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| ntroduction

When 15,000 or o pink dipswerehanded out toworkers
a Marietta, Georgia sBell Aircraft Company bomber plant
that August day in 1945, it wasnot unexpected. Thewar inthe
Pacific had been going well all summer. Allied forceswere
moving closer and closer to the Japanese mainland, thanksin
large part to the effectiveness of the B-29 bombersthat were
harassing Japan around the clock, the very same onesthat
wererolling out the massive doors of the plant known as
Government Aircraft Plant 6 (|ater Air Force Plant 6) at arate
of two per day.

Just two weeks earlier, the indefati gabl e manager
of the plant, Cobb County native and |ocal-boy-made-good,
JamesV. Carmichael, had stated emphatically that the
rumors of amasslayoff were unfounded, and that work
would not cease until the Japanese were defeated. He
promised that every effort would be madeto keep the plant
in postwar production. That wasjust before atomic bombs
were dropped on Hiroshima and Nagasaki, and the
Japanese had little choice but to surrender.

Despite Carmichedl’spromises, theArmy immediately
cancelled itsorder for any more B-29s. Bell wasonly to
completethe 85 that were already infinal assembly, which
would bring to 668 thetotal number of aircraft turned out by
theplantinjust twoand ahaf years.

When the layoffs came, the mood in the massive
assembly plant, oneof thelargest structuresunder oneroof in
theworld, wasmostly oneof joy and relief a theend of the
terriblewar that had taken thelives of so many young men.
New wiveswouldwait anxioudy for their meninuniformto
return home, and the money they made but coul d not spend
during thewar would go toward anew house, appliances,
automobiles, and clothesfor theinevitablechildren.

A small portion of theworkers had comefromthe
company’sBuffao plant, or from other aircraft plantsinthe
Northeast or Midwest, and many of them did not return home.
They appreciated theclimate, theattitude, and theopportunities
of their newly adopted home. Thosewho had comefromthe
surrounding counties—farmers, shopkeepers, millworkers—
would settledownintheAtlantaregion and sart businessesof
their own, or gotowork for largefirmsthat were supplying or
sarvicing the consumer goodsthat young familieswanted.

Thoselaid off workerswhoremained in Mariettatook
upresidenceinavastly different town fromthe onethat had
existed just four yearsbefore. Thechangesthat theBel | bomber

plant brought were at the core of Cobb County’strangition
fromadeepy, agrarian society, toabustling, modern suburban
community. Although theterm New South had been around
since the 1870s, the hope for a South with adiversified
economy, arich cultural life, and an ample opportunity for
advancement wasfinaly being realized.

So, few tearswere shed when the bomber plant shut
down, dthough onewaorker later lamented that she hated to
leavethe place, sinceit had been so much funto work there.
Almost all of theworkers expressed a profound sense of
accomplishment and fedling of pridefor their contributionto
winning thewar. Certainly for many of themen, who had never
dared to expect earningsbeyond what was needed to shelter,
feed, and clothethelr families, and themany womenwho had
never expected towork outsdeof thehomeat dl, theexperience
had been eye-opening. They left the plant confident that they
wouldfind other employment.

Andthey did find work, as plumbers, electricians,
automobile mechanics, secretaries, manufacturers,
accountants, and insurance salesmen. With government
programsto get themstarted, and new skillsto offer employers,
thelossof nearly 30,000jobsinonly afew monthshad much
lessimpact than would be expected.

It would be six yearsbefore the mammoth assembly
plant would be put to use again. TheAir Forcewas created
fromtheArmy Air Corpsasaseparatebranch of themilitary
after World War 11. With the outbreak of the KoreanWar in
1950, theAir Forcecalled on Lockheed Aircraft Corporation
topull theB-29sout of Sorageand makethemready for active
sarvice Many of theformer Bell enployeeswould goback to
the plant to work for adifferent company, refurbishing the
sameplanesthat they had built during World War 1.

The ColdWar between the United Statesand the Soviet
Union provided acontinuousdemand for military aircraft after
theend of the Korean War. To help counter the Soviet threst,
intheearly 1950stheAir Forceordered thelong-range, jet-
powered B-47 Stratojet, designed by Boeing and built by three
different companiesa severd locations, including Lockheed's
facility a Government Aircraft Plant 6. Howeve, it wascargo
planesthat would formthebackboneof L ockheed' soperation
inMarietta, first withthe C-130, thenwith the C-141 and C-5.
The C-130 especially would prove to be one of the most
versdtilearcraft ever manufactured, perfectly suitedtomilitary
arliftandardrop, rescueand humanitarian missions, and day-
to-day hauling. By 1969, employment under Lockheed at Air
Force Plant 6 reached an dl-time high of over 30,000, more



eventhan during the Bell years, when much morework was
doneby hand.

Although contract problemsand politica controversy
surrounding the C-5wouldresultinlayoffsintheearly 1970s
that nearly equaled thosein 1945, L ockheed survived and Air
Force Plant 6 continuesto turn out the latest generation of the
C-130, theC-130J, aswell astheAir Force'smost sophidticated
fighter, theF-22A.

Althoughit wasrecently surpassed by the county school
sygemand WellStar Hedth Systemsias Cobb County’'slargest
employer, Air ForcePlant 6 hasbeenavitd player intheeconomy
of Mariettaand Cobb County. Owned by thefederd government
and operated under contract first by Bell andthen Lockheed, itis
partof alarger military complex thatindudesDobbinsAir Resarve
Base, theNava Air SationAtlanta(recently recommended for
dosure), andavariety of associated contractors Itistheimpact of
theplant—onthelandscape, onthetown, and onthepeople—that
isthefocusof thisbook.

Theimpetusfor apopular history of Air ForcePlant 6
camefromthe GeorgiaHistoric Presarvation Divison, working
withtheAir Forceand Lockheed MartinAeronauticsCompany
(LM Aero), aspart of an effort to document historic buildings
at thefacility in accordancewith Section 106 of theNational
Historic Preservation Act of 1966. TheAir Force hasbeen
carrying out amodernization programat Air Force Plant 6to
renovate or demolish buildingsthat have reached theend of
their functional lives, however, ninebuildingsat the plant,
comprising thecore buildingsof the plant constructed during
World War 1, are part of ahistoric district that has been
determined eligiblefor listing in the National Register of
Historic Places. Photographic and historic documentation of
the buildingsaccording to proscribed guidelines serves as
mitigation for theresulting loss of the historic fabric of the
facility. TheprogramdlowsLM Aerotocontinuetomanufacture
arcaratwhilepreservingtheplant' shistorical legecy.

Theadministrationbuilding (B-2) a Air Force Plant 6,
built over 60 years ago asasemi-permanent structure, was
oneof thestructuresrequiring demolition. Asmitigation, the
Historic Preservation Division recommended ahistory be
commissioned to focuson thefacility and the day-to-day
operationsof the plant. Therefore, thisbook doesnot delve
extensvely intoaviaionand military history, subjectsthet are
coveredwell inother studies. Instead, thisvolumeismorea
history of aplace, albeit avery large place, with particular
atentiontothebuildings, theinner workingsof thefacility, and
how thewholeaffair wasmanaged.

Under the46-acreroof of themain assembly building
and thenumeroussurrounding support buildingsthat makeup
Air Force Plant 6, asmall town’sworth of people worked
around the clock to assemblefootball field-sized aircraft so
precisely that seamsareinvisbleand thousandsof rivetsare
set withtolerancesof lessthanamillimeter.

Recounting theentirehistory of Air ForcePlant 6would
takevolumes, but thiswork isintended for agenerd audience
and hitsthe highlightsof thisfascinating story sothat even
readerswithonly apassinginterestinaviation, themilitary, or
Mariettacan appreciateit. Itisgeneroudly illustrated with
picturesfrom Lockheed Martin'scommunicationsdepartment,
chosen with an eyetoward capturing the many facetsof the
operation and themany extraordinary people—most not well
known outs detheindustry—who madethewhole operation
possible. Thebook isarranged chronologically, with specia
topicsand profiles of employeeswhoworked at Air Force
Plant 6 coveredin sidebarsthroughout the book.

Many thanksaredueto Frank Tokarsky of theAir Force's
Acquisition Environmental, Safety, and Health Divisionat
Wright-PattersonAir ForceBase, Ohio, whoguidedtheproject
aongand provided hiscommentsonthedrafts. Elizabeth Shirk
and Steven Moffson of the GeorgiaHistoric Preservation
Divisonaso provided va uable guidance and comments.

Mr. Jeff Rhodes and the staff of Lockheed Martin
Aeronautics Company’s Communications Officewerevery
graciousin sharing their space, materials, and copier for two
weeks. RitaKing and thestaff of the photographicarchivesa
L ockhead Martin processed over 100 negativesfromthelr vest
collectionintodigital filessothat they could beincluded here.

Thanksalso goto Dr. Tom Scott of Kennesaw State
University, whoseresearchonAir ForcePlant 6 andinterviews
with former employeesthere provided much of thebackground
materid for thisbook. DennisEdwardsof theLockheed Martin
Aeronautics Company’sFeacilities Department, Bruce Ramo
a DobbinsAir Reserve Base, and Dorothy Allenfromthe
Defense Contract Management Agency’ssecurity officeaso
provided valuableass stance.

Theresearch and writing of thisbook were conducted
and completed by TRC Garrow Associates, Inc., inAtlanta,
Georgia. The project was managed by Metcalf & Eddy in
Wakefield, Massachusetts, under their Worl dwide Planning,
Program, and Design contract (4PA-E) withtheAir Force
Center for Environmental Excellence, BrooksAir ForceBase,
Texas.
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CHAPTER ONE

Bell Bomber Plant Brings A “Torrent of Change” (1942-1946)

Inthe 1870s, asthe South struggled to recover fromthe
destruction of the Civil War and thegraft and corruption of the
subsequent Recongtruction government, political leadersand
punditswerecongdering thefutureof theregion. Whilecotton
continued to beking throughout theformer Confederate tates,
many commentatorsfelt that amorediversified economy was
essentia tothelong-term successof the South.

Beginning in the 1880s, the editor of the Atlanta
Condtitution, Henry Grady, popularized theideaof aSouth
morein step with theindustrialized North, with factories,
improved trangportation, and amorevaried agricultura regime.
Someindustriesdid develop inthe South, mostly based onthe
processing of raw materials, such ascottonintotextilesand
timber intofurniture, barrels, and tool handles. But it wasnot
until WorldWar 11 that high-techindustriesgppearedin Georgia
Thedemand for manufactured productsfor themilitary and
the need for large tracts of inexpensive land for training
facilitiesled to massive government investment in the South.

Ontheeveof WorldWar I1, Cobb County wasprimearily
agricultura, withapopulation of lessthan 40,000 people. About
9,000 of thoselivedinthecounty seat of Marietta, asmall but
vibrant town that boasted several nearby textilemills, the
Brumby Chair Works, and anumber of mercantilestores. Most

farmsin the surrounding county were of moderate szeand
wereoperated primarily by familiesand occasionaly hired
labor. Oncethelifeblood of the county, cotton wasin decline
asaresult of the Depression and theboll weevil, aninsect pest
thet attacked theballsof cotton. Cornand livestock had become
themgjor productsof thecounty, and many farmfamilieswere
findingit moreand moredifficult tosurvive, muchlessprosper,
fromagriculture.

Although Southernersdisdained government welfare
programs, therealities of the Depression had shifted public
opinioninmany cases. Loca politicianswerebecoming more
comfortablewith the processof pursuing federd projectsand
funding that could benefit their counties. Threemenwhorose
to prominence during thelate 1930sin Cobb County were
particularly adept at thistype of self-promotion—County
Attorney JamesV. Carmichagl, Mayor LeonM. “Rip” Blair,
and Sheriff and later Commissioner of Roadsand Revenues
GeorgeH. McMillan. Withtheaid of Mariettanative Mg or
LuciusD. Clay, whowas appointed to akey positioninthe
Army Corps of Engineersin 1939, this triumvirate of
progressve-minded public servantsworkedtirdesdy fromtheir
respectiveoffices, first to secureamgjor airport for their county,
and subsequently toinsurethe selection of theairport asthe
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Site of Air Force Plant 6 and Dobbins Air Reserve Base prior to constr[:gtidh, ca. 1942.



gteof thelargest manufacturing facility thet the state had ever
seen—theBell bomber plant. Thechangesbrought by the plant
and the associated air base would change the social and
economic character of Cobb County forever and beginits
transformationfromasimple, agrarian society toacomplex,
urbanone.

Local Leaders Land a Big Prize

AnAtl|antaChamber of Commerce meeting, attended
by adelegation of officialsfrom Cobb County inthefall of
1940, wasthetrigger that set in motion an amazing chain of
events. Thecity of Atlantahad developed Candler Fild, later
tobecomeHartsfied Internationd Airport, onthesouth sde of
thecity. It had quickly become one of thebusiest airportsin
the Southeast. To handle overflow and emergency traffic, the
city felt that secondary airfieldslocated around Atlantawould
becog effectiveand beneficid for theregion. They encouraged
Cobb County to pursuefederd funding for suchafacility from
the Civil AeronauticsAdministration (CAA), whichwas
overseeing aprogram of emergency airfield constructionin
anticipation of theUnited States possibleentry intothewar in
Europe.

MariettaMayor Rip Blair wasapart of the Cobb
delegation, and he was enthusiastic about the project. He
quickly put together ateamto travel to Washington to sump
for theairport, unawarethat L ucius Clay had recently been
appointed tothegpprova board for congruction a the CAA.
When he spied the Mariettanative' snameplatein the hallsof
the Pentagon, herushedinto hisofficeand wasgivenapromise
that Clay would pushfor anairfiedin Cobb County.

Blar returnedto Mariettaandimmediately enlisted the
support of theAtlantaChamber of Commerce, civil engineers
at GeorgiaTech, and hisown staff in pursuing the project.
Then-Commissioner of Roadsand RevenuesCharlesM. Head
sent aresolution of the Cobb County Commissionerstothe
CAA declaring the county’sintention to purchasetheland for
theairport andto providethefunding necessary for itscontinued
maintenance.

County Attorney JamesCarmichael secured optionson
three possible sites, with themost promising being alarge
parcd just south of Mariettathat could accommodatethelong
runwaysnecessary for thelargest civilianand military aircraft
of thetime. Mogt of thelandownerstook thecounty’soffer for
their land, but therewere afew holdouts, including one 90-
year-old man. Theeffortsof Carmichael and Blair toconvince
resdentsof theimportance of thenew project hel ped persuade

some of the reluctant ones. In the end, condemnation
proceedingswerecarried out on only afew properties.

AtlantaMayor William B. Hartsfidld and GeorgiaTech
professor Montgomery Knight also lobbied for the project,
endorsng theMariettasteasanidea second airport sitefor
Atlanta sgrowing north side suburbs, aswell asapotential
gtefor anarcraft manufacturing facility.

Magjor Clay shepherded the project through the
bureaucratic processin Washington, advising Mayor Blair
dongtheway.InMay 1941, the CA A gpproved the Colob Courty
Airport project, and surveyorsbegan work at thesite. The
arport would providecommercia service, aswell asact asan
auxiliary field for theU.S. Navy. The president of Eastern
Airlines, World War | ace Eddie Rickenbacker, promised
$5,000for theright to usethefield, along with $25 for each
planethat landed there. Asthanksfor theupfront invesmentin
the airport, county officials agreed to name the facility
Rickenbacker Feld.

As construction proceeded on Rickenbacker Field
during thesummer of 1941, thefutureof thesitecontinuedto
remaninlimbo. Theincreasng likelihood of U.S. involvement
inWorldWer 11 had given urgency toeffortstoestablishmilitary
andindustrid facilitiesthroughout the country. Although the
American public had beenwary of entangling thecountry in
theaffairsof Europe, President Franklin D. Roosevelt had
recognized that theU.S. might becomeinvolved andwouldbe
sverdy disadvantaged by not having thewegponsand supplies
necessary for mobilization. In 1940, hereorganized the
Reconstruction Finance Corporation (RFC) tofacilitatethe
development of thewar industries. The RFC created the
Defense Plant Corporation, which financed the congtruction
of manufacturing plantsthroughout the United Statestofill
military orders.

Because start-up costsfor production of itemslike
aircraft, steel parts, machinetools, and synthetic rubber
werehigh, and military orderswerelikely to betemporary,
privateindustry could not invest the capital needed to meet
the demand. Therefore, the Defense Plant Corporation
constructed the manufacturing facilitiesand | eased them
toindustria companies. Morethan $9 billion was spent on
2,300 projectsin 46 states and overseas. These projects
included everything from pipelines and minesto the
manufacture of precision partsfor enginesand instruments.
The head start provided by thisinvestment in the defense
industriesgreatly reduced thetime required for the United
Statesto mobilizefor war after Pearl Harbor.



The aircraft industry was one of the primary
beneficiariesof DefensePlant Corporation spending, with about
haf of themoney goingto aviation-related indugtries. InMay
1940, Rooseve t announced that hewanted 50,000 planesadded
tothe U.S. military’sinventory, agoal that would requirea
significant investment by the federal government. Aircraft
engineswerebuilt at Ford Company and other automobile
plants, and airframe manufacturersgeared up for themassive
effort by searching for sitesthroughout the country for new
plants. By theend of 1940, ayear beforethe U.S. entered
World War 11, construction had begun on bomber plants
operated by Boeing in Wichita, Kansas, by Consolidated
Aircraftin Fort Worth, Texas, by DouglasAircraftin Tulsa,
Oklahoma, and many others. Whenwar wasfinaly declared,
the plantswerebeginning toturn out finished B-24 Liberators
and other aircraft for thewar effort.

The Cobb County airport sitewaseyed asapossible
location for amunitionsplant, anarmy supply depot, and an
army airfield during thistime, but Cobb County andAtlanta
Chamber of Commerceleadershadthelr Sghtsset onanarcraft
manufacturing plant. In September 1941, theAtlantaChamber
of Commercewroteto Glenn McLaughlin of the National
Resources Planning Board in Washington, D.C., touting the
benefitsof the Cobb County airport Stefor just suchafacility.

The Chamber’sletter noted theavail ability of utilities,
trangportation facilities(including theNashville, Chattanooga
& St. LouisRailroad, therecently four-laned U.S. Highway
41, and agtreetcar linebetween Atlantaand Marietta), and the
availability of inexpensivelabor from the surrounding area.
Theletter cited aGeorgiaUnemployment Servicefigure of
approximately 26,700 peopleregistered asunemployedinthe
Atlantaarea. Trainingintheindustrial artswas already
underway inAtlantaand Mariettaunder programsinstituted
by theNationd YouthAdminigration, aNew Ded program. It
isworth noting that the Chamber emphasi zed that thelabor
wasof the*better class’ of workersof “ Anglo-Saxon” stock,
regarded as“ided” for factory |abor. Thelargepool of African-
Americanlabor wasnot considered asapotentia source of
skilled Iabor for suchafactory.

The military importance of Rickenbacker Field
increased dramatically with the Japanese attack on Pearl
Harbor on December 7, 1941. Theflurry of activity andthe
movement of men and materiasthat followed the attack can
scarcdly beconceived of today. Mariettal sairport promoters—
Blair, Carmichael, and McMillan (who took over as
Commissioner of Roads and Revenues after the death of

CharlesHeadinApril 1941)—had beenhardat work inthefal
of theyear negotiatingwiththe CAA, theArmy, andtheNavy
to get the most possible use out of thelarge sitethey had
acquired for the airport. In October, they had received
additiond fundsfromtheNavy to extend therunways, andthe
Navy had continuedto eyethestefor apossbletrainingfield.

Cobb County officidswereawarethat theArmy, which
a thetimeoversaw military aviation, wasseekingasitefor a
largearcraft manufacturing plant to producethe B-29 bomber,
thenbeing developed by Boeing. Thelong-rangeheavy bomber,
dubbed the Superfortress, would bethefastest, heaviest arcraft
intheworld, aswell asoneof themost sophisticated interms
of equipment and design. InMay 1941, President Roosevelt
decided that |long-range bomberswerecritica tothenation’s
military capabilitiesandin Juneordered 14 Y B-29s, “ sarvice
test” versonsof the prototype X B-29 that hed yet to makeits
first flight. Despite the untested nature of the B-29, the
president’s endorsement indicated that the plane would
eventually be put into service. To turn out the hundreds or
thousandsof planesthat would be necessary would requirea
massive plant and equally massivework force. Cobb County
hopedto provideboth.

Carmichad, Blair, and McMillan worked ceasdessy
through December 1941 and January 1942 to secureabomber
plant for the Cobb County airport Site. Living on“Cokeand
cigarettes,” asBlair recalled |ater, the officia sfought off a
last-minute claim on theairfield by the Navy, whichwould
have hampered the potentid of the siteasamanufacturing
andtesting Stefor theArmy.

On December 22, 1941, Larry Bell wasinformed that
hiscompany, Bell Aircraft Corporation, would beoneof the
producersof the Boeing-designed B-29, under acooperative
agreement among several aeronautics companies. The
massive undertaking wastoo largefor any one company, so
B-29swereto bebuilt for theArmy Air Force by Boeing,
Generd Motors(throughitsFHsher Body division), Bell Aircraft,
and NorthAmerican. NorthAmericanwaslaer dropped from
theproject andtheGlenn L. Martin Company replaced Generd
Motors

Bell Aircraft, asmall manufacturer basedin Buffalo,
New York, had only about 2,000 employeesand wasmainly
involved inthe production of the 2-ton, 1,200 horsepowe,
single-engine pursuit plane, the P-39 Airacobra. It was
anticipated that the Bell bomber plant would employee 20,000
peopletoturn out a62-ton bomber with four, 2,200-horsepower
engines, and a141-foot wingspan.



Key Events of the Bell Aircraft Era at Air Force Plant 6

= September 1939: Hitler invades Poland. France and England declare
—] war on Germany.
1939 = —
“oint October 1940: Atlanta Chamber of Commerce invites a Cobb County
1940 . .
= del egation to ameeting to encourage the county to securefederal fundsfor an
— airport in Cobb County.
|
— May 1941: Civil AeronauticsAdministration (CAA) approvesplanfor public
] airport at site of current DobbinsAir Reserve runway. President Roosevelt
— callsfor 14 prototype B-29s to be built. The bomber will be the fastest,
= heaviest, and most sophisticated aircraft ever built at that time.

1941

June 1941: Cobb County acquiresfield for new airport, named Rickenbacker
Field, and construction begins.

October 1941: After avisit to Washington by Rip Blair and James Carmichael
the CAA approves an additional $75,000 to expand the planned runways at
Rickenbacker Field, so they can accommodate all of the commercia airliners
inserviceat thetime.

-

December 7, 1941 Japanese attack Pearl Harbor, Hawaii. The United States
declares war on Japan the following day and on Germany and Italy on
December 11.

December 22, 1941: Lawrence Bell iscontacted and told to pick asitein
theAtlantaareafor aplant to manufacture B-29s.

l

1943

January 23, 1942: Bell chooses Rickenbacker Field asthe sitefor its B-29
bomber plant, to be constructed by the Corps of Engineers.

March 30, 1942: Ground breaking ceremony for Government Aircraft Plant
6, later known asAir Force Plant 6.

.

April 15, 1943: Corpsof Engineersturnthefacility over to manager Harry

1944 & E. Collinsof the Bell Aircraft Corporation.

November 4, 1943 Firstflight of aB-29 buiilt & Government Aircraft Plant 6. |

November 1944: Bell Aircraft Manager Carl Cover iskilled in plane crash,
and James Carmichael isnamed to take hisplace.

1945 May 7, 1945: Germany surrendersunconditionaly totheAllied powers.

\

June 1945: Peak production of B-29s is reached with 65 aircraft turned
over to thearmy.

August 14, 1945: Japan surrenders unconditionally after atomic bombs
dropped on Hiroshima and Nagasaki, August 6 and August 9.

1946 James Carmichael announceslay-offsto comeinwaves.
January 1946: Last Bell employeesleaveAir Force Plant 6.




TheArmy ordered Bell to select asiteintheAtlanta,
Georgia, area, Whereit would operateaplant to be congtructed
and owned by thefederal government. Inearly January 1942,
two Bell vice presidentsand company lawyer William J.
O’ Connor cametoAtlantato scopeout Sites. Although they
wereconddering Stesasfar away asGainesvilleand Griffin,
whenCarmiched, Blair,andMcMillantook theBell executives
to the nearly completed Rickenbacker Field, O’ Connor
reportedly needed tolook no further. “ Thislooksgood right
here,” hedeclared.

Impressed withthe capabilitiesof Marietta sleadership,
O’ Connor announced on January 23 that Bell had chosenthe
Mariettasite. In February theArmy officidly approvedthe
siteselection. InMarch the Corps of Engineers surveyors
arrived at the Siteto take over the construction begun by the
CAA, andin May theArmy Air Force took possession of
Rickenbacker Field and the surrounding land for military
purposes. The entire property would be part of aU.S.
reservation that would includean Army Air Field and the
assembly plant. The Air Force would maintain asmall
cantonment of hangarsand support buildingsat theeast end of
therunways, whiletheassembly plant would belocatedinthe
northwest part of the siteat the opposite end of the runway.
TheAir Forcefacility wasdesignated Cobb County Army
Airfield, and soon after changed to MariettaArmy Air Field.
[tsmission was solely to serve astheflight facility for the
bomber plant.

TheU.S.Army Corpsof Engineerswould overseethe
overdl project, withtheAtlantaarchitectura firm of Robert &

Rlp , Jimmy Cerm|c aeI and

Company hiredto designand supervisethecongruction of the
asembly plant. Itwould taketheeffortsof over 100 contractors
working around theclock for alittle over ayear to complete
thelargest arcraft assembly plant under oneroof intheworld,
aongwitha200,000 square-foot administration building, and
al theother support buildingsnecessary to turn out the B-29.

Theannouncement that M ariettahad been selected for
thebomber plant wasmet with mixed emationsby thecitizens
of Cobb County. Although most were excited about the
opportunitiesand prosperity that the plant promised, others
wereskeptical of theclaimsof itsproponentsand fearful of
the changesthat would accompany it.

The opponentswere concerned that the devel opment
would attract unsavory elements—criminals, hucksters,
saloons, and slums. People from outside of Georgia, and
especially thosefrom outside of the South, were considered
“foreigners.” Would these people sharethe samevauesand
have the same respect for the community? Locals also
suspected that the plant offered no long-term benefits. The
county would have to invest in housing, schools, and
infrastructure such asroads, sewers, and water supply to
accommodate theinflux of people, only to havethe plant
abandon thetownwhenthewar wasover.

Larry Bell, however, promised to beagood corporate
citizeninthecounty andtown, and assured thelocd populace
that hewascommitted to along-term occupetion of the plant,
even after wartime contractswerefilled. Hequickly hired the
well-liked James Carmichael and Rip Blair ascounse! for the
company’s Mariettadivision, and he worked with local

g McM|IIan (center from rlght of the man in un|form) mspect the

initial construcnon of Government Aircraft Plant 6, March 1942.



contractorsasmuch aspossible. Blair tackled thetask of
providing services, housing, and schoolsfor themassveinflux
of workerswith characteristic doggedness. Intime, themassive
payroll a the plant benefited al aspectsof Marietta

Aneditorid inthe Cobb County Times predicted that
“our quiet, peaceful *aristocratic’ littlecity” would experience
a“torrent of change,” but that |ongtime residents should
wel come the newcomersinto their churches, clubs, and
dances, to ensurethat they becameapart of the socid fabric
of thecommunity. OtisBrumby, publisher of the Cobb County
Times likewiseendorsed theproject, saying that it would“meen
great thingsto many who have never expected anything much
out of life.” It was, concluded the Times, no lessthan the
“nucleusof anew order.”

Building the Bomber Plant

Therequirements of the bomber plant demanded
significant engineering feats. Themain buildingis2,000 feet
long by 1,024 feet wideand four-and-a-half soriestal. It was
reported that the building could housethe cotton crop of the
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Thé maih assembly building (B-1) under Consiructio

n, Novermber 1942,

entirecountry, or store 20 battleships, with room between for
69 submarinesand 24 PT boats.

Large spansbetweeninterior supportswereneededto
accommodate thewingspan of the B-29. To support theroof
over the 300-foot span of themain assembly bay, aweb-like
Sted superdructurewasrequired. Indl, goproximately 32,000
tonsof sructurd steel wereneeded. Asthewar effort ramped
up, shortages of steel hampered the congtruction schedule.

Army officidswereat first reluctant tolocate the plant
0 dosetothecoad, asit wasfeared that it might bevulnerable
to enemy attack with the bombersthenin useby theAxis
powers. Theadvantagesof the Site, however—transportation
networks, availability of labor, favorabledimate—outwe ghed
the concerns. To prevent nighttime bombing raids, the plant
wascongructed asa” blackout facility,” meaning that it would
havenowindowssothat it could operateat night without giving
away itspogtion. Asaresult, themain assembly buildingwould
need aventilation system cagpable of moving nearly 4 million
cubicfeet of air per minute. Therailroad bay, where supply
trainspulledintothebuilding for loading and unloading, had a
separate systemthat removed dust and smokefromtheair.




Thehot Georgiasummers presented another problem.
Becausethe B-29 wasto be constructed at separate plants
using subassemblies supplied by anumber of different
contractors, the materials needed to be kept at afairly
consistent temperature to prevent excessive warping,
expangon, and contraction. All theplaneshad to beidentical,
sothat they could be serviced using the same equipment and
parts. Therefore, the assembly plant needed to be air-
conditioned, afeaturerarely found at thetimeinbuildingsin
the South, savefor first-ratemoviethesters.

Tomaintainacongtant temperatureingdethebuilding,
thewallswerewd| insulated with morethan 2inchesof glass
wool insulation covered with corrugated asbestossiding. Stedl
shortages during the war meant that the roof had to be
congtructed of woodl. It was|ater replaced withtar and gravel.

Theair conditioning sysemwasmadeup of 99 unitson
theroof. The*tunnels’ under theassembly floor werenot air-
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Main assembly building (B-1) at Air Force Pl
southeast corner of the building, showing the high-roof of the main assembly bay, the hangar doors, and the
entrance to Tunnel 5 (lower left). Manufacturing activities were conducted on the ground floor and the two
mezzanine sections. The basement contained cafeterias, locker rooms, offices, tool cribs, and room for temperature
control and air compressing machines. The tunnels in the basement were used by motor vehicles and for employees
entering or leaving the building through head houses located near the parking lot on the north side of the factory.

conditioned, but were kept comfortablewith aventilation
systemthat used 14 fansmoving over 2 million cubic feet of
air per minute. Whiletheair-conditioning systemin the
assembly areamay have been ableto keep thetemperature
Steady within onedegreethroughout thebuilding, it apparently
took sometimeto bring the system up to speed. Thecompany
newspaper, the Bell Aircraft News, reported in October 1943,
about seven months after the opening of the plant, that the
heating, ventilating, and air-conditioning systemswere
completewith respect toinstallation, but adjustmentswere
gtill necessary. Sockwell Company of Atlantainstalled the
heating, air-conditioning, plumbing, and waste treatment
sysems.

Toprovideadequatelight for thebuilding, some 72,000
fluorescent lightswereingtaled ontheceiling. Thelightshad
to be constantly replaced by ateam of workersthat usedthe
catwalks in the top of the building. According to one

ant 6. This view, taken shortly after completion in 1943, is of the
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maintenance man, the crew would work their way from one
end of the building to the other, thenwould start dl over, as
other lightswould need replacing by thetimethey got tothe
end. Another interesting feature of the building wasthefloor,
whichwascompased of wooden blocks. They provided asofter
surfacefor long hoursof standing and could beeasily removed
toingdl linesand hoseswhenwork areaswerereconfigured.

Before congtruction of the actua building could even
begin, thefivetunne sthat housed many of thesupport functions
of theassembly floor abovehad to beexcavated and workers
had to pour the concretewallsand support footings. Thistask
was done so quickly that in many casesthedirt insidethe
wallswasnot fully excavated. Oncethewallswere poured,
thelarge, heavy equipment could not get back intoremovethe
dirt, somulesfrom|oca farmswere employed to haul out
thedirt.

Rain created other problems during thegrading and
excavating of thesite. Mud bogged down the carry-alsthat
wereused tomovedirt, and excavated aressfilled with water.

Although Bethlehem Steel fell behind onitsorders,
government official srecognized theimportance of completing
the plant and managed to securethe necessary materids. The
first stedl support waserected September 1, 1942, and by the
end of the year the framework was nearly completed.
Construction photographs show the massive scale of the
building, which dwarfstheworkersontheground.

The plant wasready for occupancy in the spring of
1943, but employeesrecall that work began even beforethe
roof of the plant had beenfinished. “1 could look up and see
thestars” said Harold Mintz of working thenight shift at that
time. Whenitrained, “[i]t rainedin.”

OnApril 15, 1943, the Corpsof Engineersofficialy
turned the plant over to Bell Aircraft Corporation, presenting
Harry Callins, thefirgt plant manager, with aceremonia key.
Omer Woodson, an experienced manufacturing manager,
replaced Collinsin June.

The completed facility, first known as Government
Aircraft Plant 6 and later Air Force Plant 6, included themain
assembly building (B-1), anadminigtrative building (B-2), a
paint shop (B-3), afina assembly and clean-up building (B-4),
and other ancillary buildingstotaling over 4 million square
feet. It wasthelargest industrial facility south of theMason-
Dixonlineandtwicethesizeof Bell’sNiagara, New York,
plant. Thefour mainbuildingsand severd othersarenow part
of thedesignated historic district at what isnow Air Force
Plant 6. Other buildings constructed during thisinitia phase

included the Dead StorageBuilding (B-6), thesteamplant (B-7),
thelndudtrid Westeand Hot Etch Building (B-10), theGas Sation
(B-21), the Sewage Control Building (U-121), and the\Weater
Pumping Sation (U-124).

Putting People to Work

Even as construction proceeded on the plant, Bell
Aircraft Corporationwasbusy hiringandtraining workersto
fill theplant onceit wascompleted. About 150 Bell employees
fromthe Buffaofacility were sent to Mariettato begin setting
up the structure and workforce needed to run the plant. An
employment officewas established in the Rhodes-Haverty
Building in downtownAtlantato processthe gpplicationsand
interview prospectiveemployees. L ater, aseparatebuilding at
GovernmentAircraft Plant 6 wasused asan employment office.

Many of those seeking work at theplant camefromthe
rurd areasof North Georgia. Although they had no experience
building planes, these farmers and mechanicswere quick
learners, havingworked on machinesof al sortsonthelr farms
orinsmall shops. Assembly lineworkersneeded to betrained
todo certaintasks, but most didthesamething dl day. Despite
thelong hoursand tediouswork, many Georgiaresidents
jumped at the chancetowork at Bell. The promise of jobs
paying 60 centsan hour for 60 hoursaweek encouraged people
fromthroughout the state to apply at the Bell employment
offices.

Someapplicantswereimmediately assigned tojobs,
whilecthersweresent for training at the Bell plantin Buffalo,
New York, at the department training officein Atlanta, or a
theRickenbacker Training School in Marietta, establishedin
November 1942 whiletheplant wastill under congtruction. In
March 1943, mogt of the company’s 1,200 employeesmoved
intothe partialy completed facility.

For themgjority of theseemployees, factory work was
anew experience. Many wereilliterateand had tosigntheir
checkswith amark. Few had ever used atime clock, but it
only took aweek or soto get into theroutine. Theemployees
of the gunnery department in early 1944 included aformer
shoesdesman, printer, civil serviceworker, wholesalegrocer,
and power company lineman. A company newspaper article
joked that theonly gunmost of theseworkershad experience
withwasasquirre gun.

While certainly not strangersto hard work, most
had worked independently or in small companiesintheir
former jobs, and the bureaucratic structure of suchalarge



operation wasforeign to them. The situation was made
worse by the fact that many of the supervisors were
Yankees, who in some cases were condescending to the
Southernersthey took to be ignorant. Thelocalsdid not
taketobeing told by Northernersthebest way to do something
whenthey knew an dterative.

Unions. Working with unionswas al so new to most
Southernworkers. Unionshad never gained astrong foothold
inthe South, with the exception of afew industries, and most
workersregarded themwith suspicion. However, Bell’spolicy
was consistent with the National Labor RelationsAct in
permitting collective bargaining with unionsthrough their
el ected representatives. Thecompany warned supervisorsnot
to discriminate against employeeswho expressed interestin
theunion.

Thelnternational Association of Machinigs(IAM), an
affiliate of theAmerican Federation of Labor, recruited Bell
workersinthe February 15, 1943, issue of its newsletter,
Aircraft Bulletin. It claimed to represent 300,000 aircraft
workersin 8,000 plants, and noted that many of the Bell
employeeswerelikely to be new to theindustry and needed
representation. Theissueof thenewdetterisamong the papers
of Bell’slega counsd at thetime, James Carmichael.

Littlecoveragewasgivento unionissuesinthecompany
newspaper. Intheearly monthsof operation, workersevidently
choseto berepresented by theUnited
AutoWorkers(UAW) of theCongress
of Industrial Organizations.
Discontent over what employees
consdered low pay andinadequate
supervisonby Bell managersled 500
workerstoquitin Juneof 1943.An
articleinthe Bell Aircraft Newsin
February 1944 reported on an
upcoming vote on union
representation betweenthel AM and
the UAW. Former Bell employeses,
most of them in management
positions, recall that negotiations
were ongoing with union
representativesand that most issues
wereworked out withlittletrouble.

Housing, schools, and
childcare. Housingwasapressing
issuefor Marietta, asmany of the
employees at Bell who had

Wor ker;s'on a 859 b
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assembly, ca. 1945. Many wor ke‘r-s .éhlt Bell were women
elderly men since most young men were serving in the military.

commuted from Atlanta or outlying areas sought more
convenient housing near the plant. Even beforethe plant was
completed, planswereunder way for over 2,000 housing units
inMarietta. An October 1943 specid “ Bombersfor Victory”
edition of the Cobb County Timesfeatured advertisementsfor
anumber of new gpartmentsand housing developmentsinand
around Marietta

Oneof thelargest of thesewasMariettaPlace around
Fairground and Clay streets. Five hundred units were
condructed thereby Hardin & Ramsey, anAtlantacontracting
company. Theapartmentsweretypically one-bedroom units
groupedinfour- toeght-unit buildings.

A more upscal e project was Westpark, “ The Sub-
divisonintheTrees,” located adjacent totheMariettaCountry
Club. Thesingle-family homesfeatured Westinghousedectric
ranges, Cold Spot refrigerators, and built-in cabinets. Unlike
someof the* cookiecutter” housing projectsfor Bell workers,
theWestpark devel operstouted the® variation of architectura
designandlandscapeplanting.”

Company representativesand local officiasassured
residentsthat schoolsand day carefacilitieswould beavalable
forworkersa Bell. InlateAugust 1943, thecity reported that
new elementary schoolsand day nurserieswould open that
yedr. |t doesnot gopear thet Bell offered childcareon premises,
but Marietta Place had a 24-hour childcarefacility for the
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children of Bell Aircraft Company employeesin oneof its
community servicebuildings. Thefedera government funded
the center, and the Marietta school system oversaw its
operation. Other childcarefacilitiesmay havebeenfunded by
Bell or thefedera government for thebenefit of Bell workers.

InNovember 1943, the Bdll Aircraft Newsreported that
counselorswereavailableto discusschildcareissueswith
employees. The company, however, provided little direct
assgtance. It wasmerely collecting datafor Cobb County to
assg theminallocating county fundsandto helpthemacquire
federd fundsfor schoolsand day carefacilities.

African-American workerswerelesslikely tofind
subs dized daycarethanther whitecoworkers Ernestine Sade
didnot recall thet Bell offered day care. Shequit her jobthere
just beforeher third child wasborn. She coordinated with her
husband and her mother to carefor her two childrenwhileshe
wasworking thenight shift at the plant. Sheput thechildrento
bed intheevening and went intowork, then hel ped them get
ready for school inthe morning when shecamehome.

A New Kind of Labor Force

Thelargelabor supply that had influenced thechoice
of Mariettafor thesiteof the plant at the start of thewar had
declined sharply by thefall of 1943, asmany young men
enlistedinthearmed forcesor found work inother industries.
A federd report onwar industry manpower in September 1943
Stated that the entire Southeast region wasessentialy at full
employment. Yet the Bell plant expected to need 10,000 to
20,000 moreworkers. The problem wasfurther complicated
by thefact that theWar Labor Board controlled wagesinthe
arcraft industry and werereluctant toincrease pay ratesout
of fear of inflation. Theboard did gpproveawageincreasefor
second and third shift workersin September 1943.

Federal officialsdetermined that apublic relations
campaignwith anemphasison theimportanceof theplant to
winning thewar was necessary to encourage more peopleto
work & Bell.

Therecruiting effort appearsto haveworked. The
company hired nearly 3,400 peopleinNovember 1943, and by
theend of 1944 therewere 17,200 workersat thefacility. To
anextent, therecruiting campaign worked toowell. Bell was
hiringworkersinanticipation of producing 40 planesper month
gartinginune1944. Becauseof anumber of delays, however,
it wasnot until December that production reached that level.
Asaresult, therewerereportsthat workerswereidleat the
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plant, or were madetolook busy when therewereinspectors
or vigtorsaround.

Women a Major Force at Bell. A major part of
therecruitment effortinthefall of 1943 wasto recruit women
inlargenumbers Infact, nationwide, womenwerebeing caled
upontofill thejobs|eft behind by young men entering the
service. It wasduring World War 11 that “ Rosiethe Riveter”
becameanationd icon.

Althoughit wasestimated at onetimethat 50 percent to
60 percent of thework forceat Bell would be comprised of
women, thetota wasabout athirdin October 1944, increasing
t0 37 percent by thebeginning of 1945.

Thewomen who cameto work at Bell had varying
arcumgances. Many wererecently married and had husbands
overseasor workinginother partsof the country. Otherswere
young, Snglewomenwho saw an opportunity to makesome
money and gain experience whilewaiting for the eligible
bachelorsto return homefrom overseas service. Ruth Asbell
Ivey, whowasin secretarid school intheAthensareg, recdls
that her friend from school had amply sad, “Let’'sgotoAtlanta
andget ajobwith Bell Aircraft,” sothey got onabustoAtlanta
andapplied.

Older womenwith grown children dso signed up for
work. Oneof themost interesting employeesinthat category
wasthe 81-year-old widow of Confederate General James
Longstreet. Although shehad to be assigned to her ownwork
tableto avoid delaying the assembly line, shereportedina
local newspaper that sheworked “ ninehoursat night, every
minuteon my feet, building B-29's, without which, theghastly
war in which we are engaged, cannot bewon.” It wasthis
spirit that the company hoped totapintoin order to meet the
production scheduleof itscontract withtheArmy Air Force.

Womenwereemployedinavariety of capacitiesat the
Bell bomber plant, including the operation of heavy machinery
and the production of drawingsand technical documents.
Pauline Dobson and ClaraGriffith werebothworking inthe
machine shop in June 1943. Alin Hobbs worked as a
draftsperson.

EdithShdlley becametheplart' sfirs femdecraneoperator
asodaledinaNovember 1943gary intheBall Aircraft News. At
least onecther womanworked asacraneoperator a Bel. Frances
West originaly worked at another job, but when she saw the
overhead cranesa work, shebegged her supervisor tolet her do
thejob. Althoughinitidly facedwith skepticismfromthemen, the
women showed greet proficiency at moving the partsof the
arplane ssubassembliesaround the building.
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“ Rosie the Riveter” in a clearly po photogrh, ca. 1952. Note wooden I ock floor.
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Althoughitwasunusud at thetimefor womentowork
inmanua labor jobs, it wasnot unheard of, and the needs of
the war seemed to have largely stifled the objections of
traditionalistswho feared the changesthat might comefrom
havingwomenintheworkforce. Perhaps, too, it wasexpected
thet a thewar’ send, thewomenwould returntotherr treditiond
rolesinthehome.

Alongwith these more speciaizedjobs, thousands of
women worked asriveters, countersinkers, and finisherson
theassembly line, or inclerica jobssuchashlueprint control,
secretaria work, record keeping, and accounting.

Whilewomen could befound throughout theplant, they
wererarely insupervisory roles, particularly over men. It seems
that if thewomen could betold what todo and then could doiit
competently, themenweresatisfied, but they had lesspatience
with being bossed by awoman.

Betty Williams whocamefromworking a theRepublic
arcraft factory inEvansville, Indiana, towork ontheassembly
line, becamethe supervisor of acrew of adozentotwo dozen
workers. Some of theworkerswere men, who resented her
pogtion.

“I hadthreesrikesagaing metostart with,” sherecdls.
“| didn’'t know | wasaYankeeuntil | got here. | wasmuch
younger than they. Themenwould haveawifeandthree or
four kids. Therel would be, 18 yearsold. They didn't carefor
that. If anew job camein, they’ d hand me some new blue
printsto check. | would haveto proveby doing. | couldn’tjust
tell them, well, let'sdo thisthisway. | would haveto actualy
doit to show themthat | knew how beforethey would doit.”

Inretrogpect, thewomenwhoworked a the plant were
not only proud of their contributiontothewar effort, but saw
thewholeexperienceasonethat changed their persond lives
aswell associety for thebetter. “1 think it was very good for
women,” said Ruth Asbell Ivey, who became asupervisor of
thesecretarid pool, “that women. . .weregiventheopportunity
for alot of different typesof jobs. Not only thekindthat | had,
but theonesfor womenwhoworkedintheplant . .. physica
labor jobs”

African Americans Shunted Aside. One potential
sourceof labor wasunder utilized—ATfricanAmericans. Cobb
County had arelatively small black population, but large
numbersof AfricanAmericanshad migrated toAtlantaduring
the Depression looking for work. Southernindustries had
remained steadfastly segregated during thiseraof Jim Crow
laws, however, and most white Southernerswerenot willing
towork dongsideblacks.
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Asamajor supplier of themilitary, Bell Aircraft was
required tocomply with President Roosevelt’' sExecutive Order
8802 of 1941 prohibiting discriminationinthedefenseindustry
based on “race, creed, color, or nationd origin.” Theorder
aso established the Fair Employment Practices Committee
(FEPC) to overseetheprovisionsof theorder.

Awareof the potential troublethat would comefrom
integrating the plant, Bell Aircraft fell back ontheneedto
adhereto“local values,” including the “ peculiarities of
temperament of Southernworkers’ regarding segregation of
African-Americanworkers. A number of complantswerefiled
withthe FEPC in Atlanta, but the agency had little power to
makeBell comply. At thetime, thewar effort was paramount,
and Roosevelt wasunwilling to push theissuetoo hard.

Unskilled labor wasneeded at the plant, however, and
AfricanAmericanswerehired asjanitors, cooks, andlaborers
intheRoadsand Grounds Department. Theopportunity towork
at Bell wasan attractive onefor many of the area’sblack
|aborers. Ernestine Slade, anAfrican-Americanwomanwho
worked thenight shiftin B-1 deaning andfinishing parts, mede
about 33 dollarsaweek, compared tothe 10 dollarsor soa
week she made working asadomestic for whitefamiliesin
Marietta Shehadtotravel totheAtlantaemployment office
of Bell to apply, however, becausetheloca whitefamiliesput
pressureontheemployment officein Mariettanot to hireaway
their help.

Except when servicing work areas used by whites,
African-Americanworkerswere segregated from their white
co-workersinal respects. Blackshad aseparate cafeteriain
B-1, aswell as separate restrooms and water fountains. A
poster advertisng Bell Aircraft Family Day at theplantin July
1945 noted that “ colored” vigitation hourswerefrom9am. to
10am., whilewhitevisitorscould comeanytimebetween 10
am.and6p.m.

Therewereapproximately 1,500 African-American
workersat theplantinAugust 1944. Thisnumber increasedto
over 2,000in January 1945, beforefalling back to 1,785 by
May 1945. Thisamounted to lessthan 10 percent of the
workforce, and about haf the percentage of AfricanAmericans
inthetota populationof Cobb County. Withthelr small numbers
and segregated gatus, AfricanAmericanswerenearly invisble
at theplant. Severd whiteformer employeesdid not recall
seeingAfricanAmericansat dl during their tenureat Bell, at
least notinthelr department.

Bell officidsind st thet they handled theracid Situation
aswell ascan beexpected. They negotiated with black |eaders



and organizationsincluding the National Association for the
Advancement of Colored PeopleandtheAtlantaUrban League.
However, they did not concede ground easily. Jimmy
Carmichael, legal counsel for the company, had political
ambitions, andwhileaprogressve Democra onissuessuch as
government programsand encouragingindudtrid development,
hewas apractical man and could not appear to support
desegregation in Georgia. He made no apologiesfor the
Segregationist policy a Bell, but a thesametime, hedid not want
todraw atentiontothestuation or haveit get out of hand.

Thisapproachiswell illustrated by the company’s
responsetoeffortstotranblacksfor skilled postionsinarcraft
manufacture. In 1942, federa money wasmadeavailableto
establish aircraft training programsin theAtlantaareato
increasethepool of qudified workersfor theBell bomber plant.
Althoughit wasadtipulaionof thegrant that the school saccept
black applicants, initidly, they wererejected. Without the
training, AfricanAmericanshad no chanceto get askilledjob.

TheAtlanta Urban L eague created the Council of
Defense Training to protest thediscrimination, collecting the
sgnaturesof 5,000AfricanAmericanswhowereinterestedin
enrallingintheprograms. Under pressurefromthe FEPC to
providethetraining, thecity established aseparatetraining
school for blacksat Booker T. Washington High Schoal.

Still, whenthegraduates of the school gppliedfor jobs
at Bell, they were assigned the samejobs given unskilled
workers. For example, Sarah Madison, whofiled acomplaint
with the FEPC, took eight weeks of training in riveting,
fabrication, and blueprinting, but washired asajanitor. Through
theeffortsof theAtlantaUrban L eague, whichwent to Bell to
protest the practice, Bell agreed to take over the schoal,
improvetheequipment, and pay thetrainees.

Bdll hired 800 graduatesof the program, but apparently
ceased hiring after reaching thisunstated quota. Theworkers
were assigned to segregated areas of theassembly plant and
inseparatebuildings, oneof whichwasabout amilefromthe
plant. AnaticleintheBdl Aircraft Newsof August 1944 praised
thework of about 250 blacksemployed inmeta fabrication,
presumably graduatesof thetraining program.

Handicapped workers. Bell wasmoreaccommodating
intheareacf employing handicappedworkers Thisposturemay
beattributedin part to thefact that James Carmichedl suffered
permanent injuriesfrom being hit by an automobilewhenhe
was in high school that required him to use canes and
occasionally awheelchair to get around. An elevator was
installed in B-2 so that Carmichael could get to hissecond-
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Kaiser Whitener (right), hired for his ability to fit in
small spaces, talks to plant visitors, ca. 1945.

floor office. After thewar, Carmichadl stated proudly thet the
company had employed some 1,700 handicapped persons,
including blind workerswho sorted rivetsrecovered fromthe
assembly plant floor by szeand other featuresusingmachines
andtheir hands.

Oneof themoreinteresting special hiresweresmall
adults, who were needed to work in thetight spacesin the
fuselage of the B-29. The Bell Aircraft Newsannouncedin
August 1943 that they werelooking for “true midgetswith
dender hipsand shoulders’ referring to proportiona dwarves,
or thosewithout skeletal dysplasias. Theemployment office
had already been canvassing carnivals, sideshows, and
circusesfor suchworkersfor this“important operation.”
BrothersKaiser and Robert Whitener, both of small stature,
wereamong thosehired for thework.

Building the B-29

Bdll Aircraft had set an ambitious schedulefor turning
outtheB-29. Thefirs planesweresupposed tobeddiveredin
September 1943, but it wasclear by thefall of 1942 that the
building would not even befinished until spring of the next
year. Thefirst Bell employeesweresent downfrom Buffaoin
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Tooling up for B-29 production in July 1943. Much of the building was still empty at this point, and the first plane

would not be completed for five more months.
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December 1942, and by February therewere
approximately 1,200 employeesonthepayroll,
ready to move into the plant when it was
completed. InMarch, the plant was considered
86 percent finished.

It was not until July 1943 that
production waseven underway a Government
Aircraft Plant 6. Thedelay wasnot entirely the
fault of Bell. Thedesignfor theB-29wasina
constant state of flux, with changesbeing made
on thefly and modifications madeto already
completed model sto maintain consstency inthe
fleet. Boeing'sWichitaplant did not deliver the
firgt production shipstotheArmy Air Forceuntil
about thetimethat productionwasbeginningin
Marietta. Bell engineers, who had been
devel oping thetooling equipment for the B-29,
did not seethefirst completed mode! until July
1943, when atest model XB-29 |anded at the
recently completed runwaysat MariettaArmy
Air Field, asit wasthen designated.



The project engineersfrom Bell werefirst locatedin
downtownAtlanta, thenmovedtoawing of theadministration
building. Since Boeing did al thedesignwork, theseyoung
engineers, many of them graduates of GeorgiaTech, mostly
dealt with small changesthat wererelated to assembly. These
“engineering deviations’ were carefully logged so that any
varaionsfromthesandard desgnwould beincorporated into
theplane' sservicerecord.

“Weweredoingnodesignwork at all,” said Thomas
Bockman, an electrical engineer a the plant. “We corrected
mistakes, taking careof littleflawswherethey had numbered
thewireswrong. The connectorswerenot theright Sze. They
didn’tfit.... That sort of thing.”

Mr. Bockman was an engineer, but like most of the
engineersat Bell, much of thework hewasdoing washblueprint
work and drafting. “You couldn't get anengineer today togoto
work asadraftaman,” Bockmansad. “[But] that wasthejobthat
wasopen.... All thegraduatesthat cameout of Techat that time,
eventheaeronauticd [engineers), weredl hired asdraftamen.”

TheB-29 required thousands of different blueprints,
and any changesin these had to be madeto all of the sets

Roll out of the first B-29, November 1943. With |
constructed largely by hand.
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available. Thiskept the Blueprint Control department busy
tracking the changesand making surethat every set of prints
was updated. The processwasfurther complicated by thefact
that the engineersused atechniqueknown asloft engineering
to producefull-scaleblueprintsthat wereconverted totemplates
in the shop. Thetemplateswere then used to fabricate the
partsthat were assembled into the B-29. Thisprocesswas
moretime consuming than fabricating from scaled drawings,
but produced more cong stent productsand madeit easier to
trainworkers, traitsimportant to Bell sinceit wasworking
withinexperienced workers.

Even thosewho had worked in aircraft construction
beforewereat adisadvantage with the B-29, sncenone had
yet been built when theseworkerswerebrought on. Fabricators
and machinigsstudied blueprintsfromBoeing tolearndl that
they could, then set towork building thejigs, setting up the
tooling and dies, and producing prototype partsto guidethe
assembly of thefirst models. Prior tothe B-29, most aircraft
assembly wasdone by hand, with each part being fabricated
oneat atimeand assembled to produce each plane. To meet
the huge demand, however, the B-29 wasto be manufactured

i
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developed, the first few aircraft



usnganassembly linemodd, smilar tothet used by automobile
manufacturers.

Themany modificationsnecessary tothedesign dowed
theset up of theproductionlines. Inorder to get thefirs planes
out thedoor, the early model swere generally constructed by
handintheold manner. Mariettad so beganto take ddivery of
partsfromthe Wichitaplant, rather than producetheir own.
Thisactudly created further problemswhen partswerefound
tobeincompatible. Bell complained that Boeingwasnot being
cooperativein supplying them with the necessary detailsof
the plane because they feared the competition from the other
companiesinthefuturemarket for largeaircraft production.

Thedelaysaggravated the Army Air Force, which
sought to cut Bell’s production quotas and shift important
suppliesand materidselsewhere. They dso pressured Bell to
abandon theloft engineering process. But Bell executives
|obbied hard to stick to the established methodsand schedule
for fear that more changeswould thregten theentire operation.

Theeffort paid off and Bell delivereditsfirst B-29to
theArmy inNovember 1943, severd monthsbehinditsinitia
productiontarget, but ahead of the December date agreed upon
incontract modifications. Still thereweresignificant problems
to overcome. Assembly lineproduction wasstill nearly ayear
away. Only 14 planeswere completed over the next four
months, al of them built by hand, with many partscoming
from other factories. TheArmy Air Forcehad agreed todlow
thefirst 29 unitsto be built without making ongoing design
changes, which meant that these planeshad to befrequently
returned for modifications. A report by theArmy Air Force's
Officeof Hlying Safety stated that the Bell-built B-29swere
“far below thestandardsrequired for aircraft usedin combat.”
Despitethisassessment, it should be noted that every plane
produced at the Mariettaplant wastest flown by Bell and the
Army Air Forcewithout acrash, and all were accepted for
ddivery.

ManagingtheBell bomber plantwasmorethenafull-time
job, requiringbeing on call 24 hoursaday. Omer Woodsonheld
thejob during thedifficult tooling-up period. Thepressuresof the
jobapparently becametoo much for him, and heleftinAugust
1944, just asproductionwashbeginning tomeset itsquotas.

Woodsonwasreplacedwith Carl Cover, aformer tes pilot
and manager at DouglasAircraft, who wasthen servingasa
colond intheArmy Air Force. Unfortunately, however, Cover’'s
tenurewascut shortinNovember 1944 whentheplanehewas
pilotingtoamesting at Wright Fieldin Dayton, Ohio, crashed,
killing him and another top employee, Max Stupar.
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Jmmy Carmichael, who had been serving asass stant
manager of the plant since July 1944, was named the new
manager. Although reaively young for suchajob, Carmiched
aready had experiencein palitics, business, contracting, and
legdl affairs. Hewaswell-liked and inspired confidence, and
perhaps of equal importance, hewasanative of Marietta.
Larry Bell told Carmichael that he was pleased that a
Southerner wasnow in chargeof theoperation. “ Thisishow it
should be,” hewrotein letter, “and | am surethefuturewill
proveitso.”

Carmiched proved to beacgpablemanager. Hequickly
learned thelingo of theengineersand machinistsinvolvedin
the B-29 production and trusted the department managersto
handlethetechnica issuesthat hedid not understand. Hetook
chargeonly whenthereweredelaysor problems, seeking out
the source of the problem and working out asolution. Even
before becoming the manager of the plant, Carmichael was
frequently found onthefloor of theassembly building, talking
tolineworkers, guiding guestsaround the plant, or urging
employeesto purchase government savingsbondsto support
thewar effort.

The production processwasfar more complex than
amply assembling abox full of partsto cresteafinished plane.
Althoughit was primarily an assembly plant, significant
amountsof fabricationwerecarried out at Government Aircraft
Plant 6. Thefabrication shop produced theframework and the
skinfor thefuselage, whichwere pieced together inthemain
subassembly bay in B-1. Partsfor the nose cone, center wing
assembly, and tail gunner’ ssection wered so fabricated and
assembled at the plant. Thewing sections, tail, and engines
camefrom other facilitiesand were shipped to Mariettavia
rallroad. Thesidetracksled directly into acovered areathat
waspart of B-1, although separated by abrick wall fromthe
mainassembly area. A truck loading dock wasa solocatedin
thenortheast corner of thebuilding.

Evenwith many of the partsaready assembled, thejob
was extremely complicated, sincethe B-29 wasby far the
most sophisticated airplane constructed to date. It required
over 40,000 partsand was held together with morethan one
millionrivets. Each rivet required thework of two peopleto
sink, with theriveter on onesideand the“bucker” on the
other. Thetwo had towork together, and because of thenoise
inthe plant, they communicated by radio headsets.

Thecomplex dectricd sysemsincluded milesof wires
al marked with different codesto identify them. Sincethe
planewas assembled in sections (nose, midsection, bomber



James Vinson Carmichael

James Vinson “ Jimmie” Carmichael
was a central figure in the development
and operation of Bell Aircraft’'s Marietta
plant and later Lockheed Aircraft
Corporation’s Georgia Division. As county
attorney for Cobb County, he was
instrumental in the process of securing land
for an airport for the county that later
became DobbinsAir Reserve Base, aswell
as having the foresight to acquire enough
land for industrial and military operations
that might be carried out there. When the
Army Air Force expressed interest in
locating an aircraft manufacturing facility
intheAtlantaarea, Carmichael worked with
county officials, the Atlanta Chamber of
Commerce, and the military to make Air
Force Plant 6 areality.

Carmichael was the son of afarmer
and merchant who operated a store in the
Log Cabin community of Cobb County
near Smyrna. The Atlanta Northern
Railway’s trolley line ran past the store,
and he rode the trolley to Marietta High
School. Just before his sixteenth birthday,
Carmichael was running across the road to
catch the trolley when he was struck by a
car and dragged down the road, severely
damaging his spinal cord and nearly taking
his life. He spent a year at home
rehabilitating and was eventually able to walk short distances using acane. At Bell, aspecial lift wasinstalled
in the B-2 administration building to carry him to his second floor office. Carmichael took his handicap in
stride, never letting it stand in the way of his goals, and he took great pride in the record of Bell in hiring
handicapped workers.

Carmichael was a gifted speaker and storyteller, and he was anatural |eader. He graduated from Emory
Law School inAtlantain 1933 and immediately opened a practicein Marietta. In 1936, heran for aseat in the
Georgia Legislature without opposition and served two terms. There he aligned himself with progressive
Democratslike EllisArnall, who opposed the anti-urban, provincialism of then-Governor Eugene Talmadge.
Carmichael led an investigation into graft and corruption in the state government and inspired a younger
generation of legislators to support increased government involvement in education, health, and internal
improvements.

In 1940 Carmichael retired from the Legislature to resume hislegal career. He continued to beinvolved
in palitics, stumping for EllisArnall and hel ping him to be elected Georgia's youngest governor in 1942. In that
same year, Carmichael and his law partner, Marietta Mayor Rip Blair, joined forces with Cobb County
Commissioner George H. McMillan to bring the Bell bomber plant to Marietta.

Carmichael was appointed legal counsel for Bell’s Marietta plant almost immediately, and played avital
role in smoothing out difficulties that arose in the process of building, staffing, and operating the plant. He
was frequently on the floor of the plant, guiding visitors around, encouraging his employees, and getting
first-hand information on problems on the assembly line. In the summer of 1944, he was appointed assistant
manager of the plant, then became manager in December after the death of Carl Cover.
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Production at Bell ran like
clockwork under Carmichael, and he
won praise from military officials for
the work donethere. By the summer of
1945, his name was being mentioned
as a potential candidate for governor,
since achangein the state constitution
prevented Arnall from running again.
When the plant closed down in 1945,
Carmichael returned to hislaw practice,
but was drawn into the governor’srace
by his friend Arnall, who was
determined to prevent Talmadge from
regaining power. In an election twist
similar to the presidential election of
2000, Carmichael won the popular vote,
but was defeated by Georgia's
equivalent of the Electoral College, the
county unit system, which gave the
rural counties more power in the / |
election. ) /4 a8

. Carmlch.ael returned t.o the Jimmy Carmichael (center) and future Lockheed president, Dan
business world in 1946, becoming an . : . .
Haughton (right), talking with an employee in the early days of

assistant to the president of Scripto, . LS
Inc., the Georgia-based makers of Lockheed's Georgia Division, ca. 1951.

writing instruments. In 1947, he

became president of the company. Under Carmichael, Scripto expanded overseas and became the world's
largest supplier of mechanical writing instruments, accounting for more than 70 percent of the mechanical
pencilsin the world.

When L ockheed was chosenin 1951 to reopen Air Force Plant 6 to refurbish B-29s and begin production
of the B-47, Carmichael was a natural choice to return as plant manager. He took a leave of absence from
Scripto to oversee the startup. After a year, he returned to Scripto and was replaced by Dan Haughton at
Lockheed. Carmichael continued to serve on the board of directors at Lockheed until his death in 1972.

Throughout hislife, Carmichael wasinvolved in civic affairs, social clubs, and philanthropic endeavors.
He donated his services as a consultant to the Department of the Army during the Korean War, and served on
anumber of government committees. He was atrustee of Emory University, president of itsalumni association,
president of the Cobb County Red Cross, secretary of the Blue Ridge Bar Association, and president of the
Marietta Kiwanis Club. He was also a member of the board of the Atlanta Art Association and the Atlanta
Music Festival Association.

Carmichael’slife was dedicated to expanding opportunities for those in the South that were willing to
take advantage of them. In a speech to the graduating class of Emory in 1950, he decried the “ despicable KKK
[and] the ravings of our demagogic politicians,” which stood in the way of efforts to raise the South’'s
economic, educational, and cultural position in the nation. He called on Georgia to develop a first-rate
education system with anationally recognized graduate program, to fund the art, literature and music, and to
raise the standard of living throughout the region by increasing the numbers of professionals and skilled
workers. “Let us assume full responsibility for our actions, and let us not be afraid to set ambitious goals
which, when achieved, will make us the equal of our fellow-man throughout the Nation and the World,” he
said. The graduates that day could certainly ook to James Carmichael as an example of how to live by those
words.
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bays, tail section), thewireswere
assembled in “harnesses’ that
grouped thewirestogether and
connected them to plugs that
werejoined when the sections
werebrought together. Thiswork
was usually done by women,
since it required dexterous
fingers.

The different sections
were assembled in their own
Subassembly area, eachof which
had itsown department number:
38forthewing section, 41for the
nose section, and so on. Within
thesedepartmentsweredifferent
sections, so people were
identified by their department/
section number, such as41-05.

As the sections of the
planewerecompleted, they were

SJbaSemny productlon of the B 29, ca. 1943 The nose sections can be seen to the

left. The fuselage sections are in the middle. The gap iswhere the wingswill go. The

tail sections are to the right.

then carried tothe main assembly lineby overhead cranes,  were delivered already assembled, but these had to be
capableof lifting upto 10 tons. The Wright R-3350 engines

"
b

Y

Therailroad bay on the north side of the building brought raw materlals and parts
for the B-29 into B-1, which were then distributed to the assembly areas, ca. 1951.
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incorporated into the nacell es, the pod-shaped structurethat

housedtheengine, then attached
totheplane. Thelanding gear,
wing assemblies, electronics,
pressure seals, doors, and
interior equipment al hadto be
added on the main assembly
line. As each part of the
process was completed, the
plane was inched forward
toward the giant doors at the
east end of the building where
itwas“rolled out” and acrossthe
tarmactothe paint shop (B-3).
Oncespot pantanddecds
were applied (theaircraft were
mostly left natural metal), the
planemovedtothefina assembly
building (B-4), whereit was
inspectedin painstaking detail,
firg by Bell andthenby theArmy
Air Force. If there were
problems, thesehad to beworked
out on the spot and the details



Two side-by-side lines of B-29sin final assembly in the B-1 main assembly bay, ca. 1945.

Newly completed B-29 aircraft are serviced on the tarmac outside the paint shop (B-3, in background), ca. 1944
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noted inthe plane'srecord. If all checked out, anArmy Air
Forcepilot flew the planeto itsdestination. The Army Air
Forcemaintained aflight wing at MariettaArmy Air Field for
that purpose.

By thefall of 1944, the production lineswereinfull
operation and B-29shegantoroll out the 300-foot-wideby 45-
foot-high hangar door a theeast end of thebuilding at arate of
about oneper day.

Bell had fine-tuned the assembly processto the point
that the cost of each plane continued to drop, so Carmichael
moved the contract with the government back to afixed cost
per planearrangement and encouraged thework forceto step
upitsproductiontoimprovethebottomline. The approach
worked, and by June 1945, arecord month for the plant, an
average of morethan two planesaday were accepted by the
ArmyAir Force.

Working at Bell

Former Bell employees expressed a sense of
camaraderieand accomplishment that camewithworking on
suchanimportant mission for thewar. Often, crewsonthe
productionlinesworked two shiftsinarow if they werebehind.
Posters, massmeetings, and articlesin the plant newspaper
frequently reminded workersthat their effort wasfor the
soldiers overseas, who were giving up and risking more
than they.

Bell aircraft employees gather around a piano at lunchtime to sing,ca. 1945.
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“They gaveittheral,” saysHarold Mintz, aforeman
whoworkedinsevera departmentsat Bell. “ Because someof
them had husbandsthat werefighting, they had brothers, they
had daddies. They weregiving everything they had. There
wasno holding back. That' show wewere ableto accomplish
what wedid.”

Throughout thewar, Bell employeestracked therecord
of their Marietta-built “ ships,” making heroesof the pilots
whoflew themand noting with pridetheir preferencefor Bell-
built planes. Oneof themost popular pilotswasMagor Jack R.
Millar, who flew the B-29 dubbed the* GeorgiaPeach” on
missionsinthe Pacific. Hisexploitsweredetalled inthe Bell
Aircraft News, and a1944 poster featuring Millar encouraged
Bell workersto“servetheAxismore ' Peaches.”” InAugust
1944, Millar visited the plant where his plane was built.
“Thumper,” another Georgia-built B-29, visted theplantin
August 1945. Thenoseof the planewaspainted with 40 bombs
to represent itsmissions, and 29 Japaneseflagsto represent
each enemy planedestroyed by itsgunners.

Not all of theemployee activitieswerewar related.
Despitethelong hoursand lengthy commutes, workersfound
time to engage in a number of social and recreational
diversons.

Among theearlies employeeorganizationswastheBell
Aircraft Employees Recreation Club, which sponsored sporting
teams musicd entertainment, games, and socid activities

Bowlinglesgues softhdll, baseball, and other team sports
werevery popular. Severa of the
baseball players had been
professond bl playersa onetime.
M. H."“Suga” Cain,aguardinthe
B-2building parking lot, hedpitched
seven yearsinthemajorsfor the
Philade phiaAthletics, theS. Louis
Browns andtheChicago WhiteSox.
Hehad beenamanager for ayearin
Annison, Alabama, befarecomingto
theplant. Hecouldn't completdly get
ridof thebug, though, andwhenthe
Birmingham Baronswereintown
to play the Atlanta Crackers, he
tried out for theteam.

During lunch breaks,
groupsgot together to sing songs,
both secular and religious. Those
withmusical abilitiesentertained



The desire to help the war effort inspired more
than just a strong work ethic at Bell. Employees
contributed significant amounts of their paycheck to
war bonds. A series of campaigns to encourage
investment were met with participation rates that
topped 95 percent on a regular basis. The average
contribution wasin the range of 10 percent of the total
payroll. To marshal support, the company held rallies,
invited war heroes and movie stars, and fostered good
old-fashioned competition between departments and
among other aircraft plants and companies involved
in the war industry.

In September 1943, Miss B-29, Patricia Ruth
Adams, and runner-up, June Blaxton, canvassed the
plant during second shift to encourage workersto sign
up for more savings bonds. Petty Officer Graham
Jackson went along and accompanied them on the
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Hollywood stars Ann Baxter and Douglas Fairbanks,
Jr., visit Air ForcePlant 6 for abond drive, April 1958.

piano when they sang for the crowds. Annabella, the one-named French wife of Tyrone Power, and June
Preisser, an actress and vaudeville star, were also on hand to drum up support.
The biggest star to stump for savings bonds at Bell was comedian Bob Hope, who performed on a stage

set up in front of one of the B-29s. Unfortunately, Hope's appearance came just one day after the company
learned of the death of its plant manager, Carl Cover, in an airplane crash. Hope's performance was more somber
than usual due to the occasion, but he still managed to entertain the large crowd that gathered for the show.
Lockheed Aircraft continued the bond rallies after moving into Air Force Plant 6 in 1951. With the Air
Forceasits primary client, investment in savings bonds was seen as away for employeesto invest in the future
of the company, aswell asthe future of the country. It also encouraged employeesto invest in their own future.
As with Bell, elaborate campaigns were launched periodically to sign up participants. These campaigns
apparently worked because in 1954, Lockheed's Georgia Division set a peacetime record for participation
among plants with more than 10,000 employees. More than 99 percent of employees at the Georgia Division

elected for the savings bond payroll deduction.

Investment had slipped by 1958, and in that year, movie stars Douglas Fairbanks, Jr., and Anne Baxter
were brought in to stump for the campaign. Lockheed’'s Georgia Division hoped to regain the top spot that it
had lost to L ockheed’s California Division the preceding year.

Posters urging employeestoinvestin U.S. Savings Bonds were afixture at Lockheed’'s Marietta plant for
many years. In 1968, the Georgia Division and its branch plants had a99.7 percent participation rate, with many

departments getting full participation.

by playing theguitar, banjo, or other instrumentsto add to
the fun. The recreation club supported this activity by
purchasing pianos and hymna sfor the participantsto use.
Ralph Thomas and Charlie Womack organized aquartet
to sing during lunch. Word spread and othersjoined in.
Soon there were 150 to 200 peopl e gathering on the steps
leading to Tunnel 2to sing songssuch as“WhentheRall
IsCalled Up Yonder” and “ AnywhereIsHome.” One of
the women who participated said that the gathering
substituted for church servicesthat had become hard to
attend. She said, “ By the time Sunday comes, so many
chores have piled up at homethat | hardly even get to
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church anymore. | always send the children to Sunday
School, but usually | stay hometo catch up with things.”
The recreation club also sponsored dances and
dinners, such as the appearance of big band star Louis
Primaat aspecial dance held at the Atlanta Municipal
Auditoriumin September 1944. The performance started
with asalute to Bell workersthat was broadcast on the
radio as part of the Victory Parade of Spotlight Bands,
then Primaand his orchestraplayed until 11:30 p.m. for
thefall dance. A section of the auditorium was* set aside”
for black workerswho wished to attend. The second shift
was treated to its own dance from 2:30-6:00 am., with



entertainment by bandleader Lang Thompson, who also
happened to bean employeeof theplant.

The Bell Era Comes to a Close

Inthe summer of 1945, Bell began to scale back its
workforcein anticipation of the Japanese surrender, but
the Superfortresses continued to be delivered to theArmy
Air Force at arate of about 60 per month through July. In
al, 668 B-29sfrom Mariettawere put into servicein the
Pacific Theater. Although this number was considerably
less than the two Boeing plants, it was more than was
produced by the Martin Company in Omaha, and all the
production was accomplished injust two-and-a-half years
from groundbreaking for the plant. The sheer number of
B-29sthat were able to pound the Japanese was critical in
theAllied victory, notwithstanding the two Superfortresses
(both built by Martin at its Omaha, Nebraska, plant) that
dropped the atomic bombs on Hiroshimaand Nagasaki.

j
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Floor of B-lybUiIdig cvered

With surpfl'us machinery from ﬁbrld
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The last issue of the Bell Aircraft News was
published onAugust 31, 1945, and apicture on thefront
page showed abox full of the 5,600 employee badges that
had been collected. Some employeeskept the col or-coded
badgesassouvenirs. All werejustifiably proud of thework
that they had doneand their contribution to thewar effort.

A few employees stayed on at the plant into 1946,
doing cleanup duty, finalizing records, and disposing of
surplusequipment; then the hugefacility wasidled. Many
other military Sitesaround the country were sold assurplus
after thewar, but the government decided to hold onto the
bomber plant and the associated airfield. Thedifficulty of
finding abuyer for such ahugefacility may havefigured
into the decision.

Although it must have been pretty quiet compared
to the dayswhen more than 28,000 people were at work
there, the facility was not completely abandoned. The
massive covered storage provided by B-1wasusedto store
large manufacturing machinery from Bell and other plants

v
War |I, ca. 1951.
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that wereto be sold assurplus or scrapped. The Tumpane
Company, which had similar operationsaround theworld,
oversaw thisfunction. They were also charged with
keeping the buildingin operating condition. George Carson,
who had worked asafacilitiesengineer at Bell, workedin
asimilar capacity for Tumpane and hired many former
Bell workers. Infiveyears, thefirst officialsof Lockheed
to check out the plant would find the floor nearly covered
with the equipmen.

The assembly building also briefly housed a
manufactured home company, while part of the B-2
administration building was occupied by the Veterans
Administration after the war. The runways and the
buildings associated with MariettaArmy Air Field were
used by three groups of the GeorgiaAir National Guard
starting in 1946. In 1948, following the separation of the
Air Forcefrom the Army, the base became MariettaAir
Force Base, with its primary mission being Air Force
Reserve training. The 94" Bombardment Wing was
established therein 1949. In 1950, it wasrenamed Dobbins
Air Force Basein honor of Captain Charles Dobbins, a
Mariettanative and pilot shot downin World War 11.

There were many skepticsat the beginning of the
project who questioned if an endeavor as complicated as

Women working on an el ectrical assembly, ca. 1952.
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producing hundreds of sophisticated aircraft could be
carried out by Southern workers. Although there were
bumpsintheroad, Mariettansand Georgiansfromal parts
of the state had proven the skeptics wrong. The Bell
bomber plant had been asuccess, and it iscredited with
providing moreimpetusfor the development of the New
South than hundreds of stump speeches and short-term
efforts to bring manufacturing to the South. As plant
manager James Carmichael pointed out to the Atlanta
Journal in September 1945, Bell had given tens of
thousands of Georgiansskillsthat they did not have before
and had left an“army of valuableworkersasaninvitation
toprogress.” Certainly Mariettaand Cobb County would
never bethe same.

Thereremained, however, the problem of how to
put the massive facility to usein peacetime. The Cold
War with the Soviet Union would prove that the peace
achieved in World War |1 was afleeting one, and that
Mariettawould once again be called upon to serveits
country by producing military aircraft to be used around
theworld inthe cause of freedom.
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Jimmy Carmichael addresses employees at the second all-plant assembly, September 1951.



CHAPTER Two

A New Life for Government Aircraft Plant 6 (1946-1961)

Marietta Copes with the Loss of Bell

When thelast workers|eft the Bell bomber plantin
1946, they must havefelt that it would bealong time before
such afacility wasneeded again. They had hel ped makethe
world*“ Safefor Democracy,” and most weremorethan happy
to settleintonorma lives.

With new skillsand money from veteransprograms,
savingsbonds, andlong hoursworked during thewar, many
former Bell employeesfoundwork inMariettaand theAtlanta
metropolitan area. Former plant manager, Jmmy Carmiched,
andhisoldlaw partner and Mariettamayor, Rip Blair, opened
anaduminumfurniturefactory intheold Brumby Charr Works
inMariettato providejobsfor former aircraft workers. Bell
Aircraft managersand engineerswho had rlocated to Marietta
from Buffal o and the Midwest found the hospitality and the
climatetotheir liking and decided not to move back north.
They went towork for congruction contractors machineshops,
automobileservices, and companiessupplying consumer goods
tothemore prosperous Southernersthat werereturning home
fromthewar.

Although someformer Bell workersstruggled tofind
jobsthat provided for them aswell asBell, the anticipated
unemployment crisisdid not materidize. Many of thewomen
got married or returned to domestic dutiesand Sarted families.
Severd amdll factorieswereestablishedin Cobb County during
or immediately after thewar that provided jobsaswell. In
1950, fiveyearsafter thelayoff of some 15,000 workers, the
population of Mariettawasstill morethan doublewhat it had
been beforethewar, and the popul ation of Cobb County had
increased morethan 60 percent.

Inorder to keep upwith thisrapid growth, Cobb County
officiaspushed ahead with programsto paveroads, upgrade
utility services, and build schools. These projectswere
financed primarily through bonds and revenue certificates
issued against future receipts. In 1946 the county voters
approved aprogramto paveover 100 milesof rurd roads, and
between 1946 and 1960, the county invested more than $5
millionintoimproving water and sewer infrastructure. The
county school system before World War 11 waswoefully
underfinanced. In 1952, threenew high schoolsopenedinthe
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county. The Marietta school system added three new
elementary schoolsinthe 1950s.

MariettaMayor Rip Blair had proved during the Bell
yearsthat he could manage city servicesto keep upwiththe
increased demand, but his style had been ol d-fashioned.
Mariettawasstill being runlikeasmall town. The mayor
wielded considerable power and worked through anetwork of
trusted friendsand associatesto get thingsdone. Hecouldaso
beaggressive and combative with thosewho disagreed with
him—inshort, apoliticianinthe“good ole boy” tradition.
Mariettavotersousted himin 1947 infavor of Sam\Welsch, a
moreretiring politician, who promised to appoint acity
manager and adopt amoreresponsive, open government.

The Cold War Heats Up

As former Bell workers were settling into their
peacetimelives, troubleloomed on the horizon. The Soviet
Union had beenandly inthefight againgt totditarianism, but
it became clear even beforetheend of thewar that the Soviet
leadership had imperidigsticdesignsof itsown. Thewar onthe
Eastern Front had allowed the Soviet Union to set up
communist governmentsin Eastern European countries, and
inthe settlement agreed to at the Potsdam Conference, they
wereableto maintain control of most of theterritory that they
occupied. In addition, they continued to underminethe
governments of their weaker neighbors and attempted to
establish Soviet-backed governmentsin those countries.

By 1947, President Truman and his advisors had
concluded that U.S. security and economic interestswere
dependent on preventing the spread of communism. The
Truman Doctrine, asit cameto beknown, wastested by the
BerlinCrisgsof 1948.

After World Wear 1, control of Germany wasdivided
among thefour mainAllied powers, withtheU.S,, France,
Britain, andthe Soviet Union each governing oneof four zones.
Thecapita of Berlinwaswithinthe Soviet controlled space,
andwaslikewisedivided. The Sovietshad promisedtoalow
access to the western part of the city, but by 1948, had
completely cut off access, hoping to bring theentirecity under
communistrule.



WiththeU.S. anditsdliesunwillingtorisk openwarfare
withthe powerful Sovietsby attempting to supply West Berlin
over land through Soviet-controlledterritory, Lt. Generd Albert
Wedermeyer suggested an audacious plan to supply the
besieged city by air. General Lucius Clay, who had helped
guidethesdection of Mariettaasthesteof Air ForcePlant 6,
wasthemilitary governor of theU.S. controlled portion of
Germany and was skeptical that such an effort could be
successful. Nevertheless, once it had been determined to
attempt the Herculean task, Clay wasinstrumental inits
success.

Heavily laden cargo planeslandedinWest Berlinat a
rate of oneevery 3 minutesaround the clock, and the Soviet
Unionfinally acquiesced and dlowed land access. Thewestern
part of thecity remained under western control until thefal of
theBerlinWall in 1989. For hisroleinthe BerlinAirlift, as
well asfor bringing the Bell bomber plant, LuciusClay was
honored with aparadein Mariettaon May 26, 1949, which
wasdeclared Clay Day.

Theairlift wasasmall victory, however, asthe Soviet
Union continued to support the spread of communisminother
countries. In 1949, they detonated their first atomic bomb,
Setting up thelong period of military buildup and diplomeatic
gamesmanship known asthe Cold War.

Government Aircraft Plant 6 Gets a
New Tenant

When communist troopsfrom North Koreainvaded
South K orea, the U.S. was compelled to act to prevent the
further goread of communism. With U.S ad, the South K oreans
wereableto drivethe North Korean army back, but thewar
became astdemate when the Chinesecametotheassistance
of NorthKorea

Among theunitsassgnedto activeduty intheK orean
War wasthe 94" Bombardment Wing from DobbinsAir Force
Base(AFB), whichwasequipped with DouglasB-26 Invaders.
DobbinsAFB sarved primarily asatraning Stefor theGeorgia
AirNationd GuardandAir Force Reserveduringthewar, and
anumber of new facilitieswere congtructed a thebaseduring
that time. TheAir Forceserved ashost of thefacility, providing
flight support for theairfield, whichwasshared by Government
Aircraft Plant 6, DobbinsAFB, and later, AtlantaNava Air
Station.

To carry out bombing raidsin Korea, theAir Force
(whichwascreated asaseparate military departmentin 1947)
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needed toreactivateitsbomber inventory. The B-47 Stratojet,
along-range, j et-powered bomber, wasinthedesign tagesat
Boeing, but it would be some time before it would be
operationa. Although thousands of B-29swerebuilt, many
had been lost to accidents or had been severely damaged
during their Pacific missions. Theonesthat could still fly had
been shipped to the PyoteAir Force Station in Texas, where
they werestoredinthe hot desert sun. Thosethat wereinthe
worgt conditionweredaily being scrapped for metd and parts.
Thedry climatediscouraged rust, but it dso dried out gaskets
andleft ssndinthecracksand crevices. TheAir Forcedecided
torefurbishasmany of these planesaspossibleand put them
into servicein Koreaand the Far East.

Several companies and several sites were under
consderationfor thisproject, but eventually thenod went to
Lockheed Aircraft Corporation of Burbank, Cdifornia, which
wasto carry out thework at Government Aircraft Plant 6in
Marietta Larry Bell wasreportedly heartbroken at not getting
the plant back for hiscompany. TheAir Forcemay havehad
questionsabout B’ sahilitiesafter thesheky start during\World
War I1, but Lockheed'sexperiencewiththe B-17 during the
war wasmorelikely thereason for thechoice. TheB-17was
condiructed under ajoint agreement between Boeing, Douglas,
and Lockheed'sVegaDivison. A Smilar arrangement wasto
be used for the production of Boeing’sB-47, and L ockheed
had aproven track record with such an arrangement.

It wasannounced on January 4, 1951, that L ockheed
would betaking over operation of Government Aircraft Plant
6, with their first task to refurbish and update the B-29sfor
activeservice. They also hoped to eventually turn out new
modelshuilt entirdly inMarietta.

LockhesdAircraft Corporationwasfounded by Allanand
Malcolm Lougheadin1913whenthey built asegplaneintheir
garagein Cdlifornia. They renamed the company toamore
phoneticspdling of tharr nametomakeit easier to pronounce, and
later had their surnamelegally changed to Lockheed. The
company went bankrupt in 1932 after ahogtiletakeoverin 1929
andtheDepressonthat immediatdy followed. Thecompany was
purchased a auction for $40,000 by Robert Grossand afew
assodaes Grossturned thecompany aroundwithinafew years,
developing the Electra series of planes that were used as
commercid arcraft. Amilitary verson, theHudson Bomber, was
quickly developed ontheeveof World War [1, and theBritish
ordered 200 of theplanes, withapromiseto buy upto SOmoreif
they could beddivered by December 1939. It wasoneof the
largest aircraft ordersto date and hel ped revivethe company.



Jimmy Carmichael was
lured away from Scripto
Company to be the general
manager of the plant, taking a
leave of absenceaspresident of
the company. Although hewas
reluctant totakethejob at firgt,
he agreed when hewastold by
theAir Forcethat thiswould be
the best way that he could serve
his country. Because he had
maintained many of hiscontacts
fromthe Bell bomber days, he
was able to hire back
experienced personnel that had
workedfor himinthosedays.

Lockheed sent 150 of its
Burbank employees to work
under Carmichael at its new
GeorgiaDivison (alsoreferred
toasGELAC). Danidl J. Haughton, an Alabamanativewho
had joined L ockheedinthelate 1930s, wasgppointed assstant
general manager. Hewasarigorous but respected manager
andad osefriend of Robert Gross' brother, Courtlandt. Another
important member of theteamwasA. Carl Kotchian, assstant
director of financid operations. Both Haughton and Kotchian
wereto play major rolesinthefuture successof Lockheed.

e
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B-27, Material and Fabrication Building, November 1986.

lJin‘1my barmi cha (right) talks to two employees while Dan Haughton, Atlanta
Alderman and Atlanta Aero Club President Jesse Draper, and Atlanta Mayor William
B. Hartsfield look on, ca. 1952.
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Beforeany work could begin, however, it wasnecessary
toremoved|l thesurplusmachinetool sthat weretheninsorage
atheplant. Themilitary buildupthat accompanied theKorean
conflict created ademand for themachinery, which had been
“pickled” in oil to prevent rust and other damage. The
Tumpane Company beganto pull theeguipment fromthefloor
of B-1viatheoverhead cranesand carry ittoacleaning area
where it was prepared for
shipment viarail and truck to
companiesthat orderedit. Some
of themachinery wassdected by
Lockheed to useintheir B-29
refurbishing project. Twolarge
warehousebuildings, designated
B-27 and B-28, also were
constructed by the Corps of
Engineerstotemporarily Sorethe
material until it wasdisposed of.
Thelast machinery wascleared
fromthefloor inearly 1952—one
year after the project began.

Eventhoughthebuildings
weredready inplace, thetask of
reopening the plant was a
massive one. Just asin 1943,
employeesneeded to behired,




equipment purchased, neglected
buildingsand infrastructureremodeled or
replaced, and tooling devel oped for the
task at hand.

Remodeling and painting were
doneevenaswork got underway. Insome
departments, a scattering of desks
occupied large expanses of unused
space. A temporary employment office
wasaso setupinHead House 1, withan
officelater set upinAtlantaas Bell had
done, to process applications and
interview prospective employees. Many
former Bell employees|eft their jobsto
return to work in the aircraft industry.
Lockheed had access to the 70,000
employee personnel filesaccumulated by
Bell. Those with previous experience
with the B-29 moved quickly to | Desk workers in the Inspection Records Department go about their jobs
supervisory roles, while new employees | whileremodeling goeson around themin the mezzanine of the B-1 building,
wereenrolledintraining classes at the || August 1951.

V\br kersin blueprint control just a few monthsafter the plant reopening, May 1951. Notice the shuffleboard
lines on the floor, probably left over from the Bell days.
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Personnel Records File unit, December 1951. The records of about 70,000 Bell Aircraft
employees, seen in the background, were available to Lockheed when it moved in.
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plant or at other sites. By July 1951, as many as 2,000
peopleweregpplying each week at theAtlantaemployment
office. By theend of thefirst year there were 10,700
employeesat theplant.

Lockheed Georgia Division Programs at
Government Aircraft Plant 6 (1951-1961)

During itsfirst decade of operation, Lockheed’s
GeorgiaDivision moved from updating worn-out World
War |1 prop-driven bombersto building the next generation
of jet bombersand cargo aircraft for theAir Force. Asits
revenuesincreased, the company expanded into areas of
nuclear research, experimental aircraft, and materials
testing and devel opment.

By thetime President John F. Kennedy took office
in January 1961, the Cold War had escal ated into anerve-
racking battle of wills, and military spending had poured
millionsof dollarsinto theregion, assuring astrong future
for Mariettaand Cobb County asamilitary-industria center.

The B-29 Returns Home to Marietta

AtthePyoteAir Force Station in Texas, Lockheed
selected 120 planesfor refurbishing, and after checking their
systemsand componentsfor airworthiness, ateam of pilots
flew them back to Mariettaone by one over the course of a
year. Theflightswereoftenwhite-knuckleridesfor thecrews,
astheenginesfrequently leaked oil or overheated, anditwas
necessary toland for emergency repairs. Eventualy, thecrews
in Texasremoved theold enginesand shipped themviarail to
Marietta, whiletemporary “dave’ engineswereput onthe B-
29sfor thereturnflight.

OnceonthegroundinMarietta, theplaneswerecleaned
off onthewash ramp and moved into B-1 to be dismantled.
Individua partsfrom oxygen tankstoinstrument panelswere
cleaned, inspected, repaired or replaced. Electronicsand other
equipment often needed to be updated with newer technol ogy.

Thefirst B-29 delivered to the plant, dubbed “ Early
Bird,” was nearing completion by September 1951, andthe
last of the planescaledfor intheorigina contract withtheAir
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Forcewerecompleted ayear later. A second contract for more
modified B-29skept that project moving until January 1953.
The B-29 program provided invaluable training for the
operativesat Government Aircraft Plant 6.

The B-47 Brings the Jet Age to Marietta

Almogtimmediately after Government Aircraft Plant 6
reopened, L ockheed announced thet it would bemanufacturing
the B-47 Stratojet, aturboj et-powered medium rangebomber.
LiketheB-29, the planewasdesigned by Boeing, but wasto
bebuilt under acooperaiveagreement with Boeing, Lockheed,
and DouglasAircraft Corporation.

TheB-47 wasabout thesamesizeasthe B-29, but was
heavier and could fly much higher and faster. Thistype of
bomber was seen ascritical tothe Cold War strategic strike
force. Thesix-engine, swept-wing bomber had arangeof up
03,000 milesand top speed of 600 milesper hour. Thiswould
dlow ittotakeoff fromremotemilitary basesand srikeinterior
targetsin the Soviet Union, or reach hot spotsin the Third

B-47 Sratojet, ca. 1953.

Worldonshort notice. And, becauseit could fly at 40,000 fet,
it would be ableto avoid heavy weeather and antiaircraft fire.

L ockheed began expanding itsworkforcefor B-47
productioninthefdl of 1951, doublingthenumber of employess
by March 1952. At peak production, whichwould not occur
until 1953, it wasexpected that 25,000 peoplewould beworking
initsGeorgiaDivison, about 40 percent of thetotal number of
manufacturingjobsinal of Fulton, DeKaband Cobb counties
in1951.

Tospeed upthelearning curveon the production of the
B-47, Lockheed sent some skilled workersfromits B-29
program—tool and dieinspectors, jig andfixturefabricators,
andmechanics—for trainingin Wichita, Kansas whereBoeing
wasal ready turning out B-47s. Boeing wasin need of skilled
workers, soit wasawin-wingtuationfor both companies.

In additiontoworkers, the B-47 program created the
need for new facilities. Thetwolargest projectswereaflight
line hanger (B-25) and an associated el ectronicsbuilding (B-
24) constructed in 1952. These werelocated south of the
runways and opposite the main buildings of Government




Aircraft Plant 6intheareaknown asthe Operationsor Hight
LineArea. Thehanger wasoneof thefinest of itskindinthe
country, with massive center columnsthat supported the
cantilevered roof. Thedoorscould swing completely opento
accommodate thelargest aircraft. Therunwayswere also
expandedin 1952, and new wellsweredug for anemergency
water supply.

TheAir Forcewanted delivery of thefirst B-47 from
L ockhesd by February 1953, butinthesummer of 1952, Georgia
Divisonsetagoal tobe“IntotheBluein‘52.” Thiswasan
aggressive goal, sincethe project was behind schedulein
December 1951 and production did not beginuntil early 1952.

By April 1952, thejigstohold the B-47 framework for
subassembly were moved to theassembly line and thefirst
sections of the planewere being built. Thejigshad to be
congtructed to precisetolerancesso that every piecewouldfit

exactly and | the piecesfrom different planeswerethesame
9ze. Someof thecomponents, suchasthewing andtail sections
of theplane, arrived by train and truck from other plants. The
B-47 cockpit was stuffed with equipment, dials, and levers,
making the production difficult. Each part of theplanehad to
beassembled inaparticular order to ensure an accuratefit.

By May, thesubassembliesof theplaneweresprouting
onthefloor of B-1likemushrooms Thesamemonth, the Joint
Chiefsof Staff announced that the B-47 wasthemilitary’stop
priority projectinal branchesof theservice. Thisassuredthe
company that it would not likely face delaysin obtaining
materiasor getting approvals.

TheB-47 contract wasone of thefirst to useaCost
PlusIncentive Fee structure, which allowed the company to
keep profits generated by reducing costs. Dan Haughton
convinced theL ockheed board to alow someof thismoney to

@3 el sl B oy
B-47 subassembly areas. The nose sections are on the right. The office on stiltsin the left foreground was suggested
by an employee as a way to expand the work space. It is built over a stairwell where the floor could not be used.
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B-47 Sratojets undergoing final assembly in the

go to the floor managers as bonuses. He believed that an
incentive for keeping costs down would improve job
performance. Theincentiveworked wonderfully, and about
$200 million of the$750 million contract pricewasreturnedto
Lockheed.

Thefirst B-47B assembled at Government Aircraft
Plant 6took off fromthe Mariettafacility in December 1952,
meeting the company’s internal goals and beating the
contractual delivery date by two months TheB-47B wasthe
first operational verson of theB-47, and Lockheed- Georgia
produced eight of these planes, primarily from assembled parts
from other facilities.

Evenbeforethefirst B-47Bswereddivered, however,
theAir Force contracted for more planes, which wereto be
produced in-houseat Government Aircraft Plant 6. Thefirgt of
thesewasrolled outinApril 1953. Theseimproved versions,
the B-47Es, were produced in blocksthat werethen returned
to the plant for modificationsseveral times. Inspection and
Replace asNecessary (IRAN) modificationswere conducted

B-1 building, ca. 1953.
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fromAugust 1954 until January 1957 to bring theplanesupto
dateand conduct routine maintenance.

With theMod-IRAN program, L ockheed now had
three production lineson thefloor of B-1, and it became
necessary to install ahanger door at the west end of the
building in order to get all the planes out. Prior to this
time, dl rollouts had been through the origina hanger doors
ontheeast end of the building.

Oneof themajor modificationsto the B-47 involved
attaching external fuel tanks under thewingsto increase
the plane’srange. Asmany as seven planesaday had the
extratanksattached at Government Aircraft Plant 6. They
wereflowninfrom their deployment locations, modified,
and flown back the next day.

Althoughrumorsof theplant closing circulatedinthe
goring of 1953, and somelayoffsdid occur asordersfor the B-
47 werefilled, production continued on the bomber at
Government Aircraft Plant 6 through December 1957, when
thelast of 386 B-47Esrolled off theassembly line.



The C-130 Begins a Half Century of Service

Whilethe B-47 fulfilled the Air Force'sneed for a
strategic bomber that would be effectivein thenuclear age,
the BerlinAirlift and K oreaillustrated the problemsof supply
andtroop transport inthe Cold War. Sinceall-out war would
resultintotal destruction, world dominancewould beplayed
out intactical movementsof ground forcestotroublespotsin
avaiety of locations. Previoudy, combat ar support and supply
transport had largely been separated. TheBerlinairliftledto
the notion that sometimesthe non-lethal formsof airpower
could directly achieve national objectives. The K orean War
had shown that atransport aircraft was needed that was
reliable, versatile, and designed to operate in hostile
environments. TheAir Forcethusasked for aproposd for an
arrcraft that could take off from and land on short, unprepared
runways even with one engineinoperable, carry transport
vehiclesand other large cargo, and fly high enough and fast
enough to be used for combat Situations.

L ockheed submitted aproposal for thispracticd, four-
engineturboprop transport that becameits most enduring
product—the C-130 Hercules, affectionately caledthe” Herk”
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or “Herky-Bird.” Thedesign featured highwingsto avoid
obstaclesand facilitate rough landings, and awide, low-
slung fuselage with aramp at the rear for rapid loading
and unloading of vehicles and cargo. Its turboprop
powerplant, where ajet engineturnsapropeller, allowed
for short takeoffsand rapid climbs.
TheHerculeswasdesigned a thecompany’sBurbank
headquarters, and drew rebuke from the company’s star
designer Kelly Johnson, known for his high-performance
arcraft designs. Perhgpsworking with the®rock stars’ of the
arcraft world had spoiled him to theyeoman qualitiesof the
design, but the C-130 proved to be one of themost reliable,
versdtile, and inexpensive planesever to operate. It would be
produced in 70 variantsfor all kindsof missions, including
scientific exploration, rescue, firefighting, airlift, paratrooper
assaults, anditshasi ¢ purpose: troop and material transport.
TheAir Forceawarded the contract for the C-130to
LockheedinJduly 1951. Theprototypeswerebuilt and tested &
the Burbank facility, but Courtlandt and Robert Grossboth
visited the Mariettafacility inthe months after the contract
award, and realized the Mariettafacility could handlethe
production. The success of the B-47 program no doubt

ery ird he World: Royal Australian Air Force C-130A drops‘ﬁay in nbrtﬁv‘véét New Séuth Wales to sheep

stranded by floodwaters, ca. 1976.
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influenced Lockhead sdecisonin
October 1952tobuildtheC-130
cagoplaneinMarietta

Although not as
glamorous a project as the
Stratojet, the C-130would prove
tobethelifeblood of Lockheed's
GeorgiaDivison. Thefifthmgor
versonof thearcraft, the C-130J,
isdtill being builtinMarietta. Its
S0yearsof serviceand continued
production is a remarkable
achievement for any type of
arcraft.

Becauseadl aspectsof the
production of the C-130 wereto
occur in Marietta, from
fabricationtofina assembly, as
well ason-going engineering, the
project staff was moved from

Californiato Georgia. The move marked the beginning of
L ockheed as a permanent, self-sustaining presence at
Government Aircraft Plant 6, which wasrenamed Air Force

Plant 6in1956.
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Governor Marvin Griffin Er)'r'eaks a bottle of Chattahoochee River water on the first
C-130torall out of B-1, while Dan Haughton and Colonel Edward McRae, Jr., look
on, March 1955.

C-130 production line, June 1959. éérly 2,300 C-130s, infive maj o vers-i ons, have

rolled out thedoorsat Air Force Plant 6 and arein servicein morethan 60 countries.

Asthe number of B-47scoming off thelinebeganto
decreasein 1953, productionwasrampinguponthe C-130.A
full-szed wooden mock-up of the planewas shipped by boat

from Cdiforniato Savannah, and then trucked in piecesto

37

Mariettawithmuchfanfaredong
theway. Themock upwasused
tofine-tunethedesign and test
new dementsfor fitandfunction
beforethey were produced.

By the summer of 1953,
theengineering, planning, andjig
andfixtureswork wasunderway
for thenew cargo plane. Project
engineering took up residencein
themezzanineof B-1, whichis
over theassambly floor. After the
drawingswere perfected, the
blueprints were taken to the
engineering planning
department, which carried out
the complicated task of
determining the manufacturing
and assembly sequence,
ordering thetools needed, and
creating the layout of the
assembly floor. The planning



department’s orders then went to the various specialized
departments that designed and built thetools, jigs, and
fixturesthat wererequired to build the actual production
arrcraft.

Thefirg production C-130rolled out of B-1Assembly
inMarch 1955. GeorgiaGovernor Mavin Griffinwasonhand
for thefestivities, breaking abottle of Chattahoochee River
water onthenoseto christentheship. Lockheed receivedfive
separateordersfor C-130sbeforethefirst operationa planes
weredelivered to Ardmore AFB, Oklahoma, in December
1956. With the B-47 work being phased out, the C-130
production linewas expanded.

The C-130B, with improved propellers and
additional gastanksfor greater range, was devel oped and
tested at Mariettabeginning in 1957. Thefirst test flight
wasin November 1958. A larger “stretched” version of
the Hercules, dubbed Super Hercules, wasannouncedin

1959. Thelarger version C-130 was capable of crossing
the Pacific Ocean non-stop with a32,000-pound payload.

Inthelate 1950sand early 1960s, the C-130A and
C-130B wereput into servicewith Tactical Air Command
of theU.S. Air Force, U.S. Air Forcesin Europe, and the
U.S. Coast Guard. Herks performed such diversemissions
asquelling riotsin Congo, delivering cattleto orphansin
Korea, and carrying crews and materialsto the Florida
Keystorepair the Overseas Highway that was damaged
by hurricane Donnain 1960.

Specially modified “ Ski-130s” with one-ton skis
attached to the landing gear were delivered in February
1959. In 1960, they were put to good use shuttling 400
tons of suppliesto the South Pole Station and rescuing an
Eskimo boy near the North Pole.

The C-130 also drew the attention of military
buyersfrom anumber of foreign governments, many of
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Ford Motr Comp;ny JetSar inxbroduction, ca. 196(5. Many JetSars were sold in advance and the name of the
customer was placed on the side on the assembly line. A sign on one of these special ordersreminded workers that
future orders from that company depended on the quality of their work.

whom visited Air Force Plant 6 to check out the aircraft.
Thefirst of these countries to purchase C-130s was
Augtralia, which ordered 12 C-130Asin 1957 for the Roya
Australian Air Force. Thefirst of thesewas delivered in
November 1958. In 1960, L ockheed delivered C-130Bs
built at Air Force Plant 6 to the Indonesian Air Forceand
Royal CanadianAlir Force, thefirst of many C-130B orders
to countriesaround theworld.

JetSar

In 1957, Lockheed began production and sales of
the JetStar utility transport, ajet-engine passenger aircraft
developed in Burbank in response to anticipated military
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and commercial needs. At the same time, McDonnell
Aircraft Corporationwas developing asimilar aircraft, the
Model 119A. Executiveswith large national corporations
relied increasingly on air travel to manage their
operations, and L ockheed expected the 10-passenger
JetStar to satisfy the needs of executivetravelers. Sixteen
of theaircraft weresold to the U.S. Air Force, and Lyndon
Johnson used one asAir Force One, or Air Force One-
Half, ashe called it. However, most of the 200 or so of
these planes built at the Marietta plant were sold to
commercia customers. Continental Can Company ordered
seven JetStarsin 1959. Ford Motor Company, Corning
Glass Company, and Hercules Powder Company also
purchased JetStars.



Eight-plane modification hangar, B-54, ca. 1958.

New Construction Continues at Air Force Plant 6

With C-130sheing put into serviceand B-47sreturning
for modificationsin thelate 1950s, improvements were
necessary to thefacilitiesat the newly designated Air Force
Plant 6. An eight-plane modification hangar (B-54) was
congtructedin 1956 and featured an unusuia stedl exoskeleton
that al owed thewallstobe suspended, maximizingtheinternd
space. It also featured specia portson theroof resembling
dormersthat could accommodatethe 138-foot hightailsof the
C-130.Als0in 1956, theeast-west runway shared by Air Force
Plant 6 and DobbinsAFB waswidened and thickened in order
toaccommodateany aircraftintheAir Forcefledt.

A new avionics (aviation electronics) laboratory was
completedin 1960. Thetwo-gtory building (B-64) waslocated
onaneight-acrestenortheast of themain assembly building
that included outdoor rangesfor modd antennatestsand towers
for rotating scale models. Thefacility was designed for
research and devel opment of antennae, radomes, and other
electronic devicesfor agronautics.

Diversfication Expands Lockheed's Role

L ockheed sGeorgiaDivison posted arecord sdlesyear
in 1954, and all its programswere on schedule and under
budget. With reassurancesfromtheAir Forcethat it had long-
term plansfor production a the plant, L ockheed was confident
enoughto expanditsprogramsoutsideof Air ForcePlant 6.

In1955, L ockheed purchased 140 acreson thesouthwest
sdeof therunway between the OperationsAreaand Atlanta
Road, which bordered DobbinsAFB land onthewest. The
following year, thecompany announced plansfor a$7.5million
research and development building onthenewly acquired land.
Thebuildingwould housedesignengineering and test fadilities
that woul d beowned and operated by L ockheed to support its
overd| operationsat Air Force Plant 6.

L ockheed d so purchased about 10,000 acresin Dawson
County, Georgia(which subsequently were deeded back tothe
date), ome45milesnortheast of Marietta, for anudeer laboratory
that would bebuilt with Air Forcefunds. The GeorgiaNucl ear
L aboratory (GNL) openedin 1958 and devel oped smdll nucleer



reectorstobeused for ressarchand power generationfor specific
gpplications Thefirg such generator wassaldtotheUniversity of
Texasa AudininOctober 1958.1n1959, GNL ddliveredacompact
reector, cpableof fudingindugtrid operationsor 2,000 homes,
thet couldbepdletized andloaded onaC-130inlessthananhour.

Duringthelate 1950s, L ockheed' sGeorgiaDivisonaso
entered thefield of missileground support, producing specid
purposetrailers, palets, dollies, and machineparts, aswell as
Subassembly arcraft and missilestructuresfor other companies

Cutbacks Hurt Georgia Division at the
End of the 1950s

Thediversification of Lockheed's GeorgiaDivision
operaionsset thestagefor futureprojects, but the 1950sended
inauspicioudly, asdefense spending on aircraft wasreduced
and several research and experimental programs in
devel opment did not cometo fruition—including thenuclear-
powered planeproject, the B-701ong-range supersonic bomber,
and the vertical take-off and landing (VTOL) XV-4
Hummingbird. Employment at L ockheed’ sGeorgiaDivision
fell fromitshigh of about 19,000 in the mid-1950s, to just
fewer than 15,000 & theend of 1959. Seven hundred Georgia
Divisonemployeeswerelaid off just before Christmas 1959,
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Lockheed Employment Office Manager Hugh Gordon
greets Floyd Knight, a personnel chief at the Atomic
Energy Commission’s Savannah River Plant, October
1960. Lockheed’s employment-in-reverse program
invited government and corporate employers to come
to Marietta to seek qualified workers during cutbacks.
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Georgla‘Division General Manager Karl Kotchian
(right) examines a small nuclear reactor being
delivered to the University of Texas, January 1959.

whenthe Department of Defense cancelled theexpensveand
controversd B-70Vakyrieproject. Themidfuselagefor this
exoticarcraft washuilt at Air Force Plant 6, using acircus
tent erectedinsdeB-1asaclassified area

Thecancellation of the B-70 was part of an overall
decreasein defensespendinginthelate 1950sand early 1960s
that would test L ockheed'sresiliency. Whilethe C-130wasan
unqualified successby 1960, L ockheed could nolonger rely
on massive government ordersfor itsaircraft. Instead,
salesmen traveled around the world seeking buyersfor the
GeorgiaDivision’stwo most versatile products, the JetStar
andtheC-130anditsvariants.

Atmid-year 1960, thecompany announced a$s5million
lossfor the preceding two quarters. While ordersfor C-130s
were expected to return the company to profitability, those
deliverieswere sometimeaway and layoffsfollowed. Atthe
end of 1960, employment had dropped to just over 10,000
people, itslowest point Sncethedivison'searly days.

Thecompany established an employment-in-reverse
programto aidthosedropped fromthepayrall. Withassstance
from the Georgia State Employment Service (GSES), the
L ockheed Employment Officehel ped former employeeslocate



suitablejobsby relaying information on worker skillstothe
service. Prospective employerslikewise kept intouch with
GSEStofind skilled workersfrom L ockheed. Placement was
especidly highinthedefenseand aircraft industries.

Thenumber of defense-related entitiesin theAtlanta
areaand the Southeast at that timetestify to theinfluence of
L ockheed ontheeconomy of theregion. With skillslearned a
L ockheed, employeesmight bequalified for work at Dobbins
AFB or theNava Air Station-Atlanta, which had rel ocated
from Chambleeto the Dobbins military reservationin 1959.
Other nearby government facilitiesincluded RobinsAFB in
Macon, Fort McPhersoninEag Point, Fort Gillemin Forest Park,
Oak Ridge L aboratoriesin Tennessee, and the Savannah River
Nuclear Power PlantinAiken, South Carolina. Unskilled and
samiskilledworkerswereharder toplace.

Withthethregt of potentia nuclear war withthe Soviet
Unionandtheuncertainfutureof Lockheed' soperationsat Air
Force Plant 6, Mariettansmust havelooked tothe 1960switha
Qgreat ded of anxiety.

Plant Operations

Thetask of designing, testing, and building complex
arcraft required amassve organizationa effort. Beyondthe
teamsof engineers, craftsmen, and assemblers, avirtud amy
of support saff wasemployedto
purchase materials, maintain
equipment, track finances handle
shipmentsinand out of theplant,
and disburse paychecks. These
functions were organized by
departmentssuch asfabrication,
assembly, payroll, and
purchasing. The various
departmentswere often featured
ingpecid sectionsof thecompany
newspaper, with picturesof the
work areas and the machines
employed, and descriptionsof the
work performed. Someof these
departmentsareexaminedinthis
section.

Air Force Plant
Representative and the
Systems Program Office. As
thelandlordfor Air Force Plant 6,

eB-2

administration building after remodeling by Lockheed, May 1951
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theAir Forcemaintainedacondant presenced thefadlity through
theAir Force Plant Representative'sOffice, or AFPRO. The
AFPROwastheliaisonbetweentheAir ForceandAir ForcePlant
6contractors, chargedwithoverseangtheprojectsunder contract.
INmid-1965, theAFPROwasadminigtering over 150 contracts

TheAFPRO coordinated theadtivitiesof theDobbinsAFB,
L ockheed, Tumpane Company, and any other tenantsof theplant.
Approva wasrequired for Sgnificant changesto operaionsor
production schedules. The Production Control Section of the
AFRPROhadreponsihility forinauringthet Lockhesd andtheather
tenantsat Air Force Plant 6 had al of theresourcesand the
infrastructurethat they needed to maintain production, suchas
power, water, machinetools and materids

TheAir Forcedsoowneddl the property purchasedwith
government money under aSpecid FadllitiesContract. Therefore,
the Property Accounting Department was charged with
inventoryingtheseitems—asmany as80,000 of them—marking
themwithidentifyingtags andkespingarecordlog of ther location
until suchtimeasthey were deemed nolonger necessary and
weredisposed of by order of theAir Force. Over time, much of
thisproperty waspurchased or trandferred to L ockheed, reducing
theAir Forog'srespongbilitiesa theplant.

Another branch of theAFPROwastheAir Force Traffic
Branch. Thisgroup, whichwascomprised entirely of womenin
April 1953, tracked dl shipmentstoand fromthefadility, aswell




asarangedfor thetrangportation of civilianand
military personnel & Air ForcePlant 6.

TheAFPROworked dosdy withtheAir
Force's Systems Program Office (SPO) at
Wright-Patterson AFB in Ohio, which
directed individual projects. The SPO was
ateam of scientists, engineers, pilots, and
military officerswhoinfluenced thedesign
of many of the aircraft built at Air Force
Plant 6. They assessed the needs of theAir
Force, reviewed the proposals by the
manufacturers, and made sure that the
arcraft met the demands of the contract.
Representatives of the SPO frequently
visited Air Force Plant 6 to inspect the
operations.

Inthe 1960s, most of the military’s
contract management was consolidated in
the Defense L ogisticsAgency, but the Navy
and Air Forcewanted to keep separate control of itsmajor
weapons programs under the plant representative offices.
In 1989, however, all Department of Defense contract
management wasincorporated into the Defense Contract
Management Command (DCMC). All functions of the
DCMC weretransferred to the newly established Defense
Contract Management Agency (DCMA) in 2000. DCMA
currently overseesall contract work at Air Force Plant 6.

Purchasing. Because L ockheed needed to purchase
large quantities of everything from paper clipstotitanium,
vendorsfromall over the country looking to do businesswith
thecompany frequented the B-2 administration building. The
main lobby wasremodeled to present L ockheed' shest faceto
thepublic, but by September 1951, it had become necessary
tobuild aseparatelobby at thewest end of B-2 building just
for vendors. With about $50 millionto spendinthefirst six
months, Lockheed becamethebiggest buyer inthe South. In
only afew monthsfrom opening, over 13,000individud orders
had been placed. A gaff of 71 buyersand 79 clerica workers
wererequired to handlethevolumeof purchases.

Approximately 50 percent of the B-47 project was
subcontracted to other firmsaround the South, providing a
sgnificant boost totheeconomy of theentireregion. Lockheed
subcontracted with companiesin Miami, aswell asAtlanta
and Decatur. Robert Gross pledged to make every effort to
bringbothlargeand small indugtriesinthe Southintotheaircraft
industry wherever possible.

"

Ca_rd—operated tabulating machines, me 1951. The Tabulating
Department employed about 90 people.

Payroll. With 15,000 employeesbeing paid weekly
by thesummer of 1953, the payroll department wasdependent
onalarge staff, aswell asthemost sophisticated ca culators
availableat thetime. The“ electronic calculator,” asit was
called, could perform 100 cal culationsper minute, aratethat
wasastonishing for thetime, but becamelaughably dow within
just afew years.

Timecardsfor hourly employeeswere distributed
to and collected from racks by hand at 150 stations
throughout the plant. At week’s end, they were hand
inspected for errors before being sorted and processed by
an IBM tabulator that cal culated weekly wages, tax
withholdings, and payroll deductions. Clerksat rows of
desks distributed vacation and sick leave checks
separately. The printed checks were also reviewed for
accuracy before being distributed to employees.

Of the 15,000 employeesin 1953, more than 80
percent were hourly workers. As Lockheed's programs
advanced, the percentage of salaried employeesincreased
significantly, reaching morethan athird by the 1960s.

Communications. Although the plant had 765
telephones lines, within months of opening the plant they
were already jammed up. To makemattersworse, thetrunk
systemwasa maximum capacity, meaning that thetelephone
company would haveto makethechangesinorder tobeableto
getalineouttoAtlanta Theofficemanager requestedin duly thet
workerskeegp persond cdlstoanabsoluteminimum. Problems



withtdephonesavicecontinuedinto 1952, when
thecompany announcedinternd improvements
tothesysem.

To move documents around the vast
Mariettaplant, L ockheed operated mailroomsin
B-1and B-2that that handled 2.5 tonsof mail
daily by 1958, including interdepartmental
mail. The mail carrierswalked asmuchassix
milesaday mekingthar rounds. Therewasaso
asystem of pneumatic tubesinplacein B-1
smilar tothekind used a bank drive-through
windowsthat wereused to carry mall through
the building. It was one of thelargest such
systemsintheworld. Womenintheblueprint
department dsousedroller katestoget around
theB-1 buildingwith critica blueprintsfor the
enginears.

Three-whedled bicyclesand motorized
cartswererequired to movepeoplearoundin
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A wstém of pneumatic tubes carried mail through B-1 buildi ng,58.

B-1. Themall staff and other departmentsthat frequently  Air Force Plant 6 and thelarger government reservation that
moved goodsor papersaround the plant employed awhole  included DobbinsAFB. A regularly scheduled intra-plant
fleet of thesevehicles. Shuttlesand other vehicleswereused  shuttlesystemwasinitiatedin November 1952,

to carry peopleand goodsto other buildingsthat were part of Computers Come of Age at GELAC. The

T
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New analog computer being installed in Engineering, northeast wing of B-2
building, January 1958. An opening had to be cut over the door to get the machine

in the building.

“electronic calculators’ and
tabulating machines used by
Lockheed to processdatainits
early yearswerereplacedinthe
mid-1950shy thefirst generation
of IBM dectronic” computers,”
which proved useful for any
number of tasks at Air Force
Plant 6 and withinthe Georgia
Divisonmorebroadly.

In 1955 the company
acquired an IBM Type 650
Magnetic Drum Calculator, or
“electronic brain,” as the
Southern Star referredtoit. It
worked not unlike a modern
computer. A magnetic drum
(besically adiscdrive) rotated a
12,500 rpm, and up to 20,000
digitscouldbestored onthedrum
withtiny magnetized spots. The
digitswereretrievedinafraction
of asecond to processthe data.



Themachinecould add and subtract 10-digit numbersa arate
of 220 per second, and was used to predict manpower needs
monthsin advanceand compute production schedules.

Two much larger computers, thelargest inthe South,
were added in 1956, one for scientific and engineering
caculationsand onefor businessapplications. ThelBM 705
could calculatethe payroll for GELAC's18,000 employees
including payroll deductionsin45 minutes.

A haf-million dollar computer thesizeof apane truck
wasingalledinthe Engineering Electronic Computer Center
inthe B-2 building in February 1958. Known asthe Direct
Analogy ElectronicAnalog Computer, the machinewasused
to cal culate complex stressand flutter problemsfor high-speed
arcraft thenin development, with greater speed and economy
than could beaccomplishedin conventional wind tunnel tests.
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Old AtIanta—Mériet;[;’tfollé; line in front of Bfl buildi ng, June 1943. the the farmlrand“in the background.

Theungainly machinesweremarvelsof their time, but
would continueto shrink in sizeand grow in sophistication
over thenext 40years. Advancesin computer technology were
quickly adaptedtoall aspectsof plant operation and werean
integral part of day-to-day operationsat Air Force Plant 6.

Working at Air Force Plant 6 in the 1950s

Getting to Work. Thetrolley between Atlantaand
Mariettathat had brought many Bell employeesto the plant
during WWI1 was no longer in servicewhen Lockheed's
GeorgiaDivision opened. It had fallento competition from
Greyhound buslines, asstreetcarsand trolleyswerequickly
becoming athing of the past. Atlanta Mayor William B.
Hartsfield viewed streetcarsanimpediment totrafficand had




The Buck-of-the-Month Club (BOM C) was a charitable organi zation intended to consolidate fund-raising
for various causes under one umbrella. It was modeled after a similar club at the company’s Burbank facility.
Employeeswho signed up for the club agreed to have 25 cents per week deducted from their paycheck to support
the organization. The money was used to help L ockheed employeesfacing financial difficulties because of health-
related i ssues or unforeseen circumstances, aswell asto make periodic donationsto the American Red Crossand
local community chests.

A committee made up of representatives of the unions, the company, and the L ockheed Employees Recreation
Club decided how the money was to be distributed.

The Greater Cobb County and Atlanta Community Chests, to which BOMC contributed, supported a
variety of organizations, including national organizationslikethe YMCA and YWCA, Girl Scoutsand Boy Scouts,
Salvation Army, and Good Will Industries, aswell aslocal groups such as the Atlanta Urban League, Battle Hill
and Happy Haven conval escent homes, A.G. Rhodes Home, Gate City Day Nursery, and the Community Planning
Council.

The BOMC was organized in the fall of 1951 and by December it had collected over $2,200 and had
distributed $950 to worthy causes. At that time, 1,800 of the company’s approximately 5,000 employees were
contributing to the fund. That level of participation would improve over time. Just six months later, the group
reported disbursements of more than $14,000, most to L ockheed employees.

In 1952, BOMC contributed money to James Phillips, an electrical mechanic at Government Aircraft Plant 6
who faced a crisis when both he and his wife both were hospitalized. BOMC's contribution to the Cobb County
Community Chest topped $12,000in 1956. At that time, nine out of 10 L ockheed-Georgiaemployeeswere members
of BOMC.

In 1959, BOM C launched a campaign to encourage employeesto give more than the standard contribution
of 25 cents per week. The four-day “Golden Opportunity” campaign kicked off with a parade featuring Miss
Georgia 1958, L ockheed beautiesin French maid costumes, and the Third Army Band. The campaign was agreat
success, adding $96,000 to the BOMC's aid fund.

Asthe number of employees climbed to record levelsat the plant in the late 1960s, the yearly contributions
of the club continued to rise.
L ockheed-Georgia President
Dick Pulver in 1966 encour-
aged employeesto givetheir
“fair share,” providing a
scale of giving based on in-
come. For those making $86—
$96 per week, the suggested
fair share contribution was
50 cents per week. The high-
est salary on the scale was
$258 per week, for which the
suggested payroll deduction
was $1.50.

Toreflect the changes
brought by inflation, in 1967
the Buck-of-the-Month Club
changed its name to the
Bucks-of-the-Month Club,
with a suggested contribu-
tion of one percent of one's
income. Thefollowing year,
the club contributed
$540,000to locdl charities. BOMC Team Managers “ Sign Up” Campaign publicity photo, February 1959.
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actively supported increasing
motor vehiclelanes. By thistime,
many more people had
automobilesand wereclamoring
for solutionsto traffic-clogged
streets. Atlanta Northern
Railway, which operated the
trolley line, re-emerged as
Atlanta Northern Lines,
abandoning thetrolley lineand
purchasing bussesto compete
with Greyhound. They eventudly
decided to sharetheroutes.
Withnogasshortagesand
moredisposableincomefor cars,
though, many Air Force Plant 6
employees had already

abandoned publictrangportetion. RN
Many thought little of driving K w7/
great distancesto get toand from N

work every day. [t wasreported | Shift
in May 1953 that some 500
employeescommuted 120 milesor moreeachway. Lockheed
employeesat Air Force Plant 6 could befound asfar away as
Banks County, in northeast Georgia, wheretwo employees
lived, and Lamar County, south nearly to Macon, wherethere
werethree employees. A significant portion camefromthe
countiesto the north and west of Cobb County—the“poor
farmfolk” that Bell had tapped into during World War 11.
Gordon, Pickens, Hoyd, Bartow, Cherokee, Polk, and Paulding
counties accounted for 1,781 employees. The mgjority,
however, camefromtheAtlantaareacountiesof Cobb (5,743),
Fulton(3,209), and DeKab (788).

Thelargenumber of carsclogged thestreetsof Marietta
and surrounding Cobb County, necessitating an on-going
program of road improvements. In 1955, thefirst half of a
clover-lesf intersection wascongtructed a theintersection of
U.S. 41 andwhat isnow South Cobb Drive.

Thecarsalso cloggedthevast B-1 parking lot at shift
changes, creating lengthy delays. Directional signswere
ingtalled toimprovetheflow of traffic, and carpoolerswere
urged not to sop infront of thebuil ding to pick up passengers.

TheB-1lot onthenorth sdeof the plant had spacesfor
about 6,000 cars, but wasroutinely filled to capacity at the
height of employment inthemid-1950s. L ockheed encouraged
itsworkersto carpool or use public transportation to save

47

change in the B-1 parking lot at Lockheed’s Georgia Division, ca. 1955.

money and reduce congestion. A rideboard wasestablished to
connect peoplefrom the same areaso that they could share
transportation. Asisstill the case, it was difficult to get
Americansout of their cars. An articlein the Southern Sar
noted that everyone seemed to belooking for ridersto help
pay for gas, but wereunwilling toridewith someoneelse. In
September 1951, thecapacity of theB-2 parking lot wasnearly
doubled, from 300to 735 spaces. Wakwayswere constructed
betweentherowsof carsintheB-1 ot asaresult of complaints
that walking throughthegravel lot wasunsafe.

Onceat work, employeesin B-1 entered through the
head houses, whichled down rampsinto thetunnelsunder the
assambly floor. They could thenmaketheir way totheir work
dation by variousstairwellsto prevent disrupting the progress
ontheaircraft. Thosearriving for theswing shift, whichlasted
from 3:45p.m. t0 12:30 p.m., were asked to remainin the
tunnelsuntil it wastimeto clock in, to give the day shift
employeestimeto get out. Shift changescould causequitea
logjaminthetunnelsand parkinglot. Thegtartingtimesof the
day shiftswerestaggered to help dleviatethisproblem.

By January 1952, therewerethreeshiftsworking around
theclock a Government Aircraft Plant 6. Although therewere
not as many people on the overnight shifts, most of the
departments continued to function at night, including



engineering, purchasing,

assembly, and planning. Some
workerspreferred thenight shift
becauseit was quieter. Others
found that they could seetheir
childrenduring thedaytimewhen
working at night. It could put a
straininamarriage, however.
One worker said that one
drawback was that his wife
worked the day shift. “We're
tryingtoremedy that,” hejoked.

Unions and Wages.
When L ockheed began hiring
workersforitsGeorgiaDivison,
hourly workerswere covered
under an agreement with the
International Association of
Machinists (IAM), which had represented L ockheed'slabor
forcesnce 1937. However, further negotiationswerenecessary
because of Georgia sright-to-work laws, which allowed
workersto choose whether they wanted to bein the union.
There were al S0 some negotiations regarding wages and
benefitssuch asvacation and sick leaves.

ThelAM secured an eight percent across-the-board
pay raisefor hourly workersin October 1951, andin December
the Engineersand ArchitectsAssoci ation negotiated asmilar
increasefor sdlaried employees. TheWage Stabilization Board
approved theincreasein February 1952. Hourly rateswere
raised again, effectivein August 1952, and salaried workers
received asix percentincrease. Company
benefitsat that timeincluded freegroup
insurance and two weeksvacation after
one year's service. The union also
negotiated a layoff policy based on
sniority.

In 1956, thel AM won new |abor
gradesfor 20 factory jobsand across-
the-board pay raisesfor al employees.
Swing shift workers, about 5,000
employees, dsoreceived anincreasein
their bonusfor working evenings.

One of the few instances of a
union- sanctioned srikeoccurredinMay
1958, when | AM memberswalked out
after anew contract agreement could not

Members of

gia Divi
committee sigh a new two-year work agreement, July 1960.

J.B. Monroe shows safety glasses
broken by drill bit, January 1959.
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bereached. Thestrikelasted only 10 days, however, anda
two-year contract was approved that raised hourly wages
anywherefrom 18 centsto 30 centsper hour, aswell asadding
ChrigmasEveasapaid holiday.

In 1960, the |AM and Plant Protection Lodge 615
negotiated anew two-year [abor agreement, but in early 1961
becauseof theincreasng number of layoffs, added aseparate
lay-off benefit plan that paid employeesthat werelet go $50
for eachyear of service.

Thefirst three-year contract between Lockheed and
the |AM was signed in September 1962. The agreement
included abaseincreasefor acost of living dlowance, aswell
asyearly wageincreasesof fivecentsto
11 cents per hour. The Friday after
Thanksgivingwasadded asapaid holiday
and new health insurance benefits
included. The agreement wasrenewed
for another threeyearsin 1965 with the
cost of living increasesremaining and
yearly wage increases added. Good
Friday becametheninth paid holiday for
employeesbeginning thefollowing year.

Safety. By today’srigid tandards,
operationd safety atAir ForcePlant 6was
woefully lackinginthe 1950sand 1960s.
Workers perched on high wings and
cowlingswithout hardhat, safety goggles,
or harness. The Southern Sar dutifully



ran picturesof workerssporting thebroken glassesthat saved
themfroman eyeinjury, but aslateas 1968, workerswerenot
provided with glassesand had to purchasetheir own.

GeorgiaDivison gppearsto have been moresuccessful
withitssafety campaignsthan Bell Aircraft. Few Satisticsare
availableonthenumber of injuriesat Bell or Lockheed, buta
Bell-eraposter promoting hand safety noted that therewere
over 3,000 handinjuriesinonemonth at the plant, and another
poster urging eye safety reveal ed that therewere 1,693 eye
injuries“sinceJune’ a the plant. Onefemaleassembler who
worked at Bell said that they were supposed towear goggles,
but sheoftendid not.

To encourage good safety practices, Lockheed
frequently presented departmentswith awardsfor most hours
without alogt timeaccident, and best accident record. Banners
werehanded out that weredisplayed inthedepartment. Many
departmentswere ableto accumulate onemillion man-hours
without alost time accident, andin 1956, the entire Georgia
Divisionaccumulated arecord 12 million hourswithout alost
timeaccident.
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Firemen survey
February 17, 1959.

the wreckage of a B-47 that crashed during a landing at Dobbi
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Negativereinforcement for apoor safety record came
intheformof a“White Elephant” award that was presented to
the departmentswith theworst safety record each month. The
department heads had to display theugly statueintheir work
areauntil they wereabletorid themsalvesof it.

Despite company efforts, perhaps not surprisingly
cong dering the heavy machinery, dangerouschemicals, and
condtant activity, accidentsdid happen. In October 1955, James
Childers, an electrical mechanic, waskilledinan explosion
whileworking on afuel boost pump on aB-47 drop-tank
modification (wherean extrafuel tank wasadded under the
wingsto givethebomber better range). I 1957, SmsJ. Juneau,
J., aflight linemechanic, was apparently e ectrocuted while
workinginthebombbay of aB-47.

OneareawhereAir Force Plant 6 boasted along record
of safeoperationwasintest flightsof aircraft built there. For
elght yearsand nearly 20,000 Lockheed and Air Forceflights
there had not been afatal accident or injury toacrewmanin
flight-testing. Over 3,200 planeshad been ddlivered totheAir
Forcewithout thelossof asinglearcraft.
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Unfortunately, that record
was broken in February 1959 N
whenthreecrew memberswere S

killedwhentheir B-47|ogt control » ""ﬁ—-n —

ontherunway during alanding
and cart-wheeled into an
adjacent pond. Two of thecrew
memberswerewiththeAFPRO
and one was a pilot with
Lockhead sGeorgiaDivison.An
accident in 1994 would also
claim the lives of seven
Lockheed Flight Operations
employees testing the new
systemsfor the C-130J.
Women on the Job
Again. Because there were
moremenavaladleforwork then
therewereduring World War |1,
fewer womenwereemployed at
Air ForcePlant 6 during itsfirst decade under Lockheed. Of
the GeorgiaDivison’'s 17,000 employeesin May 1955, just
fewer than 2,000, or about 11 percent, werewomen. \Women
gtill dominated theadminigrativefunctionssuch assecretarid

Three femal e employees with the company’s first central duplicating unit, March 1951.
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Dorothy Mauldin was one of four Women to take up a job in assembly in June 1952.
She graduated from electronics training and said she liked working with her hands.
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work, blueprint control, and record keeping, but & first, none
wereused ontheassembly line. By 1953, however, women
wereto befoundin many typesof work.

BillieRedd wastheonly femaeengineer traineeina

group of 32in 1951, but others
certainly followed. AnneBonds
worked asan eectrica inspector
during GeorgiaDivision'sfirst
year, negotiating the catwalks
over thefloor of B-1, checking
thewiring and fixtures of the
lighting system.

Inthesummer of 1952, four
women becamethefirst towork
ontheassembly linefor theB-47
project . Thewomen'ssupervisor
sadthey had beentrained“ partly
as an experiment to see that
womencould handletheassembly
classification on the B-47.”
Apparently Lockheed had not
learned anythingfromtheorigina
B-29 programunder Bell. Inany
case, the experiment was
seemingly successful, asmore
women went through similar
training.



During World War 11, when sick and wounded
American servicemen needed a steady supply of blood,
Bell Aircraft employeesresponded enthusiastically, and
American Red Cross blood drives continued to be one
of the major ways that Georgia Division employees
contributed to the military and the overall community
once Lockheed movedinto Air Force Plant 6. Thelarge
number of people in one building provided a
convenient stop for the Red Cross' bloodmobiles.
Participation in the program was extremely high, and
the company prided itself on breaking recordsfor daily
and yearly donations and beating out other large
industrial companiesfor overall donations.

Blood driveswere held several timesayear, and
many employees gave as often as was allowed. In
December 1951, Georgia Division instituted a
registration system for donors to pledge to give,
allowing supervisors to schedule contributions in
advance of the Red Cross visits. This streamlined the
process, cut down on lost work time, and helped
departments meet quotas. The company passed its
yearly quota in 1953 on November 12,
donating over 6,000 pintsof blood. In 1955, it
was believed that the more than 15,000 pints
donated by the Georgia and California
divisions combined was the largest
contribution of any company in America.

Two years later, the Georgia Division
was cited as being the largest contributor to
the Red Cross of any industry in America,
once again topping 6,000 pints. This
amounted to onepint for every 2.6 employees,
aremarkableparticipationrate. TheCalifornia
Division, which fell just short of Georgia
Division'stotal, had only one pint for every
4.5 employees. Theyearly record wastopped
againin 1962 with 8,271 pints.

In March 1959, asingle day record of
683 pints was established, a record which
stood for 13 years before being broken in
1972, when 754 pints were collected on the
20" anniversary of the company’s blood
donation program. The new record was quite
a feat considering the significantly smaller
number of employeesin 1972.

During the peak employment at
Lockheed in the late 1960s, the company
routinely donated over 10,000 pints per year,
the largest contribution by any industrial
facility inthe nation.
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The Red Cross Bloodmobile visits the day shift in July 1964.

A.L. Spain gives the 8,027 pint of blood in December
1962, setting a new record for the plant. Atotal of 8,271
pints were donated that year. Spain had donated over
four gallonsduring hisemployment there, and that year
there were over 2,600 employees who had given one
gallon or more.
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In February 1953, agroup of eight women graduated
fromariveting and assembly training courseand wereassigned
to the fuselage assembly line of the B-47 at Government
Aircraft Plant 6. “ We expect these women to do the same
work asthe menwith the sametreatment and the same pay,”
sad PeteBoynton, specid courseingtructor.

Segregation Policy Continued. World War |1 was
aturning point for the Civil Rightsmovement, aslargenumbers
of black soldiersfought for and gavetherr livesfor acountry
thet largely kept them out of mainstream society. Many African
Americanshad |eft the South during thewar seeking factory
jobs in Northern cities. Still, they faced considerable
discriminationinthe North, wherewhiteworkersfeared that
they wouldlosetheir jobsor that their wageswould go down
asaresult of theincreased labor poal.

The assertiveness of blacksfollowing thewar was
troubling to old guard Southern paliticians, whosehold onoffice
was dependent on blacksremaining disenfranchised. James
Carmichael had nearly defeated the race-baiting Eugene
Tamadgefor governor in 1946 withamoremoderateplatform,
but hedared not suggest integrationin Georgiaat that time. He
took the same position at Lockheed, although African
Americansweremorelikely to befoundin skilled positions
thanduringthe Bell years.

In September 1951, at amassmeeting of Lockheed's
5,500 employeesheld at plant, Carmichagl explained that
L ockheed would follow the samepolicy that Bell had taken
regarding African-American
workers “Wewill employ colored
workersaccording totheir ability
but they will not bemixed onthe
assembly linewithwhites. They
will behired for work for which
they are qualified or can be
trained butinthar ownproduction
areas. They will haveequal but
separate cafeterias and rest
rooms”

Thispolicy wasmoreor
lessadhered to for the next 10
years. The program started by
Bell totrain blacksfor assembly
jobscontinued under Lockheed.
If they passed thequalifying tet,
thoseAfrican Americanswho
had received training for
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modification.

F’ublicity photo from June 1958 showing an ’i ntegrated crew worki
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manufacturing jobsweregeneraly assigned to one of thetwo
black crews that worked on the nose and rear fuselage
structuresof the B-47 intwo shiftsinaseparate part of B-1
building fromthewhiteworkers. The supervisorsof theday
shift werewhite. The crewsfinished their first assembly in
March 1953 ahead of schedule. Harold Mintz supervised the
nose section crew of the B-47, which wasa so comprised of
African Americans. Herecalled that the crew was poorly
trained and inadequately supervised when hearrived, but by
sysemdicaly rewarding good performanceand punishing poor
performance and absenteel sm, hegot good results. Charles
Ferguson participated inthetraining program for blacks,
attending classesat night. Hestarted at Lockheedin 1951in
the buildingsand grounds department and, after passing the
test, went towork onthenosesection of theB-47. Heeventudly
becameasupervisor onthe C-130 nose section beforeretiring
about 1986.

InMarch 1955, the 426-member crew of Department
21-13, composed of African Americans, received asafety
award for working 2 million man-hours, nearly threeand a
half years, without adisabling accident. Thegroupdsoseta
departmenta record for blood donationin December 1954 by
donating over 100 pintsof blood.

TheSouthern Sar reportedinMay 1955that 931 African
Americans—al but seven of them men—wereworkingonthe
assembly line of the B-47. Thisdoes not include the many
black women who worked asjanitorsaccording to severa
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sources. A largenumber of black women dsoworked infood
service as cooks and servers, but were not technically
L ockheed employees.

It wasnot until the C-141 programintheearly 1960s
that L ockheed' sGeorgiaDivisonwascompletely integrated,
athough thereisevidencethat strict segregation was not
followed at al timeson the productionlinesprior to that. A
1958 photograph showsanintegrated crew, gpparently working
onthe C-130. CharlesBryant, whowasfeaturedinastory in
Southern Sar in 1971, had been with L ockheed since 1956
andwashired asan engineering technicianinthemathemeticd
andyssdepartment. Thisistheonly knownAfricanAmerican
engineer & L ockheed beforethe1960s. Presumably, heworked
inanintegrated department.

Mintz, whowasasoasupervisor onthe C-130 program,
indlicated that he persondly took somestepstoward integration
asearly asthemid 1950s. Mintz' sdepartment included ablack
crew that was separated from therest of the department by
large partsracks. “ | started at night moving thosebinsto the
edgeof thedepartment,” Mintzrecaled. “I just moved afew
a atime, and started working it that-a-way. Thefirg thingyou
know | had the blacks and thewhitesworking together, and
nobody evennoticed it. Dan Haughton camedown thereone
day, and hesays, * Harold, something’ sdifferent. What have
youdone? | sad, ‘Well, I might aswell tell you. You' regoing
toseeitanyway. I’ mworking my whitesand blackstogether.
They’ regoing to havetowork together. Wehaveto handlethe
work together. They don't evenknow they’ redoingit. And|
haven't had onecomplaint.” He scratched hishead, and he
sad, ‘My Lord.” Following that they did away withtheblack
cafeterias, and they did away with theblack restrooms.”

While sources agreethat integration was carried out
quietly by management, with no forma announcement, most
were cloudy on exactly when the changetook place. Mintz
may have been ahead of histime, becauseaccording to other
sources, it was during the 1960s that the workers were
integrated. That periodisdiscussed further inthenext chapter.

Food Service. Feeding thousands of people aday
without long linesthat woul d keep them off theclock proveda
formidabletask for Sater System, which operated GELAC's
food servicefor many years. Cafeteriaswere expanded or
closed based on fluctuating employment, and varying
scheduleshad to be met around the clock.

Cafeteriaswerelocated inboth B-1and B-2 buildings,
and staggered lunch periodswere used to reducethelines. In
June 1951 amobile canteen servicewasoffered, bringing hot
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foodtoworkersnear their sations. Thesamemesat wasserved
asinthemain cafeteria, butinabun.

By November 1952, there were five cafeterias at
Government Aircraft Plant 6 serving 6,000 mealsdaily. That
amounted to an average of 2,000 pounds of meat and 1,000
galonsof milk each day. Food was prepared at the central
kitcheninthebasement of B-2, then carted tothefour cafeterias
inthe basement of B-1 and onthefirst floor of B-2. Mobile
unitsalso carried food to the support buildingsand training
areas. Sater employed 170 peopleto servetheplant.

Attheheight of the B-47 and C-130 programsinthe
mid-1950s, thefood service prepared 9,000 medsaday, at
nine permanent locations, including aluncheon cafeteriain
theadministration building and cafeteriasintheradar building
and Tumpanewarehousebuilding.

Effect of Air Force Plant 6 on
Marietta and Cobb County

TheBél bomber plant brought nearly 30,000 workers
intoatown of lessthan 10,000 during World Wear I, but many
of theemployeescamefrom outsidethe county towork. The
population of Cobb County actudly saw itsgreatest proportiondl
increasein populationin the 1950s, expanding nearly 85
percent to morethan 114,000 residents, making it the seventh-
largest county inthe state of Georgia. Lockheed employment
declinedinthelast part of the decade, but thisseemsto have
had littleeffect on growthin Mariettaand Cobb County, which
by that time had established amore diverse economy that
included more skilled workersand professionals. Many of
thoseskilled workerswerebrought intowork at theMarietta
plant, including 275 L ockheed employeestransferred from
theBurbank plant.

Theinflux of educated, well-paid professiondsinto
Cobb County, themillionsof dollarsin payroll to thousands of
unskilled and semiskilled workerseach month, and themoney
paidtoloca companiesfor goodsand servicesresultedina
rapid changeinway-of-lifefor many in Cobb County. New
schools, libraries, and publicfacilitieswerebuilt, roadswere
paved, and sewerswereinstalled. More and more county
residentsowned cars, had telephones, and used their disposable
incomefor electrical appliances, clothes, and leisure-time
activities. Shopping centers, designed to accommodatelarge
numbersof cars, were constructed outside of town centers.
Belmont HillsShopping Center in Smyrnaopenedin 1954 and
wasoneof thelargestintheregion. It contained two grocery
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Sores, two department Sores, and
numeroussmaler shoestoresand
Specialty shops.

AstheMariettaassembly
plant took onmoredesign, testing,
and engineering dutiesduring the
1950s, it sought qualified workers
from the local area. Georgia
Division developed closetiesto
Georgialngtituteof Technology
inAtlanta, which had established
an aeronautical engineering
school inthe 1930swith agrant
fromthe Guggenheim Foundation.
Many of Lockheed sengineering
staff weregraduates of Georgia
Tech. Lockheed also took
advantage of Georgia Tech’s
work-study program that gave
Tech studentsachancetowork
in an applied situation in a
businessatmosphere. In 1955, L ockheed'sGeorgiaDivison
teamed up with GeorgiaTechto modernizethe school’ swind
tunnel totest new arcraft designsfor Lockheed, aswell asfor
applied research.

In 1958 it was announced that the Southern Technical
Institute would be moving to Cobb County fromitscurrent
homeat theAtlantaNava Air Stationin Chamblee, whichwas
relocating to the government reservation shared by Dobbins
AFB and Air Force Plant 6. Southern Tech wasatwo-year
school that wasprimarily concerned withtraining engineering
techniciansto trand ateresearch and design engineering into
production plans. It wasexpected that many of itsstudents
would goontowork for Lockheed. The county purchased a
93-acre tract for the school and made significant
improvementsto the site, including utilities and housing.
Classes started in 1961. The school is now known as
Southern Polytechnic State University.

At the sametimethat planswere underway to move
Southern Techto Cobb County, asecond technica school was
being established there. TheMarietta-Cobb AreaVocationa
Technica School wasdesigned to providejob-specifictraning
for technicd tradessuch aswelding, electrical and plumbing,
and drafting. The school openedin 1961 and many of its
graduateswent towork at mechanical and electrical jobsfor
L ockheed-Georgia Theschool waschanged to Chattahoochee
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Members of the Cobb County Chamber of Commerce outside the entrance of te |
B-2 administration building on a visit to the plant, 1952.

Technical Institutein 1987 and Chattahoochee Technical
Collegein2000.

Cobb County also built an airport at the end of the
1950s. Since Rickenbacker Field had been appropriated
by the Department of Defense, Cobb County was still
lacking acivilianairport. After adifficult struggletoget a
permit fromthe FAA, Cobb County Commissioner Herbert
McCollum pulled some strings and got the airport
approved. For hisefforts, McCollum Field in Kennesaw,
which opened in 1960, was named for him.

For all itsprogress during the 1950s, Cobb County
remanedarura Georgiacounty inmany waysat thebeginning
of the 1960s. It did not have aliberal artscollege, andits
public school system had res sted the Supreme Court Brownv.
Board of Education ruling ordering desegregation. Thecounty
government was still based on aone-commissioner system
withgrongtiestoitsrura congtituency. WhileMayor William
B. Hartsfield had declared Atlantathe* city too busy to hate,”
Georgia sgovernorsinthe 1950s—Herman Tdmadge, Mavin
Griffin, and Ernest Vandiver—clung tenacioudy to m Crow
laws and were backed by the old guard politicianswho
supported them, evenin areaslike Cobb County that were
rapidly modernizing. More dramatic changeswere yet to
come to what had become one of the fastest growing
communitiesin Georgia.
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President Lyﬁdon B. John speaks at the rII-ot of the-5A, Marietta, Georgia, March 2, 1968.



CHAPTER THREE

Air Force Plant 6 Becomes the Airlift Capital of the World

(1961-1971)

By thetime John F. Kennedy took officein January
1961, NikitaK hrushchev, who had replaced Sdin asleader of
the Soviet Union, had solidified hishold on Eastern Europe
with theformation of the Warsaw Pact in 1955, and had made
it clear that he was prepared to use nuclear weapons against
theU.S. In 1957, British PrimeMinister Harold Macmillan
declared that total war would now meantotal destruction, and
that military forceswere needed to prevent an all-out war,
rather thantowageone. Still, Kennedy vowedin hisinaugura
address, “L et every nation know, whether it wishesuswell or
ill, that we shall pay any price, bear any burden, meet any
hardship, support any friend, opposeany foe, inorder to assure
thesurvival andthesuccessof liberty.”

Kennedy was tested
severd timeson hiswillingness
to go toe-to-toewith the Soviet
Union. Khrushchev continued to
pressure the North Atlantic
Treaty Organization (NATO) to
abandon West Berlin, but
Kennedly responded by besfingup
the city’sdefenses. In 1962, it
wasdiscovered the Soviet Union
washuilding misslestesinCuba
that could deliver nuclear
wegponstotheUnited Statesand
cripple the Strategic Air
Command. Kennedy demanded
that Khrushchev remove the
missiles, ingtituting ablockade
aroundtheidand andincreasing
thearbornedertforceinthearea
until Khrushchev complied. This
was perhaps as close as the
world hascometo nuclear war.

Knowing the military
value of Air Force Plant 6,
Mariettanskept anear out for the
arraid srenandtook serioudly
the drills that they had been
taught. Atthe 1962 Armed Forces
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Day openhouseat Air Force Plant 6, adisplay of prefabricated
fallout sheltersattracted considerableinterest.

Kennedy aso believed, perhapsspurioudly asit later
turned out, that the U.S. had fallen behind in its nuclear
capabilities, creatinga“ misslegap” that would givethe Soviet
Union afirgt strike advantagewereit to launch an attack. In
reponse, he stepped up military spending to achieve* parity”
withthe Soviets.

Although President Eisenhower sent armed“ advisors'” to
Vietnaminthelate 1950s, President Kennedy escalaied U.S.
involvement by sending 16,000 military personndl totheregion
prior tohisassassnationin 1963. Kennedy’ ssuccessor, Lyndon
Johnson, continuedto support South Vietnam. 1n 1964, Vietcong

James K. Hope an his family check out an igloo-type fallout shelter on display at
Lockheed-Georgia's Armed Forces Day open house, May 1962. The shelter sold for $165.



forcesallegedly fired torpedoesat aU.S. shipinthe Gulf of
Tonkin. The subsequent Gulf of Tonkin Resolution authorized
the president to usearmed forceto deter further aggression
from North Vietnam, beginning the U.S. military actionin
Vietnam that would result in theloss of more than 56,000
Americanlives.

Theescalating costsof thewar anditsunpopul arity at
homeled to gradua withdrawal fromVietnam beginningin
1969. The protestsagainst thewar were often accompanied
by attackson the* military-industrial complex” and wasteful
military spending.

Throughout thisdecade, however, theemployeesat Air
Force Plant 6 expressed prideinther contributiontotheeffort
to contain communism and preserve freedom. In order to
combat these variousthreats, themilitary required asteady
supply of materidl, including transport planes.

Activities at Air Force Plant 6

The1960srepresented the period of grestest expansion
for Lockheed'sGeorgiaDivison. Thefacility wasrenamed
L ockheed-GeorgiaCompany in July 1961 and began anearly
decade-long expans onleading to the pesk employment, under
either Lockheed or Bell, of over 32,000in 1969. In 1963,
L ockheed reported itstop earningsever.

In 1961, Lockheed received a contract for the
construction of the C-141 jet transport later nicknamed
StarLifter. The StarLifter wasdesigned and engineeredin
Mariettaand represented anew level of accomplishment for
Lockheed-Georgia. It featured innovative design features, and
wasconsderably larger, more powerful, and more complex
thanthe C-130.

Theproduction of the C-141 and the subsequent C-5A
Galaxy transports, aong with the continued production of the
C-130, would earn Lockheed-Georgia sMariettafacility the
titleof “ Airlift Capitd, U.SA,” andlater “ Airlift Capitd of the
World.” Atthe sametime, Lockheed-Georgiaexpanded into
other areasof research and design, including missilesystems,
electronics, materials testing, and nuclear products
development.

At the other end of therunway at DobbinsAFB, a
number of hogt unitscameand went, withthe primary mission
beingthetraining of Air Forceresarvigts.

Air Force Plant 6 Expands Its Airlift Role with the
C-141 SarlLifter

Among Kennedy'sfirst actsaspresident wasto order
andl-jettrangport with greater rangeand speed thanthearcraft
theninuse. TheAir Force srequirementsfor thenew aircraft

C-141A, ca. 1967.
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werecondderable. Inkespingwith themerger of Srategicand
tacticd arlift functionsof theMilitary Air Trangport Service, the
jet transport would need to performat low dtitudesin order to
ardroptroopsand supplies, havearangeof at least 3,500 miles
witha60,000-pound payload, and beabletofly higher andfaster
thantheDouglasC-124 and theL ockheed C-130.

Desgnedhy thelockhesd-GeorgiaCompeny, theC-141A
StarLifter beat out desgnsby Boeing, Douglas, and Convair (a
divisonof Generd Dynamics), threeof theleading playersinthe
araraftindugry. The StarLifter festured aswept-wing desgnand
four forward-mounted Pratt & Whitney enginesthat improved
handling characterigtics. Thehigh-set wingsalowed for more
dearanceindifficultlandingsor unpreparedfidds The25-degree
sweep of thewingsaided high-speed cruising, while powerful
flapsprovidedfor goodlow-speedfid d performance

Theinterior design expanded on the C-130 Super
Hercules, preserving therear cargo door for drop capability
and easy | oading of vehiclesand cargo, but withamorethan
50 percent increasein payload capability and greater range

T
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The flrst productlon C- 141A StarLlfter rolled out of B-1 bUI|dI ng on August 22, 1963, vvhen Preﬂdent Kennedy

and speed. Thefloor of the cargo bay featured retractable
rollersand retaining railsthat could beraised for palletloading
or loweredfor vehicleor personnel trangport. Theaircraft aso
featured aT-tail with a50-foot span, four underwing TF33
turbofan engines, andintegra wing fuel tanks.

Production of the C-141 was expected to expand
L ockheed-Georgia spayroll by approximately 2,000 during
thefirst year. Thefirst test flight was scheduled to take place
inlate 1963, with delivery of operationd arcraftin 1965. The
first partsfor the C-141 werebeing produced at the Marietta
plant by the summer of 1962. A considerable portion of
fabrication of thearcraft wassubcontracted to other companies
and conducted off-site. The massive wing structure was
assembled by Aveco CorporationinNashville, Tennessee, while
thetall sections(empennages) weremanufactured by Generd
Dynamicsin San Diego, Cdifornia. Inal, goproximately 60
percent of theaircraft was subcontracted to companiesin 34
dates including Bendix Corporation, Bell Aerosystems, Beech
Aircraft, Brunswick Corporation, and Genera Electric.

pressed a button in Washington, opening the doors at the Marietta plant.
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The first completed C-141 rolled out of the B-1
assembly building August 22, 1963, ahead of schedule.
President Kennedy pushed abuttoninWashingtonthat opened
thehanger doorsviatheAir Force'sglobal communication
system. Thefirst test flight followed on December 17, 1963,
the 60th anniversary of the Wright brothers’ first flight. The
first C-141A wasdelivered to Tinker AFB, Oklahoma, in
October 1964. In July 1965, inaNavy exercise, aC-141
dropped seven pdll ets, eechwe ghing morethan 10,000 pounds,
by parachute, landing al without damagewithin ahdf-mile
aea

Lockheed originally anticipated an order of 100
StarLifters, but thearcraft proved to be such aworkhorsefor
Military Airlift Command that atotal of 285werebuilt between
1963and 1968. TheC-141 wastitilized daily in Southeest ASia,
carrying troops, equipment and supplies, returning patientsto
U.S. hospitals, and repatriating POWsfrom North Vietnam.

The C-130 Continues to Prove Its Usefulness

In1960, L ockheed secured an order for 16 C-130ES an
extended-rangeversion of the C-130B, with two under-wing
fud tanksadded toincreaseitsrange. Thenew versonwasa
success, and theAir Force ordered about 350 more, withthe
first deliveriesby April 1962. By theend of 1962, Lockheed
had delivered 112 C-130 aircraft, morethan twiceitsyearly
output for thepreviousfour years, anindication of the K ennedy
adminisgtration’sbelief intheneed tomodernizeand build up

The Navy version of the C-130E, the LC-130R, equippe;jiwith Teflon-cdziéd skrs
was delivered to the National Science Foundation and U. S. Navy's VXE-6 squadron

in Antarctica in 1974. Note the underwing fuel tanks.
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themilitary’sairlift capabilitiesfor the Cold War effort. In
1963, the C-130E output at Air Force Plant 6 wasincreased
from 12 aircraft to 15 aircraft amonth. Nearly 500 C-130Es
werebuilt at Air ForcePlant 6, withthemgjority of thosegoing
to the Air Force and the Navy. Foreign sales were also
important, however. Over 100 C-130Esweresoldtoforeign
customers, including Sweden, Australia, Turkey, and Saudi
Arabia TheRoyd CanadianAir Forceordered 16 C-130Esto
supplementitsfour C-130Bs.

L ockheed also devel oped amore powerful version of
the C-130 with four Allison T56-A-15 turboprops, each
delivering 4,900 horsepower. Designated the C-130H, thefirgt
of thesewereddivered tothe Royal New Zedland Air Force
in 1965. The C-130H wasequipped with tracking equipment
for locating spacecraft after re-entry and anose-mounted
recovery systemthat couldlift upto 500 pounds.

Interest intheprivate sector led tothedevel opment of a
civilian version of the C-130, designated the L-100, for air
freighter serviceand other duties. TheL-100wasbased onthe
C-130E and wascertified for servicein 1965. DeltaAirlines
purchased three of these planesfor itscargo servicein 1966.
Two stretched versionsof the L-100 were developedinthe
late 1960sto increase cargo capacity andimprove operating
costs. Barrel sectionswere added to thefuselagein front of
andbehindthewingstoincreasetheoverdl length of theplane.

In 1964, amodified K C-130F successfully completeda
seriesof landingsand take-offsfromtheaircraft carrier U.SS
Forrestal, demongtratingitspotentia for logistica support of
Navy ships. Theuseof C-130s
for carrier landings was not
incorporated into normal Navy
operations, however.

The C-130 Hercules
displayed versatility in yet
another way in 1968, whenitwas
put to usein Vietnam dropping
10,000-pound Daisy Cutter
bombsinto thejungleto clear
landing areasfor helicoptersand
artillery positions. The bombs
used were surplus weapons
developedinthe 1950sfor use
ontheold B-36bombers

TheHerkswereusedin
myriad other waysintheVietnam
conflict whereair resupply was



crucia. C-130sflew asmany as50 missionsaday during
critical operations, taking antiaircraft fire, taking off and
landing under fire on short unprepared runways, and
returning riddled with bullet holes, leaking gas, or limping
on shot-out tires, only to be repaired and returned to
service.

Astough asthey were, logging many hoursinrough
conditionsin Vietnam took atoll onthe C-130. Taxiing
and landing on rough airstrips, especially with wing-
mounted fuel tanks, caused thewingsto flex, putting stress
on the wing supports. The Air Force asked L ockheed-
Georgiato modify existing C-130Bs and C-130Es by
strengthening the center wing spars. Thefirst of these
modified“LongLife’ Herky Birdswasdeliveredinearly 1969.

Ny AT

The gaping cargo compartment of a C-5A during nose assembly, February 1968.
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The C-5 Galaxy Sets a New Standard in Airlift
Performance

Assuccessful asthe C-130 and C-141 were, theAir
Forcestill needed alarge cargo planewithintercontinental
range and greater reliability than the Douglas C-133
Cargomadter, thenthelargest cargo planeinoperaion. In 1964,
theAir Forcerequested proposalsfor the CX-HLS (Cargo
Experimenta-Heavy Logigtics System), ajet cargo planethat
couldfly a Mach 0.75, lift up to 250,000 pounds, carry any
piece of equipment inthearmy’sarsenal, and take off and
land on semi-prepared runways.

Lockhead began designingthe C-5A inuly 1964. Boeing
and DouglasweredsointhecompetitiontobuildtheCX-HLS,




Thewinner of the contract stood to make $750 millionin
development costsand another $1 billionin the production of
at least 56 planes.

Lockheed' sdesignfor thelargest aircraftintheworld
wasbased on the successful C-141 StarL ifter. However, the
C-5becamebogged downin palitics, contract disputes, anda
need for awing redesign. The controversy surrounding the
project took atoll on Lockheed financialy. Nevertheless, the
plane exceeded expectationsin termsof performance, and
stood doneintermsof cargo-carrying capacity, bresking al
recordsfor transport planes.

Theproposal Lockheed sent to theAir Forcewasan
enormous document, reflecting one of thefirst examplesof
Secretary of Defense Robert McNamara s Total Package
Procurement contracts. These contracts assigned the
responsibility for theentire project—research, devel opment,
testing, evaluation and production—tothelead contractor under
asingle, fixed-price contract with negotiated incentives. The
Szeandlength of theresultant contract attracted consderable
mediaattention and led toapublic perception that the program
wasawhiteelephant that threatened to waste millions of tax
dollars. Although the Total Package Procurement processwas
intended to cut down onwasteful spending, inpracticeitledto
monetary lossesfor both L ockheed and the Pentagon, and
cost bothintermsof publictrugt.

TheC-5A contract wasawarded to L ockheed-Georgia
in September 1965. Amid the great rgjoicing, therewas at
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Visitors examine the unique visor-

style nose cargo door on the C-5A, March 2, 1968.
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least onerestrained face, that of Jack Ferguson, an engineer
involvedin the proposal. Concerned that the control to be
exercised by the Department of Defense over the contract
would |ead to problems, Ferguson told peoplethat day that
thereweretwo winnersinthe competition and Lockheed was
not oneof them.

Like the C-141, more than half of the airplane’s
Subassemblieswere manufactured by outside contractorsand
shippedtotheMariettaplant for assembly. Structurd assembly
onthefirgt C-5A beganin January 1968inthewesternend of
thehigh-bay areaof the B-1 assembly building.

Everything about the C-5A Galaxy, asit wasnamed,
dwarfed any planein existence at thetime. Its 222-foot
wingspan nearly reached acrosstheentirewidth of themain
assambly linebay intheB-1 building. At 247 feet long—amost
80 feet longer than the C-141—itscargo bay was actualy
longer thantheWright Brothers firgt flight. Themassvecargo
spacewasmorethanfivetimesthesizeof the C-141 and was
sometimes described asthe Holland Tunnel with wings. It
could carry six Greyhound busesdrivenintwo abreadt, or 700
combat-ready troops. The unique noseopening ontheplane
adlowed cargoto beloaded from both front and back, or to off-
load and load simultaneously. Even withitsgreat bulk,
however, the C-5A wasconsiderably faster thanthe C-141,
withatop speed of 564 milesper hour.

Whentheplanewaspulled out of B-1, it wasnecessary
tocut out thehills deoppositethewestern door of B-1inorder
for the planeto maketheturnto
the Empennage Mate Building
(B-102) wherethetall sectionwas
attached to thefuselage. This
building was constructed
specifically for the C-5 near the
southeast corner of B-1 and
adjacent to thetaxiway to the
flightlinebuildings Sincethetail
sectionstood 65feet tall, it could
not beattached tothefusdagein
B-1 because it would not fit
throughthe45-foot hangar doors.
The spread of therear stabilizer
wasnearly 70feet, dbout half the
widthof theentireB-29winggpen.

Thefirgt C-5A rolled out of
theL-10building, another facility
constructed specifically for the
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The first production C-5A stands next to the 10-passenger JetStar outside building L-10 at the C-5A rollout,
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March 2, 1968. President Lyndon Johnson spoke at the ceremony.

When the world’s largest aircraft lifted off the Dobbins AFB
runway on June 30, 1968, a familiar face was in the cockpit, test
pilot Leo J. Sullivan. Sullivan had test flown practically every
aircraft developed at Lockheed-Georgia, starting with the first
production C-130 Herculesin 1955.

“Theaircraft did aphenomenally beautiful job onthefirst flight,”
said Sullivan of the C-5A.

During his service as a pilot and test pilot for the Navy during
World War I1, Sullivan flew nearly every type of aircraft inthe Navy’s
stable. He came to Lockheed's California division in 1950, where he
tested the P2V, Constellation, and T-33 series airplanesthat were being
developed at that facility.

Sullivan came to Lockheed-Georgia in 1952 and served as
commander for the first flights of the C-130 Hercules, the XV-4A
Hummingbird vertical takeoff jet, the LASA-60 single-engine plane,
the C-141 StarL ifter, and the C-5A Galaxy.

Sullivan went on to serve as a development test engineer and
product safety design engineer at Lockheed in the 1970s.
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program, onMarch 2, 1968. The
rollout recelved extensive press
coverage and was attended by
President Lyndon Johnson,
former Georgia Senator Carl
Vinson, Governor Lester
Maddox, Air Force Secretary
Harold Brown, and Brown'swife,
who christened theplane. Inhis
remarksto thecrowd, President
Johnson joked that he was
confident that someone had
measured the hangar doorsto
make surethe planewould fit
through. Indeed it did, and on
June30it medeitsfirg flight from
DobbinsAFB runway. Thehour-
and-a-hdf flight wasmorethanroutine, giventhechatter that
the C-5 programwasaboondoggleand that thearcraft might
not even get off theground.

Infact, the C-5A continued to set record after recordin
grosstake-off weight, sizeof cargo, and other performance
categories. It wasthe only plane capable of carrying such
overs zed equipment astanks, missilecontainers, andarmored
personnd carriers. Induly 1971, the C-5A demondtrated that it
could carry not one, but two mobilescissorsbridgelaunchers,
the Army’s largest piece of equipment. The tank-track
launchersweighed 121,000 poundseach.

Thefirs operationd arcraft wereddiveredtoMilitary
Airlift Command in December 1969. The C-5A servedthe
country’sneedsagainand againinairlift operations, airdrops,
relief missions, and thetransport of itemsthat could not
otherwisebedelivered by air. The C-5A was pressed into
serviceinVietnam|essthan sx monthsafter itsdelivery and
wasused for theremainder of thewar and in support of the
South Vietnamese after theU.S. withdrawa. The C-5proved
invauableduring the 1973 Operation Nickel Grassairliftto
Israel intheYom Kippur War.

Tragicdly, shipNo. 1of theC-5A fleg—thesameonethat
hadrolled out infront of the presidentin 1968—waslogtinan
explosonandfireonthe DobbinsAFB flight linein November
1970. Theplanewasunder-going routinemaintenanced thetime,
andtheincident wasnot consdered athrest to continued testing
andoperation of theC-5A, of whichtherewere 27 inoperation
dready. L ockheed produced 54 more of the planesfor theAir
Force, thelast onebeing completedinMay 1973.
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The C-5A takes off on its first flight, June 30, 1968.
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LiketheL-100 commercia version of the C-130, a
commercia version of the C-5, the L-500, wasdevelopedin
hopesof selling it asan air freighter, but the project was
eventually cancelled.

The C-5isstill infrequent use and standswith the
dightly larger Soviet-madeAn-124 Condor asoneof thelargest
planesintheworld. TheAn-225Mriya, only oneof whichwas
ever built, remainsthelargest planecurrently inuse.

{ \

Firemen work to douse the flames of thefirst production
C-5A after it exploded on the flight line during routine
maintenance, October 24, 1970.




Other Programs at Air Force Plant 6,
1961-1971

WhilewarkingontheC-130, C-5A, and C-141, L ockheed-
Georgiawasa o continuing itsresearch and devel opment work
throughanumber of projects

Hummingbird. By 1959, research had begun for the
Army onanexperimentd planecapabdleof taking off andlanding
vaticdly likeahdicopter. Theresultwasthe X V-4 Hummingbird,
which used diverted exhaust gasestotakeoff, land, and hover.
Twoof theseararat weredesgnedandbuiltintheB-29building,
originaly dubbed the* Possum Works’ asaplay onthemore
famous® Skunk Works' a L ockheed' sBurbank plant. It weslater
renamedthe”Hummingbird sNest.”

InNovember 1963, theX V-4 becamethefirg U.S ararat
totekeoff verticdly, trangtionto horizontd flight, andthenland
verticaly. Theprogramsuffered aseveresetback, however, when
oneof theplanescrashedin 1964, killingthepilot.

Lockheed rolled out a second version of the
Hummingbird, the XV-4B, in June 1968. Theimproved

Wernher von Braun, former German scientist and the
first Director at NASA's Marshall Space Flight Center,
visits the Georgia Nuclear Laboratory with Lockheed
and Air Force officials, December 1962. Left to right
are Dr. W. P. Walker, acting manager of GNL; Ernst
Suhlinger, chief of Lockheed's research project divi-
sion; Dr. Von Braun; GELAC President Dick Pulver;
Karl Heimburg, chief of Lockheed's test division; and
Colonel Scott Fellows, chief of the nuclear vehicle
project office, Marshall Space Flight Center.
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The XV-4 Hummingbird'sfirst vertical hover, May 1963.
In November of that year, it becamethefirst U.S. plane
to take off vertically, transition to horizontal flight,
and land vertically.

Hummingbird was equipped with both vertically and
horizontaly mounted et enginesthat diverted exhaust asneeded
for conventional and vertical flight. The XV-4B wasalso
equipped with*“fly-by-wire” controls, which used electronic,
rather than mechanical, input to control flight. The
Hummingbird 1 completed asuccessful vertica takeoff and
landing in October 1968. That aircraft also crashed, inMarch
1969, effectively ending theprogram.

Georgia Nuclear Laboratory. The Dawsonville
facility expanded itsprogramin the early 1960sto include
testing on anuclear-powered space vehicle. Wehrner von
Braun, thefamed former German scientist and thefirst Director
a NASA'sMarshd| SpaceFlight Center, visited thefacility in
January 1963 and predicted thet it would play avitd roleinthe
Reector In-Hight Test that wasa so being studied a Marshall
SpaceHight Center inHuntsville, Alabama.

A declineinavailablework, in part aresult of public
concernsabout nuclear safety, forced atemporary closing of
thelaboratory in 1970. The nuclear-powered vehicleprojects
werescrapped, andin 1971 the GeorgiaNuclear Laboratory
ceased operation permanently. The buildings and other
improvementsto the site were removed and the land was
deeded to thecity of Atlantaasapotentia sitefor asecond
arportin1972. Thearport never materialized andthesiteis
currently managed as Dawson Forest Wil dlife Management
areaby the GeorgiaDepartment of Natural Resources.

Malfunctioning and Discrepancy Recording.
L ockheed-Georgiawasgiventhejob of devel oping andflight-
testing amonitoring system designed to compare pilot
evauationswith instrument readings of aircraft during test
flights. Thishel ped identify wherepilot perceptionsdiffered
fromactud flight characterigtics.
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Lockheed’s new research center located across the runway from Air Force Plant 6, October 1965.

Saturn components. A number of components of
the SaturnV firgt-stage rocket booster were manufactured at
Lockheed-Georgia Therocketsweretested at Army Ballistic
MissleAgency in Redstone, Alabama. Other space-related
projectsincluded manufacturing heat shieldsfor NASA,
fabricating nose conefairingsand Typhonrocket casesfor the
Navy, and building missile sustainer motorsfor theArmy.

New Construction for New Projects

Both the aircraft manufacturing and research and
devel opment branches of Lockheed-Georgianeeded new
facilitiesinthe 1960sto accommodatethe r unique projects.

In1961, work wascompleted onacryogenicslaboratory
north of theB-4 building. Thelabwasdesigned for testing the
behavior of liquid hydrogen and liquid oxygen at extremely
low temperatures for use as rocket fuels. The lab also
devel oped storagetanksfor rocket fudl.

In 1965, L ockheed opened a$3.5 million research
laboratory onland it had purchased between theflight line
areaandAtlantaRoad, south of therunway used by Air Force
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Plant 6 and DobbinsAFB. Thisproperty wasknown asthe
L ockheed complex, or South Campus, and anumber of other
buildingswere congtructed thereinthe 1960sand 1970s. The
laboratory complex wasmade up of four buildingsona20-
acresite. Thefacility featured equipment for all types of
scientificand engineering testing, including ahypersonicwind
tunnel, electron microscopes, abaligticsrange, and ahuman
factorslaboratory for evaluating ergonomicsand human
performance. InAugust 1962, 10Air Force pilotsemerged
fromasmulated space capsuleinthehumanfactorslaboratory
wherethey had spent 30 daystesting thepsychol ogical effects
of workinginclosequartersfor extended periods.

The staff of theresearch |aboratory wasdrawn from
various universities, with over athird of them possessing
doctorates. Another 45 percent had earned masters’ degrees.
L ockheed scientistsworked closely with scientistsfrom
GeorgiaTech, GeorgiaState, and Emory universitiesto conduct
testing and devel opment at thelaboratory facilities.

Beginningin 1978, L ockheed beganleasingtheportion
of the South Campus containing theresearch [aboratoriesto
GeorgiaTech’sEngineering Experiment Station, which used



thefacilitiesto conduct electronicsresearch. In 1983, the Tech
facilities, whichincluded five buildingsand 45 acres of land,
was sold to the Georgia Scientific and Technical Research
Foundation, anon-profit organization created to support
educationd researchindtitutions. The Cobb County Indugtrid
Deve opment Authority funded the purchasewith public bonds
inorder to promotecontinued research a thefacility and atract
other high technology companiestothearea Theproperty is
now owned by the University Financing Foundation, Inc.,
which continuestoleasethefacility to GeorgiaTech.

In 1962 an outdoor dining and recreation areawas
congtructed between the B-1 and B-2 buildings. Theconcrete
“patio” wascovered by ametal roof and featured tablesfor
sedting dmost 200 people. Adjacent to the covered areawere
two shuffleboard courts, two horseshoe pits, and two ping-
pongtables.

Thepatioonly lasted fiveyears, however, asit had to
betaken out in 1969 to makeway for an ambitiousupdating of

Ten Air Force pilots emerge from a space capsule
simulator in the Human Factors Laboratory after a 30-
day test of their ability to work in the space for an
extended period, August 1962.
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the company’sfood servicefacilitiesthat beganin 1968 to
sarvethegrowing number of employees. Asthe C-5A program
wasreaching full swing, asmany as21,000 employeesate
lunch a theAutomatic Retailersof America(ARA) cafeterias
and canteens. ARA replaced Slater astheplant’sfood service
vendor.

Theprojectincludedanew kitchenintheareaoccupied
by the patio (now acafeteria), anew canteen adjacent to B-1,
adishwashing facility, and the remodeling of the existing
kitcheninthebasement of B-2with moremodernfood Sorage
and baking equipment.

ARA had previoudy opened threenew canteensinthe
engineering test center built for the C-5A program and was
increasing thenumber of Servomation vending machinesthat
were becoming more popular with employees. “Moreand
more, thefood industry isgoing to conveniencefood,” said
L ockheed'sliaisonwith ARA. Thevending machineswere
becoming morecommoninuniversities, industrid facilities,
and government office buildings like the Pentagon. The
proceedsfrom the saleof food from vending machineswent
totherecreation club.

Thenew kitchen, or Food Production Center asit was
desgnated, between B-1and B-2wasnot completed until 1971.
Thelayoffsthat camein 1970 and 1971 apparently changed
theplansfor the project and theold kitchenin the basement of
B-2wasnolonger used.

In September 1965, L ockheed announced that it was
building alow-speed wind tunnel onitsland located at the
southwest end of therunway. Thewind tunnel, which opened
in 1967, wasthelargest privately owned and operated wind
tunnel inthe United States. Thelow-speed wind tunnel was
used to test aeronautical componentsand aircraft models,
including the C-5 and the Vertical Take-off and Landing and
Short Take-off and Landing aircraft then under development
at Lockheed-Georgia. Automobileswere al so tested under
contract with auto manufacturers. Thetunnel was used by
racecar driver Bobby Unser in 1979, and has been used
recently by NASCAR teams, aswell. It wasa so used recently
totest the Joint Strike Fighter, now in devel opment.

InJuly 1966, two new buildingswerecongtructed & the
L ockheed complex for JetStar manufacturing (L-11) and the
Logistic Support Department (L-12). Seven hundred
employeesof the JetStar program weremoved fromthe B-1
building to makeroomfor C-5A productionthere.

TheC-5A project prompted thecongruction of noless
thanfour mgor buildingsand severd smaller onesa Air Force



Plant 6 and on Lockheed property. Thefirst of thesewasthe
C-5Project Building (B-95) congtructed to accommodatethe
designteamsworking onthe planeand clear out roominthe
overcrowded B-1 mezzaninewhere project engineering had
taken placefor theC-130and C-141. Theone-gtory, sted-and-
glassstructurewaserected infront of the B-1 buildingusing
modular unitswith built-inwiring, plumbing, and heating and
ar-conditioning systems. Thefirst workersmovedinto the
officebuildinginJanuary 1966, and when completed, it housed
3,000 workersand covered seven acres. B-95will becomethe
main officecomplex when B-2isdemolishedin 2007.

Asmentioned previously, the C-5alsorequired a
Separate building for mating thetail sectionwiththefuselage
(B-102), sincethetail wastoohightofitin B-1. Thisbuilding
wascompletedin 1967.

Thelargest project associated withthe C-5A production
wastheengineering test center (L-10), where Satictestswere
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Aerial view of C-5A Test

Center (Lilo) under construction, May

conducted on the completed aircraft. Construction of the
facility, located onthe L ockheed campusadjacent totheflight
linearea, began in 1965 and wascompletedinAugust 1967.
The$11 million building featured amassive cantilevered roof
rising five-storieshigh and an unobstructed interior space
capable of accommodating the sprawling wingspan and
towering tail section of four C-5A Gaaxies. Altogether, the
building contained floor spacetheareaof 10 football fields
and required 5,000 tons of stee! to congtruct.

Oneof themoreinteresting test facilitiesintheL-10
buildingwasagiant pool for testing pressurelimitsof whole
fuselages. Thetank had acapacity of 2.5milliongalonsand
was constructed of concreteand steel plate. To support the
weight of thewater and the plane, 250 reinforced concrete
pillarsweresunk 50feet into theground.

Although not technically new construction, several
sgnificant remodeling jobswere completed inthe 1960s. In

PP " N e Q\ -
1967. The building was believed
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to be the largest

cantilevered hanger in the world. Note the scale model of a football field superimposed in the upper left corner.
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Air Force Plant 6 employees were continually
encouraged to carpool, but by the 1960s, Lockheed-
Georgia was no longer working directly to match
employees with others in their vicinity with whom to
sharerides. However, Employee Servicesdid maintain
3,000 cardsonfilefor driverslooking for riders. Ascar
ownership increased and the number of employees at
Air Force Plant 6 decreased in the early 1960s, carpool
participation declined. In October 1965, soon after the
announcement of the C-5A contract, carsinthe B-1 1ot
were carrying an average of only 1.6 passengers,
compared to 2.5 per car in 1963. As employment at
L ockheed-Georgia expanded to nearly 30,000in 1969,
carpooling increased, almost as anecessity in order to
get aparking place.

Many cars logged long hours shuttling
employeesfrom thefar flung counties of Georgia. In i e
the mid-1960s, Harold Rhinehart, an electrical bench & = &
assembler on the C-141 project, rode 140 milesfrom
his home in Young Harris, Georgia, near the North
Carolinaborder to get to work each day. He drove his own car 70 milesto Blue Ridge, Georgia, where hejoined
other employeesfrom that areain acarpool to the plant. In order to makeit to the plant ontimefor his7:00 a.m.
shift, heleft homeat 3:30 a.m. It was 6:30 p.m. before he arrived back home. At onetime, Rhinehart had lived
closer to the plant, but like many of hisfellow workersfrom North Georgia, he loved his hometown mountains
too much to move to the “big city.”

Perhapsthe carpool workhorse award would go to athree-shift carpool from the Cumming, Georgia, areathat
in 1965 carried nine workers for each shift, stopping behind one of the head houses to unload its passengers and
then carry those getting off the earlier shift back home. The car, a 1960 station wagon, traveled 80,000 miles per year
and did not even need a parking space at the plant.

In 1968, Lockheed employees could be found in 85 of Georgia's 159 counties, although about three-
fourths were from the five metro Atlanta counties. Kenneth Beason made a living transporting L ockheed
employees from northwest counties like Murray, Bartow, and Floyd in two limousines he purchased. He
charged $8 per week for each passenger. James Head of
Lumpkin County carried adozen passengersin his panel
wagon. Some workers from distant counties had
temporary residences in Marietta and returned home
on the weekends. The Atlanta Transit Service began
offering aspecial busfrom Atlantato the plant in 1969.
The fare was 50 cents each way.

The value of carpooling further increased in the
1970s as a result gas shortages and increasing gas
prices. A promotional photograph from July 1975
highlighted two efforts of the time to change the
behavior of Americans. It featured a carpool that started
over 100 miles from the plant in Lavonia, in northeast
Georgia, picking up threeriders along the way. Thefour

- (& , riders posed with asign that proudly declared that they
These employees are promoting both carpoolingand | carpool 338.605136 kilometers each day, reflecting a
the metric system, July 1975. plant-wide effort to promote gas conservation, as well

as conversion to the metric system.

Ll

Thisstation wagon was used to shuttle crewsfromtheir
aircraft to the facilities on the flight line, June 1960.
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1962, the T-400 buil ding, an adminigtrativebuilding constructed
during the Bell Aircraft daysasatemporary facility, was
remodd edwith new lighting, floors, paint, and ar-conditioning.
A new reception lobby greeted vendorsand customers. T-400
fell into disrepair and wasdemolishedinthe 1990s.
ThemassveB-1 building got anew roof, completedin
1964. Thewooden roof that wasinstalled originaly onthe
building asatemporary measure due to the shortage of
materials during World War 11 was replaced by the steel
decking topped with tar and gravel asoriginaly intended. To
carry out thejob, contractorscongtructed a1,000-foot ramp up
totheroof to carry the new materialsup and removetheold
materias. Four specialy designed tractors, 50 farmwagons,
and a7-tonforklift wereneeded to movethe materia, which
required 26 trips per day from the ground to the roof.
Approximately 10 million poundsof deckingand 4.5million
galonsof asphalt were used to cover theroof. Amazingly,
work was ableto continuein the assembly building with no
delayswhilethe 17-month project wasgoing on.

Plant Operations

Plant Engineering. Keeping al of themechanical,
dectricd, andwagtedisposa sysemsoperationd a Lockheed-
Georgiawastheequivaent of operating theutilitiesof asmall
town. The job was handled by the Plant Engineering
Department (now Plant FacilitiesDepartment), whichwason
duty aroundtheclock.

Tokeeptheassambly linesgoing, aswell asto support
dl theother operationsat L ockheed-Georgia sMariettaplant,
Plant Engineering had to supply over 2 milliongalonsof water,
10 million cubic feet of compressed air, and nearly 80,000
cubicfeet of natural gasper day. Inaddition, water heaters,
air-conditioning, heting, and sewage needed to bemaintained.

Ninemechanica equipment roomswerelocatedinthe
basement tunnel sof themain assembly building, aswell asin
other buildingsthroughout Air Force Plant 6. The 12 air
compressorswere particularly sensitiveand required congtant
maintenanceto keepthepressureeveninthelines.

Plant Engineering dsoincluded aRoadsand Grounds
Department and aHight LineMaintenance Department.

Phonesystem. In order toimprove communications
among L ockheed Corporation’svariousdivisonsandto save
money through consolidation, in 1961 thecompany launcheda
company-widetelephone system that operated onleasedlines
from 15 U.S. phone companiesand linked 20,000 phones
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throughout the country. The network congtituted theworld's
largest privatetelephone system. Theleased linesalso made
it easier to connect to other phone companiesinthe country,
making long-distance calling faster andlessexpensive.

Parking and Traffic. Employment at L ockheed-
Georgiahad neared 20,000 around 1957, only todeclineagain
by the end of 1960 asmilitary orderswerecut. The C-141
program, followed by the C-5A project, however, would push
thenumber of employeespast thepreviouslevels reechingits
dl-timehigh of nearly 33,000in September 1969, and creating
theneed forimprovementsto plantinfragtructure, food service,
andtransportationfacilities.

In 1962, the parking lot wasexpanded toinclude 1,200
more spaces, and traffic flow ruleswereimposed to prevent
congestionintheparking lot.

Theextratraffic affected morethanjust Air Force Plant
6 property. Changestotheloca road network werenecessary
to accommodate those going to and coming fromAir Force
Plant 6, DobbinsAFB, and the L ockheed complex. Portionsof
South Cobb Drive, which bordersthegovernment reservation
tothenorth, werewidened tofour lanesprior to 1965, but the
road narrowed to two laneswest of the L & N Railroad
overpass. This created a serious traffic hazard at the
intersection of South Cobb Driveand AtlantaRoad (theold
u.S.41).

In 1966, the Department of Defense becameinvolved
instudying traffic problems, and anumber of solutionswere
planned or were already being implemented. A dedicated
carpool parkinglot wasestablished for carscontaining at least
four passengers. All but 100 of the 900 spacesallotted had
been claimed by April 1966. Planswere being studied for an
underpasson Fairground Street at South Cobb Driveand
improvementsto the Windy Hill-AtlantaRoad intersection.

InMay 1967, the parking planfor B-1lotincluded a
“lot full” light on South Cobb Drivethat would dert arriving
day shift employeesto proceed to an overflow lot. Specific
laneswereassgned tothedifferent shiftsto smooth the process
of enteringand exiting thelot.

Working at Lockheed

Integration Finally Comesto Air Force Plant 6.
TheC-141 programwasthefirgt tobefully integrated at L ockheed-
Georgia. Company President Dan Haughton had receivedword
fromBoard Chairman Robert Grossthat hewanted the Georgia
Division to comply with federal laws encouraging



desegregation. Haughton directed Dick Pulver toimplement
thechanges, but thetask wasadifficult one, giventhat Georgia
law gtill dictated segregated facilities. Althoughit had been Six
yearssincethe Supreme Court had ordered the desegregation
of schools “with all deliberate speed,” the state was
cong dering ending public educationrather thanintegrate, and
Jm Crow lawsremained onthebooks. WhileRaph McGill,
editor and publisher of the Atlanta Congtitution, and L ockheed
board member and former plant manager Jmmy Carmichad,
among others, advocated moderation and cooperdioninracid
relations, most werenot ready to advocatefor racid equality
intheworkplace.

CharlesFerguson, anAfrican American whoworked
onthenosesection of theB-47 and later the C-130, recallsthat
they left work oneFriday and whenthey returned on Monday
the“white” and“colored” signshad beenremoved fromthe
water fountainsand replaced with paper conesfor peopleto
use. The company had even hired apersonto make surethat
thecupswerekept replenished throughout the plant. According
to Ferguson, when L ockheed redlized thecogt of going through
thousandsof these cupsaday, it eventually abandoned this
practiceaswell.

Therewasonly onecafeteriainthe B-1 building for
black employeesand it waslocatedin Tunnel 2 a thewestern
end of theplant, aconsderable distancefor thosewhoworked
ontheeasternend. According to Charles Ferguson, eventualy
theblack workersgot tired of walking sofar, especidly since
they only had 20to 30 minutesfor lunch, barely giving them
timeto eat, so they started going into the “whites only”
cafeterias. The management responded by shutting downthe
cafeteriasuntil the®intruders’ left.

Nevertheless, Pulver had hisorders. According to
severd sources, hemadethechangesubtly andincrementaly,
withnoforma announcement of achangein palicy. Nomention
of thechangewasfoundinthe Southern Sar during theperiod.
Instead, workersfound bathrooms closed for renovation or
repair and wereforced to use other facilities. When all the
work had been completed, the“whites” and “colored” Sgns
werenot replaced, and it was difficult to remember which
oneswerewhich.

Eventualy, al the cafeteriaswere closed. Food was
placedinthehalwaysontrays, or brought into the assembly
building on mobilecanteens, dlowing employeestotakether
lunchwherever they chose. Theofficid reasonfor the canteens
wasthat it alowed workerstomoreeasily finishtheir lunches
inthe20 minutesalotted. A pparently therewaslittlecomplaint.
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AsHarold Mintz, asupervisor of both black and integrated
crewsobserved, “ See, weaspeoplearefunny. We' |l dothese
thingsif weknow they need to be done aslong aswethink
We' renot being madeto doit. It wasworked real smooth. We
didn't haveaproblem.”

Mintz recalled that someeffortsa integration had been
going onsncethemid-1950s, and thisgppearsto bethecase.
A photograph of anApril 1961 employeeassembly just days
ater the C-141 announcement showshblacksand whitessitting
together toreceivetheir 10-year pins.

However, Mintz may have been underestimating the
effortinvolved in bringing about these changes, both onthe
part of Lockheed officials and the African-American
community, aswell astheextent of thetension among white
and black workers. Oneemployee, R. C. Combes, recd|sthat
somewhiteworkersthreatened totakeaction againgt thepalicy.
However, this apparently did not cometo pass. Charles
Ferguson doesnot recall any walkouts. He said that few of
thosewho objected to theintegration werewilling to quit,
becausethepay and benefitsweretoo goodto giveup. “ People
let youknow” if they wereunhappy about thechange, but they

Harold Mintz worked for both Bell and Lockheed and
served as a department manager in structural and
primary installations for the B-47, C-130, C-141, and
C-5 programs.



One of the first clubs established by Georgia Division
employees was the Georgia L ockheed Employees Recreation Club
(GLERC). Thiswasvery similar to the recreation club started at Bell
Aircraft during World War I1. It was employee-run and had el ected
members that served one-year terms. GLERC sponsored a variety
of recreational programs such as bowling, softball, baseball, and
basketball leagues, as well as dances, choral groups, and other
social events.

The athletic leagues were very popular. Teams competed
against each other as well as against teams from other area
companies. Inthefall of 1955, there were 122 bowling teams from
the plant in 11 different leagues.

In 1958, a new recreation center was built with Lockheed
funds just north of the plant. The facility included two softball
diamonds, tennis, volleyball and badminton courts, and
shuffleboard.

The Recreation Club also sponsored the annual Family Day ‘ L
celebrationin early May. Until 1967, the event was held at L akewood Lockheed-Georgia beauty pageant
Fairgrounds in Atlanta, which featured carnival rides, midway | winnersat Family Day, June 1965.
games, and food vendors. In 1967, the event was moved
to Lake Spivey and in 1970 to Six Flags Over Georgia.
About 50,000 employees of GELAC and their families
attended the event in 1956.

Family Day also included field events organized
by GLERC such as egg races, sack races, and
wheelbarrow races. Other entertainment included
shows, live music and dancing, and a beauty contest
where Miss L ockheed was crowned. Although the name
wasn’'t changed to Ms. Lockheed until the early 1970s,
the contest was open to both single and married women
who were employees of Lockheed. Miss Lockheed's
duties largely involved public relations appearances | .
at aircraft rollouts, posing for publicity photos with | Family Day at Lakewood Fairgrounds, June 1965.
aircraft, and promoting bond drives, safety
programs, and other Lockheed activities.

World famous bandleader Tommy !
Dorsey played GLERC-sponsored dances T i ) ‘-‘\
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at Larry Bell Auditorium in December 1952
and January 1953 to enthusiastic response.
Approximately 1,300 people attended the
December dance.

By the 1970s, GLERC was
sponsoring more specialized clubs
including a scuba club, a motorcycle club,
and a ceramics club. Sport participation
included newer sportslike karate and soccer,

although softball, horseshoes, ping-pong > e > T — R
and other traditional sports remained Batter A.E. McDermott and catcher Charles L. Seaman, both of

popular. engineering department 72-21, open the GLERC softball season,
May 1962. There were 12 teams in the league.

¥
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were careful not to step over thelinefor fear of losing their
jobs. Furthermore, while separatefacilitiesand workplaces
wereeliminatedin 1961, racia discrimination wasamore
difficult problemtotackle.

WhentheC-141 contract with L ockheed wasannounced
inApril 1961, theNAACPimmediately protested to Presdent
Kennedy’sCommitteeon Equa Job Opportunities, headed by
Vice-Presdent Lyndon Johnson, that L ockheed discriminated
against African Americansin violation of federal policy.
Johnson declared that the committeeintended to seethat the
Mariettaplant wasintegrated.

Lockheed officials met with the committee in
Washington, wherethetwo partiesagreed toa“ Plan for
Progress.” Lockheed Chairman Courtlandt Grosstraveled to
Washington to sign the plan with President Kennedy on May
25, 1961. President Kennedy hailed the agreement as“a
milestoneinthehigtory of civil rights” It was, infact, thefirst
such agreement between thefederd government and aprivate
corporation and wasfollowed by many othersover the next
threeyearswith hundredsof maor companies. Theseprogress
planslaid thegroundwork for the Civil RightsAct of 1964,
whichdiminated racia segregation nationwide.

Hugh Gordon, Lockheed'sdirector of personnel, was
largely responsiblefor implementing the* Plan for Progress.”
Theplan sought toincrease opportunitiesfor black workersby
creating merit employment councilsthat provided vocational
guidancein the black community, educating principals,
teachers, and studentsabout the skillsand education needed
to get jobsin the aerospaceindustry. The plan was updated
andrenewedin 1967.

Lockheed's"Planfor Progress’ seemsto have been
successful. In June 1966, L ockheed Chairman Courtlandt
Grossreported that thecompany had moreminority employees
inmanageria and professiond postionsthaninunskilledand
serviceworker jobs. Approximately 6,500 minoritieswere
employedin professiond, managerid, dericd, and skilledand
semiskilled positions. About two-thirds of these employees
wereskilled or semiskilled craftsmen, but nearly 1,000 were
employed asscientists, engineers, accountants, and buyers.
Morethan 1,000 performed technical or clerica work. Ninety-
oneweremanagers. Thenumber of minority employeescited
included those throughout the L ockheed Corporation. The
number of minoritiesinthesepositionsat L ockheed-Georgia
wasnot provided.

ThePlanfor Progressand the programsit spurredin
other industriesin theAtlantaareamay have hel ped defuse
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someof theracid tengonsthat erupted in violencethroughout
other partsof the country a thetime. Because Cobb County’s
black populationwasonly about seven percent of thetotal
populationin 1960, protest and violencewere not widespread
during the Civil Rightsmovement. Therewere, however, a
number of threatsand a |east onebombing in Mariettaabout
thetimethat L ockheed-Georgiawasintegrating. Nonetheless,
therelative camdid not deter someyoung, black Mariettans
from protegting the continued segregationinthetown. In 1963,
they staged severd St-insat lunch counterson MariettaSquare.
Neither Lockheed-Georgia seffortsnor thelocal protests
resultedinany changeinthelocal Jm Crow laws, it wasthe
Civil RightsAct of 1964 thet findlly forced achangeinMarietta
and Cobb County.
An Employee Survey Documents Opinions. In
1967 Lockheed-Georgiahired ateam from GeorgiaTech's
Department of Psychol ogy to conduct an opinion survey of
L ockheed-Georgiaemployees. Thesurvey gauged employees
fedingsconcerning job satisfaction, wagesand sdary, benefits,
fadilities, management respons venessto employeeneeds, and
many other aspectsof the company’soperation.
Responseswerereceived from about 43 percent of the
L ockheed-Georgia semployees. About 90 percent of hourly
employeesrated asfavorabletheir job satisfaction, their
contribution to the company, and the company’ sreputation.
Theseemployesswerelessindinedto haveafavorableopinion
regarding the company’sresponseto their idess, thefairness
of promotion procedures, and the treatment of employees.
Wages and benefitswere generally regarded asfavorable,
with 61 percent regarding pay asbetter than at other companies
and 60 percent or moreexpressing sdtifactionwiththevacation
policy, sick leave palicy, insurance plan, and savingsplan.
Non-supervisory salaried employeesgavesimilar
responses, athough they were somewhat lesshappy withthe
pay they recaived for thair work individualy and morestisfied
withtheopportunity for advancement. Both hourly and sdlaried
employeeswere reasonably happy with their immediate
Supervisors jobknowledgeand ahility toget dong with people,
but less so with their bosses” abilitiesto communicate
information about their expectations, respond to their
complantsand problems, and plan and schedulework.
Supervisory and management personnel showed the
most satisfaction, rating their pay, benefits, andimmediate
supervisorshighly. Their most unfavorableresponsesrelated
totheopportunity for promotion fromtheir ownjobsandthe
opportunity to changejobswithinthecompany. Liketheother



employees, they rated the credit union, the savingsplan, and
retirement planhighly.

Althoughthe survey wastaken during aperiod of high
employment and aseemingly bright futurefor thecompany, a
sense of thedifficultiesthat might lieahead isreflectedin
someof theworkers comments. Said onehourly employee,
“Themain disadvantage of working for Lockheedisthat job
security isamost non-existent.” Thissenseof expendability
isechoed by another worker, whosaid, “I believewhensurplus
time comes|layoffs|, more concern should begiventothose
inthe[lower] labor grades.... It coststhe Company totraina
new group every timeanew program comesaround!”

Lockheed-Georgia sZero Defectsprogram, initiated
inlate 1964 toincrease pridein quality workmanship, drew a
few caustic comments. [tspurpose, said oneemployee, was
“to make awardsto supervisors, friends, and pets.” Others
expressed theopinionthat the program produced littletangible
resultsconsidering thetimeand expense putintoit.

Overall, the survey indicated a positive work
environment for such alarge organization, but theextent to
which employeeson all levelscomplained about alack of
responsetoindividud ideasand problemsseemstoforeshedow
thedifficultiesthat the company would have accommodating
itsrigid management styleto changesintheworkplaceand
marketplacethat occurredinthelate 1960sand early 1970s.

Contract Troubles Nearly Sink Lockheed

Thesuperlaivesthet followed thefirg flight of the C-5A
Galaxy in 1968 seemed to provethecriticsof theexpensive
programwrong, but ayear ater thefirg flight, asproductionmodes
continuedtorall off thelineat Air ForcePlant 6, it cametolight
that design life had been sacrificed to meet the performance
requirementsof theAir Force.

In1966, whiledesign, testing, and fabricationfor the C-5
wasgoing on, it becameevident that theaircraft would beheavier

-

Right-hand outer wing of C-5A being lifted to wing dock by an aerial crane, November 1967.
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than anticipated and would not meet the empty weight and
rangerequirementsof theAir Force. Testing of the General
Electric TF39 engines had shown them to exceed expected
performance, and so L ockheed suggested that the heavier
plane could still meet the required numbers. TheAir Force
rejected theproposd, saying that theindividual requirements
under thecontract needed to besatisfied. L ockheed wasforced
tolaunch an aggressive program of weight reduction onthe
Gdaxy.

Theweght reduction program rewarded engineersfor
weight-savingsideas, whichincluded subgtitution of smaller
gaugewires, redesign of interior features, and reducingwing
weight by using higher design stress|evelsand reducing
primary component thickness. The changesappear to have
raised the specter of metal fatigueasalarger concerninthe
design asearly asOctober 1966, when aseriesof articlesin
the Southern Star discussed metd fatigue, sonicfatigue, and
structural reliability asit related to the C-5 design. TheAir
Forcegpparently becameawareby early 1967 that thedesign
left littlemargin for Static overloading or metd fatigue, but no
changesweremadeinthedesign and production continued on
schedule, withthe delivery of thefirst “Accelerated Test
Aircraft” toEdwardsAir ForceBase, Cdlifornia, in June 1969.

Because of itsmassive wingspan and huge payload,
thewing structureswere particularly susceptibleto fatigue
fractures. One of the weight-saving measures used on the
C-5A wasto dip thewing componentsin an acid bath that
removed athin layer of material. Theresult wasasdlightly
lighter, but also weaker, wing. Full-scaleground fatigue
testingin July 1969 showed early wing crackinginthe C-5A.
Thewingswerefound to have afatiguelife of barely 25
percent of the design goal of 30,000 flying hours and
payload had to be restricted under normal peacetime
operationsto only 50,000 pounds, lessthan athird of the
design payload. Although L ockheed devised anumber of
corrective measures, the Air Forcelacked fundsfor their
implementation and full resolution of these deficiencies
had to await implementation of the Pacer Wing
modification programinthe 1970s.

In addition to the structural deficiencies, theAir
Forceand L ockheed-Georgiahad to contend with alarming
program cost overrunsand ensuing severecriticismsfrom
the mediaand Congress. Lockheed'soriginal bid onthe
program was $1.9 hillion, compared to Douglas bid of $2
billion and Boeing'shid of $2.3 billion. Intheend, theC-5
cogtover $5hillion.
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Theseoverrunscould beattributed in part to L ockheed
andin part tothe Department of Defense. TowintheCX-HLS
competition, Lockheed had submitted anoverly optimigticbid,
but its competitorshad aswell. Thenew Tota Procurement
Package contract had also required al ot of guessing, sincethe
cost of dl of theaspectsof the production, over along period
of time, could not be accurately determined. After accepting
hidsbased ontheeventua delivery of over 100 units, theAir
Forcecut back itsorder by 34 aircraft to freefundsfor war
operationsin Southeast Asia. L ockheed thuswasforced to
recover development cost onasmaller productionrun.

The overrunswerea so dueto significant inflation
pressuresintheU.S. during thelate 1960s, afactor that was
beyond control of either Lockheed or theAir Force. Inflation
wasparticularly bad intheaircraft industry wheretherapid
increasein both military and commercid spending hed brought
about a shortage of skilled labor and drove up costsfor
materials, tools, and Saff.

InMay 1969, beforetheresultsof thefatiguetestswere
known, Lockheed executivesresponded to public criticism of
the cost overrunsonthe C-5A, which by Lockheed’ sown
edimatewereasmuchas$2.1 hillion. Lockheed denied having
any kind of “sweetheart ded” withtheAir Forceand argued
that economic factorsthey could not have predicted had
resulted intheincreased coststhat weremagnified by thetotal
procurement package. Board Chairman Dan Haughton said
thecriticismshad moreto dowithagenera displeasurewith
thelevel of military spending at thetimethanwith Lockheed
soecificaly.

Indeed, any ded L ockheed had withtheAir Forcewas
not working to its benefit. The company renegotiated its
contractin 1970 and agreed toa$250 millionlossonthe C-5A
Gaaxy. Tocompoundther problems, sdesof thecompany’s
L-1011 TriStar passenger jet beingmanufacturedin Cdifornia
were disappointing. Although well liked by pilots and
passengers, theL-1011 faced atight market against thesimilar
McDonnell DouglasDC-10. Meanwhile, Boeing had takenits
designfor the CX-HL Sheavy cargo planeand created the 747
passenger plane, which proved very successful for them.

Government Loan Guarantee

In 1971, L ockheed faced adiresituation when Rolls-
Royce, the manufacturer of the L-1011 engines, declared
bankruptcy. The British government waspoisedtostepinand
take over ownership of the company, but needed assurances



that L ockheed would continueto beableto pay for theengines.
Withcashflow problemsof itsown, however, andlendersrductant
tobankroll theL-1011 project, Lockheedwasnatinapositionto
makesuchpromises.

Withthousandsof jobsthreatened and nationd security
potentialy at stake, President Nixon stepped inwith afedera
guaranteeonloansto Lockheed. Theloan backing created an
uproar withthepublic, whichwasfed upwithextensvemilitary
gpending andlack of accountahility. Senetor William Proxmirecof
Wisconsin had been onapolitical crusade against wasteful
government spendinginthedefenseindustry, and heattacked the
loan security ded asanother exampleof thefederd government
protectingindudtry a theexpenseof thetaxpayer.

A disgruntled former Lockheed-Georgiaemployee,
Henry M. Durham, compounded the attacksby claming that
he saw C-5A Galaxiescome down the assembly linewith
missing partsand that supervisorswerefabricating reports
that all work had been completed. L ockheed claimed that
Durhamdid not understand thesystem, and thét often assembly
proceeded out of order when partswerenot available, but that
they wereeventualy added. Still, Larry Kitchen, whowould
eventualy become president of Lockheed-Georgia, admitted
that when hefirgt toured the C-5 assembly linein 1970, well
into full production, hefound great confusion resulting from
Air Force change ordersthat were
coming sofast that engineering could
not keepup.

L ockheed-Georgia workers
urged the President and Congressto
approvetheloan measure, collecting
250,000 gnaturesfromsupportersand
sendingthemtoWashington. Amassive
rdly washeldinJuly 1971 a theplant
attended by 10,000 people, including
many local politicianswho spokein
support of thecompany.

Outside of Lockheed, the
programwasoften characterized asa
loan, butinfact it only stipulated that
the U.S. government would pay back
any loanthat Lockheed could not. The
loan guaranteewasgpproved inAugust
1971, which hel ped keep Lockheed
and RollsRoyce afloat, get back on
firm financial footing in the early

1970s, and eventually makegood on Buck-of-the-M
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al of itsloans. The program had not only cost thetaxpayer
nothing, it had actualy brought in$31 millioninguaranteefess
paidby Lockheed, whilekegpingtheararaftindustry competitive.

Marietta and Cobb County in the 1960s

The 1960s were atime of turmoil in the country,
with assassinations of public figures, conflict over the
country’srolein Vietnam, and racial unrest. At Air Force
Plant 6, the decade was a period of great optimism and
success, as Lockheed-Georgia surged to its highest
employment levels, only to be plunged into confusion and
controversy asitsaircraft and contract management were
called into question. Meanwhile, Cobb County emerged
asatrue suburban community, with amodern form of
government and amore metropolitan culture.

In 1960, Cobb County wasthe most popul ous county
inthe state without aliberal artscollege. The University
of Georgia(UGA) operated a branch school there called
MariettaCenter, which held classes at Southern Techwhen
it openedin 1961. However, the Board of Regentswas
trying to close UGA’s branch schoolsand concentrate on
opening new junior collegesinthe areas of the state that
were underserved by the university system. Although a

ub boosters visit Scottish Rite hospital, September 1979.



junior college had been promised for Paulding County,
Mariettaand Cobb County |obbied hard to have onethere.
By the early 1960s, thefirst baby boomerswerereaching
college age, and Cobb County’s citizenswere behind the
effort. A bond issue was passed to help fund the school,
tipping the balance to Cobb County. A site was sel ected
near Kennesaw, and groundbreaking took placein 1964.
Construction was slowed by aseries of contractor strikes
and classeswerefirst held at Southern Techin 1966. The
campus of Kennesaw Junior College, asit was named,
openedin 1967. It hassince achieved full university status
and has been renamed Kennesaw State University.

While Cobb County pursued higher educational
opportunitiesfor itscitizensintheearly 1960s, it continued
to deny itsblack citizens equal opportunity initspublic
schools. The Mariettaand Cobb County school boards
managed to avoid dealing with the issue of school
desegregation for 10 yearsfollowing Brown v. Board of
Education, but the Civil RightsAct of 1964 finally forced
their hands. It allowed the Attorney General of the United
Statestofile suit against and deny federal fundsto school
systemsthat did not comply with federal law. Marietta
High School accepted two black studentsfor the 1964—
1965 school year to avoid alawsuit, but full integration
cameslowly.

In 1965, students were allowed to choose which
school they would attend. Lemon Street High School,
originaly established for black students (and theonly high
school for blacksin Cobb County prior to desegregation),
continued to servemost of the county’sAfrican-American
population for two more years. African-American
communities in Marietta lobbied to keep open
neighborhood elementary and junior high schools, but the
county did not want to continueto fund these schools. Faced
with acourt takeover and the expense of maintaining
predominantly whiteand predominantly black schools, the
city gradually closed the former “ colored” schools.

Compared to many placesinthe South, thetrangition
tointegrated schoolsin Mariettawasrelatively smooth, a
fact duein part to the small black population (only 4
percent of thetotal population of the county by 1964), but
aso, perhaps, dueto theintegration of Lockheed-Georgia
and other corporateinstitutionsin the early 1960s.

At the same time that the Civil RightsAct was
bringing change to the public schools, Cobb County’s
leaders set about changing the old county government toa
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more representative and balanced system that would allow
theincreasingly diverseinterestsof the county’sresidents
tobe heard. In 1964, the voters approved aplan that called
for four part-time commissionersand afull-time chair,
who would serveas chief executive officer. Ernest Barrett,
alaundry and dry cleaning business owner, was elected
asthefirst chair of the five-member commission.

Barrett would serve as Cobb County Commission
chair for 20 years, during which time Cobb County became
one of the most prosperous and dynamic communitiesin
the country. Fulfilling the promise of making county
government more democratic, heworked hard to establish
good relationshipswith the other commission members
andwork out solutionsthat were satisfactory to all parties.

Oneof Barrett'sfirst actsascommission chair was
to have the county’s finances audited by aprofessional
accounting firm. He also appointed a 100-member study
group composed of the county’sleaders and activiststo
discussthe needs of the county. The audit and study group
both went along way toward restoring faith in the county
government. The study group’s recommendationswere
incorporated into a$15 million bond referendum that
passed in 1965. Almost two-thirds of the money was
earmarked for road improvements, but fundswere also
provided for libraries, parks, ajuvenile home, and the
completion of the new county courthouse.

Under Barrett’s business-like oversight, Cobb
County improveditscredit rating, hired professional firms
using sea ed proposalsto overseeroad projects, created a
parks department that acquired land and established parks
and recreation areasthroughout the county, and established
aplanning and zoning commission headed by aprofessiona
planner.

By thelate 1960s, plansfor aperimeter highway around
Atlantaand theextension of I-75 north to Chattanoogamade
eastern Cobb County anidedl locationfor developerstobuild
middle-classsubdivisonsfor metroAtlanta sprosperousnorth
Sderesdents. Theprofessond county departmentsset up by
Commissoner Barrettinthe 1960she pedtomonitor thegrowth
and streamlinethe process of expanding servicestorapidly
devel oping areas, setting the stage for the Cobb County to
becomeafull-fledged suburb of Atlantaduring the 1970s.



Arow of C-5Bs on theramp at Air Force Plant 6, ca. 1986.




CHAPTER FOUR

Air Force Plant 6 Serves the Air Force Mission through the End

of the Cold War (1970-1989)

With the government loan guarantee making funds
availableto continue operations, Lockheed Corporation set
about resoringitsflagging reputationand adjustingitsprograms
to meet the changing needs of military and commercial
aviation. Lockheed-Georgiawasbut apart of thecompany’s
overd| operation, but itssuccesswasccritical to the success of
thecompany asawhole, andAir Force Plant 6 remained a the
center of Lockheed-Georgia sectivities.

Therecovery would not beeasy or quick. Employment
declined steadily from 1970to 1974, falling from over 30,000
tofewer than 10,000. Theforecast for the coming decadein
thefirstissue of the Southern Sar for 1970 painted arosy
picture of the company’s prospects. However, many of the
future programsoutlined by President Tom May that would
support Lockheed-Georgiawere cancelled, scaled back, or
not realized. For example, L ockheed-Georgiawas counting
onmoresaesof the C-5, acontract with SaturnAirlinesfor an
advanced commercial version of the C-130 Hercules,
commercid interestin STOL and VSTOL planes, and concept
and desgnwork onthe space shuttle. Mogt of these programs
failed toimprovethe company’sbottomline. Thelast C-5A
rolled off theassembly lineinearly 1973, theorder reduced by
theAir Forceby 31 planes, and it would not beuntil the 1980s
that the programwoul d berevived. Thecommercid versonof
theC-130s0lddowly, dthoughforeigngovernmentscontinuedto
purchesethevariousmodified versonsof Lockheed-Georgias
most successful plane. A STOL design contractin 1971 never
materidizedintoanew productionarcraft. Theshuttiedesign
contract wenttoNorthAmerican Rockwal.

L ockheed-GeorgiaPresdent Bob Ormsby recalledin
1980that at thet time, therewererumorsthat they would have
to closethe plant. “But we were determined not to | et that
happen,” hesaid.

L ockheed-Georgia Works Its Way Out
of a Jam

That Lockheed was ableto meet itsobligations after
the C-5A troublesand thedownturn in the aerospaceindustry
wasdueinlargepart totheeffortsof Larry Kitchen, whotook
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Larry Kitchen, Lockheed-Georgia President, 1971-1975.

over aspresident of Lockheed-Georgiain 1971 after short
termsby Tom May (1967-1970) and Robert Fuhrman (1970
1971). Kitchen beganto scaeback employment a L ockheed-
Georgiausing abetter-organized assembly linethat more
closdly matched thelong-term needsof itsprograms. Although
employment wasa andl-timelow by 1974, Kitchennoted at
that timethat overd| productivity had increased by 25 percent.

Kitchen aso nurtured other programsat the plant that
would offset thelossesof the C-5A Galaxy program. Although
therewereno new aircraft designsfromtheMariettaplant, a
variety of modificationsand redesignskept thefacility busy.
Amongtheprojectsof the1970sand 1980swerethe et Star 11,
thestretch modification of the C-141, asecond stretch version
of theL-100 commercial freighter, the L-100-30 Super
Hercules, the C-5A wing modification, the C-5B, and the
continued production of theC-130anditsvariantsfor cusomers
aroundtheworld. Lockheed-Georgiasold 46 C-130sin 1974,



about three-fourths of them to foreign customers, and
productionwasincreased fromthreeper monthtosx per month.

At thecore of hissuccesswasKitchen'sability to
establish anatmosphere of teamwork and cooperation, even
asemployeeswerelaid off and thefuture of the operationwas
uncertain. Along those lines, he convinced Lockheed
Corporation Pres dent and notorioustaskmaster Dan Haughton
toreducehisvigtsfrom corporate headquartersfromweekly
tomonthly, freaing hismanagement team fromintensescrutiny
andtime-consuming reporting.

Kitchen'seffortsboosted L ockheed-Georgia sprofit
marginaswell asitsmorale, helping Lockheed Corporationto
repay itsdebtshy 1977. 1n October 1975, Kitchenwaspromoted
to president of Lockheed Aircraft Corporation, and lessthana
year |ater wasmade president of the L ockheed Corporation,
whichincludeditsMissileand Spacedivison, aswell asother
subsdiaries Robert B.“Bob” Ormsby wasnamed aspresident
of Lockheed-Georgiato replace Kitchen, servingin that
capecity until 1984.

Eventhough thegovernment-guaranteed loanwaspad
offin 1977, L ockheed-Georgiacontinued tofacedifficult times
inthelate1970sand early 1980s. Sdlesof Lockheed-Georgias
“bread-and-butter” aircraft, the C-130, werehurt inthelate
1970s by increased competition, government restrictionson
military export sales, and worldwideinflation that hampered
financing for nationswith limited resources.

Inearly 1981, Lockheed-Georgialost itsproposal to
theAir Forcefor itsnext generation cargo plane, theC-X. The
contract went to McDonnell Douglas; however, theAir Force
wasdlill congderingavariety of optionsintermsof thenumber
of eechtypeof trangport initsflest, leaving openthepossibility
of revivingthe C-5.

Losing the C-X contract may havebeenablessingin
disguisesnceMcDonndl Douglas C-17 that wastheresult of
the design competition ended up mired in contract problems
and cost overrunssimilar tothosethat plagued the C-5A. The
first C-17 did not fly until 10 yearsafter the award of the
contract. Meanwhile, L ockheed received the go-ahead to put
new wingsontheAir Force'sC-5A flegt, aprogramthet proved
quite successful. A variant of the C-5A, the C-5B wasalso
devel oped and accepted by theAir Force, providing astable
basefor thecompany until theend of the 1980s.

TheC-130survived thepressuresof thelate 1970s, and
by 1985, sdesof theC-130 anditsvariantshad reached 1,735
overits30-year history. In1982, L ockheed-Georgiatook its
largest number of ordersfor theHerculesinthepreviousfive
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years. Between 1981 and 1983, versions of the company’s
venerabletrangport went to Kuwait, Algeria, Oman, Thailand,
Dubal, and Japan, aswel| astheAir Forceandthe Coagt Guard.

Theend of the Cold War isusually cited asoccurring
withthefdl of theBerlinWal in 1991, but it really beganin
themid-1980swith Mikhal Gorbechev comingto power inthe
Soviet Union, thefirst leader of that country since World War
I not to have been associated with the Stdinregime.

At the Geneva Summit in 1989, Gorbechev rejected
the Brezhnev Doctrinethat justified communigt imperidism,
stating that the“ force or the threat of force neither can nor
should beinstrumentsof foreign policy.” The Soviet Union
begantoloosenitsgrip on Eastern Europe, dlowing Polandto
hold eectionsin 1989 and other former Iron Curtain countries
toestablishtheir own governments. It beganwithdrawa of its
troopsfromAfghanistanin 1937.

Although the end of the Cold War led the U.S. to
reorganizetheArmy andAir Forcecommandsand re-examine
their missonsand materiel, thebasic needsof military transport
remained unchanged. Instability inthe Middle East, Africa,
and Centra and SouthAmericastill demanded air mobility to
deliver troops, supplies, and wegponswherethey wereneeded
intimesof crisis. Asaresult, Air Force Plant 6 continued to
serveavitd roleintheAir Force' sacquisition program.

L ockheed-Georgiawould aso experience aseriesof
changesinthe 1990sand would becomeinvolvedfor thefirst
timewith building fighter jets, whilecontinuing toturn out the
irrepressibleHercules.

Programs at Air Force Plant 6 in the
1970s and 1980s

C-141 Stretch

In 1975, Lockheed received acontract to“ stretch” the
C-141 Starlifter, adding about 23 feet of length by cuttingthe
fusd ageandinserting new sectionsforeand aft of thewings.
Thedtretched verson, the C-141B, had about one-third more
cargo capacity thanthe C-141A. The stretched versonwas
dsogivenin-flight refueling capability, allowing longer non-
stop flightsand fewer fuel stops during worldwide airlift
missons.

Nearly all of theAir Force's C-141 fleet received
thestretch modification, 270aircraftinall (out of the 284
built), effectively increasing the size of thefleet by 80
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Extra fuselage sections and other modifications are given to a C-141A Sarlifter as part of the “ stretch” programto
increase its cargo capacity, July 1976. The 270 modified planes were re-designated C-141B.




planes. Thefirst C-141B wasrolled out in January 1977,
eight weeks ahead of schedule and $3.5 million under
budget. TheAir Forcereceived itsfirst C-141B in 1979,
with thelast one being completed in 1982.

C-5AWing Modifications

Inorder tobring the servicelifeof the C-5A uptothe
standard originally called for by theAir Force, Lockheed
proposed to redesign and modify thewingsof theaircraft,
rather thantry to desgnanew planefrom scratchtoreplaceit.
On Capitol Hill, Senator Proxmire opposed theidea, arguing
instead that Boeing 747 could be modified for the job.
However, design studieshadindicated thet the 747 modification
would bejust asexpensveandwouldresultinalessversdtile
aircraft. In December 1975, theAir Force approved a$28
million contract for Phase| of the project, redesigning the
wing; Phasell beganin February 1977 with a$1.3 million
awardto contract for themateria sto build twowingsthrough
itssubcontractor, AvcoAerostructures Divisionin Nashville.
Onewing wasused for structural fatiguetesting, whilethe
other wasingtaled and tested on aC-5A aircraft.

Thetest aircraft received itsnew wingsin theL-10
building, and flight-testing beganin August 1980. The new
wing design performed flawlesdy, and the Air Force began
delivering C-5Asto Mariettafor themodificationin 1981. All
77 remaining C-5Asreceived the new wings, with thelast
being completedin 1986.

C-5B

WiththedesgnprablemsontheC-5A warkedout, itbecame
evident totheAir Forcethat they needed moreof thearcraft,
sncethey hed cuttheinitial order short. IN1982, L ockheed received
acontract to produce 50 more C-5sthat incorporated all the
modificationsandimprovementsdeve opedfor theC-5A program,
indudingimprovedturbofanengines, thel ongar-lifewings Bendix
color weather radar, Del co navigation system, animproved
automated flight control system, and anew, more advanced
Mafunction DetectionAnayssand Recording System.

TheC-5Bfirg took tothear in September 1985. Delivery
of the50 new arcraft commencedin January 1986 andendedin
April 1989. Theseaircraft aretill amgor component of Airlift
Mohility Commendflegt.
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The JetSar |11 was an improved version of the corporate jet produced by the Marietta plant in the 1950s. Thisis one
of 40 that were made, ca. 1977.

JetSar |1

Between 1976 and 1980, L ockheed-Georgiaproduced
40 of theimproved JetStar aircraft at Air Force Plant 6. This
new variant, dubbed JetStar |1, had new engines and a
redesigned external fuel tank for transcontinental range. The
first JetStar 11 wasdelivered toAllied Stores, Inc., in October
1976. Thecompany decided to discontinuefurther production
of theaircraftin 1979.

C-130-MP

The C-130-MP, dso designated the PC-130H, wasa
specialy equipped C-130H for maritime patrolsand search
and rescue. It festured moreefficient enginesfor grester range,
advanced radar capabilities, specia navigation system, and
cameras. Thedesignwaspopular for government usearound
theworld because of the enactment of extended offshore
territorial limitsthat created larger areasto patrol. Threeof
theseaircraft are currently inthe Malaysian Air Force's
invertory.

L-400 Twin Hercules

InJanuary 1980, L ockheed-Georgiaannounced that it
would begin devel opment and testing of atwin-engineverson
of the C-130that waslighter and lessexpensiveto operate.
Theaircraft wasto bedesigned and built at the Mariettaplant;
however, market conditionsweredeterminedto beunfavorable
andthe programwas scrapped.

Plant Operations

The 1970s and 1980s at Air Force Plant 6 were
characterized by anew emphasison energy conservationand
pollution control, astheseissuesga ned prominenceacrossthe
netion. Projectshad tobedesignedtomeat dricter environmental
standards, and the energy crisis of the 1970s resulted in
companywideeffortsby L ockheed-Georgia, bothat acorporate
level andindividud level, toconservedectricity andfud.

Thefinancia crisisof the company also influenced
plant operations. A program of cost reduction measureswas
indtituted, and the Buck Hunter Club rewarded employeesfor
coming up withwaysto savethe company money.



Pollution Control Measures

Plant maintenanceand facilitiesengineersa Air Force
Plant 6 inthe 1970swere not overly concerned about air
pollutionfrom the plant. Theonste team plant wasswitched
fromcod to natura gasin 1958, greatly reducing emissions,
and paint spray booths and metal treatment tanks were
equipped with filters and other devicesto limit airborne
contamination. I nstead, water pollution, particularly from
industrial wastes, wasthemgjor issuefacing theplant. Since
reopeningAir Force Plant 6in 1951, thefedera government
had funded and L ockheed-Georgiahad operated awastewater
treatment system that handled al of thewater fromtheU.S.
government reservation, including DobbinsAir Force Base
andtheNava Air Saion-Atlanta Thesystemhad threeroutes
for water, with sewage going to one treatment plant and
industrial wasteto another, while storm water runoff went
graightinto Rottenwood Creek.

It was clear by 1960 that industrial wastewater
treatment wasinadequate, but it was not until the passage
of the Clean Water Act in 1964 that standards were
established and a detailed planning processwas set in
motion. Lockheed-Georgia commissioned astudy to
determinethe best solutionto the problemin 1965, but the
Air Forcefdlt that it wastoo expensive. Lockheed rejected
asecond study’ srecommendationsasinadequate. It wasn't
until 1970 that L ockheed-Georgia, the Air Force, the
Georgia Water Quality Control Board, and the
Environmental Protection Agency agreed onaplanfor a
new system.

Thefirst part of the system wasanew $3 million
industrial wastestreatment plant for dealing with paints,
thinners, oil wastes, acids, and alkalis used in the
manufacturing process at Air Force Plant 6. When it was
completedin 1972, L ockheed-Georgiaurged workersto
learn how to dispose of variousliquid wastes and not to
pour them in the storm drains, which led directly to
Rottenwood Creek and the Chattahoochee River. Instead,
receptacleswere set up to receivethe wastes, which were
then carried to the new treatment plant.

In 1976, work was completed on an $8 million final
wastewater treatment plant funded by theAir Force. Water
from theindustrial waste and sanitary waste facilities,
which were treated separately at two other plants, was
then piped to thethird facility to be combined and further
treated to near-potable quality.

Energy Conservation

In June 1974, Lockheed-Georgia, in conjunctionwith
GeorgiaPower, sought to lower thelr eectricity consumption,
particularly during the peak summer months. The company
paid about $2 million for power in 1969. Power-saving efforts
included movingwork aressto requirefewer lights, operating
heavy machinery during off-peak hours, and cutting off lights
and machinery whennotinuse.

TheArab oil embargo of 1973 brought the energy
gtuationtoacrisslevel, leading Presdent Richard Nixonto
createtheFederd Energy Office, renamed the Federd Energy
Administration under President Ford. A variety of energy-
saving directiveswereagpproved for federd agencies, including
Department of Defense contractorslike Lockheed-Georgia
E.J. Docekal, the company’s chief facilities engineer and
chairman of theEnergy Conservation Committee, reportedin
August 1974 that the company had to cut energy consumption
by 15 percentinthethird and fourth quartersof theyear.

Becauseit helped cut overhead costs, L ockheed-Georgia
was concerned about energy conservation even beforethe
federal directives. In 1973, computer specialistsin the
engineering department, aong with thefacilitiesengineering
branch, developed acomputerized monitor that predicted peak
loadsthat could result in higher power rates and requested
departmentsto shut down unnecessary production that could
bedone later. Asaresult, heat treat furnaces, salt baths,
hydraulicamulators, and certain compressorswereturned off
temporarily onahot day in July 1974. Thedevice saved the
company $81,000thefirst year done, morethan coveringthe
cost of itsdevelopment and installation.

Theenergy conservation effortspaid off in 1974, as
electricity consumptionwascut by dmost 15 percent, evenas
C-130 production wasincreased during the year fromthree
per monthto Six per month.

In 1979, anew testing machinefor aircraft generators
wasingaled at L ockheed-Georgiathat, comparedtoatypica
test set, saved enough electricity ina24-hour period to power
atypicd residencefor amonth.

Cost Reductions

A 1971 program soliciting cost-cutting ideasfrom
L ockheed-Georgiaemployees produced 2,773 submissions,
resultinginnearly $70 millionin savings. Eachbranchhad a
cost reduction coordinator, with representatives at the



department level to review the suggestionsand determinethe
implementation costsand ultimate savings.

TheBuck Hunter of the Month Club awarded U.S.
SavingsBondsand other incentivesto employeeswhowere
ableto salvagemateria or equipment that wasbound for the
scrap heap, or devisesmpler andlessexpensivewaysto carry
out atask. Inthe C-5 Project Planning and C-5 Refurbishment
groups, supervisors made reductions in the amount of
paperwork that saved timeinthereview process, aswell as
reducing paper and storage needs. The plastics department
collected scrap partsto manufacture C-141 partshins. In 1979
the cost reduction program doubleditsannua god.

Working at Air Force Plant 6 in the 1970s
and 1980s

Despitethelayoffsinthewake of the C-5 project and
other program cutbacks, L ockheed workerscontinued tomake
amajor contribution to the economy of Cobb County and
Georgiainthe1970sand 1980s. Inthemid-1970s, over hdf of
the company’s 9,500 employeesresided in Cobb County,
representing about $100 millioninpayroll. Another $50 million
went to Lockheed employees living in other counties.
L ockheed-Georgiadso paid out over $40milliontomorethan
1,200 Georgiacompanies, many of them small businesses, for
productsand services. By 1983, employment at L ockheed-
Georgiahadincreasedto 13,202.

Unions and the 1977 Machinists Strike

L ockheed empl oyees continued to berepresented by
the expanded I nternational Association of Machinistsand
Aerospace Workers (IAM& AW), which had originally
represented Bell workersinthe 1940s. Three-year contracts
werenegotiatedin 1968, 1971, and 1974, with each containing
new provisionsfor insurance benefits, wages and hours,
overtimepay, holiday pay, retirement benefits, savingsplan,
periodicwageincreases, and automatic cost-of -living raises.

InOctober 1977, however, Lockheed management and
thelAM& AW failed to reach an agreement, and the union
called for a strike. At that time, the IAM&AW union
represented about 5,000 of theplant’s8,600workers. Themain
point of contention wasseniority asit related to layoffs. With
the C-130 production being reduced in 1977 back to three per
monthfrom 3 per month asaresult of the Export Control Act,
employment washeng reduced.
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Theunionwanted seniority to control whowaslaid off,
rather than particular job skillsor program assignments. Thus,
an employee on the C-130 assembly linewith 10 years
experiencewhosejob washbeing phased out could movetothe
JetStar lineand “bump” an employeewith lessexperience,
regardless of his ability to work on the new program.
Management objected to this procedure becauseit created
sgnificant turnover onthelineswith new crewssometimes
cominginweekly and havingto betrained eachtime.

Thisstrikelasted consderably longer than the 10-day
grikein 1958 and was accompanied by somerancor among
union members. In mid-November, approximately amonth
into the strike, L ockheed issued a statement saying that a
number of union membershad violated thecompany’ sproperty
rightsand had broken thelaw by blocking or delaying traffic
aroundtheplant to prevent workersfrom entering, aswell as
harassing and threatening employees. Asaresult, thecompany
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The Southern Star asked Lockheed-Georgia employees
how they were saving energy at home. L.H. Martin, a
crane rigger in Department 23-12, C-130 assembly
reported that he was burning more wood to save on
fuel oil. He also had a home garden. Photo 1973.



filed apetition for a court order to establish aspecific
limitation on picketing activities, so that employees could
comeand gofreely.

L ockheed management made another offer inlate
November, but union officialsrejected it asinadequate.
Tensions escalated to the point that an Atlanta Journal
newspaper photographer was knocked down and spat upon
by astriker (who was no longer an employee, but had
goneto work as an agent for the union). When a Cobb
County policeman tried to intervene, he was assaulted by
another striker. The policeman was dlightly injured, and
thetwo picketerswere arrested.

Over the years GELAC employees
exhibited many talentsin addition to their
aircraft production skills. Here are afew of
the more interesting stories of employees
who achieved honors outside of the
aircraft industry.

Harry Johnson, atool designer at
L ockheed for many years, was a dedicated
body builder, and in 1959 was named Mr.
America in his fourth appearance in the
competition. He attributed his success to
astrict training regimen, attention to diet,
and clean living. Interestingly, his
prescription for a healthy diet is very
similar to what medical experts suggest
today—plenty of protein and vegetables
and less fats and starches. Of course he
avoided alcohol, cigarettes, and staying up
late. Johnson's title also netted him some
monetary perks, including a cash prize, a
monthly magazine column, and product
endorsements. He appeared on a number

RE 53_17 —
Mr. AmericaHarry Joh

After savenweeksof gtriking, Lockheed reported that
the plant wasoperating on schedule, that many union members
(approximately 7.3 percent) had returned to work, and that
overdl, just under 43 percent of dl employees(3,587 of 8,376)
were at work. Finally, after more than two months, an
agreement wasreached over the Christmas holidays, and
employeesreturned to work for the new year. Somejob
reass gnmentswere necessary to bring the production lines
back up to speed and to make sure deliveries continued on
time, but Sgnificant problemswerenot reported.

—
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poseswith another “ Hercules,” ca. 1959.

of TV showsaswell, including the “Ed Sullivan Show” and “Dave Garroway's Today.”

“Uncle” John Patterson, a hydraulic tubing installer at his day job, was a national champion
banjo player who won his first banjo competition at age 14 and went on to win many more. He toured
briefly in 1952 with Smiley Burnette, the comic actor and singer who appeared in over 80 westerns
between 1934 and 1953. He also played with Fiddlin’ John Carson. He made a number of recordings and
was featured on radio and TV. His songs included “Plains, Georgia Rock,” “Old Hen Cackle,” “White

River Stomp,” and “Flat Footed Charlie.”

L orena Pace Pruitt, elected as the first woman mayor of Smyrnain 1945, had been a cafeteria
manager at the Bell bomber plant during World War |1. She is credited with overseeing a program of
improvements to Smyrna’s roads, streetlights, and water and sewerage system. She served two terms as
mayor before stepping down and returning to AFP 6 as a cafeteria manager for Slater System, which
operated the food concession for Lockheed’'s Georgia Division.



Employment in Reverse and LEND Programs

Asit had doneduringadownturninbusinessinthelate
1950s, L ockheed-Georgiainstituted an “ Employment-in-
Reverse’ programin 1970, ongwiththeLEND programfor
engineers, administrative, and production specialists. The
Employment-in-Reverseprogramwasin conjunctionwiththe
GeorgiaState Employment Service (GSES). If workerscould
not find jobsthroughthe GSES, L ockhesd-Georgiawould offer
additional assistance. An effort wasmadeto place salaried
employeesinanother branch or office of the company. The
L ockheed-Georgia Employment Office could be used by
recruiters from other companies looking to interview

prospectiveemployees. Theprogramwasre-ingtitutedin 1971.

TheLEND program (Lending Employeesfor Nationa
Development) sent scientists, engineers, and computer
speciaiststowork for other companieswhileremaining on
the L ockheed payroll. Thespecidistsasssted companieslike
Coca-Cola, Bdll Laboratories, and GeorgiaTechwith projects
for which they wereuniquely quaified. For example, severd
engineersworked with Coca-Colatoimprovetheefficiency
of their vehiclesusingwind tunnel tests, facilitiesreviews,
and other assessments. The program benefited Lockheed by
findingwork for employees to performand generating potentid
businesspartnerships. Someof employeeseventudly went to
work for the companiestowhich they wereloaned.

Wilbur Kurtz wasaMidwesterner who cametoAtlantain 1903 to interview William Fuller, the engineer of

a Confederate locomotive, The General, that was stolen from the Big Shanty (Kennesaw) depot by Union spies
known as Andrews Raiders. They were pursued and caught by Captain William Fuller and were executed in
Atlanta. Kurtz became enamored with the South, married Fuller’ s daughter, and made anamefor himself painting
murals of Southern life under the WPA. In the mid-1930s, Kurtz al so worked with two other artists on the diorama
of plaster figures that forms the foreground of the Cycloramain Atlanta. His depictions of Southern landscapes
drew the attention of Hollywood, and he was hired as a consultant on the set of Gone with the Wind, where hewas
responsiblefor the appearance of the Taramansion and other details. On returning to Marietta, he went to work at
Bell Aircraft asaproductionillustrator. After the war he consulted on two other films, Disney’s Song of the South
and The Great Locomotive Chase. In the 1950s he continued his research on the Atlanta Campaign of the Civil
War. Hewrote the text for most of the historical markers put up in the 1950s by the Daughters of the Confederacy
along theroute of Sherman’s Union army, including numerous markers concerning the Battle of Kennesaw Mountain
and related events in Cobb County.

Joseph Earl (* Joe”) Dabney was the editor of the Southern Star from 1965 to 1975 and continued at
L ockheed-Georgiaas apublic relations coordinator promoting the C-130 until hisretirement in 1989. Heisthe
author of Herk, Hero of the Skies: The Sory of the Lockheed C-130 and Its Adventures around the World,
which has recently been re-issued by Bright Mountain Books. In addition, he has written extensively on
Appalachian culture. In 1974, after three years spending weekends talking to moonshiners and revenuersin
the mountains of Georgia and the Carolinas,
he released Mountain Spirits: A Chronicle
of Corn Whiskey From King James' Ulster
Plantation to America’s Appalachians. He
wrote a follow-up in 1985, More Mountain
Spirits: The Continuing Chronicle of
Moonshine Life and Corn Whiskey, Wines,
Ciders & Beersin America’s Appalachians.
His book on mountain cooking, Smokehouse
Ham, Spoon Bread and Scuppernong Wine:
The Folklore and Art of Southern
Appalachian Cooking, won the 1999 James
Beard Cookbook of the Year Award. In 2005,
the Southern Foodways Alliance presented
Dabney with a Jack Daniel’s Lifetime
Achievement Award.

Joe Dabney waves from the window of a C-130
(courtesy MariettaDaily Journal) .
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Equal Opportunity

Photographsshowing activitiesat Air ForcePlant 6in
theearly 1970sshow anincreasingly integrated workplace,
with African Americansregularly found among department
managers, committee representatives, and engineers.
L ockheed-GeorgiaexpandeditsPlanfor Progresstoinclude
an effort to recruit minority businesses for purchasing
programs, increasing minority contractsin 1978 by 176 percent
fromthepreviousyear.

Lockheed's Tehran Branch

In1977, L ockheed Corporation began acompany-wide
effort to recruit employees with specialized skills for
assgnment totheLockheed Aircraft Servicefacility inTehran,
Iran. Thework was part of athree-year contract withtheAir
Forceto providelogisticssupport tothe Imperid IranianAir
Force. Thecompany offered anumber of incentivesstarting
witha30 percent salary bonus, and including extravacation
and homeleave, ahousing alowance, and company-provided
utilitiesandfurniture.

U.D.McDondd, aspecid indudtrid rdationsrepresantative
for theprogram, cautioned progpective participantsthat overseas

assignment could be very demanding and wasbest suited to
gtablefamilieswith asense of adventureand awillingnessto
adapttoanew culture. “ It offersacultural broadening amost
beyond price, an intimate knowledge of another country with
itsvariety of cusoms, peopleand geography,” McDondd sad.
Still, hecontinued, “if thewifegoesinto asnit because she
can'tfindher regular brand of baking powder & thesupermarket
or the youngster can’t find his favorite color of Earth
Shoes...well, overseaswork isnot for thiskind of people,
unlessthey arepreparedto adapt.” Jobsweredsoavailablein
Saudi Arabiafor employeeswith C-130 experience.

Thoseemployeeswhodid signup for duty inlran got
perhapsmore adventurethan they bargained for when Iranian
extremigsinitiated anuprisnginthefal of 1978that ultimeately
resulted in theexile of the Shah of Iran, anAmericanaly.
Someof theemployeesand their dependentswereevacuated
inJanuary 1979 at the behest of L ockheed, whichfelt that it
could not guaranteetheir safety astheAyatollah Khomeini
cameto power. Nevertheess thewifeof oneof theemployees
who remained behind said that shewas disappointed to have
toleave. Shehad traveled extensvely inthe country and liked
it. Shesaid shewould bereturning assoon asit was permitted.
Len Galati, another employeewho was evacuated, agreed,
saying, “most of thelraniansdon’t hate us.”

Dobbins Air Reserve ase, ho of th 94th Airlift W ng,c. 2000.
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Dobbins Air Reserve Base

In 1972, the 94" Bombardment Wing, which had left
DaobbinsAir Force Basein 1955, returned asthehost unit, with
thechief missontotrainreserveunitsfromal branchesof the
military. The basewasrenamed DobbinsAir Reserve Base
(ARB) a that time. DobbinsARB provided support for over a
dozen organizations, including theArmy, Navy, MarineCorps,
and Coast Guard reserves, the GeorgiaAir Nationa Guard
andArmy Nationd Guard; Air Force Plant 6; and, L ockheed-
Georgia

In 1992, the 94" Bombardment Wing becamethe 94"
Airlift Wing (AW) under therestructuring that followed the
end of the Cold War. Since 1999, themain mission of the 94"
AW and DobhinsARB hasbeen to support the 700" Airlift
Squadron, whichtrainspilots, navigators, flight engineers, and
load mastersin C-130 aircraft operationsand tactical airlift
operations. Therunwaysaso handletrafficfor Air Force Plant
6, whichincludesthe delivery of completed aircraft, aswell
asreceiving and delivering Lockheed-built planes for
modificationand servicing. Asaresult, DobbinsARB isoneof
busiest air reserve basesin theworld, handling morethan
7,000flightsper month.

South Cobb County Moves from Bedroom
Community to Edge City

By the1970s Mariettaand Cobb County hed esteblished
enough of an economic basethat it wasnolonger dependent
onAir Force Plant 6 and itsassociated operationsto thrive.
Even asemployment at L ockheed-Georgiareacheditslowest
level everin 1977, Cobb County continued to grow. Although
therateof increasewasnot asgreat asinthe 1950sand 1960s,
Cabb County grew by morethan 50 percent inthe 1970s, nearly
topping the 400,000 mark. Moresgnificantly, many of these
newcomerswerefrom outsdeof Georgia, and most werewell
educated, white, affluent, and politicaly conservtive.

Much of Colbob County’sgrowthinthe1970sand 1980s
could betied tothegrowth of Atlantaand itsaccessibility by
car, but jobs, shopping, and entertainment did not requiredriving
intothecity.

Cumberland Mall was the first phase of alarger
devel opment that included apartments, condominiums, and
office space, setting the stage for the emergence of South
Cobbasan“edgecity,” atermcoinedin 1991 by Jod Garreau
of theWashington Post. Edgeditiesaretypicaly unincorporated
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areasof densedevel opment near amgjor city, typically at the
intersection of magjor highways, that are centered on office
and retail complexesin landscaped settings surrounded by
suburban amenities such as shopping malls, entertainment
centers, hospitals, and schools. Theareaaround thel-75/1-
285intersectionfit thismode perfectly and cametobeknown
asthe“Plainum Triangle,” hometohigh-riseofficebuildings,
corporate headquarters, and 30,000jobs.

Alongwithregional officesof national companies, a
number of local businessesroseto prominenceduring the
1970sand 1980s. John Williamsestablished Post Propertiesin
the early 1980s, which built landscaped luxury apartment
complexesin Cobb County and metroAtlantathat attracted
young professonasmovingintothearea. By the 1990s, Post
Properties had become one of thelargest publicly traded
apartment companiesinthecountry.

Inthelate 1970s, Bernie Marcusand Arthur Blank
moved toAtlantato launch TheHome Depot, their chain of
hardware and homeimprovement warehouses. By 1990, the
company had 145 storesand waswell onitsway to becoming
theworld'slarges homeimprovement retailer. Thecompany's
headquartershave awaysbeenin Cobb County, andin 1993
the company moved into anew officecomplexinVinings.

Theroleof Air Force Plant 6 had becomelessvita to
theeconomic hedth of Mariettaand Cobb County inthe1970s
and 1980s, and itsemployment just afraction of thetotal for
theimmediate area. Nevertheless, it remained the largest
manufacturing facility inthecounty, anditsassociated facilities
and contractorscontributed Sgnificantly totheoveral strength
of the Platinum Triangle. It was estimated that L ockheed-
Georgiawasresponsiblefor at least asmany jobsinthearea
outsdeof itsdirect operation aswereactualy employedthere.
Local leadersand political representatives at the state and
nationd level fought hard to keep thecompany viableand Air
Force Plant 6 operationd. Anacquisition, amgor merger, and
the production of theAir Force’smost advanced fighter jet
would ensurethat viability into the 21 century.



Aerial view of Air Force Plant 6, ca. 1990.




CHAPTER FIVE

The Legacy of Air Force Plant 6 and its Role in the Post
Cold War World (1991-2006)

Acquisitions and Mergers

Thelatle1980sandearly 1990swould bring agreet dedl of
changeto L ockheed-Georgia, including severa namechanges
andmergers. In1987 arestructuring of Lockheed Corporation
resulted inthe creation of Lockheed Aeronautical Systems
Company (LASC) fromtheGeorgiaand Cdiformiadivigons with
L ockheat-Georgiabecoming LASC-Georgia Threeyearslaer,
theBurbank, Cdlifornia, plant wasclosedand 1,000 Cdifornia
employessweretranderredtoMarietta Other Burbank programs
weretranderred tothecompany’sPdmdae, Cdifornia fadllity.

Theendof theColdWar markedaturning paint for military
contractors. 1n 1993, then Deputty Secretary of DefenseWilliam
Perry invited adozen defenseindustry CEOsto dinner a the
Pentagon, at what cametobecaled“ TheLast Supper.” Perry
told themthat U.S. military weapons systemsexceeded the
country’scurrent need, and warned that half of thecompanies
representedintheroomwouldbeout of busnessinfiveyears He
encouraged theindustry playersto consider mergersthat would
improvetheir chancesof survival.

Theoutlook wasparticularly
severe for military aircraft
manufacturers. Thecogt of highttech
arcraftthat werebengdevelopedin
theearly 1990sraised red flagswith
thepublicand Congress, leadingto
protracted funding battles that
threatenedtobankrupt mgor players
in the industry. In those years,
L ockheed beganto back off fromits
arcraft divisonand concentraieon
its missiles and space division,
indudinganincreasingly profitable
involvement in communications
Sdlites

Just as Lockheed was
consderingsdlling off itsaeronattics
divisontogeneratecashand dhiftits
focus away from government
contracts, LASC-Georgiapresdent

e 1 1

The first
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operational C-130Js at L
courtesy of the U.S. Air Force, March 2004.
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Ken Cannestrawas gpproached by WilliamAnders, theformer
adtronaut and head of Generd Dynamic Corporation, topurchese
thecompany’ sFort Worth branch, where 16 fighter jetswere
beingmanufactured. TheGenerd Dynamicsplart, liketheonein
Marietta, wasaGOCO facility built duringWorld Wer 11 and
designated Air Force Plant 4. L ockheed added the Fort Worth
plant toitsinventory in 1993 andisnow building the F-35 Joint
StrikeFighter for theAir Forcethere. ThePdmdale, Ft. Worth,
andMariettafadilitiesnow operatlemoreor lessasasingleentity
caled Lockhesd MartinAeronauticsCompany (LM Aero) with
heedquartersat . Worth. L ockhead scorporateheedquarterswere
moved to Bethesda, Maryland, to bein close contact withthe
federd government andthe Pentagon.

L ockheadexpandedfurtherin 1994ina”“ merger of equals’
with Martin MariettaCorporation. Themerger wasfindizedin
1995, credting Lockheed Martin, oneof thelargest aerospace
companiesintheworld, with combined sdlesin 1993 of over $20
billion, andemploying over 175,000 people. Themerger did not
come without associated costs in terms of downsizing,
consolidation, and sreamlining. Officidsat both Lockheed and
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MartinMariettaing sted that these changeswoul d have come
evenwithoutthemerger, asaresult of dedining military contracts.
Inthe 1990s, the defenseindustry saw some 20 mergersthat
reduced thenumber of mgor U.S. competitorstofive: Lockheed
Martin, Boeing, Northrup Grumman, Generd Dynamics, and
Raytheon. Nearly 2millionjobswerelogt inthedefenseindustry
between 1990and 1997.

Hisoric Preservation at Air Force Plant 6

Whilethedefenseindustry ingeneral, and theaircraft
manufacturing industry in particular, was facing a major
reorganization, theperiodfallowingtheColdWer presented ancther
chdlengetoAir ForcePlant 6. Many of thebuildingsa theplant,
congructed astemporary or semi-permanent structuresduring
WorldWer 11, werereaching theend of their useful lives. For
example, the T-400 adminigtration building, reportedly thefirgt
buildingcompleted duringtheBell years wasfoundtobeunsuitable
for occupationandwasdemoalishedinthemid-1990s Atthetime,
Lockheed-Martin also expressed the desire to initiate a
modernization plan, whichwould upgradetheindividud fadlities
andimprovetheoveral appearancecf Air ForcePlant 6.

In1995, theAeronautica SysemsCenter (ASC) initiated
aculturd resourcesprogramthat woul d contract for inventoriesof
historic buildingsat the nineAir Force government-owned,
contractor-operated plantsthat included Air ForcePlant 6. The
inventory for Air Force Plant 6 determined thét theorigindl core
buildingscondructed aspart of theindutrial build-upduring\World
War | comprised ahigtoricdigtrict. Inaddition, nineindividual
buildingsweredeterminedtobehidoricaly sgnificant (B-1, B-2,
B-3,B-4,B-6,B-7,B-21, U-124, andU-145). Asaresult of this
designation, the Air Force and the Georgia State Historic
Preservation Officeestablished aProgrammaticAgreement in
1999 outliningtheprooedurefor theAir Forcetofallowinorder to
comply withtheNationd Historic PresarvationAct regarding the
ongoing management of thesehigtoricbuildings Theagreement
established guidelinesfor rehabilitation of hitoric Sructuresas
well asdocumentationof any hiorichbuildingsthat might needto
bedemalished.

Oneof therehabilitation projectsthat fell under the
ProgrammaticAgreement wasreplacing thecorrugated asoestos
tilescovering B-1withnew sdingthatinduded aboldbluestripe
cong dered suitableto both thehitoric preserveation community
and Lockheed Martin. Thiscolor schemewasadopted for usefor

Lieutenant Colonel James Hecker, commander of the Zﬂh Fighter Squadron, banks his F-22 Raptor during a
training sortie over Langley Air Force Base, Virginia. Photo courtesy of the U.S Air Force, ca. 2005.
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al buildingsat Air Force Plant 6, including thosewithinthe
digtrict. Building B-6, the* Dead Storage Building,” had been
vacant for sometime and it was found to have become
structuraly unstableand ill-suited for reuse. A minor firein
2002 had also caused some damage. After historical and
photographic documentation wascarried out in accordance
withthe ProgrammaticAgreement, it wasdemolished in 2005.
Alsoduring thistimeperiod, significant structural problems
werenoted in portionsof themain adminigtration building (B-
2), whichresulted in emergency evacuationsof those partsof
thebuilding. Thebuilding had been renovated many times, but
severa engineering studieswere conducted that determined
that energy inefficienciesin the old building and the costs
associated with bringing thefacility up tomodern codesmade
further rehabilitation effortsunfeasible. Building B-2isdated
for demolition in 2007, necessitating the movement of
administrative officesto other locations. Some staff were
moved to B-27in 2005, and the remainder are scheduled to
moveto B-95, thenew “front door” of Lockheed Martin, in
2006. Aspart of the documentation processof thishistoric
building, whichwasonly of limited architecturd interest, the
StateHigtoric Preservation Office asked that apopular history
of Air Force Plant 6 be assembled and disseminated to
interested parties. Thisbook istheresult of that request.

Air Force Plant 6 in the Twenty-First
Century

Amidst thechangesinthebuildingsat Air ForcePlant 6,
thework at thefacility continues. Despitethesignificant cutsin
military spending that accompanied theend of theCold War, the
roleof theU.S. military inworld affairsremainsasprominent as
ever. TheU.S hasbeeninvalvedintwomgor military actionsin
Irag, aswell assgnificant operationsinAfghanistan, Yugodavia,
andSomdia Theseactionscanbeattributedinpart tothecollgpse
of theSoviet Union, whichhasdestahilized condtraintsonmilitary
andpolitica power andleft theUnited Satestoact astheworld's
primary peacekeeping and humanitarianforce. Inaddition, the
riseof globd terrorismhasrequired on-going missonsacrossthe
globe. Thesemilitary actions, both largeand small, require
subgtantia airlift support, aswell asair strike capability. The
Department of Defensedtill hesanesdfor cargoplanesandfighters
andAir ForcePlant 6 hesthenecessary fadilitiesand along record
of serviceunder the L ockheed nametofill thoseneeds

IN2006LM Aeroisinthemidgt of produdng60C-130sand
KC-130Xfor theAir ForceandMarineCorpsaAir ForcePlant 6.
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Hrg testedin 1996, the C-130J continuestheimpressivelegacy of
theC-130family, whilerepresentingacompleteoverhaul of the
ealier modds Theexternd appearanceof theplaneretainsthe
look of thedassicutility transpart, but performancecharacteritics
exceed thoseof theolder versonshy awidemargin. TheC-130J
dimbstwiceasfad, cruises20 percent fagter, and hasarangeand
cruigng dtitude40 percent greater thanthe C-130E. Itdsohas
improved avionics, computers, reliability and maintainatility.

TheAir Force'smogt advanced tacticd fighter ever, the~
22,isdsobangbultby LM AeroatAir ForceFlant 6. Theprogram
beganin Cdiforniaintheearly 1980swhentheAir Forcerequested
anewAdvance Tecticd Fighter (ATF) that would sarvetheattack
needsof themilitary well intothetwenty-first century. TheF-22
designemerged fromahested competition between twogroupsof
menufacturersthat sought toreducefinanad risksby combining
efforts. Lockheed teamed with Boeing and Generd Dynamics
andwonthecontract withadesignthet incorporatedvector thrusing
that delivered greater maneuverability thanthe Northrup-
McDonnell Douglasdesign. It also incorporated stealth
characterigticsderived from Lockheed sexperiencewith the
F-117 SedthFighter.

TheF-22 Raptor, asit wasdesgnated, faced anuncertain
futureduringthe1990sasaresult of budget cong derations Funding
wasfinaly madeavailableto beginlimited production of the
araratin2001. Mickey Blackwell, whorasethroughtheranksof
engineersat Lockheed' sGeorgiafacility under president Ken
Cannedira, wasput inchargeof the~22 programwhen Sherman
Mullintook over theSkunk Worksin Cdifornia. Cannestrabrought
Blackwell andthe~22beck toGeorgia whereLM Agroiscarying
out find assembly of thearcraft at Air ForcePlant 6. Thefirst
production model wasflownin September 1997, and I nitial
Orperating Capatility wasgrantedin December 2005, authorizing
thearcraft to bedepl oyedinto combat Stuationsasneeded.

Whileitscontributionshavecertainly not ended, Air Force
Plant 6anditsassociated facilitiesmadean enormousimpact on
Marietta, Cobb County, and the Southeast region over thelagt 60
years. Thethousandsof planesthat haverolled out of the45-foot
high doorsof theB-1 buildinghavemedethar way todl corners
of theglobeand both poles, carrying out every typeof arlift,
scientific, and humanitarian missonimaginable. Meanwhile,
atthelocal level, the plant provided jobsand training for
thousands of Southernersof thekind that wasnot available
before World War 11, and which raised the education level,
standard of living, and economic diversity of thecommunity.
Whilethefutureof Air Force Plant 6 may beuncertain, itspast
istangible, anditsmark will certainly beenduring.



Sources and Suggestions for Further Reading

Thishistory wasdrawn primarily from threemain sources. Thefirst isthe company newspapersof Bell Aircraft
Corporation and L ockheed’s GeorgiaDivision. The L ockheed Martin Communications office hasacomplete
run of the Southern Sar in bound volumesthat isan inval uabl e source of photographs and details about pro-
grams, employee activities, and business news. A fairly compl ete collection of the Bell Aircraft News can be
found inthe Carmichael Papersin the Manuscripts, Archivesand Rare Books Library of Emory University’s
Woodruff Library. These papers also contained much valuableinformation on the processthat led to the Bell
bomber plant being located in Marietta.

Thework of Dr. Thomas Scott was the second major source of information for the book. The Bell Aircraft
Project website hasmany picturesfromthe Bell era, dongwith transcriptsof interviewswith former Bell employ-
ees (many of whom went on to lengthy careerswith L ockheed). Dr. Scott’sextensiveresearch onlocal history
has been synthesized in hisbook, Cobb County, Georgia and the Origins of the Suburban South, adetailed
account of how arural county inthe Piedmont of Georgiabecame one of the fastest-growing, most dynamic
communitiesinthe United States during the twentieth century. Dr. Scott’sbook provided much of the context for
the development of Mariettaand Cobb County during the period covered here.

Finally, Walter J. Boyne'sfascinating history of Lockheed Corporation, Beyond the Horizons, isfilled with
interesting anecdotes, aswell asingightful historical commentary. Boyne' sbook, along with numerousmilitary
websites provided background on the primary tenant at Air Force Plant 6 for thelast 50 yearsand the aircraft
produced there. Among thewebsites, Global Security.org is perhapsthe most comprehens ve and best organized
sourcefor information on the history, devel opment, and specifications of themilitary’ saircraft. The Federation of
American Scientists, Military AnalysisNetwork also maintainsawebsite with detailed information and photo-
graphsof U.S. military aircraft.
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