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NOTE  

Pthirty -fifth Annual Ptero Roost Celebrated   

   Approximately 175 Pteros plus their significant others pthoroughly enjoyed this 

yearôs wonderful roost hosted by the CGAA in beautiful Mobile, AL, the ócradleô of 

CG aviation! We are especially grateful to our dedicated organizing committee: Gary 

Gamble (aviator 1826), Gary (aviator 1205) and Sallie Grow, Joan Watterson, Jeff 

Davis (aviator 1003), Pat Brennan (aviator 2651), Bill Geers (aviator 1456), Bart Phil-

pott (aviator 3672) and the Auxiliarists of Mobileôs Flotilla 3-9. There were many high-

lights: dedication of a new simulator building and a memorial pond at ATC, Ptero Con-

nie Edwards with his HU-16E CGNR 7226, Ancient Al Ptero VADM John Currier 

(aviator 1877), enlisted Ancient Al Peter MacDougall (P-2900), and invigorating ATC 

Mobile simulator rides. There was also an excursion to NAS Pensacola for a visit to the 

Naval Aviation Museum and 

the magnificent season-

ending Blue Angels Airshow, a Tribute to Veterans concert at 

Battleship Park, a Book Seminar on aviation topics, and pro-

fessional discourse briefings on the Aviation Safety Assess-

ment Action Plan and the state of CG Aviation. Sincere thanks 

to the Aviation Training Center CO (Ptero CAPT Tom Maine, 

aviator 2838) and his crew for their participation and hospital-

ity as their duties permitted! 
 

Ptero Frank Manson (2nd from R), Aviator 395, and his 

son, Thomas, enjoy roost reception with Ptero Art Ross 

(L), Aviator 1142, and his wife, Edda. 
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Taps 
    We regret to report that the following members have recently logged their last flight:  

 

CAPT (Ret.) Vivian Jean Reese Harned (wife of Ptero A. E. óBillô Harned (Deceased),  

57)  7/17/11 

Beverly Rast (wife of Ptero Warren E. Rast (Deceased),  501)  8/__/11 

John A. Olsen,  646  9/17/11 

Donald J. Aites,  945, 10/11/11 

Paul S. Grimes,  P-2128, 8/18/11 

A Message from 2863 (CGAA/AOP President): 

   Greetings, Fellow Pterodactyls: It gives me great pleasure to accept your vote of con-

fidence for the position of President last Sunday at the Roost business meeting. It's 

both inspiring and intimidating to take the controls from Mont. As Joe Baker and I step 

up to the plate, we offer our thanks to the outgoing officers for their dedication, com-

mitment and selfless service. It has been exciting to watch the Pteros grow and prosper 

under the previous leadership and we are committed to staying on course and on glide-

path. I regret that both Joe and I were confronted with important last-minute commit-

ments that precluded our attendance. As you know, we both recently retired from ac-

tive duty and are still in the process of getting accustomed to our new responsibilities. 

Joe is a helicopter pilot who retired as the Commanding Officer of HITRON in Jack-

sonville, FL and I'm a fixed-wing guy whose last aviation unit was as CO of CGAS 

Washington, DC. I wish to assure you that we are very excited about the opportunity to 

lead, and ask for your ideas on how best to move the Coast Guard Aviation Association 

forward. Your suggestions put forth at the business meeting were captured and you will 

be hearing from your new Executive Board soon regarding some important changes. 

As we approach Coast Guard Aviationôs 100th anniversary, we look forward to plan-

ning a West Coast Roost in 2012, visiting Houston in 2013 to showcase CGAS Hous-

tonôs 50th anniversary, and having another great celebration at Mobile in 2016 on ATC 

Mobileôs 50th anniversary! 

   All standing orders remain in effect. 

Steve Reynolds, Ptero 2863, Life Member 

CG, Make-A-Wish make dream come true for 11 year-old 

Rescue swimmers from 

CG Aviation Training 

Center Mobile demon-

strate the proper proce-

dure for entering a res-

cue basket to Luke 

Wiedeman (left) and 

Colin Wiedeman, Nov. 

7, 2011. Crewmembers 

from ATC worked with 

the Mobile chapter of the Make-A-

Wish Foundation to help Luke real-

ize his dream of becoming a Coast 

Guard rescue swimmer. Luke was 

able to take part in training with the 

swimmers, navigate high-tech flight 

simulators and participate in a search

-and-rescue demo. Luke was pre-

sented a Letter of Appreciation by 

CDR Tom MacDonald, ATC XO. 

CG photos by PO3 Stephen Lehmann 

An ATC MH-60 Jay-

hawk helicopter hoists 

PO2 Jonathan Foss and 

Luke Wiedeman 
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Open letter to Coast Guard Aviators and Aircrewmen 

Date:   15 October 2011 

 

From:  VADM John P. Currier, Coast Guard Aviator #1877, Ancient Albatross #23 

 

Subject:  Aviation Safety Assessment Action Plan (ASAAP), One Year Retrospective 

 

     During a two year period between 2008 and 2010, Coast Guard Aviation experienced seven Class-A mishaps resulting in the loss 

of 14 shipmates. While aviation operations are not without risk, our profession had earned an exemplary record of flight safety for 

many years. In response to the increased mishap rate, the Commandant directed the Deputy Commandants for Operations and Mis-

sion Support to jointly assess the situation and make recommendations for improvement with the goal of preventing future mishaps. 

This bold step demonstrated his faith in the people of Coast Guard Aviation in that he asked for an introspective look rather than 

employ an external entity.  

     An initial survey of the Class-A mishaps failed to reveal any common causal or contributing factors. The mishaps occurred on a 

wide variety of flights dispersed across the country engaged in more or less routine missions, not during high risk, demanding opera-

tions at the edge of our capabilities envelope. In short, there was no readily identifiable ñsmoking gun.ò This lack of obvious causal 

factors necessitated a deeper dive to discern the more subtle negative influences that might undermine what had been a strong safety 

environment. 

     Under the guidance of aviation Flag Officers, a five-component team was chartered, each focused on a different facet of the lar-

ger aviation environment: 

AC1: Operational Hazard Analysis 

AC2: Aviation Data Collection and Safety Survey 

AC3: Aviation Leadership Improvement Focus Group 

AC4: Independent Data Analysis and Process Assessment Study 

AC5: CGAA Industry Benchmarking Study 

     ASAAP represents an intense, year-long look by many dedicated professionals, both within and outside the community. As a 

result, several central thematic findings were developed.  It became clear that there were subtle environmental influences that we 

could, in fact, identify. Although none were profound in their own right, their aggregate effect materially dulled our ñmission edgeò 

and contributed to the environment that permitted mishaps to occur.  

Findings: 

 Complacency in the chain of command and operation of our aircraft 

 Degradation of ORM (Operational Risk Management)/CRM (Crew Resource Management) concepts and practice 

 Inadequate knowledge of aviation fundamentals ï  

M3710, Flight Manual, FAR/AIM 

 Rate of change in aircraft systems and TTPs 

 Breakdown in professional discipline and poor risk management 

     Now that some of the identifiable deficiencies have been cited, the problem becomes what can we do about them? Herein lies the 

individual responsibility of everyone associated with aviation operations in the Coast Guard.  What I describe here are expectations, 

not just suggestions. We are, in fact, all responsible and accountable for the conditions that foster safe and effective flight operations. 

     Complacency is a common enemy in the aviation environment, both civil and military. Aircrews can become too comfortable in 

the conduct of flight operations. Each and every time you strap on an aircraft you accept a level of risk. Of course, some missions 

involve higher risk than others. But our experience of late has been that we do well in high-risk missions, it is the more routine 

flights that seem to trip us up. Remember that discipline, vigilance, situational awareness and focus on the operation at hand counter 

complacency. 

     ORM, CRM  and MRM  (Maintenance Resource Management) principles have been developed as the result of over a hundred 

years of lessons learned in blood. Our ability to identify and mitigate risk, largely through communications amongst the aircrew, has 

been recognized for years. As I stated earlier, risk is a constant in our business, however, there are two types of risk, that which we 

can control and that we canôt. We are duty bound to do everything that we can, on both a personal and organizational level, to reduce 

controllable risk to the maximum extent possible. The remainder, whether it be from darkness, high winds, sea states or weather, we 

must accept. Effective application of ORM and CRM principles are interdependent. You are out there as part of a professional team, 

no matter what your role in the aircraft it is your duty to be an active and focused participant on the aircrew team from prefli ght 

through shutdown. From a skills perspective, we should aspire to ñtrain to qualification and fly to proficiency.ò  The development 

of professional knowledge, skills and abilities are built on a foundation of qualification. Our Service invests millions of dollars in 

advanced courses and training aids to develop our aviators (officer and enlisted) into highly qualified and certified pilots and air-

crew. That said, your development begins by maturing past that qualification; it represents the foundation on which the true profes-
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 Mobile, Alabama Commemorates Coast Guardôs 221st Birthday 

WHEREAS,  The United States Coast Guard was established on 4 August 1790 when the first Congress au-

thorized the construction of ten vessels to enforce tariff and trade laws and to prevent smug-

gling; and 

 WHEREAS,  The Coast Guard plays a crucial role in all aspects of life in Mobile, including support to Mari-

time Commerce, Aid to Navigation, Recreational Boating Safety, Maritime Environmental Re-

sponse, Marine Inspection, Port Safety and Security, Aviation Training, and National Defense; 

and 

WHEREAS,  Mobile is host to major Coast Guard commands including Sector Mobile and all of the units 

under Sector Mobile, Aviation Training Center Mobile, Gulf Strike Team, the Coast Guard 

Auxiliary, Cutters CGC Barbara Mabrity (WLM-559), CGC Cobia (WPB-87311), CGC 

Saginaw (WLIC-803), and CGC Stingray (WPB-87305) and is a vital part of life in Mobile; 

and 

WHEREAS, The men and women of the United States Coast Guard are our Maritime Guardians, true pro-

fessionals who dedicate their lives to the defense of the United States and her citizens, who self-

lessly serve our country performing their duties in a manner that secures the trust and confi-

dence of mariners and citizens, remaining Semper Paratuséalways ready; now therefore let it 

be 

  

RESOLVED,  That I, Samuel L. Jones, Mayor of the City of Mobile, along with the Mo-

bile City Council, do hereby proclaim Thursday, August 4, 2011 as 

    COAST GUARD DAY  

  in the City of Mobile. 

                        Done at the City of Mobile, Alabama  This 2nd day of August, 2011 

sional builds. A high level of proficiency is the desired end-state. Successful aviators, those we look up to and emulate, recognize 

that there is a requirement for life-long learning. Each of us should be an expert in our Air Ops Manual (M3710), our respective 

flight manuals and the Federal Aviation Regulations/Airmanôs information Manual (FAR/AIM). We should pursue advanced certifi-

cation from the FAA, flight instructor designation, training certification and the myriad other opportunities that exist in the aviation 

field.  Herein lies the graduate-level knowledge of our profession. 

     Aviation is a dynamic field subject to constant change. What is true today in tactics, aircraft systems or airspace regulations will 

look differently tomorrow. This has been particularly true since the heinous events of 9/11 when our role shifted to the dual focus on 

maritime safety and security. We have upgraded our aircraft and adopted new mission requirements including AUF, RWAI and VI. 

Cockpits, engines and airframes are new or have been modified. FAR changes have altered the airspace structure. All of this com-

bines into a destabilizing influence that demands much of todayôs aviator. From an organizational perspective, we have not done 

justice to the rate of change. Norms for flight test, documentation and training have not been adhered to. Doctrine and procedures 

have existed in draft form for too long. In the cockpit and cabin, aircrews are faced with changing configurations. As new and modi-

fied airframes mature, as we codify TTP and align resource driven capacities to mission tasking, the aviation environment should 

achieve a more stable condition. We are committed at all levels of the organization to achieving this goal. 

     As we bring the recommendations of the ASAAP project to fruition, we must focus our efforts to achieve the desired critical 

effects. We must reaffirm our collective commitment to recognize and manage risk, as aircrews and not just as individuals. We must 

reestablish the discipline to approach every flight evolution recognizing and preparing for its inherent risk. We must ensure 

that the aviation team is educated, trained, qualified and proficient; in short ready to accomplish each mission safely and effectively. 

With the responsibility entrusted to each of us as Coast Guard Aviators comes accountability to each other, our Service and the Na-

tion to be fully prepared, focused and professional in our approach to each and every mission.  

     We benefit from a proud legacy, stretching back nearly one hundred years.  The accomplishments of our forbearers are the stuff 

of legends. We live in a present defined by a Coast Guard that is held up as a model agency in government because of our recent 

achievements. Most importantly, we owe to the future of Coast Guard aviation the enculturation of sound doctrine, tactics and ethics 

in the aviators of tomorrow for therein lies our strength.  

     It has been more than a year since our last serious mishap. As a community, we are getting back on track but remaining so re-

quires commitment from of each of us no matter our position in the organization. I urge everyone involved in our aviation enterprise 

to reflect on what was revealed in the ASAAP project and discussed here. Renew your individual commitment to the Coast Guard 

Aviation Team and our safe and effective mission execution, every time. Your life depends on it!  Semper Paratus. 



Fall 2011 -  Pterogram  5 

 

 

THE COMMANDANT HAS SELECTED THE FOLLOWING COAST GUARD UNIT FOR RECOGNITION AT THE 31ST AN-

NUAL COAST GUARD FOUNDATION "SALUTE TO THE COAST GUARD" AWARDS CEREMONY. THE CEREMONY 

WAS HELD IN NEW YORK CITY, 13 OCTOBER 2011. 

     COAST GUARD AIR STATION SITKA CREW OF CG 6038 (LT ANDY SCHANNO, LT MIKE SNYDER, AMT3 NICK 

GIUMETTE, AND AST2 CRAIG POWERS) WERE RECOGNIZED FOR THEIR HEROIC AND SKILLFUL RESCUE OF A 

SERIOUSLY INJURED HIKER FROM A CLIFF ON THE SIDE OF MOUNT RIPINSKY ON 6 JANUARY 2011. 

On the afternoon of 05 January, CG 6038 was launched from Air Station Sitka for a 

hiker who had become disoriented in a snowstorm and fallen down the face of Mt. 

Ripinsky near Haines, Alaska. The hiker was in contact with State Troopers via cell 

phone and relayed that he was unsure of his position, was on extremely steep terrain, 

had no survival gear and had sustained injuries during his fall.  CG 6038 arrived on 

scene to find limited visibility, low ceilings and rapidly diminishing daylight.  Making 

optimal use of their resource the crew of the CG 6038 used radio communications cou-

pled with the aircraft's powerful searchlight to narrow down the hiker's location and 

vector ground teams to an approximate position.  Returning at first light the following 

morning, CG 6038 climbed above the cloud deck to the hiker's estimated altitude and 

began a slow, vertical ascent of the ice-covered cliff face.  Battling snow squalls and 

one-half mile visibility, CG 6038 located the injured hiker on a three by three foot 

precipice at 2,600 feet.  After dumping fuel to reduce power required for the hover, 

CG6038 moved into position above the survivor, conducted an overhead check and 

began a 140' hoist of the rescue swimmer to the 70+ degree slope. The Aircraft Com-

mander skillfully commanded the crew while CG 6038 successfully completed a quick strop recovery of the survivor as visibility 

rapidly decreased to zero outside the aircraft.  Once the hiker was safely in the cabin, CG 6038 descended down the mountain while 

maintaining visual reference with the cliff face and delivered the survivor to waiting EMS.  

[LT Schanno commented in an email: ñThe dinner and the whole time in New York City was one of those "once in a career" type 

experiences.  The Foundation took great care of us and it was an honor to receive the award.  Hundreds of CG aircrews have taken 

on tough and at times hazardous cases in the past year, so to be singled out was very humbling.ò...Ed] 

ANNOUNCEMENT OF 2011 COAST GUARD FOUNDATION AWARD RECIPIENTS  

AirSta Washington Retires VIP Aircraft  
by CO Ptero Kory Benz, Aviator 3152 

   On 16 September, the CG flew its only 

Challenger 604 (military designation C-

143) on its final mission to the Bombar-

dier Service Center in Tucson, AZ. 

   Placed into service as a Medium 

Range Command and Control Aircraft in 

December 2005, CG-102 was the only 

aircraft in the US military inventory to 

bear the C-143 designation. The Chal-

lenger 604 is one of the most widely-

used business jets in the world and 

proved itself immensely capable as a 

personnel transport aircraft. The aircraft 

was reliable, safe, and comfortable for a 

right-sized travel party. Powered 

(overpowered) by the same brawny GE 

turbofans that power the A-10 warthog 

and the S-3 Viking, and navigated by an 

intuitive, user friendly Collins Flight 

Management System, the plane was a 

joy to fly. All told, the Challenger 604 

flew nearly 3,000 hours in support of our 

executive transport mission and boasted 

an availability rate in excess of 98%; a 

credit to our immensely professional 

hangar deck, sound design and meticu-

lous upkeep. 

   AirSta Washington enjoyed great suc-

cess with the aircraft, flying it to destina-

tions throughout the world. Easily capa-

ble of global reach, some of the more 

notable destinations included the Gala-

pagos Islands, Midway Atoll, Russia, 

various European venues, Barrow, AK 

and the Middle East. On a personal note, 

I have had the distinct pleasure of being 

assigned as XO and CO of Air Station 

Washington while the Challenger was 

on the ramp. It was an incredible aircraft 

to fly and was always ready to meet any 

worldwide transportation challenge. CG-

102 flew hundreds of missions safely 

transporting Commandants, Vice Com-

mandants, Secretary's, CODELS, and 

family members alike with outstanding 

mission success. It kept our crews safe 

while they did the work of this unit and I 

always felt assured they were operating 

the best equipment available. Truly, CG-

102 served our nation and service well! 

(L to R) AST2 Craig Powers, AMT3 

Nick Guimette, LT Andy Schanno,  

and LT Mike Snyder 

Ptero Ray Copin, 

Aviator 744, was 

spotted reading 

the PTERO-

GRAM in July at 

Norwayôs North 

Cape, Europeôs 

northernmost 

point , 71 deg., 

10 min N., while 

celebrating his 

35th wedding  

anniversary. 
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AirSta Cape Cod Celebrates 41st Birthday 
by LTJG Bruce Jeffries, USCG 

    

   CG Air Station Cape Cod <http://

www.uscg.mil/d1/airstacapecod/> cele-

brated its 41st year of saving lives, pre-

serving our nation's natural resources, 

and enforcing U.S. law, on 29 August. 

   Captain David Throop, the 14th Com-

manding Officer of the Air Station, 

hosted the ceremony to celebrate the 

historic past of the Air Station. Person-

nel gathered together commemorating 

the rich history of the Air Station. Coast 

Guard Auxiliarist Don Ladd read a brief 

history of the origins of Air Station Cape 

Cod and the many notable missions 

throughout the years. CAPT Jim Perry 

(retired) and LCDR Brian Wallace

(retired) were present and shared a few 

thoughts and memories from the first 

years of the Air Station. LCDR Wallace 

is a plank owner, one of the first officers 

to serve at Air Station Cape Cod. 

   Captain Throop commented on the 

ceremony, "While we continue to assist 

with recovery efforts from Irene, it is 

important to recognize the tremendous 

contributions of the men and women of 

Air Station Cape Cod to our legacy of 

excellence and professionalism as we go 

forward." 

   Air Station Cape Cod was commis-

sioned on August 29th, 1970, the combi-

nation of Air Station Salem, Mass. and 

Quonset Point, RI. The first reported 

rescue for Air Station Cape Cod was on 

October 19th 1970 when four survivors 

from a sailboat off of Nantucket were 

brought to safety. Nearly 41 years later, 

on August 15th 2011, the Air Station 

conducted a life-saving rescue of a 77-

year-old man who went overboard from 

his sailboat in severe weather. 

   The Air Station has saved an estimated 

6,150 lives, $615,000,000 in property, 

and conducted over 12,300 missions in 

the period between the first and most 

recent rescues. 

[Photo by Michael Dubin, ASCC] LCDR Brian Wallace (retired) and SN 

Josh Tonneas cut the birthday cake. The 

oldest and youngest members of the Air 

Station cut the first piece together. 

AirSta Sacramento Hosts Naval Aviation Bicentennial Open House 

   On 27 August, 

the main gate at 

CGAS Sacra-

mento opened for 

the entrance of 

Sacramento area 

visitors to ex-

plore the AirSta, 

investigate the 

aircraft on static 

d i sp la y and 

watch some SAR 

demonstrations. 

   Under the com-

mand of Captain 

Mike Eagle, the 

entire AirSta complement participated in 

welcoming the approximately 800 guests 

who took the opportunity to learn more 

about the CG and, in particular, CG 

aviation and its connection with 100 

years of Naval Aviation. Besides the 

AirStaôs C-130, an HU-25 from ATC 

Mobile, an H-60 from AirSta Astoria, 

and an H-65 from AirSta San Francisco 

were on display. In the afternoon, fol-

lowing an HC-130H airdrop demonstra-

tion, the H-65 demonstrated its hovering 

and SAR hoisting capabilities to the 

crowd. Other aircraft on display in-

cluded a CG Auxiliary aircraft, fire-

fighting aircraft from the California 

Dept. of Forestry, display aircraft from 

the nearby Aerospace Museum of Cali-

fornia, and the CGôs own ARFF aircraft 

crash and rescue fire truck, manned by 

Sacramento Metro firefighters.  

   Although it was a hot afternoon on the 

ramp, the crowd seemed to enjoy every 

aspect of the Open House, and gained a 

greater appreciation for the CG and its 

many missions. Of note is the fact that 

an HC-130H had deployed very early 

that morning to fly an urban search and 

rescue team from Oakland to New York 

City to assist in the aftermath of Hurri-

cane Irene. 

[Photos by Ptero Jerry Mohlenbrok] 
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Air Station Kodiak, Alaska  
By LT Scott Wilkerson &  PA3 Charly Hengen 

   CG AirSta Kodiak is situated on beau-

tiful Kodiak Island, Alaskaôs Emerald 

Island, 250 miles SW of Anchorage. 

Kodiak is the second largest island in the 

US, encompassing 3,595 square miles in 

area.   

   The AirSta was commissioned as an 

Air Detachment on April 17, 1947, with 

one PBY Catalina aircraft, seven pilots, 

and thirty crewmen. It represented the 

first permanent CG aviation resource in 

the region. Currently, the air station 

hosts four HC-130 Hercules aircraft, 

four MH-60 Jayhawk helos and four HH

-65 Dolphin helos. 

   The primary mission of AirSta Kodiak 

is to provide aircraft and crews in sup-

port of the CG's core missions which 

include: search and rescue operations; 

enforcement of laws and treaties; marine 

environmental protection; aids to naviga-

tion; military defense; disaster control 

services and relief; and assistance to 

numerous local, state, and federal agen-

cies. The AirStaôs area of responsibility 

covers 4 million square miles throughout 

the Gulf of Alaska, Bristol Bay, Bering 

Sea, and the Pacific Ocean above 40N 

latitude. The HC-130H and MH-60J 

aircraft serve as the primary SAR re-

sponse assets. 

 

 

 

 

 

 

 

 

 

 

 

 

   The workhorse of the CG, the C-130 

Hercules, stays busy hauling cargo to 

remote locations across Alaska and con-

ducting Arctic Domain Awareness 

flights. Since the ice edge is receding 

more and more each year, the bi-weekly 

ADA flights get eyes on the coastal vil-

lages, spot any vessels transiting the 

Arctic region, and assess the ice edge 

and its impacts. Not only do the Hercu-

les aircrews conduct Maritime Boundary 

Line law enforcement missions to pre-

vent foreign fishing vessel encroachment 

into the US Exclusive Economic Zone, 

they also conduct numerous logistics 

support flights to deployed helo crews 

and isolated Seventeenth District units in 

remote Alaskan villages. 

   The MH-60 Jayhawk helo is the pri-

mary search and rescue platform. In ad-

dition to providing a 24/7 ready in Ko-

diak, H-60s and crews are forward de-

ployed to St. Paul Island, Cold Bay, and 

Cordova during the busy fishing sea-

sons. This places a Jayhawk rescue crew 

closer to mariners for a lessened re-

sponse time in the event of an emer-

gency. Additionally, the H-60s support 

aids to navigation operations throughout 

the 17th District AOR by hoisting main-

tenance crews as well as towers, naviga-

tional aid parts, and other equipment. 

   The HH-65 Dolphin heloôs primary 

mission in Alaska is to provide High 

Endurance Cutters with a reliable air-

borne asset during an Alaska Patrol, or 

ALPAT. A short-range SAR and law 

enforcement platform, the Dolphin pro-

vides reconnaissance and logistics capa-

bility to cutters operating in some of the 

planetôs harshest conditions. Although 

primarily used for fisheries law enforce-

ment in the nation's most active fisher-

ies, all-weather Dolphins are commonly 

launched as the first response to SAR 

cases in Alaskaôs remote areas while 

deployed aboard ALPAT cutters. 

Alaska has some of the worst weather 

conditions CG aviators can expect to 

encounter. Itôs not uncommon for storms 

to bear down upon Kodiak with winds in 

excess of 50 mph, zero visibility, or ex-

treme fog. In February 2011, an MH-60 

Jayhawk helicopter crew battled blizzard

-like conditions and 52 mph winds as the 

aircrew rescued five fishermen from the 

68-foot fishing vessel Midnite Sun, 

which ran aground 36 miles northwest of 

Kodiak in 18 to 20 foot seas. Thankfully 

the fishermen were brought safely back 

to Kodiak Island where their loved ones 

met them with open arms. 

Due to Alaskaôs vast coastline, AirSta 

Kodiak aircraft routinely conduct long-

range medevac missions along the Aleu-

tian Island chain. In September 2010, 

AirSta Kodiak utilized three MH-60  

aircrews and one HC-130 Hercules air-

crew and flew over 1,800 miles to con-

duct a long-range medevac near Adak. 

During 2010, AirSta Kodiak crews flew 

more than 800 flight hours on 230 

search and rescue sorties, resulting in 79 

lives saved and 102 lives assisted. 
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ICEBREAKER SECTION LAW ENFORCEMENT DETACHMENT ONE  

ALASKA PATROL OCT -NOV 1972 
By Ptero John Ronald (Ron) HUDDLESTON, Aviator 1194 [Re-printed with authorôs permission...Ed] 

   In January of 1969, my wife of one 

month Margarita and I, LT Ron Huddle-

ston, reported to CGAS [Coast Guard 

Air Station] Chicago. We had all our 

belongings in the trunk and backseat of 

our car. The Air Station had not been 

commissioned yet and the only person-

nel onboard were the Captain, Will 

Shaw, and a YN2 [Yeoman, Second 

Class]. I reported in to the CO 

[Commanding Officer] and he asked if I 

had my flight gear with me. I answered 

in the affirmative and he said ñégood, I 

need you to fly commercial to New 

York City and then drive to the Sikorsky 

Aircraft Plant and join up with LCDR 

Montali who is already there and needs a 

copilot to pick up our new helicopter.ò I 

said that my wife and I had just returned 

from our honeymoon and that she was 

waiting in the car and that we had no 

place to stay and did not know anyone in 

the area. He told me to bring her in to 

the office and he explained to her that he 

was very sorry for sending her husband 

off so abruptly but he had no choice but 

to send me as I was the only pilot avail-

able at the time. He then introduced us 

to the YN2 and told her that he would be 

available to assist her in locating a place 

to stay and moving in while I was gone 

for three or four days. 

   We found a motel nearby and I left the 

next day for New York and discovered 

that all of my flight gear and luggage 

was missing/stolen. I called my new 

bride and told her what had happened 

and that I had no idea when I would re-

turn. She said she would look around the 

area for a place to rent while I was away. 

She found a nice apartment and sent for 

some furniture that we had purchased 

while visiting with my parents in Indi-

ana. The delivery was scheduled and she 

called the YN2 for assistance in moving 

the furniture into our new apartment. 

The YN2 was on leave. That was her 

welcome to the CG. I had serious doubts 

that she would still be there when I re-

turned and was overjoyed that she had 

stayed and waited for me. We picked up 

HH-52A 1466, the last HH-52A manu-

factured by Sikorsky, and returned to 

CGAS Chicago where I had a rather 

chilly reception from my wife.  

     After two winters of flying in the 

windy city, we received orders to the CG 

Aviation Training Center Ice-Breaker 

Section in Mobile, AL. So, a pregnant 

Margarita and I sold both of our year-old 

sedans and purchased a huge new Ford 

station wagon and headed to the sunny 

south. Our baby girl arrived in Septem-

ber and I completed my shipboard helo 

training and departed for the CG Ice-

breaker NORTHWIND (WAGB-282), 

home-ported in Seattle, Washington, in 

November of 1971. The two helo de-

tachments landed aboard NORTHWIND 

and departed for Operation Deep Freeze 

in Antarctica.  During the deployment, 

we encountered rolls of up to 60-

degrees, seas--high enough to take off 

the door to the crowôs nest on top of the 

mast, and winds over 100 knots.   

   In the spring of 1972 I had returned 

from a 7-month cruise on board the 

NORTHWIND. It was a million dollar 

experience that I really did not want to 

repeat as I had to leave my wife and new 

baby girl back in Mobile when she was 

just 2.5 months old and our baby did not 

know her Daddy when I returned. When 

asked about my choice for my next de-

ployment, I requested that my next ship-

board assignment be less than six 

months if possible. To my great surprise 

and delight, I was offered the chance to 

be the Senior Aviator of the first three 

AVTRACEN [Aviation Training Cen-

ter] IBSEC (Ice-Breaker Section) Alaska 

Law Enforcement Detachments de-

ployed aboard 378' Hero [Hamilton] 

Class CG cutters during Alaska Patrol 

1972. 

   The ñAlaska Patrolò was a multi-

purpose operation. It combined the en-

forcement of United States laws con-

cerning the territorial sea, its contiguous 

fisheries zone, and its various interna-

tional treaties and agreements with sur-

veillance functions, scientific research 

collection and SAR included. The avia-

tion detachment was used to assist CGC 

JARVIS in the accomplishment of her 

missions. The patrol was divided into 

two phases to coincide with the presence 

of the assigned National Marine Fisher-

ies Serviceôs [NMFS] agents. 

   IBSEC Law Enforcement Det. # 1 was 

formed using IBSEC personnel and an 

HH-52A from AirSta Annette, and logis-

tic support from AirSta Kodiak. HH-

52A 1383 was assigned and ferried by 

Annette personnel to Kodiak where it 

was placed in temporary storage status 

pending arrival of detachment personnel. 

A helo support kit for a single helo was 

assembled and shipped to CGAS Kodiak 

from CGAVTRACEN on 14 September 

1972. All pre-deployment administrative 

preparations were completed and my 

crew, consisting of AD1 Hawes, AT1 

Lawson, AD2 Page, AM2 Hicks and 

AE2 Robertson, departed for CGAS 

Kodiak on 24 September where they 

were to prepare the helo for sea. Lt Bill 

Wolfe and I arrived in Kodiak on 2 Oc-

tober and flew a test flight of 1383 with 

no discrepancies noted. We finished 

acquiring all our necessary navigational 

pubs and Aleutian Chain briefings from 

Kodiak pilots and awaited the arrival of 

USCG Cutter JARVIS. 

   JARVIS, home ported in Hawaii, was 

commissioned in August 1972 and was 

on her first Alaska Law Enforcement 

Patrol when she arrived and moored at 

Womanôs Bay, Kodiak, Alaska on 6 

October. On 8 October, HH-52A 1383 

landed aboard JARVIS and LAWENF 

DET 1 became the shipôs first Aviation 

Detachment. Departure for the patrol 

area was delayed until the 11th due to 

shipôs main propulsion problems. I was 

thinking how lucky I was to be aboard a 

brand-new ship on a patrol in Alaskan 

waters that could not possibly be as 

rough as the roaring 60ôs off Antarctica. 

   The patrol was divided into two phases 

to coincide with the presence of assigned 

National Marine Fisheries Service 

agents. Flights commenced with the 

arrival of our first NMFS agent and one 

observer. We flew familiarization flights 

for the agents to include hoisting them to 

and from JARVIS as we would occa-

sionally hoist the agent down to suspect 

fishing vessels in order to inspect vessel 

documents and type of catch in the hold 

and in the cookôs freezer in the event 

they were feeding their crew with 

banned species that were to be returned 

to the sea as incidental catch. I was 

greatly impressed with the expertise and 

courage of NMFS agents as I would 

have been hesitant to go aboard some of 

those fishing vessels if they were 
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moored at the dock. We also were tasked 

to identify the various species of marine 

mammals and birds within the assigned 

area. The majority of our flight opera-

tions were conducted in the vicinity of 

Shumagin, Fox and Pribilof Islands, plus 

portions of the Southern Bristol Bay. 

   On 14 November, a large storm was 

approaching from the north and seas and 

winds were rapidly increasing, so the 

Captain decided to put into nearby 

Dutch Harbor to find some shelter from 

the storm. We anchored in the harbor at 

1145 in light wind and intermittent rain 

and snow showers. After sunset around 

1900, the wind was increasing and the 

barometer was dropping. The Captain 

made some adjustments to the length 

and direction of the anchor chain and 

again around 2300 as the winds were up 

30-40 knots with gusts to 50. He then 

placed the main diesel engines on five-

minute standby and instructed the officer 

of the deck [OOD] to call him if condi-

tions changed appreciably and made it 

clear that he was concerned about the 

possibility of the anchor dragging. Early 

on the morning of the 15th around 0200, 

the winds increased to gusts of 60 to 70 

knots and radar operators in CIC 

[Combat Information Center] informed 

the OOD that the ship had moved north 

200yds with the wind. The QM3 

[Quartermaster, Third Class] told CIC 

that the bridge did not concur. The En-

sign on the bridge obtained additional 

radar data and confirmed the ship was 

moving around 0230. He then called the 

Captain who was asleep in his cabin 

fully clothed. About that time, I was 

awakened in my below deck cabin by 

the sound of the engines and the anchor 

windlass. At 0317, I heard a loud grind-

ing noise scraping along the hull on the 

starboard side for what seemed to be an 

extensive period of time. Soon thereaf-

ter, the emergency klaxon went off and 

all hands were to report to their Emer-

gency Stations: ñTHIS IS NO DRILLñ 

was announced which came as no real 

surprise based upon the noise of the un-

charted pinnacle scraping along the star-

board side. 

   I went to the aviation detachment 

emergency station which was the aerol-

ogy office forward of the flight deck. I 

mustered my crew and then went to find 

out what was happening. I went first to  

Damage Control Central [DCC] and 

asked one of the assistant engineers what 

our status was and he offered to escort 

me to the engine room where the DC 

[Damage Control] crew were trying to 

plug a leak on the starboard side near the 

bottom of the hull, and water was shoot-

ing up to the top of the engine room. 

   The Engineering Officer was on emer-

gency leave and the Assistant Engineer, 

a senior LTJG, and a CWO were in 

charge of damage control and they 

thought that they could plug the 4-by-6-

inch L-shaped hole without much diffi-

culty. It was actually an 11-by-12 L-

shaped hole. During the rest of the night, 

the plug was installed and the flooding 

was mostly controlled. Sometime after 

daylight, the Operations Officer told me 

that the plan was for the ship to return to 

Hawaii for repairs. I mustered my de-

tachment and told them the plan and 

explained that I would rather fly our 

helicopter and crew back to Kodiak.  

Bill and the crew all agreed then I went 

to the bridge and expressed our desire to 

fly the helo back to Kodiak. I also asked 

the Captain if two of my crewmen who 

were licensed scuba divers could inspect 

the starboard side of the underwater hull 

as we all suspected that there may have 

been extensive damage due to the length 

of time that the hull scraped along the 

pinnacle. The Captain informed me that 

he also had recreational divers in his 

crew but that none of them were CG 

certified so he could not use them. He 

really did not want the helo on his deck 

in the kind of weather he knew he would 

be transiting and agreed that my detach-

ment could return to Kodiak if the 17th 

District would approve. A message ask-

ing approval was sent and the District 

would not approve as it was too hazard-

ous to fly a single-engine helicopter that 

distance back to Kodiak without an es-

cort as there were large expanses of 

open water to be transited. So, Alaska 

Patrol Det. # 1 was going to Hawaii. 

   At 1400 on 15 November, JARVIS 

departed Dutch Harbor, Alaska for Ha-

waii. We immediately encountered 

heavy seas and high winds outside the 

Harbor entrance. South of the Akutan 

Pass, the ñzipperñ along the starboard 

side of the hull began to open up and 

heavy flooding began in earnest. The 

klaxon sounded again and all hands went 

to Emergency Stations. Thinking that we 

would return to Dutch Harbor, I was not 

overly worried. I mustered my crew 

again and then went to DC Central and 

jokingly asked one of the Assistant En-

gineers ñHow high is the water, Doug-

gie?ò and he became visibly and vocally 

upset. That was when I realized that the 

beautiful brand new ship and everyone 

on it were truly in an extremely danger-

ous situation. 

   There was a TV remote in DC central 

and Doug was keeping track of the 

flooding in the engine room with grease 

pencil lines on the TV screen and the 

water was rising very fast. Attempts 

were made to control the flooding with 

shipôs pumps but the pumps could not 

keep up with the flooding. The shipôs 

crew fought valiantly risking life limb 

and their health in the freezing Alaska 

flood water trying to save the ship. I 

returned to my aviation detachment and 

told them that the ship may actually sink 

and we had better think about the prob-

ability of abandoning ship. Then I said 

that we had the best life boat on the ship 

and we ought to think about the possibil-

ity of launching the helo if it came to 

actually abandoning the ship. 

   We had experienced 40 degree rolls 

and 50 knot winds with the helo tied to 

the deck, but we certainly didnôt work 

on it in those conditions. Unfolding the 

blades manually in conditions like that 

seemed impossible, but AD1 Hawes and 

AT1 Lawson thought they could do it if 

we waited for a lull and timed the blade 

unfolding between gusts. So, I told them 

to brainstorm it and, if they could do it 

safely, Bill and I would fly it off the 

deck. 

   Around 1900, the engine room con-

taining all main propulsion, dewatering 

pumps and main circuit breaker panels 

was completely flooded and we lost all 

mechanical and electric power. JARVIS 

was adrift without power in heavy to 

mountainous seas up to thirty feet, winds 

gusting in excess of sixty knots, blowing 

snow and freezing temperatures.  

   A GE-T58 jet turbine engine--the same 

type of engine that powered our HH-

52A helo--installed above the main deck 

provided emergency electrical power to 

the ship; enough at least to provide 

power for the shipôs radios, bridge and 

flight deck lighting. A Mayday signal 

was broadcast. I was ordered to report to 

the Bridge and told by the XO 

[Executive Officer] that preparations for 

abandoning ship were already underway 

and that the combined effects of the sea 

height, large sail area of the ship, and the 

attached helicopter coupled with the 

wind effects of the heavy weather re-

sulted in heavy rolling. The situation 
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spelled imminent danger for all hands.  

He also said that the only pumping capa-

bility left on the ship were the two gaso-

line powered dewatering pumps from 

my helicopter and ones that the ship 

carried aboard for dewatering smaller 

vessels in distress. Gasoline for the 

pumps was in need of replenishment and 

a CG C-130 airplane was enroute from 

CGAS Kodiak to drop emergency equip-

ment, including barrels of gasoline, to 

the ship. The plan was to push my heli-

copter over the side to lessen weight and 

to clear the area for parachute drops. 

   I returned to the flight deck where my 

crew were waiting and told them of the 

plan to ditch our helicopter. Bill and the 

rest of the crew were united in attempt-

ing to launch the helo. At 2110, I went 

to the bridge accompanied by Lt Bill 

Wolfe. I asked the CO and XO for per-

mission to launch the helicopter intend-

ing to improve shipôs stability and to 

ferry as many of the shipôs 170 man 

crew to dry land as possible when it be-

came necessary. I planned to fly to Aku-

tan Island and try to find an area with 

enough beach available to land and drop 

off three of my crewmen so they could 

light a large fire as a beacon to use for 

evacuating the ship. The CO was ex-

tremely reluctant to consider such an 

operation due to the hazardous condi-

tions. After weighing all factors and 

discussing our plan to launch, the CO 

gave us permission to launch at my dis-

cretion cautioning that if, in my opinion, 

it became too risky we were to abort.  

The XO took charge of the flight deck as 

the Helicopter Control Officer (HCO) to 

ensure the best possible aircraft launch. 

He then handed me the shipôs roster and 

told me that he would have the young 

single crewmen first in line for evacua-

tion as they had not experienced much in 

their lives yet and they deserved to get 

more of a chance to live. 

   Flight Quarters were set and when we 

got back to the flight deck AD1 Hawes, 

AT1 Lawson, AD2 Page, AM 2 Hicks 

and AE 2 Robertson had already re-

moved the protective cover from the 

aircraft and were preparing to unfold the 

main rotor blades. Lt Wolfe directed the 

unfolding of each blade. The Aleutian 

weather gods were kind to us as we did 

not have to wait long for a brief lull in 

the winds. Two men were on the rotor 

head with safety harness attached while 

our first class petty officers  manned the 

blade crutch. The first blade was nearly 

in position to insert the bolt joining the 

blade cuff to the rotor head hub when a 

gust took the rotor blade out of the 

crutch and it flew up then back down to 

the flight deck. AT1 Lawson, a big man, 

caught it as it drove him to his knees and 

the blade spar contacted the deck edge 

combing. AD1 Hawes and I inspected 

the rotor blade pressure indicator and the 

spar as it had a noticeable ding in it; then 

he smoothed it out with an emery cloth 

and declared it safe for flight. The other 

two main rotor blades were then un-

folded without further difficulties. 

   I told Bill to take the right seat as he 

was an ex-Army helo pilot with at least 

three more years of stick time than I had 

and I wanted to make sure that the tie 

down removal and launch timing were 

optimized. We then explained to the 

HCO how we wanted the launch to pro-

ceed a bit differently than normal. All tie 

downs were left on for engine start and 

rotor engagement. After engagement, 

detachment personnel removed the sec-

ondary chain tie downs then they all 

boarded the aircraft for takeoff. The 

flight deck was cleared of all personnel 

with the exception of the shipôs tie down 

crew and the LSO [Landing Signal Offi-

cer]. Then, when we were certain about 

the timing of the major swells, I would 

signal for removal of the main tie downs 

to coincide with our approaching the top 

of a swell; then we would launch into 

the air like a startled bird. It did not 

work quite that well.   

   When we completed our check lists, I 

signaled for removal of the main wheel 

tie downs. The deck crew removed the 

starboard tie down swiftly but the young 

man on the port side could not remove 

his tie down and the helo skidded 

slightly to port and stopped. I immedi-

ately told Bill to stay on the deck and 

signaled for the main wheel tie downs to 

be reinstalled. Then I motioned for the 

tie down crew to come over to my cock-

pit window and told them in a loud voice 

that if the helicopter flips over on the 

deck we might all die including all the 

folks on the flight deck. Then I said letôs 

do it again and remove the tie downs 

together this time. After my heart rate 

subsided, we read the take off check list 

again and I told Bill I would try to time 

lift off again to coincide with the peak of 

the main swell and as soon as we got 

two tie down removal confirmation to 

take off. The second try was the charm, 

our helicopter wanted to leave the ship 

as much as our crew did. 

   Soon after getting airborne, we heard 

this wonderful voice on the radio ñIs that 

you Bill? Did you guys really take off 

from the ship?ò It was a CG C-130 pilot 

who had been stationed with Bill Wolfe 

previously at CGAS San Francisco.  

They informed us they were really glad 

we got off the flight deck as they were 

concerned about dropping a barrel of 

gasoline on the flight deck with a helo 

tied to it. The procedure was to para-

chute the barrels down with a trail line 

tied to each barrel hoping to drag the 

trail line across the deck so the shipôs 

crew could retrieve the barrel from the 

water with the trail line. It was fortunate 

for us that we did get airborne as the 

only barrel of gasoline recovered by 

JARVIS actually landed on the flight 

deck. I then asked the C-130 pilot for a 

vector to the nearest suitable landing site 

on Akutan Island and then informed him 

that we were going to land and set up a 

place to drop off ship evacuees. He gave 

us a compass heading and told us to fol-

low him to Broad Bight on Akutan Is-

land. Once we got our compass tracking 

correctly, he told us to stay on that head-

ing for about 20 miles then he began to 

set up for the supply drop to JARVIS. 

     We headed north into the wind with 

our hover lights and steerable nose light 

on trying to maintain visual contact with 

the seas, but with the blowing snow, 

heavy winds and seas, I elected to fly on 

instruments at 140 feet with the hover 

lights off and nose light on thinking that 

if our single engine iced up we would 

have a second or two more to put it 

down safely than at 40 feet. Eventually 

we encountered the surf line then the 

rocky coast line. I took control of the 

aircraft and Bill steered the nose light as 

we visually followed the rocks to the 

east until we found Broad Bight, a sandy 

beach large enough to land on. We then 

dropped off three of our crewmen with 

some pallets, gasoline and a PRC-63 

survival hand-held radio then informed 

JARVIS and the C-130 of our three crew 

membersô location. We then departed 

Broad Bight to return to JARVIS to be-

gin evacuating as many ships crew as 

fuel allowed. 

[To be Continued in PTEROGRAM is-

sue 1-12...Ed]  
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Ye Olde Report of the 35th Annual Ptero Roost, 10-13 November 2011 
By Ptero Steve Goldhammer, aviator 1207, with contributions from Ptero Ray Copin, aviator 744, Ptero 

Bill McPherson, aviator 1226, and Ptero Ben Stoppe, aviator 1646 

     This yearôs óRoostô began on a beau-

tiful fall Thursday afternoon with a dedi-

cation at ATC, Mobile of CAPT Bobby 

C. Wilks Hall (home of the HC-144A 

simulator) and the CAPT Brad W. Bean 

Pond. Opening remarks were made by 

ATC CO Ptero CAPT Tom Maine, 

Aviator 2838. He said weôre here to 

honor the legacy of two fine men and 

their families. CAPT Wilksô relentless 

pursuit of excellence allowed him to 

overcome all barriers.  

   The keynote speaker was VADM 

Manson Brown, Pacific Area Com-

mander. VADM Brown said CAPT 

Wilks, Aviator 735, was a pioneer for 

the ages. He first met Bobby in 1986 as 

a LT. He felt a unique combination of 

fear and inspiration upon meeting an 

African-American Captain for the first 

time. Captain Wilks exuded such supe-

rior professionalism, poise, and bearing 

that he seemed almost superhuman. 
Bobby didnôt let the social environment 

of 1956 and the color of his skin dictate 

and affect his aspirations out of OCS. He 

was a model of success and the epitome 

of military bearing. He was proud to see 

an African-American become a CG ad-

miral before he passed away. His wife, 

Aida, was the key element of his suc-

cess. Theirs was one of the greatest love 

stories in CG history. He was a trail-

blazer for CG aviation and a role model 

for the ages.  

   At the Bean Pond dedication, CAPT 

Maine said that Brad, Aviator 2460, did-

nôt like formalities. He would have 

wanted to go straight to the party. CAPT 

Maine related Bradôs accomplishments 

and rapport with the crew while he was 

XO at ATC. RDML David Callahan, 

Aviator 2408, Director of Reserve and 

Leadership, said all of us would hope to 

emulate him. He was larger than life. He 

had an approachable charm and was un-

flappable. The pond was originally 

named for him by the crew who loved 

him. He was a wonderful example to 

follow. 

   A reception followed the ceremonies. 

   On Thursday evening, Ptero Dave 

Connolly, Aviator 1137, and his wife, 

Vicki, graciously hosted a gathering of 

about 35 Pteros and their spouses and 

friends at their beautiful home on Dau-

phin Island.  

Due to various hurricanes over the years, 

this is the third iteration of their home. 

The food was plentiful and delicious, 

and the libations and stories flowed pro-

fusely. A great time was had by all. 

   On a pristine Friday 

morning, two busloads 

of us went to the mag-

nificent Naval Aviation 

Museum in Pensacola to 

view one awe-inspiring 

exhibit after another. 

The beautiful new CG 

aircraft exhibit brought 

Bobby S. Wilks (L), CAPT Maine, 

Mrs. Aida Wilks, and VADM 

Brown cutting the ribbon. 

Mrs. Cereto Bean (L), Tyler Bean, Ptero 

VADM John Currier, aviator 1877, 

VADM Manson Brown, and Ptero 

RADM Jake Korn, aviator 2209, listen to  

CAPT Maine and RDML Callahan.  

Chaplain Joseph Johnson (L) looks on as CAPT 

Maine, RDML Callahan, Cereto Bean & Tyler Bean 

unveil the Bean Pond plaque. 

Ptero Tom McLaughlin, aviator 1364, 

(L), Ptero Prez Mont Smith, Edda Ross, 

and Art Ross enjoyed the festivities. 


