the CM. 

The Interim Plan was fortarded to the Defense Forces, anc once 

more they were instructed to provide detailed plans on a division level 

in conjunction with the eM regional administrators. Certain items in 

the Interim Plan were immediately questioned by the Defense Forces. For 

example, EADF noted that in the conditions making for a military emergency, 

I 



no mention ,~s made of the possibility of an aircraft bearing the markings 

of the USSR appearing within the limits of the United States without 
16 

filing a flight plan. This d~ficiency was immediately remedied by ADC 

in the plan. HADF, in its turn, expressed concern that the plan did not 

provide authority for the divis:'on commander to.:initiate emergency con

trols short of an actual military emergency condition. WADF pointed out 

that an aircraft might be identified as hostile "Tithout having made an 

I overt attack, a situat:!.on "mr-.can.t:i.ng the eni'orcement of controls by the 

division commander. ADC ma.d.e it quite clear that the division commander 

had such a prerogative under the plan, but in order to avoid confusion on 

the subject, the wording of the plan was remedied to make it quite clear 
17 

:in this respect. 

It "Till be recalled that the Interim Plan was somewhat of a sur

prise to the Cl~. In April 1951, a meeting of CAA Liaison Officers on 

duty .-Tith the Air Defense Cr.mnnand met in. Chicago to discuss the plan. 

Though it was understood tllat ADC pos3essed no legal authority to order 

the CM to take the pl"otec:~ive meaST(,CS indicated in the plan, the CAA 

I officials ae;reed to follOl-l fu'"1:; · f.O'lcr-1• o::-cl.e,:s that became necessary, once 

more reveallllg the ex~elleilt spirit of ~ooperation that characterized 
18 

the relations betvreen the ·C"l-IO ageD.cies. A significant feature of 

this conference ,-laS t!1.e attempt of the CAA to '!ombine the Interim Plan 

and the CAA plan for the c0ntrol of elect~omagnetic radiations (navi

gational aids) into one ef'fc>:~t in the plans being drawn up by the 

divisions and the eM regional admJ·Jl:~s·!:;!'ato::s. ADC was amenable to 
19 

this suggestion a:.:.G. the divisiom:; ,·Te:.."e so d.irected. 

- ~---
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Shortly after the Interim Plan was published by USAF it was noted 

that the listing of corridors and reporting pOints in the plan 1~S not 

definitive, and that a more accurate listing would undotfutedly result from 

the divisional-CAA planning. Consequently USAF directed ADC to ignore the 

corridors mentioned in the plan and to cooperate with the CAA in drawing 
20 

up a more realistic list. 

During the balance of 1951, planning was conducted on emergency 

controls at all levels within ADC. The divisions worked closely with the ICAA regional administrators on security controls and the control of navi

gational aids, while ADC and the CAA, on their level, reexamined the premises 

contained in the Interim plan. During the latter half of 1951 another agency 

entered the picture in the form of the Civil Air Patrol (CAP), which was en

dowed with certain important responsibilities for rescue and relief opera

tions in an emergency. The CAP presented ADC with its own emergency plan, 

and in a test known as Operation TRI-STATE, in the EADF area, the ~easi-
21 

bility of the plan was revealed. However, the emergency operations of 

state-controlled aircraft and the CAP moved EADF to ask the important 

question as to what would happen if such an aircraft was suspected of 

being a hostile by an ADC fighter pilot. EADF proposed that procedures 

be established in such a case to divert the aircraft, force it to land, 

impound it and investigate crew and passengers. In November 1951, ADC 

presented its own plan to Headquarters USAF for such a contingency, but 

the suggestion was pigeon-holed by higher headquarters pending more 

information on emergency measures agreed upon by the divisions and the 

CAA. 
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By the fall of 1951, mav~ of the divisional plans had been com

pleted, and ADC was quite L~patient to test their practicability. It 

was proposed to the CAA that an extensive test of the plans be conducted 

during the ADC November air defense exercise. CM, however, "TaS loathe 

to do so in view of the fact tea+. :L:,lsui'fi(!ient time had elapsed in order 

to receive and cor::'elate the many plans m"itten on the local level. 

The test of the pl~~s vTaS postp~neQ, consequently, until the spring of 
23 

1952. 

II 

D1.ll-ing the la-c~~er half crl 1951, ADC Headquarters, the Office 

of the AdJninistra-00r of the C1''.1.\, a..'1d the Joint USAF-eM Air Defense 

Planning Boarcl , "'f~'ce 1Y.l.s:~· iJ.l an att,mpt to replace the Interim plan 

with a final plan for eme:<:'6eI1cy \!onJ.:;:.co.:"s. The year 1951 was an espe

cially sign::'f:'cant on8 in ide'Tcificat:'.on con:sroversies both on a high 

level and on the uni.t level. It ;-rnl be l"ecalled from the chapter on 

ADIZ's that dUJ:'~,-,'1.-3 1951 a :f':1l::" sca.le debate took place on the subject 

of p:,"oper 1'0l,~ of' t e lillIZ' s be·~~··,~e!::. EAT)F and ADC Headquarters. .Al.so, 

during the lat';~eT pa:;...t cf 195:1., Are 'Jeca.'lle .;!onvinced that the existing 

st~"ategy of air defen:5e ':leapo::!s (l':)}?::.o:.rmcnt vTaS inef:i:'ective, and opinions 

1nthin -the Hec.dqum ..·.:;e::-s ·:.K~{!,a.l ~ ;() ll.~ml to"'a:cds the double perimeter con

cept proposed by ·!-.::le H~ar,o::lS Systems E-;T'2.:'~lation Group. The penetrating 

argumen'cs of BAD? in !.~ega::c~ '1:;0 '~hE:' ~.nei'f2~·'~~_veness of' a blanket cover

age of the nation ,·Ti:':':'l AJ)::Z' s, and t.~1.e thesis of the 'VlSEG that defense 

must be c':mcentl."a·jedL"1 :cQBJ'1..a.gea-nle axes.s) -was responsible during this 

period for an al·;;e~('e.t:i.o::1 of A...TJC I S 'i.rie·;{S tm~ards emergency control prin

http:ide'Tcificat:'.on
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ciples. This change of view was reflected in the planning for a defini

tive security control plan for emergencies. 

The efforts which took place to draft the new' plan were concentrated 

in the Joint Board. By the 27th of September 1951, a draft was accomplished 

and approved after considerable coordinating activity by other interested 
24 

agencies. However, subsequent to the approval of the final draft by the 

Joint Board, the CAA took exception to one portion of the plan which granted 

the Air Defense Commanders authority t~ impose air traffic control anywhere I
i·Iithin the continental United States, if necessary, d1ITing an emergency, re

gardless of the existence in those areas of ADIZ's. The eM objections 

prompted that agency to draft an alternate pLan in which the continental 

United States was divided into three basic types of areas for air traffic 

control purposes, i.e., ADIZ's, ~tllitary Emergency Security Areas (MESA's) 
25 

and Other Areas, with varying degrees of restrictions in each. 

The difference of opinion between the CM and USAF was a significant 

one. Whether the nation was to be blanketed with ADIZ's, no matter what 

particular name they were to be known by, was immaterial. What the Air Force 

desired was the right to control air traffic wherever it was required. The I 
objection of the CM was that such ubiquitous authority, if exercised arbi

trarily, would tend to cripple air traffic during emergency conditions 

and it proposed to limit military authority to specific areas of the C0U!l

try. The ADC view of the matter was predicated upon the principle dK de- . 

centralization of authority from the Headquarters to the divisional level. 

Emergency air d.efense measures based on the principle that the air divi

sian comL'lander was to be the arbiter of emergency measures vathin his 
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sector. Any compromise viith this principle made necessary by the 

restriction of emergency controls to only designated areas, was un

:palatable to .ADC. 

The dilemma ·~s resolved eventually by tailoring the emergency 

measures to the :paTti~uJBr situation as it developed in individual air 

defense sectors. It \'rn.s this pr5.nciple ,.;rhich emerged as the key feature 

of a nev Security Control of Air Traffic (SCAT) plan which was published
26 

in July 1952. 

The fundamental difference between the Interim Plan and the 

SCAT lJlan was in the areas in I-Thich emergency controls ,.;rere to be exer

cised. In the words of the standard briefing on the SCAT plan published 
27 

by .ADC: 

Since i'le had gained a great deal of experience from our 
operations "lith the ADIZ's '·lh).ch i.;rere designated about a 
year bef'ore, ve believed that the original concept to cover 
the major por~cion of the Un:.ted States ,\-lith ADIZ's should 
be carefully analyzed and, if necessal~y, discarded, and that 
a nei'l approach to the problem of identification and security 
control of air traffic should be adopted. Therefore, after 
considerable study 1m adopted a ne"l concept which was based 
on providing positive ident~fica~ion of aircraft approaching 
the perimeterR of the Con'(';inental Un:'ted States ,vith a secon
dary id(:!n'i:;ificat:·.o~-: capai:-ilJ.ty around critical target areas 
in.thin "che Un:'ted S'Ca,tes. Realizing that mder this concept 
a great portion of the Uni~ed States irould not be covered 
with ADIZs we be~ievei:;:1.at airc::.''aft, operating outside ADIZ's 
during \1arnbg REO or IF.uLOH conclitions, should also be sub
jected to certain restrict:5.ons if i.;re were to employ our avail 
able defenses to the best ad~r.antage. 

The SCAT plan rmde no mel1';~:.on 0:: a future extension of ADIZ IS 

beyond those already establis:1ed in the tiro regulations of 1950. Even 

the emergency ADIZ in the EADF a:rea \vhich had. been created by the Interim 

Joint Plan was dropped. 

http:mel1';~:.on
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The conditions :rraking for a "military emergency" in the SCAT 

plan w'ere similar to those in the Interim plan, 'With the exception that 

an additional condition was interjected. A directive to be issued by 

the JCS, based on top level intelligence indicating that a hostile air 

attack had been launched and was enroute to the United States 'YaS in

cluded as a condition. The "tense military situationl1 criterion in the 

Interim plan was reworded to remove any semblance of unfounded cause in 

the ADC's commander's declaration of a military emergency condition. In. Istead, there was substituted the clause that the ADC commander must be 

satisfied "beyond a reasonable doubt" that a hostile air at"tac~ on the 
28 

continental United States was imminent. 

The restrictions to be imposed on air traffic under each of 

the alert conditions (Red, Yellow, White) were enumerated in detail in 

the SCAT plan, whereas they had not been mentioned in the Interim Plan. 

Only in the case of a Warning \.]}{ITE condition "laS any differentiation 

made between aircraft which flew within and those which flew outside of 

ADIZ's. In a White condition, if aircraft were present within an ADIZ, 

they were required to be on IFR or DVFR operation, and had to be equipped I 
with a two-way radio tuned to a continuous ,~tch on the appropriate 

frequencies. Traffic within the ADIZ was to be ftijusted to the capa

city of the air defense system by the CAA, wr~ch was to emplpy as its 

guide priority listings provided to it. Flights were to be confined 

to corridors designated by division plans, and position reports would 

be made as specific in those plans. Local flights were to be restricted, 

,dth provisions made for their ready recall o Flights entering the 
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United states were to be cleared first at designated departure points 

outside of the United States. Aircraft operating outside of ADIZ's 

had to be equipped with a radio receiver tuned to a continuous watch 

on the appropriate frequency, or, if no radio was available in the 

aircraft, the flights were to be confined to prescribed altitudes and 

time limits. Recall by visual means was mandatory if neither of the 

two preceding conditions were possible. 

During a RED alert, all flights ~ere to be grounded everywhere 

unless previously approved by the air division commanders. All airborne 

traffic during this alert conditions vms to be directed to land or 

diverted away from the point under attack. Plans for the control of 

electromagnetic radiations were to be put into force immediately. In 

a ¥~rning YELLOW condition, any or all of the restrictions listed for 

condition RED were to be applicable. 

The plan, signed by the Secretary of Defense and the Secretary 

of Commerce ,~s officially issued on 15 July 1952. The Air Force adopted 

it as AFR 60-24 dated 10 September 1952, thus insuring that military 

aircraft came under its provisions as well. The Air Defense Command 

1~S explicitly nade responsible in the latter regulation for the llfurther 

development and accomplishment ll of SCAT, as the plan was generally known. 

The plan subscribed to the premise of decentralized air defense 

operations held by ADC. The division commander was explicitly made 

the aribter as to h01" extensive emergency controls of civil and military 

aircraft were to be -- except those engaged in tactical operations. As 
29 


to the latter category of aircraft: 
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This plan is not applicable to military aircraft engaged 

in tactical operatior.,s. These operations will be coor

dinated by prior planning ,vith the Air Division Commander 
concerned so as not to delay combat operations. 

An innovation in the SCAT plan "laS the stipulation that under 

certain conditions of alert, in specific areas, the Air Division Com

mander could require a IIsecurity clearance ll for civil and non-tactical 

military aircraft prior to take off. Such security clearance Vlas 

IIdifferent from and not to be confused w'ith an operational or air 
30 

traffic clearance. 1I 

/J!'ne security clearanc~7 will serve normally to insure that 
the pilot is informed of the current condition of alert and 
that his operation is of sufficient priority if any capacity 
restrictions are in effect. 

The SCAT plan ,vas prinarily designed as a guide for the divi

sion commanders and the CAA regional administrators who were to prepare 

the detailed plans for emergency controls. Also, the function of the 

SCAT plan was to inform both civil and military organizations of the 

extent of the controls which were likely to be put into effect during 
31 

emergency conditions. Specif'j,cally, 

To supplement this plan, detailed plans for the exercise of 
security c~ntrol of air traffic within his sector of respon
sibility wil,l be formulated. by the Air Division Conunander who 
will coordinate planning with appropriate agencies including 
those of the Armed Forces and local CAA Regional Administrators. 

In developing the detailed plans, the Air Division Commanders 
will take into consideration, in addition to the requirements 
of rrdlitary non-tacti;.al operations, the peculiar requirements 
of organized civil defense and disaster relief flights, agri 
cultural and forest-fire patrol flight operations and other 
essential civil air operations to the end that maximum utiliza
tion of these aircraft consistent with air defense requirements, 
'Till be made. 

I 
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IV 

During the latter half of 1952 the CAA and the air divisions 

continued their work to develop detailed emergency plans on their' 

level. The way the plans developed caused some misgivings on the part 

of ADC because of the divergencies in their form and content. Also, 

it was soon apparent that the division plans contained classified in

formation which it would be hazardous to release indiscriminately to 

the general public. Early in 1953, ADC presented to the divisions a 

standard format for the local plans which bore the title SCATER, i.e., 
32 

"Security Control of Air Traffic and Electromagnetic Radiations. 1I 

The divisions were to recast their plans according to the prescribed 

format. 

It soon became apparent, however, that the standard format it 

self was not the anSyTer to the troublesome question of standardization 

and security. A conference at ADC Headquarters in April 1953 concluded 

that "a majority of the plans reviewed contain policy inconsistencies 

and wide divergencies of procedure and operating detail." It was ob
38 

served that: 

If they were released in unclassified form for the benefit of 
the general public, this command as a whole would be open to 
much adverse criticism from civil agencies whose cooperation 
is essential to the effective continuation of this program. 

Once more, ADC decided to attempt to solve the problem of 

standardization and security -- this time by providing the divisions 

with a new format which would be a completely unclassified basic out

line plan. ADC realized, however, that it would probably be necessary 

to provide supplemental information and instructions to the basic plan 
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in separate form to those agencies and fa.cilities which would play an 

active part in the implementation of the division plans. In September 

a standard classified plan was also amended by ADC. 

The subject matter of the division plans which caused most concern 

from a security point of view was that which dealt with the emergency of 

tactical air traffic. Under the provisions of military regulations govern

ing the dissemination of classified information of this nature, the CAA 

authorities were denied such information. However, it would be the CAA Iwhich would require this information in an emergency to implement the 

traffic control plans. To this end, ADC informed its Defense Forces, that 

if there were no other way out, ADC would request an amendment of the security 
34 

regulations to permit the CAA to obtain the indispensable information. 

Another troublesome problem encountered by the divisions and the 

CAA in formulating their detailed plans, was that of non-scheduled fly

ing. Military and air carrier traffic presented few problems because 

of the ease with which their operations offices would be contacted at 

any time to advise them of changing security restrictions. On the other 

band, the nonscheduled civil operator was often out of touch with any 

CAA radio facility except when ~e was actually flying. It was this 

problem whieh had originally prompted the authors of the SCAT plan to 

inciude the somewhat vague provisicn about "security clearances" in the 

plan. When the plan was written, however, "it was thought that such a 

clearance might not be required anYlvhere at all times and that it-would 

seldom, if ever, be required outside of ADIZ's." After more thought to 

the question Has given, however, "it now appears that the security clear
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ance requirement will apply everywhere for the duration of the emergency.1I 

Plans for implementing the security clearance requirement were 

difficult to develop in detail because of the realization that non

scheduled civil operations during an actual emergency would be greatly 

different from those being conducted during peacetime. Certain types of 

activity might be reduced during an emergency, while new activities might 

be required to support the national defense effort. The key to the con

trol of this type of flying activity quite obviously lay in the hands 

of state flying o~ganizations, and local airport managers. Realizing 

this fact, a meeting of CM Liais·)n Officers and members of the National 

Association of State Aviation Officials met at Tinker Air Force Base 

early in June 1953 to stress the irnpor~~ce of integrating state emer

gency plans 'o/'ith those of the CM and ADC. Procedures were established 

at the meeting fo~,' making possible a t..!loser understanding betvTeen the 

state officials and the CM. One point ~fhich. was observed at the con

ference ,m.s that the state officials ,.,ere especially cheered at the 

realization that the a.·~ti;.al r estrietions ,.,ould stem from the civil CM 

organization :l:ather tt.an the mili t3.r~T. This seemed to alleviate their 

fears that civil aviation ,",ould be placed in the control of military 

authorities) who might not oe ~ognizant of the special needs of the 
36 


civilian population. 


v 

Perhaps the most difficult topic the divisions and the CM 

regional adrainistratcrs had to dea~ with in their local SCATER plans 

was that of electrOlnagnetic radiat::.ons. T'ile problem lay not so much 

http:a.�~ti;.al
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in turning key navigaticnal aids eff in an emergency as it did in 

trying to decide which aids were to be turned off. The problem was 

an exceedingly complicated one. At the root of the difficulty lay the 

emergency requirements of SAC, r~TS, TAC, and the Navy. These agencies 

had far flung commitments to carry out during an emergency. Great read

justments would take place in their operations, aimed at reprisal or 

support of the war effort. In their greatly accelerated operations 

during an emergency, these agencies would have need for continued use 

of key navigational aids, and consequently, in order to determine which 

of these aids were to be retained in use, the CAA needed detailed blue

prints of the precise nature of their flying activities. This informa

tion, however, ,vas not as firm in the minds of the agencies themselves 

as either ADC or CAA would have liked. To extract such information on 

the movements of tactical aircraft in an emergency occasioned many nego

tiations between the USAF commands, the Navy, and ADC, and resulted in 
37 

continuous revisions of the SCATER plans. 

To render the problem even more complicated, ADC, too, developed 

elaborate plans for the employment of fighter forces belonging to its 

sister USAF commands in an emergency. These augmentation forces were 

to be redeployed frnm their home bases in the area they were to defend. 

These augmentation plans of ADC called for aircraft to be in the air en-

route to their operational bases at the ~)ment an emergency was recognized. 

To distinguish such augmentation flights, CAA was notified that such 

flights would bear the prefix "DAU" when their plans were :reported to 
38 

CAA facilities at the time of ar.. emergency. 

I 
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In August 1951 MATS, SAC, 	 TAC and ADC met in conference to 
39 

discuss the need of precise plans. SAC, being obliged to keep such 

emergency plans continuously up-to-date, had no difficulty in providing 

ADC with precise information. Such was not the case with MATS and TAC 

however. These latter two commands were forced to prepare such plans 

for the specific purpose. By the end of 1952, such emergency data had 
40 

been provided by these commands and passed by ADC to the air divisions. 

In the Interim Joint Plan of 1951, as well as in the sUbsequent 

SCAT plan, the movement of tactical aircraft had been specifically ex

cluded from the imposition of flight restrictions. Though ADC had no 

grievance on this score, it did believe, that unless "tactical operations II 

were defined speci~ically, the tendency would exist for ADC's sister 

commands to enlarge the category of tactical operations to include many 

non-tactical military flights, thus defeating the purpose of emergency 

controls. Repeated briefings to the other USAF commands by ADC under

lined the danger of tmrestricted military operations in an emergency, 

and USAF was asked to see to it that it was understood that only 

I 	
41 

essential military traffic would be immune from flight restrictions. 

The problem of tactical military flights touched off a concerted 

objection from the Defense Forces. ADC, recognizing the indispensable 

services to the war effort of unimpeded tactical flights during an 

emergency favored the view that such flights should be aided by allowing 

all the navigational aids necessary to help them remain on the air. 

In other words, though recognizing that the operating navigational 

aids might very well aid the enemy, ADC put a greater priority on the 

service of the electronic homers to friendly traffic. The Defense 
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Forces, though ;recognizing the value to the war effort of unimpeded 

military traffic, nevertheless objected to the unqualified policy that 

navigational aids would remain operating regardless of the nature of 
42 

the tactical situation within a sector. At the root of the Defense 

Forces objection ,vas the fact that there was so much of this kind of 

traffic to provide fur in an emergency. vlAD.F commented that the pre-

plotted courses of emergency tactical traffic looked like a "tangle of 

jack straws". 1-1ADF also expressed that the accelerated emergency tac

tical traffic ,vould have the effect cf crippling the identification 

system, and negating the entire purpose of the SeATER plans. This was 

truly a dilemma. for the division cmmnanders, who sought to keep control 

of the flow of traffic in their ovm sectors during an emergency. ADC, 

however, was adamant. The policy of giving priority to friendly traffic 
43 

in every instance was reiterated ,dthout qualification. 

In 1953, ADC had to face a new problem associated ,vith the con

trol of military air traffic in an emergency. A survey of the division 

plans revealed that in some serious instances conflicts would arise when 

TA.c, SAC, ADC augment.ation, or MATS aireraft converged in specific areas 

en route to their emergency destination;:;. The allocation of priorities 

to the IllCYement of 6u~h traffi.:; ,.,ould have been too presumptuous for 

ADC to handle by itself, and Headquarters USAF was called upon to resolve 
44 

the problem.. In mid-1954 the question was still being considered at 

higher levels. All such instances as they developed had the effect of 

causing the divisions to rewrite their SCATER plans -- a process which 

vms c~ntinuous during the period s:.nce the divisions ,{ere first directed 

I 
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to prepare local plans. 

The first major test of the division SCATER plans occurred 

during AWlS nation-wide test of the air defense system in Operation 

TAIL HUm ;,- July 1953, altho1l3h local tests had been conducted in 
45 

nest divisions durinG 1952. In these "dry-runs" certain unpalatable 

obse~·Y'a.tions ,-,ere made. It ,-ras discovered that the turning off of 

na:vil3ational aids took an excessive amOll.Tlt of time. This had been 

anticipated by CAA and ADC as early as 1951 when a project to develop 

a remote control device v,hich would enable officials at the ARTCC to 

turn off na.vigational aids almost instantly was undertaken. By mid

1951~ installation of a ne,·, device was progressing rapidly under the 

efficient aegis of the CAA. 

Another observation gleaned from the tests of the division plans 

was that the time it ,muld take to clear the air of civilian and non-

tactical military traffic ,vould probably be excessive. Hhere such mea

sures ,,;ere undertaken 11ithin ADIZ' s, ,-,here all aircraft above 4, 000 ' 

",ere obliged to file flie;ht plans, the problem was not of great magni

tude, the flights being plotted in advance. But in non-ADIZ areas ,.,here 

only IFR traffic -was charted by the CAA, the problem was a serious one. 

The VFR traffic therein had to be cleared from the sky. In the exercise, 

the time it would take to clear the skies of such traffic could not be 

determined because no means existed ,·,hereby such traf'fic could be dis

covered or contacted in the air. Lacking a means whereby the efficacy 

of emergency proced.ures could be tested under realistic conditions, AJ:I:] 

had to rest content in the fopd hope that all of the agencies partici 
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pating in the SCATER plans would carry out their obligations to 

in an actual emergency under peacetime conditions, a full-dress 

of the SCATER plans ,·lith consequent enforcement of the drastic control pro

visions of the p~" appeared to be intolerable to civilian.aviation. 

\ 
I 

the letter I 

\rehearsal I 
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I 




CHAPTER NINE 

IDENTIFICATION BY ELECTRONICS 

In spite of the poor showing made by IFF (Identification 

Friend or Foe) devices during vlorld War II, the use of an electronic 

means of identification remained, in the opinion of the Air Force, a 

prime requirement. At war's end, however, new lines of investigation 

had to be undertaken in electronic research for identification in 

view of the compromise of the l-1a.rk III IFF equipment during the late 

war by the loan of some five hundred. sets to the Russians. 

In October 1948, the Joint Chiefs of Staff determined to replace 

the Mark III equipment at the earliest practicable date with a new de
l 

vice to be known as the Mark X. However, in view of the fact that 

the n~l equipment would take several years in development and production, 
2 

it was decided to retain the Mark III set in use for training purposes. 

The Mark X equipment was to have certain advantages which were 

not present in the older equipment. In addition to the primary function 

of electronic identification, the Mark X was also to provide a "beacon 
3 

assist" in the tracking and control of high speed aircraft. It would 

be capable of emitting a beacon fi~om the aircraft using the equipment 

which would register on the ground radar's PPI scope to distances up 

to two hundred miles. This particular feature of the Mark X rendered 

it especially valuable to ~he air defense system which had been plagued 

with the difficulty of tI seeing" its own fighter aircraft by means of 

ground radar. Having little precedent to expect miracles of IFF equip
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ment for positive identification of aircraft in flight, the air defense 

units of ADC can be excused in eagerly anticipating that the advantage 

of the new IFF device ,.ould lie in the field of a radar "assist" for 

fighter aircraft, rather than in identification. 

It was recognized that the widespread use of the Mark X system 

by all USAF aircraft and many civilian ai.rcraft would make the equipment 

vulnerable to cOIDf omise in case an aircraft so-equipped fell into the 

hands of a potential enemy. As a result, efforts were taken by USAF to 

malce the Mark X more secure by the addition to the basic .set of a modifi

cation vffiich would provide the system with the required security. The 

modification, developed by the Air Research and Development Command, and 

known as the Selective Identification Feature (SIF) was put into production, 
4 

and by the fall of 1953, was ready for testing. In September 1953, EADF 

was chosen to test the equipment in two hundred. fighter aircraft, and in 

twenty-eight ground radar stations. By roid-1954 the process of fitting 

the EADF fighters ,v.lth the SIF device in preparation for the test was 

still under.<re.y. The test itself ,-laS expected to last for approximately 
5 

one year. I 
Prior to the retrofit of the EADF test-aircraft with the SIF 

device, most, if not all of the fighters in the ADC air defense system 
6 

had been provided with the basic components of the new IFF. This basic 

Mark X equipment, vThich '-las operational and readily available for use 

by the Defense Forces, caused a certain amount of impatience in the 

latter. In view of the difficulties experienced in identification, the 

Defense Forces were restive at the fact that the equipment could not be 
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7 
employed for identification -- even in a limited capacity. ADe's 

answer to requests to place the Mark X in operation for identification 
8 

purposes emphasized the lack of security in the basic device: 

This headquarters does not concur ,v.lth the use of IFF in 
its present state as a means of identification. The present 
Mark X is limited to beacon assist only. It has been di
rected by USAF that the Mark X will only be used for identi
fication when the SIF portion is available. 

The extent to which IFF was to be used in the nation's aircraft 

presented USAF with many problems. USAF policy stated that the Mark X 

•vms to be used in all USAF-controlled aircraft with the exception of 
9 

light-training aircraft and helicopters. Also, all aircraft of the 

Civil Reserve Air Fleet (CRAF), which were to be used in an emergency 

were to be equipped with basic portion of the Mark X (Group A parts). 

When danger ,vas imminent, these aircraft were to receive their Group B 

parts, giving them a full IFF capability. All other civil aircraft were 

not to receive any IFF equipment. This decision was in line with the 

security control provisions of the SCATER plans which limited air traffic 

in an emergency to tactical traffic and to essential logistic flights 

only. So far as USAF tactical air~raft were concerned, the installation 

of an additional piece of equipment in the pilot's coclq?it, such as the 

SIF device, caused much discussion. In aircraft already saturated with 

electronic equipment, such as the F-94c, the decision to include the 

SIF made it necessary to remove other equipment hitherto considered 
10 

necessary. 

The extent to which IFF was to influence identification in air 

defense, therefore, was still an urJcnown factor in mid-1954. Although 
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the positive advantages of IFF as a beacon assist to jet fighters was 

already proven, much to the gratification of radar operators, the role 

of IFF in identification still awaited an appraisal of the large-scale 

EADF experiment. In any event, any stone which promised to reveal 

benefits to identification was W9rth turning. 

I 

I 
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1. The most useful and accessible information on identification 
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CHAPTER ~,]O 
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2. For a discussion of the Northwest maneuver of 1948, see ADCHR #1, 
ch. 3. 

3. ADC Historical Study No.1, The Air Defense of Atomic Energy 
Installations, 1953, p 3. 
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1948 (ADCHR #1, 263). 
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15. As in n 13. 

16. As in n 13. 

17. As in n 13. 
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I CHAPTER THREE 

1. The elaborate radar program known as Plan SUPREMACY failed 
to obtain Congressional approval. An interim plan for the establish
ment of 75 radar stations and 10 control centers was approved in 1949, 
and its im;plementation was begun at the same time that the LASHUP de
ployment was carried out. ADCHR #1, chs. 3-4. 
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