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interview is with Lawrence E. McCabe, 1351 Cherokee

Avenue, West St. Paul, Minnesota 55118.
Date:

October 26, 1980

Interviewer:

George Holey

Larry, when were you born and where?

McCabe:

I was born on September 12, 1924 at Hibbing,
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Minnesota.
Holey:

Where did you go to grade school and high school?

McCabe:

I went to the parochial school at Hibbing called
-

Assumption Hall grades 1 - 8 and then went over
to the Hibbing High School thru grade 12.

I graduated

from Hibbing High School in June of 1942.

Holey:

When did you enlist in the Navy Cadet program and
what were some of the problems and interesting
parts of the time until you were a Naval Aviator?

Would you mention some of the types of aircraft
that you flew?

McCabe:

Well, my senior year in high school, World War II
had just started and I can remember having a Naval

Aviator type recruiter come to school and give us

Ai

a big pep talk on why we should join the Naval

Aviation Cadet program.

From that day on, of course,

I wanted to be a Naval Aviator.

I graduated in

June and in September, two weeks after I was 18,
I was sworn into the Navy
Aviation Cadet.

V-5

program as a Naval

A group of 150 left the Twin

Cities of Minneapolis and St. Paul January 3, 1943.
We left on a train and went out to the University
of Washington in Seattle to begin our Cadet training.

2
No uniforms only our baggy tweeds and our old shoes.
150 from the midwest and 50 more from the West coast
formed the first battallion of cadets in this
program at the University of Washington.

We were

housed in a dormitory which was a women's dormitory

It seems to me that

je
c

I can remember these platoons.

t

and we marched to and from the classes in platoons.

And with
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there was about sixteen in each platoon.

no uniforms on, we were getting quite a heckling
from the-other students in the school, and I can
remember we really wanted to do something about
it.

But because of "orders" we were restrained

from taking things into our own hands.

Finally,

the Commanding Officer, the Lieutenant Commander
in charge of the school, allowed us to do something
about it.

"If there is one heckler," he said,

"You stop the platoon, face the hecklers, if there's
one heckler, one of you fallout and take care of
And he said, "If there 1 s two, two fallout
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him. "

and take care of them."

I remember that started

Ai

this one day and that was the end of the heckling

of any of the Cadettes who were not in uniform.
We were there in school January, February and
March and then we split up.
to Pocatello, Idaho.
Idaho,

Some of us went down

This was the University of

Southern Branch at Pocatello, and that's

where we started (WTS - CPT) flying in Piper Cubs.
The Pocatello airport is pretty high.

It's over

4,000 feet elevation and on a hot summer afternoon,

3
the Cubs didn't perform very well at that elevation.
So they eventually traded the Cubs in for TaylorCraft which performed better at that altitude.

We

didn't ever get very high above the ground, I think
another J,OOO or 4,000 feet probably, just enough
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to do spins and that was it, but then the Taylor-
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Craft was the airplane that we used for the next
three months.

This was a WTS school at Pocatello.

Because there was a delay of a month or so, they
shipped us back to the University of Washington
and then on down to St. Mary's College just east
of Oakland which was a Pre-flight school.

There

was no flying during that period of time.

It was

all ground school and physical training.

They did

have a pretty good football team at St. Mary's
during this time.

Then from St. Mary's, I went to

Livermore, California (NAS) just over the hill,
and then they had a big square paved mat and we
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started flying again using the N-2S Steerman
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made by Boeing.

There were also some advanced

Trainers, Timms, as I remember.

They were a low

wing plywood covered airplane.

I think it had an

inline engine in it like the Fairchild.

The N-2S

Steerman, of course, was pretty much of a ground
looping airplane, but with this big square mat,
we usually had the airplanes landing into the
prevailing wind, but they still had several ground
loops a week.

But I can remember everybody going

out at the same time and flying out into the
•

practice area and then after some time coming back
and lining up so they'd have a proper interval.
Everybody would funnel in over point xray and then
into the airport itself on to the mat.

But there'd

be, you know, something like 100 airplanes going
I don't know if it was that
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out at the same time.
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many, maybe 75, but there was an awful lot of

"yellow birds" that were flying around that particular

part of the area.

Then, from Livermore, we went

-

down to the Corpus Christi Trainigg Command.

From

Corpus Christi we went to Beeville NAS for instrument
training in the SNV which was a fixed gear airplane,

called the Voltee Vibrator.

I can remember the

weather at that particular time of the year was
cloudy, there were certain minimums that we had
to have.

I think it was 5,000 foot, scattered

clouds, and at that time of the year, it was pretty
hard to get that kind of a ceiling so it took us
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forever to get through that instrument course.
Then we went to the advanced training course

Ai

at Kingaville NAS where we flew the SNJ.

I can

remember doing gunnery runs shooting one 30 caliber
machine gun that was mounted on the forward part
of the fuselage firing through the propeller and,
of course, you've heard the old story once in
awhile that synchronization gets out of kilter,
somebody drills a hole in one of the propeller
blades.

And that's happened because I've actually

seen the propeller that had a hole in it.

You

drill the other blade out and match up the balance.
We graduated from Corpus Christi in November, 1944.
All of this training that we just talked about,
and we've covered quite a bit of it, took 23 months.
At that particular time, there was starting to become

They would call every-
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washing a lot of them out.
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an excess of pilots in the Navy, and they were

one into the mess hall and say, "You half are going

to San Diego to boot camp and the other half of you

continue your training.

And because of this excess

of pilots that they were starting to develop, they

were starting to back the training up.

Instead

of the usual 9 or 10 or 11 months that it would

normally take, they would add more schooling and so
on to extend the time, and that's why this particular

period of time was 23 months rather than 9 to 10

months it would normally take to train a pilot.

Holey:

Did you graduate then?

McCabe:

I graduated from Corpus Christi as a Naval Aviator
in November of 1944.

Ai

Holey:

Let's drop back to when you were flying the light
aircraft.

How many hours did you get in the light

airplane, do you recall?
McCabe:

George, I don't really know.

I know we soloed

and I can remember soloing and it seemed like about

9t

hours, and it seemed to me like we got another

10 or 15 hours in the Taylor-Craft, but it wasn't
a lot of time.

Then we went into the stearman N2S.

I think, maybe, we got another 100 hours in the

Stearman, and then, maybe another going into the
Vol tee Vibrator and the SNJ and it seemed to me
that we probably got another

150 hours there so

when we graduated, it seemed to me we had something
around

t

Was the TaYlor-Craft that you mentioned, was that
a side-by-side or ---Side-by-side, George, right.

I can remember something
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McCabe:

je
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Holey:

JOO - J50 hours.

funny that happened back in Pocatello when we were
flying those Taylor-Craft, actually two things.

We

were buzzing around and I guess we must have had

40 - 50 of these training airplanes at this base.
It was a pretty good sized WTS school, and there
were a lot of sheep ranchers around and, of course,
these little airplanes buzzing around, and some o£
these sheep ranchers got kind of aggrevated cause
they claimed that we were bothering their sheep,
and those sheep herders would have a carbine with

JO-JO carbine, I think, and they would
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them, a

occassionally fire at the airplanes.

There was a

Ai

big B-24 base that was close by there, and they
actually punctured some of those airplanes, when
they were landing and taking off, when they fired

at the airplanes.

But the other thing that was

funny; we had a cold front go through one day,
and I can remember this.

We got about half of the

airplanes back to the airport and landed and properly
secured.

The other hal£, when they would come in

to land, as soon as they would level off , with the

kind of wind that was blowing, it must have been
about a

45 - 50

m.p.h., the airplanes wouldn't

stay on the ground.
wing tips.

We had people grabbing the

A couple of them got in that way.

But the others just kept flying so they just motioned

t

them back up in the air, and they just flew a big
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traffic pattern around the airport and, of course,
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down wind they were really making knots but then
when they would come back up wind, they'd just
barely muve going into the

50 - 60

knot wind.

But there was one £ella, one o£ our cadets, whose
name was Swede Miller.

1111 never £orget him.

He talked with a Swedish accent, and he tried to
come down.

I guess he was up around 4,000 feet

and he said he did a nine turn spin and gained
1,000 feet.

It was so rough that he poked his

head right through the little isinglass window.
Remember the top of the aircra£t had a window at the
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top that you could look up through the top o£ the
wing £or visibility, and he poked his head right

Ai

through that thing.

He obviously didn't have

his seat belt tied tight enough and it was so rough
when that front went through, he just bounced
up and stuck his head through that window up there.
That was quite a day.

Holey:

Let's talk about the two years on active duty,
aircraft flown, problems and things of interest.

McCabe:

We graduated in 1944 in Corpus Christi, and we
were transferred from there to what they called

8
operational duty at NAS Melbourne, Florida and we
went through the day fighter syllabus.

Instead

of an SNJ this time, we actually would have fleet
combat type aircraft, the very early F-6F's.
These were airplanes that were taken out of the

t

fleet pretty much worn out, you might say, and then
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brought back into operational training command and
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were replaced with new airplanes and we got the
old ones to practice with.

So we started the operational

training-in actual combat type aircraft flying
early model F-6F's at Melbourne, Florida.

We

reviewed the day fighter syllabus there from December,

1944

to January of

'45,

and I remember we were

having trouble with these airplanes because they
were pretty well beat up and hard to try to get them
to run properly.

They even had some old SED's,

the old dive bomber, and they didn't have the right
kind of spark plugs for that engine, and they were
When you were taxying
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fouling up quite a bit.

out, and you'd go to take o££, there'd be a popping

Ai

and banging and you couldn't develop full power

and we had orders to ground loop them at the end
of the runway if we couldn't get em to fly.

Then

we went from Melbourne, Florida in February of

'45

to Vero Beach for night fighter £light training.
Maybe I should back up a little bit ---

Back when

we were cadets, you know, you always heard the story
about the Marine Corps and the Navy and you wonder
where the Marines come from and so on.

Well, about

six weeks before we graduated from Corpus Christi,
we had a talk by a Marine Major, swagger stick and
all, giving us a big pep talk as to why we should
decide to go in the Marine Corps cause that was
the time when we had to order the uniforms and

So we had to make up our minds
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or Marine pilots.
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we had to decide whether we were going to be Navy

so that we could order the right uniforms.
it wasn't any 10% or anything at all.

So

This Marine

Major gave us a big pep talk and then those people
that decided they wanted to fly from airports rather
than from flat tops and they liked the Marine
uniforms and so forth would join the Marine Corps.
Those of us who decided to stay in the Navy had
a pep talk by a Lieutenant Commander, wings and all.
The other thing that was not decided until near
the end of our training was whether we were going
to be flying single-engine or multi-engine aircraft.
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We all had a year or so of celestial navigation
and those of us that were in the single-engine

Ai

squadrons never did use this training.

We were,

all of us, trained to go either way, and some of
us went to the mUlti-engine flying boats or patrol
bombers and others went into the single-engine
aircraft as fighter pilots, dive bomber and torpedo
bomber or carrier pilots, in otherwords.

So now,

getting back to my selection, I went to the flat
tops as a carrier pilot, and they decided that some
of us were going to be night fighters.

This night

10
fighting was something new.

In the early days of

World War II, there wasn't a whole lot of training
being done and there wasn't a whole lot of activity
at night.

If there was, it wasn't with the proper

training or aircraft so they felt by giving people
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better training that they could be much more active
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during the hours of darkness and could be much

more on the offensive rather than just defensive.
That's when they came into this night fighter train-

ing and using radar to intercept snooper and incoming bomber type airplanes.

Then we were sent

up to NAS Quansit Point, Rhode Island Command,
and we started in April and actually went through
the day fighter syllabus again at Westerly NAS,
Rhode Island.

We were stationed at Westerly,

Rhode Island.

By the way, these are all Naval Air

Stations:

Vero Beach Navy Station, Melbourne

Naval Air Station, Livermore Naval Air Station,
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all Naval Air Stations.

So, at Westerly, Rhode

Island, we went through the day fighter syllabus

Ai

again

i~F6F's,

and then in July, we transferred

to NAS Charleston, Rhode Island - July to August,
and we were into advanced night fighter training and
went through syllabus again in F6F-5N ' s.

A very

interesting thing, during that time, was when we
were landing at night on these airports we used
just flare pots.

There were no runway edge lights,

only little kerosene smoky flare pots and I can
remember to this day, going out there and lighting

those flare pots.

There would be five or six flare

pots on each side of the 5,000 foot runway, i£
my memory serves me right, and then we'd have
three at each end.

That's, all we had.

And i£ you

know the East coast of the United States, the fog
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sits out in Long Island Sound of£ the coast all
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day long, and all of a sudden in just 20 minutes,
it rolls in.

We had GCA, Ground Controlled Approach,

out there at that time, so we were getting in a
lot of night flying and, o£ course, instrument
flying.

We'd come in and this £og would roll in

and we'd have to make GCA approaches to the airport,
and it would be so thick that we really wouldn't
know that we were on the ground until actually
you £elt the airplane's wheels touch the runway.
And sure enough, those controllers would do a heck
of a job.

They'd bring us in with one wheel

on each side o£ the center stripe.

We didn't have
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any sophisticated £ancy lead-in lights or any high
intensity runway lights or anything like that

Ai

at all.

We just had these £lare pots so you can

imagine it got to be kind o£ hairy.

We put a lot

of trust and faith in these GCA controllers.

They

did an excellent job.
Holey:

Didn't the pilot, night fighter pilot, have to
prepare himsel£ in a special way for going out
on a flight?

McCabe:

Oh, yes.

We've skimmed through this pretty rapidly.

The night fighter training was a pretty intensive

/~

training, and one of the main things that they
taught you was how to use your night vision, and
that in fact, you do see at night with a different
set of sensitive areas in the eye.

Different

from what you use for daytime vision.

So, we'd
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go into the ready room and either put red goggles
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on or turn on the red overhead lights at least
a half an hour before our flight.

Our eyes would

then become sensitized for night vision, so when
we went out to fly, we were then prepared to see.
The instrument panels in all airplanes were backlighted or lighted with red lights.

Our flashlights,

that we carried around our neck, were red.

The

ramps, everywhere we went there were no white
lights allowed anyplace because bright white lights,
destroy your night vision.

Another thing that was

interesting is that during the daytime out on the
beach, we had extra dark glasses to protect our
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night vision because the bright reflected rays from
the ocean or from the sand destroyed your night

Ai

vision.

Another thing that helped was the use of

oxygen from the ground up.

This is something that

a lot of people dontt realize that the lack of
oxygen as you go up has a decided effect on your
night vision.

We wore oxygen masks and we started

taking oxygen from the time that we cranked that
airplane up and started taxying out and we were
on oxygen for the entire length of the flight.
We had belly tanks on these airplanes and radar -- APS-6.

I can remember the type of radar.

It was intercept

gear, also, had mapping capability.

We'd get up

there in the soup and we'd actually tilt the antenna
down and we could follow the coast line and we could
come to a river, and we could follow that river
Knowing

t

seeing the bridges and other land marks.
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the lay of the land in that area, we could do a
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pretty fair job of navigating just by radar mapping.

We got pretty sharp with these airplanes.

We would

fly all night or most of the night and we'd sleep
during the day, and then we'd get up in the late

afternoon and we'd flight test the airplane that

we were going to fly that night.

We would take it

out for a short hop, and we'd test the radio altimeter,

and I can remember there was a lighthouse off the

shore on one of the points that stuck out in the
water.

That lighthouse was 69 feet high above the

water level of sea level.

So we used to come down

and fly right by the top of that lighthouse and if

our altimeter read 69 feet or maybe 70 feet,

Ai

it was acceptable, and we knew that was all right.

Then we'd check the radar.

We'd check all the

electronics and the communications equipment and
then we would come back in, refuel the airplane
and that was our airplane for the night.
we'd fly two flights in a night.

Sometimes

If there was

something wrong with the airplane, the maintenance
people would try to fix it up and take care of the
squacks on it before night fall.

Holey.~

Could you explain how GCA works?

A typical approach

under GCA. (Ground Controlled Approach)
McCabe:

With GCA, everything is done by the people on the
ground, and you've got to put your stock and
faith in the controller.

You have a controller that

t

or three o£ them.

Actually, there's two
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vectors you around the countryside getting you lined
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up, and then you're going to switch to a final
controller.

He's got a different type o£ scope

with azimuth information and altitude information
on you.

All you have to do is fly your own gauges.

You're flying headings and then when you get to
a certain point, you're setting up a rate of decent,

so there isn't anything other than the normal

flight instruments that you're watching.

It

was strictly just you flying and following the
directions o£ a radar controller and, as I said,

putting your faith in him.

He would bring you

right down on that runway, and he would tell you

how high you were of£ the ground and you're doing

Ai

fine or you're too low or you're too high, you're
on the glide path or you're off glide path, and

you'd make those minute corrections as you were
coming in, and he'd bring you right in right
on the middle o£ that runway.

A lot o£ people

didn't particularily like GCA because they £elt
that they didn't have enough control, in the cockpit,
of their destiny.

So GCA never became really

very popular outside o£ the military.

Okay, talking

IS
about GCA again as I just mentioned, GCA has never
become very popular because pilots didn't feel
they had enough control in the cockpit, and that
they were relying too much on one person on the
ground; therefore, GCA throughout the years really
For a long time the FAA
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has been phased out.
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had GCA and all they did was monitor the ILS and
the ILS was starting to come into its own back
in the 40s.

The ILS is a VHF;UHF type system

that has two cross needles on the instrument panel
in the cockpit.

The FAA used GCA, Ground Control

Approach, for many years to monitor aircraft making
ILS, Instrument Landing System, approaches.

They

would warn pilots if they were getting off course,
or too low, or too high, that sort of thing.

We

didn't have the luxury of having that type of
equipment in the cockpit.

We were straight GCA.

The military used it for many years after that.
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Their altitude information became even more accurate
and it became a more accurate way of making a
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precisiop approach.

We found that the equipment

was only as good as the controller.

The controller

seemed to me the key to making good GCA approaches.
It was their experience and their interpreting
the information that they saw on the scope of
the blip, your airplane and you flying through
the air, that helped the pilot land the airplane
on the runway.

If you had a poor controller,

sometimes it would become pretty hairy.

•

Hetd

tC
set you up to land off the runway.

I think that's

where people running into poor controllers got
some bad experiences and after a while, they
lost their faith in the whole GCA system.

I think

something else that's interesting in this night

We'd have a
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the approach end of the runway.
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flying business was the duty we used to stand at

couple of enlisted men with us, but there would
always be one pilot out there, and you would have
to stand out there in this little hut and monitor
every aircraft that came in for a landing to check
to see if his gear was down and locked.

We developed

a system of using a set of signal pistols.

Sometimes

by the time you see that the wheels are not down
and you shoot the pistol, you're behind the airplane.
The airplane has already gone by you at night
because you can't see very sell.

So we said,

"We' ve got to do something about this.

We've
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got to have a very pistol star going up in front
of the airplane, not behind it."

So what we did

Ai

was electronically rig up three more signal pistols
set up on the ground along side the runway about

half way down the runway.

When the runway duty

officer would shoot his very signal pistol, it
automatically would shoot off the other three
down the runway.

So there would actually be

four emergency signal stars shooting up into the
sky, and, of course, at least a couple of these
would be in front of the aircraft and pilot.

If
He'd see them and naturally add power and go around,
lower his gear and come in and make his landing.
None of us liked that runway Duty Officer job
because it was kind of a tedious job, but we all
had to stand it, and if it would save somebody

We all carried belly tanks, you
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better about it.
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from landing with their wheels up, you felt much

know, and when an airplane comes in and lands with
a belly tank on, you've never seen anything like it
in your life.

I remember one night that this F6F

came in on his belly tank and sparks started to fly
and when that airplane came to a rest, the pilot
was out of the cockpit and running, the thing just
started burning.

It burst into flames because

a lot of tanks still had fuel left in them and the
belly tank was just like having a bomb underneath
the aircraft.

It was a 150 gallon tank and I can

remember those sparks that night.

I

just saw him,
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he was just coming in, a beautiful landing and just
the sparks started to fly as his gear folded.

Ai

Holey:

McCabe:

A signaL pistol , what would the pilot see when
it went up into the air?
Just a single star, but it would go up into the air,
and these were pretty good sized ones.

It was

a shell that probably was three times the size of
a 12 guage shell, and it was about

4 or 5 inches

long, and it would shoot up into the air and make
a big arch and come back down.
colors.

And they were different

You had white, and green, and red and so on.

f8
If I remember correctly, I think we had red in
these, these were all red ones so that they would
get your attention.

It was just a single star.

You've seen these big Fourth of July deals that
burst out like with many of them, but this would

t

just be a single one, but it would be very bright
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and a big one.
Holey:

When did you qualify Ior carrier landings?

McCabe:

Well, right after we graduated, no I don't remember,
George. -I cantt remember whether ---- think it
was during operational training when we went down
to Melbourne, Florida we started Ilying the F6F's.
Then we went down to Ft. Lauderdale and we went
aboard a jeep carrier, the USS Solemns.
a jeep carrier, a small carrier.

It was

It was a victory

ship with a flat top built onto it that was made
into, I dontt know, we called it a jeep carrier.
And that's where we went through our carrier quali-
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fications, and they were just only day landings.
OI course, prior to that time, we practiced field

Ai

carrier Jandings, many Iield carrier landings.

The Navy painted the deck of a carrier on the runway.
The landing signal officer would stand in a corner
like he normally would on the deck of a carrier
and you would make your landing passes going round
and round doing field carrier landings.

Of course,

a lot of people feel it's difficult to land on a
carrier, but practice is what makes things perfect
and you get lots of practice doing field carrier

)1
landings and going round and round before going out
on the carrier.
the hardest.

The first one always seemed to be

Once you got the first one out o£ the

way, then you could do the other £ive or six or seven,
enough to get quali£ied.

Later on when we were
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trans£erred to the Quonset Command and the night
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fighter business, then we had to qualify at night
in the F6F-5N.

This was a little more difficult

and, of course, we had to £ly night field carrier
landings.

The same thing that I mentioned £lying

during the day except that you were doing it at
night and around and around the airport you would
go on this runway and the landing signal officer.
He would have his wands out there, they were lighted
wands, and he'd give you the signals to bring you
in and, of course, you didn't get more than about
80 - 90 feet up in the air while making your pass
around the carrier, and he'd tell you with his
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wands whether you were high or low or whether you
were slow or fast.

Then when you got in the correct

Ai

position and everything looked normal, he'd give

you a cut signal and you would pull the throttle
back.

That's one thing in this whole business

of carrier landings.

When the landing signal

officer gave you a cut, that was mandatory.
had to take that cut.

You

I'll tell you later about

the one time that I didn't take the cut and probably
that's why I'm still here today.

But that's another

story and we'll get into that a little later.

The

beginning carrier quaIs were off Florida, the
night carrier qualifications were out in the North
Atlantic.

And another thing that is interesting,

the water is so cold out there and this was in the
winter time, we used to wear poopy suits, and this
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was a great big rubber suit that had like a children's
It had feet built into it and wristlets
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sleeper.

that you tie up and a big draw-string around the

neck and a big zipper that slashed up the front.
-

So you'd tuck all of these things in and pull this
big draw-string and tip up the zipper so it would
be real tight around your neck, and then you would
tie it around your wrists.

Then, of course, your

feet were in these footlets and you would slip on
these sheepskin boots and you had all of this
stuff on, and this is what we called a poopy suit.
It was an exposure suit because we were flying our
night work over the North Atlantic and it was pretty

rM
us

damn cold out there.

I forget how many minutes that

you could survive in that water.

I guess it was

Ai

about an hour and a half, maybe with the poopy

suit on but only ten or fifteen minutes if you
didn1t have some kind of an exposure suit on.

And,

of course, if you went into the ocean at night,
it was pretty difficult to find you.

During carrier

qualifications and carrier operations during the day
time, they'd have a helicopter hovering and he could
go down and pick you out of the water.

At night,

they didn't use a helicopter, all we had was a

destroyer, what they call a "plane guard", and he'd
be just on each side of the carrier and one behind
depending upon what kind of operations were going
on.

And so that was the only thing we had to get

us fished out of the ocean at night if we went into
Anytime that they
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the water was that destroyer.
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would fish somebody out of the water with the destroyer,
that was worth at least a 10 gallon can of ice-cream.
The aircraft carrier being a bigger ship, they had
some of the nicities aboard like ice-cream making
equipment and that sort of thing that a destroyer
doesn't have and so that was always quite a thing
for the destroyer guys to be able to get a big
tub of ice-cream.

So they were very attentive,

really, they did a very good job of fishing people
out of the sea.

There were sometimes pretty adverse

conditions, pretty rough sea and hard to spot
you at night.

Larry, when did you leave Charlston Naval Air

rM
us

Holey:

Station?

Ai

McCabe:

George, j t seemed to me that it was about August of

'45.

I think we went on TAD (Temporary Additional

Duty) to Naval Air Station at Key West, and we
brought a whole flight of brand new F6F-5N's from
the Quonsit Command down to NAS Key West, Florida.
These brand, spanking new airplanes, and they had
no numbers on them, no insignia, no nothing, and we
took these out of Quonset Point Naval Air Station
and we flew down to Norfolk.

We were ferrying

4._

~

these airplanes, so we had to fly by ferry rules
which, if my memory serves me right, was 3,000
feet and five miles.

We had some weather problems

in the Norfolk area so we had to stay at Norfolk
for a couple of days playing acie - ducie, but the
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point I'm making here is I don't think we got
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over 500 feet all the way down there from Quonset
to Key West because there were no numbers on these

airplanes, you know, and here we were 19 - 20
year old, young ensigns, and we were just out having
a real ball for ourselves, just one big flat-hat
from Quonset Point right down to Key West.

We

were down at Key West for a couple of months training
there, and then we were brought back up North to
NAS Charleston.

From there, we went out to the

West Coast and eventually out to VFN-53 at Barber's
Point Naval Air Station on the island of Oahu.
I was stationed out there until the early part
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of '46, about June, and then I got separated

Ai

from active duty in July of '46, came back to
Treasure Island, I believe it was, in San Francisco,

and that's where they processed me, then back on
up to Minnesota.
Air Station.

Barber's Point was quite a Naval

I can remember these big wide runways.

We used to take off and land with four airplanes in
a division formation flight.
fighter squadron.

VFN-53 was a night-

That's where we were training

the night-fighters for the Pacific.

That eventually

became VC-3 and was brought back to the States

and based at Moffit Field, but at that particular
time, we had TBM night torpedo bombers, and nightfighters, we were all in a composite squadron.
It must have been, oh, probably about a 100 airplanes.
This squadron was about the size of a normal air
Of

t

It was a good place to be stationed.
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group.
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course, the War was over by then, so a lot of people
wanted to get out.

We were all anxious to get

on back home.
Holey:

What was your rank as a Naval Aviator when you
separated from the Navy?

McCabe:

I was Lt JG, Lt. Junior Grade.
from active duty.

I was separated

I was still in the reserve,

because when I graduated, I graduated as a reserve
officer not a regular Navy officer.

Most regular

Navy people graduate from the Naval Academy.
came up through the

V-5

We

program and became reserves.

So we came back to San Francisco, were separated
Then in
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from active duty and sent on home.

'47

Ai

we joined the Reserve program at the Naval Air

Station-in Minneapolis, and we flew in the Reserve
program there from

'47

to

'52.

back into active service from
Holey:

Then we were called

'52

to

'54.

Before we go into the again active duty, let's
drop back and talk about the Reserve program.
What type of aircraft did you fly, what type of
flying did you do in the Reserve program?

McCabe:

Well, I came back to Hibbing and, of course, as I
said, George, about six months later in

'47

joined

the Reserve program at Minneapolis.

We were flying

FG's or Corsairs but they were F4u's made by General
Motors.

Instead of F4u, which were made by Chance-

Vought, it was called an FG-ID, same type airplane,
same airplane.

You couldn't tell the difference
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except one was made by General Motors and one was
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made by Chance-Vought, and we had a whole squadron
of these FG's in Minneapolis.

We had some F6 1 s

and then some of these FGts down there that we were
flying as fighter pilots, and we were in a fighter
squadron in the reserve program.

Once a month

wetd come down to NAS Minneapolis for our weekend
a month and then we had a two week-cruise every
summer.

That's when we used to go up to Bemidji

and bring all of the airplanes and all of the
enlisted men and officers and the ground crew
support people, fuel trucks and the whole business
and we'd be up operating off the Bemidji Airport.

rM
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We had those two cris-cross runways.

They were

Ai

5,700 feet long, 150 feet wide and we would do

gunnery-exercises over Lake

S~perior

firing at

a sleeve that was towed by one of our planes.
We again wore the poopy suits because Lake Superior
is a cold body of water as we all know.

We even

had a dumbo airplane which was the PBY-5A, an
amphibious version of the PBY that had wheels
on it.

They would fly safety patrol cruising around

while we were out over the water during our firing
in the gunnery range out there in Lake Superior.

When practicing bombing, we would go up north
of Red Lake.

We had targets up there in that

great big swamp.

We had practice bombs and we

would go up there and drop these bombs (dive bomb)
on these targets.

Once in awhile, when the moose
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were having trouble finding water, they would ask
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the Navy if they would use real live bombs, big
ones, to blow holes in the swamps so that they
would fill with water so that the moose would
have water to drink and get away from the bugs.
So there were a few pock marks up there left by
some of these bombs, maybe a 100 pound bomb or
a 150 pound bomb.

So some of the guys got to

actually carry some real live bombs rather than
just the practice bombs.

Oh, we used to have quite

an ordeal flying from Bemidji right straight
north across the Red Lakes and on.

I can remember

fishing was poor one summer, and the Indian

commercial fishermen blamed the heck out of the
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Navy for the poor fishing and there was quite
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a tado about that, and I can remember some of the

NAS Mirineapolis officers, Commander Keeling and
Art Solberg and some of these people had to go
up there and pacify the Indians and try to convince
them that it wasn't the Navy airplanes that were
causing the bad fishing.

I remember one time we

were coming back over Red Lake, a pretty good sized
body of water, when one of the airplanes had an
engine clonk out on him and he had to land on

Red Lake.

He landed and climbed out on the wing

and some of the fishermen came over and picked
him up.

The plane sunk in the Red Lake.

So we

did have a little taste of flying over water like
that and landing in water which you might have to

t

But that
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do when you're flying off a carrier.
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Reserve program went on for us from '47 to '52

as I· mentioned, and during the end of that period,
we were starting to get into the jet era.

We did

get some Banshee 2's which were a McDonnell airplane.
It was a straight winged jet, and we had a few of
these based at NAS Minneapolis and, of course,
it was quite the thing to get checked out in those
jets at that time.

There were a few people that

enjoyed that luxury of being able to fly the
jets.

But the jets were just starting to be coming

into being and into the military, particularily
the Navy at that time.
OKay.

rM
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Holey:

Could we now go into the time that you were

Ai

called back to active duty and you could explain

what it-was like flying night fighters at that
time?

I believe you started flying the jet, and

could you outline a typical mission?
McCabe:

Well, you know, by that time I was getting a few
more years under my belt and I was getting kind
of tired of having only one engine out there,
and I thought maybe this would be a good time for
me to get into the multi-engine business.

Of course,

we'd all gotten checked out in twin Beeches, and

so we had been flying the SNB-Beechcraft around
for several years and kinda liked having two engines
out there so we thought okay, if we get called
back in the service, we're going to apply for
mUlti-engine service.

You know, we're getting
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older and we'd like to get some of that multi-
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engine time, so in 1952, I got called back and
was sent to the Naval Air Station at San Diego
for assignment.

I walked into the assignment

office with the idea of trying to convince them
I should be in a multi-engine squadron, a transport
squadron of some kind.

I walked in, "Lieutenant

McCabe," the assignment officer said.

"Yes, Sir.'"

"You were a night-fighter in World War II?"
·!

"Yes, sir."

"You're assigned to VCJ, Moffit

Field," he said.
love it."
seconds.

"They're gonna get jets, you'll

I wasn't in there more than about 60

I was in and out before even had a
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chance to open my mouth and make a plea for
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mUlti-engine airplanes.

So, the next thing I

knew, I -was on my way up from NAS San Diego to

Moffit Field just north of San Jose.

And Moffit

Field is the Naval Air Station with the great
big balloon hangars.

Hangars where you could

put a whole squadron of airplanes in one hangar,
and VCJ was Composite Squadron J that was furnishing
all of the night-fighter teams to the day-fighter
squadrons in the Pacific during the Korean Action.
The night-fighters were flying F4u5N's, which is

a night-fighter version of Corsair.

But being a

composite squadron, we had AD's which was a Douglas
utility airplane.

They had so many versions

of the AD that it was really a utility airplane,
a fairly fast airplane, carried all of its bombs
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stored externally once it dropped all of the bombs,
So we had AD's
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it was a pretty fast airplane.

and F4u-5N's, and then we had F)D's which was the
twin-engine jet, and then later on, we started

getting Banshee F2H-)ts.

I was in the first Banshee

night-fighter team that went out to sea and my
first jet that I flew was an F)D which was a
side-by-side Douglas jet and when you go to bail
out of it, you went through a chute between the
two seats.

I remember in the hangar practicing

getting out of the airplane.

The pilot sat on the

left hand side, the radar operator on the right
hand side, and when the time to go, you'd collapse
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the right arm rest, and you would have to turn

Ai

around and you went out backwards through this
chute in the floor that went down through the

middle of the airplane and out onto a mattress
that we had on the hangar floor.

And we used to

practice that quite a few times.

It was a very

difficult thing to get out with your parachute
on and all the rest of the paraphinalia that you
had to use when flying over water.

You had all

kinds of life rafts and everything else.

It's

quite a thing to be able to wiggle around and

drop out of the airplane.

The airplane, as I

.~

~;~:;

remember it, was a comfortable airplane to fly,
It had fairly good range.
airplane, not too fast.

It was a very stable
The one advantage it had

was that it had a radar in the tail besides the
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radar in the nose so if you had somebody sneaking
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up behind you, your radar operator was able to

tell that because it had a radar scanner built
into the cone, and you could actually look backwards
besides being able to look forward.

I don't think

the FJD ever did get into active service with
the Navy.

It was relegated to the Marines and

they flew it off land bases because it didn't
turn out to be a good carrier airplane.
did fly it off carriers.

We never

All we did was operate

it off of an airport as a training airplane.
The reason we had it was because you could put
an instructor in the right-hand seat and when
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you're checking out in jets, you could go up with
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an instructor instead of having to go just by
yourself-.

So then we were using it kind of as

a transitional airplane from a piston, singleengine airplane into the twin-engine Banshee,
and we used the FJD as a transitional trainer.
So then we went into the Banshee-J which was the
night-fighter.

The Banshee-2 was a day-fighter,

and the Banshee-J was rigged up with radar in the
nose and had tip-tanks.

In the fuselage you could

carry 1,100 gallons of fuel internally, and it was

?jJ
flown by a single pilot.

So when you flew the

,-~,.

airplane under instrument conditions, you also
ran the radar and did the whole thing all by yourself.
It was supposed to be a pretty sophisticated nightfighter for its time.

But other than the radar,
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we didn1·t have much for an example, all we had
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was a low frequency receiver, no omni, and I
can remember shooting instrument

approache~

using a four course range in a jet, mind you.

That was-the only thing we had other than GCA,
of course.

I shot many GCA approaches with the

airplane, and we did very well by that but we didn't

have any omni or ILS like the modern airplanes
of today.

So, from that stand-point, it really

wasn't too sophisticated.

It had two J34-WE34

Westinghouse engines in it.

It developed about

3,400 pounds of thrust in each engine.

This airplane,

being a straight winged airplane, wasn't a particularily

fast airplane, but these engines were quite dependable
and it could fly on one engine.

The Banshee 3

Ai

grossed out
at 25,000 pounds, about the , same
-

gross weight as a DC-3, and these two Westinghouse
engines developing about 7,000 pounds of thrust
between the two engines.

We couldn't get thru

the speed of sound with it.

It was a sub-sonic

airplane but I can remember going up to, oh,
47,000 - 48,000 feet and doing a split S and leaving
the power on and getting up to a mock point 9.2 - 9.3.
You started getting a shudder but by that time,

31
you started running out of air space so you just
couldn't get it through the speed of sound before
you ran out of air space.
there.

The design just wasn't

But it was a good stable instrument platform,

and the engines, as I said, were reliable and we
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could go up to 15,000 feet, for example, and shut
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one engine down and it was a pretty efficient airplane.
It didn't go very fast with one engine but it could
save quite a bit of fuel.

3!

You could run maybe

hours-on this 1,100 gallons or you could burn

it all out in about 50 minutes staying down low
with the high power settings.

The armament on the

airplane was four 20 milimeter cannons and we
could carry external bombs underneath the wings.
This aircraft also had a capability of carrying
the special weapon (atomic bomb) besides its
capability as a night-fighter when we went aboard
the carrier.

It was the atomic bomber for the Navy
We also had an ADF (automatic
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back in those days.

direction finder) on the airplane, and I'm

sure

Ai

that the_Navy paid a lot of good money for that

ADF, but it wasn't a very good one.

In the airplanes

we are flying today, the King or some of the modern
automatic direction finders are a lot more reliable
than this expensive one we had in the Banshee.
Anytime there was any kind of precipitation in
the air or a thunderstorm anywhere around, the needle
would home in on that thunderstorm.

When we got

out on the carrier, we got some of the newer type ADF's .

•
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A VHF automatic direction finder was something
a little bit different and new to us so we could
home in on a VHF station besides homing in on a
low frequency station with the normal ADF.

We

were the only ones that had this capability and I
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can remember a few times when the day-fighters would
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get twisted around somewhere and were looking for
a steer back to the carrier.

If we had one of

our airplanes on the deck, all we asked them for
was a long count and we could tune in on them,
and the needle would swing around and we could,
of course, give them the reciprical back to the
ship.

If they were really quite a ways out and

they were beyond radar range and they were having
trouble, then they would launch one of our airplanes
above the carrier and we'd get up 15,000 - 20,000
feet or )0,000 feet maybe and we could receive
their transmissions from out quite a ways at that

rM
us

altitude and we could give them a steer back to
the ship; back to where they were in radar range.

Ai

Holey:

McCabe:

During those ,two years that you were back on active
duty, what aircraft carrier did you operate from?

Well, we left Moffit Field and we went onboard the
USS Yorktown, and we were the first Banshee Team
that went out in the Pacific attached to air
group 2.

.We were attached to VF94, if my memory

serves me right, and we were a night-fighter team
with four airplanes and five pilots and a group
of enlisted men that were our maintenance people

that went with us as a team to maintain this radar
and the sophisticated equipment that we had with
the airplane.
Holey:

What was your mission there in the Pacific?

McCabe:

Primarily, we were night-fighters and we were to
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intercept enemy aircraft that may become airborn
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at night that were going to attack the task force.
We also had a bombing capability.

We could go

out and bomb at night using radar, bombing airfields
-

or railroads or what have you and, of course, the
other thing was the special weapons (atomic bomb)

capability.

We had these bombs aboard the carrier

and we did have the bomb racks which we had to take

off and put on.

The bomb being bigger than the

normal type of bomb, we had to extend the oleos
of the landing gear strut higher so that the bomb

would fit underneath the airplane.
get airborne and go out.

Then you'd

To retract your gear
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you had to bleed that air out of the struts so you
could retract the gear, then you'd have to drop
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the bomb_before you could come back aboard the carrier.

Holey:

Was that the Korean conflict?

McCabe:

Right.

Some of the early experiences with this

Banshee when we started out with it on the Yorktown
was carrier qualifications.
San Diego.

We were down of£

The ground swell in close to the shore

is quite severe, so they get you out about 125 to
150 miles where the swell isn't quite as heavy,
and we were shooting touch and go landings.

Now, this is something brand new at that time
aboard a carrier shooting touch and goes.

So what

they would do in the qualifications, theytd only
rig five or six of the cables that stretch across
the deck.

I think we had twelve cables normally,
They would
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and we had barriers and a barricade.
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have all of these down and they would have no cables
up, everything would be flush in the deck, and you'd
come around and make your approach, and the landing
signal officer would give you the cut, and you'd
lower your nose and make your landing and then
we'd add the power, take off the deck and go around.
We could make about five passes like this, touch
and go, and then we would be low on fuel.

Then

they would raise five or six cables of the twelve
that were normally used, but they would leave the
barriers and the barricade down.

Then you would

drop your hook and, of course, for the touch and
Now to recover
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goes we didn't have the hook down.

us and load us up with fuel again, you'd come down

Ai

and make_your landing, if your hook engaged one
of these five cables, you'd pull the power off

and, of course, then it would bring you to a stop
and they would pull you over to the side and fuel
you up and you could go again.

Or they would

recover all four, five or six airplanes that were
in the bounce pattern and fuel them up and then
start them off again.

I can remember one time when

I was coming in and I engaged the hook.

I pulled

Navy airplanes, the wings would fold up, so I
unlocked them and put the folding mechanism lever
into fold position and the wings started corning
up with just one engine going, all of a sudden the
thing started decelerating and died out.

The wings
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weren't completely folded and the engine clonked
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out and died for lack of fuel, so they had to
tow me in.

They filled me up with fuel, they

checked the hook and I went back out again.
was kind-of a hairy experience.

It

Touch and go

landings were just beginning to be done and that's
the first time a jet had engaged a wire, broke the
wire and was able to get off again.

I suppose

the reason we did get off was because the aircraft
was light on fuel and had pretty good performance.
Another experience I had was with the ejection
seat.

Seats in jets, were usually ejection seats

that had a big explosive charge on the bottom of a
You had a couple of checks that

rM
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tube or barrel.

you made every time you climbed into the airplane.

Ai

There was a painted stripe across the side of the
seat where the rails that guided the ejection seat

when it was shot out of the cockpit, and one of
the checks was to make sure all of the white lines
were lined up because that meant the seat was
bottomed, and everything was in normal position.
There was another check where you would look at
a cable, make sure that it was in the proper
position.

What held the seat in position was some
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the power off, and with those engines from 0% power
to 100% power, it would take about 12
for them to accelerate.
decelerate.

14 seconds

The same thing when you

You pull the power off to 0, the engines

will take then about 12 seconds to unwind down to 0,
Well, my hook engaged one of the cables,
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down to idle.

I
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then all of a sudden I felt something give.

didn't know whether it was the hook that broke or
the cable had broke, but I was still moving down
the

deck~

This was a hardwood teak deck, and the

tires on these jets, of course, are hard and not
very big, so the traction isn't the greatest.

I'm

still moving so I said, "Boy, I'm never going to
stop this airplane now bec'ause I'm skidding on the
deck," so I put full power back on and fortunately'
the engines hadn't unwound down to idle.
had some

tu~ns

I still

left on them, so they spun right

back up again and down the deck I went, off the
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starboard bow, settled to the water, and finally
the airplane started to fly.

They wouldn't let

Ai

me back aboard the carrier because they didn't
trust the hook.

What had happened was that one

of those five cables had broken, so they sent me
into San Diego.

Now, I'm low on fuel, that's

what I was being retrieved for.

So I climbed to

15,000 feet, shut one engine-aownand headed for
San Diego.

It was 135 miles in to north island.

I got in there all right, landed and taxied in
off the runway.

Of course, on this like on most

Navy airplanes, the wings would fold up, so I
unlocked them and put the folding mechanism lever

.( ,

into fold position and the wings started coming
up with just one engine going, all of a sudden the
thing started decelerating and died out.

The wings
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weren't completely folded and the engine clonked
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out and died for lack of fuel, so they had to
tow me in.

They filled me up with fuel, they

checked the hook and I went back out again.
was kind of a hairy experience.

It

Touch and go

landings were just beginning to be done and that's
the first time a jet had engaged a wire, broke the
wire and was able to get off again.

I suppose

the reason we did get off was because the aircraft
was light on £uel and had pretty good performance.
Another experienee I had was with the ejection
seat.

Seats in jets, were usually ejection seats

that had a big explosive charge on the bottom of a
You had a couple of checks that
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tube or barrel.

you made every time you climbed into the airplane.

Ai

There was a painted stripe across the side of the
seat where the rails that guided the ejection seat

when it was shot out of the cockpit, and one of
the checks was to make sure all of the white lines
were lined up because that meant the seat was
bottomed, and everything was in normal position.
There was another check where you would look at
a cable, make sure that it was in the proper
position.

What held the seat in position was some
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.- fingers that were around the bottom of this gun
barrel or tube that was in the back of the seat
down near the bottom.

You couldn't see it down

there, so you just had to hope that everything
was normal.

So, the painted lines were okay,
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the seat was bottomed and everything was normal

eu
M mo
in f
ne M
so inn
ta es
H ot
is a
to O
ric ra
al l H
So is
ci tor
et y
y P
ro

that way, so I got in the airplane and, of course,
being a jet, we were always catapulted off.
The

catapu~ts

we had were 200 foot catapults which

are a little newer version of the catapult,
and it was a fairly soft shot.

You could reach

down actually and grab the wheel lever and pull
it up so that when you get the weight off of the
oleos, that the gear would retract while you were becoming airborne.

Well, I was shot off and low

and behold, my seat wasn't locked, and I was about
half way out of the cockpit sticking out over the
fuselage or the windscreen.

I had my hand on the

rM
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stick, so I pulled back on the stick and the seat

came down and fortunately I had Marine field shoes

Ai

on.

The stlrrup caught the back of my boots and

stuck there so I couldn't get my feet on the rudder
paddle, so the only control I had was the stick.
Well, my hardhat and head were about a foot above
the windshield, I finally got my boot unstuck
from the stirrup so I had rudder control, and the
seat wouldn't go all the way down, so I flew into
NAS Barber's Point and they re-rigged the seat,
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·- and got it all back into shape, and I went back
onboard the carrier after getting everything straightened around.

But for a minute, I didn't know

whether I was gonna remain with the airplane or
not.

That was kind of a hairy experience.

There

The Commander of Task Force 77

So we
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was being transferred to another command.

je
c

in the Banshee.

t

was a third time that I had a rather hairy experience

were going to put a good show on for him and we
had a fly-by with a couple of squadrons of AD's.
I was going to take a Banshee out with a gunnery
sleeve on it with Aloha painted on it.

Then I was

gonna take that line, that 1,500 feet of cable
rope, and drop it across the bow of the destroyer
so we could recove it and come in and land.

Well,

the communications jack in this seat that you've
got £or your ear phones and your microphone, which
are built into your oxygen mask, all plugged into
the seat and then below the seat there's a cannon

rM
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plug and that's where I rented all of the radio
equipment and receivers.

So, okay I was catapulted

Ai

off towing this long line with this banner on the
end of it, and in the cat shot, somehow that cannon

plug came loose, so I didn't have any communications.
No transceiver, no radios.

Well, I performed and did

my thing with the big long banner on the rope,
and dropped it on the destroyer.

It was about

an hour and a half flight if my memory serves me

•

.- right.
J,'-:-

The task force was turning out of the wind,

and then we were to go and rendezvous somewhere

;,,;t--

and orbit for about an hour then come back to the
carrier and they would recover us.

There was an

overcast at about 7,000 - 8,000 feet.

I couldn't

t

stay down below that overcast for that length of
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the overcast and shut down one engine to conserve
fuel.

and I

Now, of course, I don't have any communications

don'~

have any way of staying in radar contact

or being able to talk to the ship.

Therefore, I

thought, well, I'll go up there and they can't
get too far from me, so I sat there and went around
in circles.

Finally. I killed the necessary time,

I let down through the overcast and way over on the
horizon was the task force.

So I flew over there

and there was another Banshee, it was a Banshee 2.
which we called a Peter-Peter plane which was a
photo plane.

I joined up along side of him, and

rM
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I gave him my hand signals telling him that my

radios were out, and he said,

Ai

I'll talk for you."

"OKay, I've got it.

So I joined up with him and we

came down around the carrier, down along parallel
to the carrier, and he broke off and started his
approach.

Then I broke off and started mine and

followed him in.

He came in and, low and behold,

he misses all of the cables and he ends up in the
barracade of the barriers.

Now, it takes 12

VI
minutes to rig, re-rig that deck with all of those
barriers.

Now, he's on his belly in there and about

abeam of the island with all of this cable around
him and everything, and I've got about 750 pounds
of fuel left.

At that altitude it takes about

t

350 pounds of fuel to make one circle of the carrier.
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and the Boxer, and there was a cruiser and about

16 destroyers, and the Boxer was a reciprocal

carrier.

-It didn't have a reciprocal aircraft

carrier, in that it didn't have any jets on board,
it just had reciprocal airplanes aboard.

The

LSO's had never waved a jet airplane, to my knowledge.
I don't think they ever had a jet aboard that carrier.

But I looked at the mess down there on the Yorktown,

12 minutes.

I didn't have 12 minutes of fuel,

so I took my wave-off and waved at the LSO, I pointed

over to the Boxer, and I said, "That's where I'm

going."

It was ei ther the Boxer or the water.

So I went over and made one pass on the Boxer and
came around.

I mentioned before about the mandatory

Ai

cut from the landing signal officer.

You wait for

the cut, (you know, you're never supposed to take
your own cut) and when he gives you the cut, you're
always supposed to take it, so you know, you're
in his hands.

Well, with a jet, they normally

give you a cut way out from the fan tail.

With a

piston or a propellor airplane, they wait until

,

they get over the edge of the fan tail, then they
"':./';7

give you the cut.

~.~.::.i

But the jets flying a lot faster

were flying at about 121 knots.

The airplane would

stall at about 119 knots, and that's what we would
fly our pattern in, about 121 knots.
all the way in.

You're shaking

And so I'm corning around there,
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waiting for this guy to give me a cut, and he's

not giving it to me, not giving it to me, so I says,
"Boy, if L don't take it now, I'll be in the barriers
myself.

So, I pulled the power off, dropped th e

II

nose, eased back on the stick, made my landing,
and I stopped just -- the radar dome was just about

J feet from the first barracade.

In fact, they

dropped the first barrier, and there I was into the
second barrier when I stopped.

You know, they've

got about three or four of them and then there is
a big barricade.

If they see your hook and if you're

stretching the cable out, they'll drop the first

rM
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one or two, cause they know the other two will

Ai

hold you.

Boxer.

So, anyway, thatts how I got on the
-

.

And they painted that airplane up.

You

know, when a carrier retrieves another carrier's
airplane, they have the right to paint it,all up,
"Our skipper can lick your skipper," and they put
a big falsy on the radar dome, and they really
painted that airplane up.

Now, the Boxer being

a piston type carrier with piston type airplanes

Y3
on it, they had the short catapults, 90 foot cats
instead of the 200 foot catapults like we had on the
Yorktown, so they didn't know if they could catapult
me off or not.

They all got their heads together

and figured out whether they could get that heavy
a cat shot.

They could only give me half a load

Of course, there was some
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was strong enough.
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of fuel because they didn't figure the catapult

VC-J team aboard.

They were flying Corsairs, the

4,5N's, and so we said hello to those people.

By

that time, they had my plane all fixed up, and

refueled with half a load, and into the catapult.

Now, that's the toughest cat shot that I've ever
gotten in my life.

boom!

That 90 foot cat, they went

Really blasted off, and I was airborne

before I even knew it.

This glued me against the

seat, but I got airborne, went back and swung around

and got over to the Yorktown, and they were ready

for me.

They recovered me, and I landed back there,

and I'll never forget the Commander of the air

group, his name was Lovelace, Commander Lovelace,
- .

Ai

and he called me up to his office and wanted to

know who had given me authority to land at the
Boxer.

And I said, "Commander," I sai d, "It

was either the Boxer or the water, I didn't have that
much fuel left."

And he stopped to think a couple

of minutes and he said, "Good headl
He said.

Good headl"

Commander Lovelace was not a, this was his

.- first command wi th single-engine airplanes.

He had

been in mUlti-engine airplanes with lots of fuel,
so he wasn't used to operating with this type of
aircraft where he has this limited fuel.

We came

back many times with only 10 - 15 minutes of fuel
That was a regular practice.

HoleYI

How it works?
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Would you explain what a catapult is?
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left in our tanks.

McCabe:

Well, I don't know if I understand all of the technical
things, but a catapult is kind of like a sling shot,

and there
steam.

~re

various kinds using compressed air or

The later versions were steam catapults

when we got into the bigger jet aircraft that we

have today.
catapults.

That's any of the more powerful

But a catapult had a shoe that ran along

a track and a deck that was hooked up to a bridle
that was hooked up to a couple of hooks underneath

the leading edge of the wings of the airplane.

This shoe that was in the deck of the carrier was

hooked up to the propellant underneath the deck which

was compressed air and hydraulics or steam.

Then

Ai

you would have your tail hook around a hog ring in
the tail, and you would turn up full power on the

airplane.

The carrier would be heading into the wind,

and they would have to have about whatever wind that
there was, the combined speed of the carrier, plus
the wind over the deck plus the power of the catapult.
They have this all figured out on their scale, and
also the gross weight of the airplane.

All these

4s
variables would determine how much power they needed
in the catapult, and they could speed the ship up or
they could increase the power of the catapult to
make the airplane fly.

So you sat there with full

power on, and all of a sudden, they would release
that ring that was holding you in the tail and down

So, in this catapult of the Boxer with
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in the air.
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the deck you'd go like a sling shot and sling you

only 90 feet, I was going from a dead stop to about
just a

li~tle

over 90 feet from zero to 121 knots,

because that's what the airplane would fly at, 120
knots so in let's say 100 feet, I was accelerated
from zero to 121 knots which would
miles an hour.
.~

b~

about 140

So, where the Yorktown's catapult

was 200 feet long, with a little softer cat shot,
you had the same acceleration but it did it over 200
feet rather than 90 feet.
Holey:

Did you have a headrest that you could rest your
head against?
Right.

rM
us

McCabel

We all wore hard helmets and we put our head

against that headrest, and you'd have your right

Ai

hand on the stick.

Then you'd bury your elbow in

your stomach so that you wouldn't be jerking back
on the stick so it wouldn't abruptly jerk the nose

up of the airplane.

That way, with your head back

and your elbow in your stomach, you'd have the stick
rather rigid so that you would go off in a gentle
climb rather than an abrupt climb.

Of course, with

.- full power and your throttles locked.

One other

interesting mission that we had, we were up flying
with four, we normally flew with a division of four
airplanes when we were airborne with the night-fighters.
I think we were over the China Sea and we went over

They wanted to see what was going
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fields down there.
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to the coast of China because there were some mine

on over there and wanted us to take a look in that
area.

But we were up real high.

I think we were

up 50,000 feet with these airplanes, between 45 and
50,000 feet, and we were up there for about an hour
and then they called us back.

We came back over the

ocean and over the carrier was a very heavy overcast almost right down to the deck.

And so, all of

a sudden, I was leading this division of four airplanes,
and I found that my throttles wouldn't move.

You

know, coming aboard a carrier or flying formation
without being able to move your throttles smoothly,
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it's very difficult for the other people to fly
formation.

So I told the section leader to take

the flight down.

I would follow them down by myself.

Ai

· .: ~

So, they go down and they come back.

We looked down

through the overcast and they broke out, and they
went aboard the carrier.

I followed them around.

There was the usual task force at that time, the two
carriers, and a cruiser and about 14 or 16 destroyers
and they were steaming into the wind at about 26
knots to give us enough wind over the deck so that we

Yi
.- could land safely.

And I come around and I couldn't

make any of the minute corrections with the throttles.
I had two hands on the throttles trying to move them
and around I'd go, then I'd get a wave-off.
either too fast or too low or too slow.

I couldn't
Around, and
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make any of these minute corrections.

I was
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around, and around I was going, and all of these

ships are steaming into the wind, you know, in the
middle of the night, you're going 26 knots, burning
up lots of-oil.

Finally they vacated what they

called the spud locker on the fan tail, the aft
section of the ship was where a lot of personnel
had their quarters.

They could see I was going to

have trouble, and they thought maybe I might hit the
fan tail and burst into flame and spill fuel oil
over that fan tail section.

So they vacated all of

the personnel out of the after section of the ship,
and then I came around again.
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was right on top of the water.
reflect off the water.

Well, this time I
I could see my lights

I came up over the stern

Ai

of the shiy and back down the deck, and I got it on
the deck in that manner.

A half an hour after I

was on the deck, you could just
very easily.

move the throttles

What had happened, somebody had greased

the throttle cables which were just like a speedometer
cable in a housing.
wrong kind of grease.

They had lubricated that with the
And, of course, being up

at 45,000 - 50,000 feet, 47,000 feet in that below

zero temperature, it stiffened that grease up so
I couldn't move those throttles.

And Itll never

forget the next day on the hangar deck.

The Captain

of the Yorktown was Captain McKechnie, and we'd
become quite friendly because he was raised as a boy
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in Virginia, Minnesota and, of course, both corning
The
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from Minnesota, we got to chat once in awhile.

next day, he was playing badmitten down on the

hangar deck as I walked by he said, "Mac," he said,
"What in the world were you trying to do last night?

You went around and around like that.

were going to have to shoot you down."

kind of a kick out of that.

I thought we
So I got

He was, of course, con-

cerned with two carriers and a cruiser and 14 destroyers,

16 destroyers going 26 knots in the wind like that

for around 15 or 20 minutes, all kinds of black oil
that they were burning.

Holey:

Larry, could you explain for us how you made an
instrument approach on a carrier at night?

McCabe:

Well, of course, being one of the first jet teams

Ai

on a carrier, the carrier was the old style carrier.

It didn't have a cannon deck and some of the modern
approach electronics like they have today, so we
were kinda feeling our way.
out the best we could.

We had to work things

But under instrument conditions,

we'd let down knowing the course of the carrier on
the starboard side and down to 150 feet off the water,
and go forward up ahead of the carrier two or three

minutes and then make a standard instrument turn.
180 degrees and then come down wind and when we felt
we were abeam of the carrier coming down wind. then
we would start our base leg, so to speak, into the
carrier making again a standard right turn.

Now the carrier wasn't really
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come into the carrier.

And we'd
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equipped for jet operations and night flying as a
jet makes a much wider pattern than a prop plane,
so we couldn't see the lights that normal1y the prop
planes might see.

So we were kind of blind.

There

were many times we'd have to fly the wake of the ship
and we'd fly that until we could pick up the LSO
and then we would fly just

75 feet off the water

maybe and coming up to the deck or coming up the wake
of the carrier and then we'd pick up the LSO's
wands and then he would give us guidance to make
our landing.

The Banshee had a particular problem

being a long fuselage that if you didn't land it
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exactly on the center line. there is a whipping action
when that hook engaged the cable and you had a tendancy

Ai

to crack the bulkhead where the horizontal stabilizer

and the vertical stabilizer all were fastened.

Then,

once you started to crack the bulkhead, the crack
would appear from bolt hole to bolt hole.

You could

no longer fly the airplane. and you'd have to off
load it.

So the thing that we were really very

careful about was making sure that we were perfectly
lined up with the center of that deck, and our buddies

S-o

.- who weren't flying would take battle lamps and set
them out there on the center line of the deck, one
behind the other for us to pick up those two lights
to give us some directional aid in finding the center
line on that carrier so we didn't have this whipping

t

Now, if it was very obvious that we weren't
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lined up, the LSO would give us a wave-off and then
we would go around and come in again, try it again.

But, in low visibility, in snow and rain, the sort
of thing that we'd often get over in that part of the

world at night, it got to be kind of hairy trying to
get those jets back aboard the carrier and get them
perfectly lined up and so on.

So that carrier landings

were always a challenge.

Ho1eys

I'll bet they were.

Larry, I wonder if you could

explain the need for the ejector seat and when

you push the button or pulled a lever, what all

happened?

McCabes

Well, the ejection seat was a necessity when we went
into the jet aircraft to be able to evacua-te. the

Ai

the

aircra~t

safely without striking the horizontal

stabilizer or the vertical stabilizer in the tail.

And sometimes it had to be done rather fast, also.
Of course, you've heard stories about people ejecting
out through the canopy and I guess this has happened
although our policy and procedures were to release
the canopy first.

The way you triggered the seat

was first of all you put your feet in the stirrups

':)(

as they were called the two little shelves below the
seat that you could put your heels in so that your
legs and your knees and everything were in the proper
position.

Then you would reach behind you and

above your head.

There was a big D ring up there
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that you could grab that pulled a face curtain,
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it was like a window shade righ t down in front of
your face, which protected your face from the blast
of getting out at high speed and the second was that
it triggered the seat.

It fired the seat and that

way your elbows were in close to your stomach and
your hands were in front of your face along with
this window shade, and then boom!

The shell fired

and shot you and the seat out which were guided by
a track on either side, and the seat went out and
ejected you straight up and back clear of the tail.
Then you released the safety belt which disengaged
the pilot from the seat and he would then have slowed
By that time he could pull his D ring on

rM
us

down.

his parachute, which would then open and ease you

Ai

down to the ground.

That was back in the 1952 - '54

era, and I'm sure they've made some advancements

since then on the ejection seat and the automatic
parachutes.

Even in some types of craft they've

got a capsule to eject the whole thing and you'd
be right in the capsule and the parachute opens
up automatically and all this kind of thing.
Holey:

In your case at that time, you had to pull the
rip-cord yourself?

McCabel

.- Right.

Holeys

All right, how were you separated from the seat itself?

McCabe:

By releasing your safety belt.

When you released

the safety belt, the seat would drop away from you.
And you're sitting on your parachute and your life
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raft and all of the rest of the things that we as
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navy pilots had in a big thick seat pack that you
sat on between you and the parachute.

And, of course,

the seat of the airplane was a big bucket seat
that had a great big indentation around that would
fit the parachute and fit the seat pack so that you
were sitting on it, and it was reasonably comfortable.
In that seat pack, you had the life raft and the
life saving equipment like fishing tackle and some
water and some minimal amounts of survival food.
We had a survival kit that was in there.

We all

wore our Mae West, too, you know, it was part of our
flight gear.

That was the inflatable kind where you
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had the sealed capsules, one on each side and you

had these little toggles that you could pull to

Ai

inflate th-e Mae West.

That was worn at all times.

As Navy pilots, most of the time we would fly over
w~ter.

Holey:

Larry, what were you involved in from the year 1954
to 1955?

McCabe:

Well, maybe we should back up a little bit further
than that.

I came out of the service in '46, and

in 1947 I joined the reserve at the Naval Air Station

at Minneapolis, and I flew in the reserve from '47
'52.

I also went back to work on the railroad,

the Mesabi Railroad as a brakeman and then I became
interested in promoting the Hibbing Airport.

I was

asked to serve on the advisory committee about 1947,

The Hibbing Airport
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developing the Hibbing Airport.
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'48 in there, and then we were in the process of further

was an airport that had three runways, no, actually
four runways.

It was one of those airports that was

built back in the '40's and the WPA days.

The airport

at Hibbing had four runways which was quite a luxury
to have four runways, but that's the way they built
airports back in those days.

I guess they must

have had lots of money and a lot of labor, people
they wanted to put to work.

They had a north/south

and a east/west, and a northwest/southeast and a
northeast/southwest and it was really something.
None of the runways were over 3,500 feet though.
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About that time, Wisconsin Central was starting to
serve the Hibbing Airport and other airports in

Ai

Minnesota with a Lockheed 10-A, and then they
gradually worked into the DC-3 and the 35, 36, 37

hundred foot runway was just a very minimum runway
for them with a full load on.

The prevailing wind

being from the northwest in Minnesota in the wintertime
and usually the south, southeast in the summertime,
we decided we wanted to extend the main runway.
So we started working on extending that to 5,500 feet.

sy
That's when the DC-J's were being phased out and then,
I guess, the Convairs started to be phased in.
didn't have any lights on that runway.

We

In fact, those

days we had a perimeter lighting system, where the
lights lit up the perimeter of the airport rather than
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the runway edges, and the runway ends were lit by

I guess the state of the art in those
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floodlights.

days was to floodlight the runway ends with the floodlights
aimed down the runway, and the airport itself was
lit around the perimeter, or the fence line, or the
boundary line.

Well, of course, that doesn't do

very much for you when you come in under instrument
conditions and the ceiling visibility begins to get
pretty low.
lights.

So the new method was the runway edge

The next thing that we worked on was getting

some medium intensive lights installed along that
runway.

Before that, when it would snow and cover

the airport with an inch of snow, for example, and
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cover the runway, the runway then would be obliterated.

You couldn't see it.

So we put Christmas trees all

Ai

along the -edge of the runway to outline the runway,

and this did help the scheduled air carrier pilots
and other pilots who were flying in under instrument
conditions during the daytime.

There were no scheduled

flights, as I remember, at night because there weren't
any lights.

Wisconsin Central had been changed to

North Central and I can remember the Director of
Operations, Vice President in charge of operations

5'5

,\

for North Central coming to town saying, "We 've got
to have lights."

in there.

They wanted to schedule a night flight

At that time, the way North Central made

their instrument approaches to the airport was off the
They'd have two ADF's

Two ADF's and then they would use those two
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DC-J's.

This was even in the

t

in the cockpit of the airplane.
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standard broadcast station.

ADF's to identify it as WFNG, which was the standard
broadcast _station at Hibbing, and thsy would home in
on the broadcast station.

They had themselves a

private approach set-up off that station.

They had,

also, a non-directional marker beacon on the airport.
With the combination of the two, they worked themselves
out a private approach for their scheduled operations.
.. ,

,.~

Eventually, we got the medium intensity lights on the
runway and the runway extended to 5,500 feet, and
then they brought in a late night flight.

I can

remember lots of times that the radio station would
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normally go off the air at 11,00 and their flight
was due in like 10,45 - 10:50, and if their flight
-

.

was late, they would call up an ask MFNG if they

Ai

",

would stay on the air a few minutes longer until
their airplane got in and landed.

You can imageine

that things were kind of primitive back in those
days compared to what we have today.
medium intensive lights.

So we got the

We got the runway extension,

and then the next thing we wan ted to get was a
VOR and a arrival-departure building.

Back in

.- those days, we had the big hangar, and Hibbing had
a big hangar that was built back in the WPA days
with a single big door that was just about 100 feet
wide.

I think the DC-9 wing span is about 96 feet

some inches, so you only had a couple of feet at
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each side to spare, and it would just hold a DC-3.
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In the middle of the winter when it was like 30

below with a 30 knot wind plowing, it felt pretty
good, and that late night flight would actually taxi
right inside the big hangar and close the door
and then they would shut the engines down, and the
passengers would get off inside the hangar.

In the

early morning, they would pull the airplane out about
4:00 a.m ••

They had the big winter fronts on them

and they would put the heaters to it.
was George Knezovich, the mechanic.

Then there

I remember George

would come out there and he'd heat the airplane
up, pre-heat it, and then he would start the engines
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and run them and get them good and warm for a 6:00
departure.

So those were some of the things that

Ai

happened back in those early days with the airport
advisory group.

We finally became an airport committee

or authority and about 1955, when I got back from
the Korean police action, I bought into what is
known as Range Flying Service Inc •.

There were three

of us in that organi:zation, and I bought one of the
stockholders out and became a part owner in Range
Flying Service.

There was a fixed-base operator

.- on the airport, and they had aircraft sales, and a
flight school, a charter service, and maintenance,
and they sold fuel.
on the airport.

It was one of two operations

So that kept me busy during the winter

months, and in the summer months, I worked on the
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railroad.

Larry, in 1956 and 1957, you served on the Govenor's
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Holey:

Aviation Advisory Committee.
recommenda~ions

McCabe:

What were some of the

made by this committee?

Well, George, back in those days, it seemed to me
that we met, I think, once or twice a year and we
came from all parts of the state and we came from
all walks of life.

Of course, all of us had an

interest in aviation.

As I remember, some of the

recommendations that we made back in those days was
to further expand the airport system to include
paving and lighting and, also, to expand the navigational
aid system.

Back in those days, it was the beginning
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of the VOR era.

Prior to that time, the only way

that people navigated was using the old four course

Ai

ranges that they had started around the country.

Using that same four course range you make an instrument
approach under adverse weather conditions or instrument
conditions through the airport.

And, of course,

you know that the old four course range had problems,
particularily where they had precipitation and
thunder storms and that sort of thing in the area
and the signal was very unreliable.

So then, the

VOR was developed, and that's what we were doing

.~

in Minnesota at the time, but remember the Department
of Aeronautics purchased some seven VOR stations
and were locating them around the state at various
That was the beginning of the state system
The problems that they were
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of navigational aids.
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airports.
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having, of course, was that the Federal Government
didn't believe at that time that anybody could be
in the navigational aid business other than the

Federal Government.

They found it very hard to

recognize that the State had a capability, and they

would only approve these VOR stations on the VFR
basis.

And the State was trying terribly hard to

get the FAA to recognize at least one of these stations,

so that they could get it approved under instrument

conditions and to get an approved public approach

off of the VOR into an airport.

Now the original

goals, as I remember, was to cover the State with

VOR stations so that you could receive at least one
station any place in the state at 1,000 feet.

Ai

Eventually, we increased this, as you will remember,
to receive at least two stations at 1,000 feet any

place in the state of Minnesota.

And the VOR stations

were primarily set up as an in-route navigatinal aid
to supplement the Federal system.

The Federal Govern-

ment, at that time, was starting to install VOR
stations and this was not a duplication from the
State standpoint.

It was a supplemental situation to

supplement and to improve the coverage of th e VOR

.- signals for pilots flying anywhere in the State.
And, of course, the other thing was to pave and light
airports and to make them more all-weather airports.
There were a lot of grass airports in the State,
and our recommendation was that these airports be
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paved, particularily at the larger communities so
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-that the airport could be used not only during the
summer but also in the spring and the fall.

Many

times the _spring thaw would come and then the airport
would become unusable because of the frost coming
out of the ground and the runway itself would become
too soft.

So this was the recommendation and, also,

to put runway edge lights on these runways so that
they could be used not only during the daytime but
at night.

Now this was a pretty ambitious program,

but it started back in those days, and there wasn't
a whole lot of money in those days, although the
Department of Aeronautics was started back in 1943
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and they became funded in

'45.

The first $200,000

that the Department received was from General Revenue

Ai

Funds.

So money was pretty slim back in those days

and we sitting on the airport authorities in the
out-state areas were very concerned that what few

dollars were available for the development of aeronautics in Minnesota were going to be going to the big
airports such as Duluth, Rochester and Minneapolisst. Paul.

I can remember coming down to these advisory

committee meetings and talking to Dale MacIver,

.- who was then Commissioner of Aeronautics, and telling
him of my fears that the larger airports were going
to get all of the money and we out-state airports,
the medium sized in small communities were not going
to have any left.

Of course, he reassurred us, that
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where the real needs were.
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the money would be spread evenly, big and small,

Holey:

You mentioned, you were talking about the VOR.
you

McCabes

expla~n

Could

a little bit what the VOR stands for?

Well, as I mentioned just a few minutes ago, the old
four course range station was a low frequency, between
200 and 400 kilocycles.

Precipitation, and lightning,

and electrical discharge, and these sorts of things
interferred with the signals.

That's some of the

reasons why they went to the VOR station or the very
high frequency, VHF signal, which was not disturbed
by lightning and precipitation, static electricity
and this sort of thing.

And although it was line
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of sight and they needed more of these around, they
didn't have the range of the low frequency station,

Ai

but it st1ll was more reliable in the sense that it
didn't have any interruptions because of weather
conditions.

The beams would not wiggle on it, it

was a much steadier station, and therefore, you could
make more of a precision approach to a runway compared
to the old four course range.

In 1957, the City

Councilor the Village Council, because it was the
village rather than a city, decided that it was time·

Co(
.~

to create an Airport Commission, so they created
a five man Airport Commission in 1957.

I was one of

the five members that were appointed to that commission
along with, as I remember, Fran Befra.

After about a

year's time we could see that we didn't have enough

There were things that we wanted to do
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Commission.
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money available to us with only Hibbing supporting the

to continue to improve the airport, like building an
arrival-departure building and extending the runways
some more, and resurfacing it, and buying some additional
equipment.

So we said, "Well, how should we do this?"

Of course, we looked to our neighbor to the east,
the city of Chisholm, and we said, "Now, if we could
incorporate Chisholm and Hibbing together in a joint
airport authority, Chisholm would put some money into it.
With the combination of Chisholm's money and Hibbing's
money, we would be able to match the Federal and
State dollars and there would be more money available
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for developing the airport."

So Fran Befra and I

got together and looked around the state to see what
join~

authorities were operational.

We took

Ai

other

the best parts of their ordinances and there was an

attorney in Hibbing by the name of John Gannon, a
very prominent attorney in Hibbing at the time, and he
actually drew the ordinance for Hibbing and Chisholm •.
Fran Befra and I went to the City Council and sold
the City Council on the idea that they should pass
this ordinance to form the joint Chisholm-Hibbing

.- Airport Commission or authority, and they did.

And

then we went to Chisholm and we had to talk to the
Chisholm City Council and get them to pass the Chisholm
ordinance, and so the two cities passed the ordinance
then and created the Airport Commission.

Then each

city appointed two members and the commission, as I

I can't remember whether we had
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Or was it three?
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can remember, appointed the fifth member themselves.

five or six members.

I guess it was six.

I think

it was three members from each community, then the six

members appointed a chairman.

worked.

That was the way it

The chairman only voted to break ties.

Then

we decided --- how should the financing be set up?

Well,

Hibbing with its 15,000 - 16,000 people and Chisholm
with its 6,000 or 7.000 people, we felt that maybe

a 60 - 40 basis would be the best way to split up
the funding.

So. Hibbing agreed to put $12.000

into the kitty a year, and Chisholm agreed to put

$8.000 into the fund to support the activities of the

Airport Commission, and the Commission would submit
a budget every September to the respective governing
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bodies. and they would appropriate their money come

January 1st.

And, of course, they started working

on the budgets in the fall like in October shortly
after it was in.

So we'd have an annual meeting every

year where we'd get the two city councils together and
we would explain what our program was for the next
year, and they would appropriate the $20,000.

The

.to
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.- that we were going to do a good job of snow plowing.
In other words, never let the airport be closed because
of a runway not being plowed, and we did a good job,
as I remember.

We all pitched in.

I can remember

driving that snow plow many a night to make sure that

We had 'to make up our mind before 11:00
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take off.
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the runways were open so that that 6:00 flight would
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at night whether we were· going to plow all night,

because the snow plow went in the corner of the big

hangar, ana when they taxied the'DC-J in there,

you couldn't get the snow plow out because of the

framework sticking up above the cab that the wing

was attached to that slid up and down on the right

;-}

hand side of the plow.

So, before the late flight

~~~~---------------------------------~----

came in, we'd have to make up our minds whether we

were going to plow snow all night or whether it was
sufficiently clear so we'd put the snow plow in the

hangar and put the airplane in after the snow plow

because that was the end of the snow plow once it was

put in the corner.

So, I can remember many a night

Ai

when it would be snowing, and we'd have to make a
decision, and I'd decide, well, we'd have to plow

snow all night, so I'd sit there and wait until the
airplane got in the hangar, and then I'd start plowing
\

the snow.

And we'd plow the main runway, we'd

plow a taxi way to the hangar, and that was the two
things that we concentrated on keeping open during
that storm at night so that at 6:00, that airplane

.- could pullout of the hangar warmed up, the passengers
boarded, and to taxi out and take off down that
runway without any problems.

And I don't remember

a time that that runway was not open during that
period of '58 to 1962, that North Central ever lost
That

t

a flight because of the runway being unplowed.

je
c

way, we felt we were in a much better position to

eu
M mo
in f
ne M
so inn
ta es
H ot
is a
to O
ric ra
al l H
So is
ci tor
et y
y P
ro

negotiate a higher landing fee with North Central because
they could not claim that the runway or the airport was
closed because of the lack of maintenance.

In 1959,

Fran Befra was selected as the second chairman of the
airport authority, and I believe it was about that
time we were starting to negotiate for an arrival departure bulding.

The FAA also was in the process

of developing a flight service station up there in
that area, and so we decided that we should be able
to combine these two buildings.

I can remember we

only had so many dollars, and I remember building
that building just as big as we could build it, which
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wasn't very big by the way.

We built it as big as

Ai

we could with the dollars that we had available,
and the FAA added right on to the side of that building
the Hibbing Flight Service Station, so that was a
combination building.

That building up until 1979,

served as the arrival - departure building or terminal
building for North Central Airlines and all of the
flights that they operated in and out of there.
The old terminal building or office was located in

a lean-to right along side the hangar, and it had many
problems, I can remember.

It was a cold lean-to,

and it had one toilet facility in it, or one set of
toilet facilities in it, and there was a septic tank
out south of the building with a pipe running from the

Well, the walk-way next to the building
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the taxi-way.
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septic tank to a drain field that ran underneath

eu
M mo
in f
ne M
so inn
ta es
H ot
is a
to O
ric ra
al l H
So is
ci tor
et y
y P
ro

where people would walk into the airline offices.
was always kept shoveled and, of course, in northern
Minnesota when they do that, and when you get the
30, 40. 50 below weather that we have in northern
Minnesota. that frost would penetrate right down
through that blacktop sidewalk and right down into
the ground right around that sewage pipe and it would
freeze up.

The pipe ran fairly shallow coming out

of the building and then it ran down a hill into
that septic tank.

So I can remember in the late winter

having to get into that septic tank with a plank,
a couple of cross pieces in there and get a steam
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hose with a steam Jenny and shove that hose, that

Ai

big long hose with a nozzle on it up that sewer pipe
towards the hangar and towards the toilets to unfreeze

it.

This is a public facility, and we, the Airport

Authority, was charged with the responsibility of
keeping that airport going, and so we would borrow
this steam Jenny from the village of Hibbing and bring
it out there and unthaw this sewage pipe that came
from the hangar toilet area to the septic tank.

That wasn't a very pleasant experience, but we had
to do this several times and, of course, this is
another reason why we were interested in moving or
building a new facility to better serve the public,
eliminate some of these kinds of problems.

In 1960

t

I was appointed airport manager, and for two years
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eu
M mo
in f
ne M
so inn
ta es
H ot
is a
to O
ric ra
al l H
So is
ci tor
et y
y P
ro

of the frozen sewer lines and filling the cracks,
and changing the lightbulbs in the runway edge lights,
and changing the beacon bulbs, and anything else that
needed doing, particularily in the winter time.
Because working
time job.

on~

railroad like I did was a summer

I used to work seven days a week in the

summer months and then I was off in the winter months,
so there was about five or six months in the winter
time that I didn't work on the railroad at all and I
was free to do these kinds of things.

So I was the

airport manager, and I can remember my big salary of
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a dollar a year that I got for those two years of
1960 - 62.

But it was fun, and I enjoyed it.

Ai

interested in it.

I was

I learned a lot, and to this very

day, the experiences that I have gained in plowing
snow, and changing lightbulbs, and some of the electrical
problems that we had out there with the transformers,
individual transformers, the lights, and the filling

of cracks, the maintaining of the pavement, that
sort of thing, that experience has been extremely
valuable in my later days and experiences in aviation.

61
HoleYI

Larry, in 1962, you were appointed Commissioner of

-.

Aeronautics by Governor Elmer L. Anderson.

Could you

go into detail about the duties and responsibilities
this appointment entailed?
McCabel

In 1962, Dale MacIver, who was my predecessor in
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this job, resigned seven months before his term was
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up to go to work for the Attorney General in the
State of Minnesota.

So it left seven months of his

term and Governor Elmer L. Anderson was seeking

somebody to fill that seven months' term.

Of course,

having worked at the Chisholm - Hibbing Airport in
the various capacities and also the several projects

that we had,

federa~

state, local funded airport

extension, strengthening lighting, terminal building

and so on, a couple of my friends in Hibbing, namely

Frank Befra and Jim Hitchcock, recommended to the
governor that I would be a good man for the job.

Now they didn't confide in me one bit before they
talked to the governor, so it was quite a surprise to

me when the governor's office called and asked if I

would be

w~lling

to come down for an interview for this

Ai

.:.~.

position. It was in the very early spring, in May,
and I went into visit with the governor and he asked

me many questions about aviation, my experience and working at the Chisholm-Hibbing Airport.

I didn't know

any two words more when I left the office than
when I walked in as far as whether I would be appointed
to the job or whether he was happy with what he had

qo
heard.

.~r.

~~~;.~

But tht was on a Saturday, and the following

Monday he called me and asked when I'd be able to go
to work.

So I said, "Well, I'd be ready to go to work

on Wednesday."

So I drove down to St. Paul on Wednesday,

which was June 2, I believe, 1962, went over to the
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governor's office and they asked me whether I wanted
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to be taken down to the Department of Aeronautics
Offices which were on the st. Paul Downtown Airport
or Holman Field.

I said, "No, that was fine, that I

knew most of the people in the department at that time
and had worked with these various projects, that
I would be very happy to go down there by myself."
So I walked down with my appointment in hand and moved
in on June 2 or June 7th.

I'm not sure, George, which

it was, but it was the first week in June anyway.
And that's when I started, 1962, and I have been going
at it ever since.
Holey,

Let's talk a little bit about the department's
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accomplishments under your guidance as commissioner
from 1962 until the department was abolished.

This

Ai

question that I just asked will be answered in an addendum
to this interview and will become a part of the interview.

Larry, since 1962, you've worked under how many different
gove:rnors?
McCabe:

I believe it's six governors since 1962.

I filled

the seven month term that was remaining in Dale
MacIver's appointment and then was reappointed in

196) by Elmer L. Anderson for a two year period.

rl
In those days, the governor's term was two years,
and the department head's terms coincided generally
with the -- most of them did, coincided with the
governor's two year term, so I was appointed in

'6) by Elmer L. Anderson from '6) - '65.

Then I

t

was reappointed in ·65 by Carl Rovaag who was then

eu
M mo
in f
ne M
so inn
ta es
H ot
is a
to O
ric ra
al l H
So is
ci tor
et y
y P
ro

je
c

elected governor, and I was reappointed in '67 by
Governor Harold LeVander.

Then we went to the four

year term and, of course, the department heads went
along witn it.

In '71 I was reappointed for a second

four year term by Governor Wendel R. Anderson, and in

'75 reappointed by Governor Wendel R. Anderson.

Then

from '75 to '76, that first year, and then the new
Department of Transportation was created by the
Legislature and in '76 I was appointed as Assistant
Commissioner of the Department of Transportation,
which I hold that position until this date.

In '76

I was appointed as Assistant Commissioner by the first
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Commissioner of Transportation, Jim Harrington, and
then in '78 I was appointed by a new commissioner,

Ai

Dick Braun, or reappointed as Assistant Commissioner
of Transportation for the Aeronautics Division.

So from 1962 through 1976 I served as Commissioner
of Aeronautics.

George, I think something that

should be added here is that in 1962, when I was
appointed Commissioner of Aeronautics, I sold my
interest in Range Flying Service just to make sure
that there wouldn't be any conflict of interest.

I had built a new home in Hibbing, up there on top
of the dump that faced the airport.

I built on the

edge there, the eastern edge of that over-burden
dump, the stripping from the iron mines, and I sold
that home, too, up there after about a year.

Moved
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my family from Hibbing down to West St. Paul where
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I have lived since 19--, I believe I moved the family
down in '63.

We've lived in West St. Paul from 196)

until now, until this date •
-

.

Holey,

Larry, I wonder if you could go into detail about your
duties and responsibilities when you were appointed
Commissioner of Aeronautics?

McCabe:

Well, the law is pretty explicit in chapter 360
of the Minnesota Statutes, and it spells out that
the Commissioner of Aeronautics is empowered and
directed to encourage, foster and assist in the
development of aeronautics in Minnesota and to encourage
the establishment of airports and other navigational
It also demands that the commissioner
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facilities.

cooperate with the Federal Government and any other

Ai

governmental agencies in these duties, and it says
"He shall cooperate and assist the Federal Government

in the municipalities of the State and others engaged
in aeronautics or the promotion of aeronautics, and

he shall coordinate the aeronautical activities of
all of these bodies."

So the capter )60 is pretty

broad and spells out a lot of the authority for the
Commissioner of Aeronautics in that statute.

Holey:
,~j'

.- Are your duties and responsibilities now as Assistant
Commissioner, Division of Aeronautics about the same
or just how does that work?

McCabe:

Well, in the session of '75, the legislature, when they
created the Department of Transportation, did away

All of the authority that the Commissioner
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of Aeronautics.
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wi th the Commissioner of Aeronautics and the Department

of Aeronautics had, was transferred to the Commissioner
of Transportation.

So the Commissioner of Transportation

may delegate this authority and, of course, we have
been very fortunate in that the two commissioners
that we have had in the DOT so far have seen fit
to delegate about 99 9/l0's percent of this authority
to the Assistant Commissioner of the Transportation
who is in charge of "the Aeronautics Divis ion.

I have

held that position since the creation of DOT, and we've
enjoyed having much the same authority as we did as
Commissioner of Aeronautics by delegation, delegation
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from the Commissioner of Transportation to the Assistant
Commissioner in charge of aeronautics.

So we sign

Ai

most all of th e documents and conduct our business
much the same as we did when we were Commissioner of

Aeronautics.
Holey:

Larry, at the present time, what professional certificates
do you hold?

McCabe:

Well, I hold a Commercial Pilot license with an
airplane single-engine land and sea and an airplane
multi-engine land and an Instrument rating, and I

have been passing the First Class Medical Certificate,
and I have a radio - telephone operator's permit.
Holey:

How many flight hours do you have?

McCabe:

I've got approximately 10,)00 pilot and command
hours in everything from Cubs to jets.
Larry, since the establishment of the Department

t

Holey:
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of Aeronautics. the first moneys you mentioned were
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from general revenue. ever since that time. no
general revenue money has been expended.

Could you

explain how or where the money comes from?
McCabe:

The first $200,000. as I mentioned before, came from
general revenue.

That was to get the department

on its feet and get it started.

Then the Legislature

created three taxes or sources of revenue.

One was

the aircraft registration tax, the second was the
airline flight property tax, the third was an aviation
fuel tax.

The aircraft registration was administered,

is administered by the Department of Aeronautics
The other two taxes,
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and the Division of Aeronautics.

the airline flight property tax and the aviation

Ai

fuel tax is administered by the Department of Revenue.

Now, the aircraft registration tax is an in lieu
of personal property.

It is levied on all the private

aircraft, just like your automobile.

And the airline

flight property tax is a tax that is an in lieu tax
that's levied on the air carrier airplanes, and the
aviation fuel tax is pretty much self-explanatory.
It's been a

5¢ per gallon tax on a sliding scale down

1S
'"

.- to i¢, depending on how many gallons of fuel that

--:.1'0;1

.(;j.k-J,;;

you use each year.

d,T

So the big users are paying i¢

a gallon and the small users are paying 5¢ a gallon.
The aircraft registration tax is a tax which is 1%
of the retail value of the airplane.

The airline

I should say the air
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the air carriers are taxed.
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flight property tax is a complicated formula where

carrier aircraft and their spare parts are taxed on

a regular ten mile basis for the miles flown over
the state of Minnesota compared to their system miles.

Those are the three sources of revenue that the

Department of Aeronautics has enjoyed since 1945,

when these taxes were first implemented.

The thing

about these taxes is that as aviation has grown and

the needs have increased, the taxes have grown and

have pretty well matched the demands on them over

all of these years.

In other words, as there are

more airplanes sold and more hours flown by these

airplanes, more revenue has been generated.

And,

of course, the more airplanes you have, the more

Ai

needs there are for more airports and navigational
aids, so we have been able to keep up with the demands
over the years to develop a good system of airports
and navigational aids here in Minnesota because our
tax revenues continued to increase as aviation grew.
The demands grew and the revenues have grown to

meet these demands.

So the people in those days

in the early '4o's who created these taxes were

very far sighted, and I think they did a very good
, job in setting up the good basic revenue laws that
we do have in Minnesota.
Holeys

Larry, I wonder if we could talk about the way
the Department and now the Division of Aeronautics

Well, generally, you know, chapter 360, being very
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McCabe.
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was set up as to the duties that each person has.

broad in its authority insisted that we provide
technical, administrative and financial assistance
to the communities and the aviation public in
Minnesota.
two

are~

The Department was generally split into

One area which would be what you might call

an operations area, an area in which the personnel
were charged with the responsibility of enforcing
the statutes, the aeronautic statutes and the regulations
in Minnesota, and charged with the responsibility
of inspecting and licensing or recommending the
licensing of the airports, commercial operations, and
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other aviation activities as set forth by law that
must be licensed by the Commissioner of Aeronautics.

Ai

They were also charged with the responsibility of
the safety education and the general supervision

of the aviation activities of the airmen in Minnesota.
Some people suggest that maybe there is a duplication
between the Federal and the state activities, but
we all know that this is not true, but that we
compliment the Federal activities.

The Federal

Government has not had the manpower to get very

71
far into the promotion and development of aviation.

~

.~:.-)

~i

They have been mostly in the policing area and,
therefore, our people spend a lot more time in working
with the schools, as an example, and I think we were
the number three state for some time as having the

This didn't come by accident, we
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school systems.

t

third most number of aviation courses in our public
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had one person on our staff that almost went full
time with the public school system at all levels in
the State and encouraging them to include aviation
in their courses or set up special aviation courses
in their schools.

impact on aviation.

Very, very important long term
That is the operations area.

They were dealing with enforcement, safety education,
licensing, inspection, monitoring, and that sort of
thing.

Then the other area was headed by a chief

engineer who was a civil engineer.

These people were

charged with the responsibility of providing technical
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and financial assistance to the communities and the
development of the airports and the navigational

Ai

aids and, _of course, that is pretty much self-explanatory.

They worked with the communities and the

conSUltants that would be hired by the communities,
the chief engineers, or the city engineers, or
county engineers for those people that were developing
the city and county airports throughout the state.
Police powers, are you talking about the police
powers?

George, something that I should mention

that deals with the people or aviation representatives

"i

as we call them in the operation section of the
department, is the police powers.

The Commissioner

of Aeronautics and now the Commissioner of Trans-

portation has authority under chapter 360 to assign

This is
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of aeronautic statutes and regulations.
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police power to anyone in the state for the enforcement

something that is unique with Minnesota, something
that we always had but have seldom used.
-

never pushed it very far.

We have

For example, we always

were very hesitant to assign police powers or give

police powers to an airport manager in an outs tate

airport because we weren't close enough to supervise
this authority.

We'd much rather have the local sheriff

deputize the airport manager because the sheriff is

much closer to that person and can oversee the activities

and the way that that person would use those police
powers.

Of course, all of our chapter 360 statutes

or laws had very broad authority.

We always had to

be very careful on how to use this authority, that
we didn't abuse it.

Something else that these people

Ai

~'

in the operations area besides having police powers,

they generally were people who could fly and had
pilot's certificates.

The Department always owned

some number of airplanes that were used in transporting staff people around the State in the line
of duty inspecting airports, for example.

And today,

we have 141 public airports in the State and there is

something like J50 - 400 personal use airports, which
we also licensed, so in getting around the state, the
only way you could really do this and being able to
do it with the limited staff we have is by using
air transportation, our own air transportation.

t

So the Department always had at least two airplanes.

We found that in later days that
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engine airplanes.
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Today we have four, two single engine and two twin

we not only had to fly in day time, but we also had
demands on us for us to fly at night and in adverse
weather conditions, so we did acquire our first twin
engine airplane in which we use primarily to be
flown at night and under instrument conditions.
And then we bought a fourth airplane, a second twin
engine airplane, primarily as a transportation airplane.

This was wben we became a Department of

Transportation, inherited actually the fourth airplane.
You know, we're just supposed to be responsible for
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the promotion and development of air transportation
and where better should we be doing this than in our
So we have used airplanes

Ai

own State government.

extensively over these last thirty some years that
the Aeronautics Department has been in existance.

Chapter J60 was created by the State Legislature and
by some far-sighted promoters of aviation legislation
back in the early days and was very good.

It was,

in fact, used by many states as a model, and they
actually used the Minnesota Statutes to create

.- statutes in their own states because they felt it was
so all encompassing.

And while this was good basic

legislation, it needed to be up-dated and kept current.
So, since 1962, I've found that during almost every
session of the Legislature we would have to go back
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and revise some part of the chapter )60 to up-date it,
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to keep up with the current times, and we walked the
halls in the State Legislature many times.

I can

remember having as many as 12 bills introduced up
there, and we would have to attend all of the committee
meetings and hearings.
getting the authors.

First of all, of course,

We had to get our own authors

back in those days, and once we got authors, then,
·of course, to keep pushing them and pushing the
committee chairman to have hearings so that the
legislation would move in an orderly manner through
the normal channels of legislation to where the final
vote was held in both houses and then the signing
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by the Governor.

And this is almost a full time job

for at least one person during the session when we
You always had

Ai

have 12 bills introduced up there.

to be on the lookout for other pieces of legislation

that might be introduced by other people that might
be detrimental to aviation in Minnesota, and then
we would have to take a position in support or in
opposition to this proposed legislation.

So, it's

a full time job for at least one person keeping track
of all of the various pieces of legislation that may

affect aeronautics in Minnesota plus following and
pushing your own legislation from January untU the
legislature would stop.

Usually it was January,

February, March and April and sometimes even into
May.

In the early days, they met regularily every
We had to abide to a budget and the
So we did have a
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Legislature met every two years.
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two years.

little bit of a rest in the off year, but today,
they're meeting every year, and they have what they

call a mini-session which really isn't very mini.
It's been, you know, at least three months.

But

we're still on the biennial budget and the budget

has normally taken up one year and the other legis-

lation taken up in the off year.

So legislation is

becoming, instead of every other year type of thing,
it is becoming every year, and the Legislature has

a much more extensive staff up there.

And this

staff asks many, many more questions, so there is a

lot of time spent in briefing on legislative requests

by legislative staff people, and often times, in
The Legislation
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behalf of requests by legislators..

is an important and it is a big part of any department

and then a division in state government.

,

