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OAG WRAP-UP AND SUMMARY 
 

 As promised, this yearôs Landing Signal Officer Operational Advisory Group conference was the most suc-

cessful and productive conference in years.  Over the course of the three-day conference we were able to address 

nearly every issue critical to the carrier aviation community.  This included a further introduction of the LSO Refer-

ence Manual, additional information from the Carrier Suitability staff at VX-23, the latest news on the Navy UCAV 

CVN integration, as well as some fleet discussions and - as always - the annual LSO Top 5. 

 

 Special thanks go to RDML Manazir for offering an incredible perspective on the significance of the role of 

the LSO, and we are looking forward to seeing everyone next year.  Although dates and location have yet to be fi-

nalized, expect the conference to occur sometime in mid-March with a location still to-be-determined.  A detailed 

discussion of the conferenceôs most pressing issues follows below.  For those who were unable to attend, please do 

not be afraid to engage the LSO School Staff with any questions.   
 

LSO Equipment and Procurement Issues 
 

 Of utmost concern to all paddles is the state of the equipment that we use to effect the safe recovery of air-

craft aboard fleet CVNs.  Obviously, this applies not only to our LSO work station and other shipboard equipment 

but also to the gear we use to conduct effective field carrier landing practice.   

 

 - Mk 14 Field-Based IFLOLS: 

 

  Once again, this continues to be an issue that places major limitations on both the LSO community and the 

 fleet as a whole.  Currently, the LSO School is pursuing the issue from multiple directions.  First, as ex-

 pected, our desire for additional procurement of the current model made our list of top priorities for the 

 tenth strait year.  Second, we continue to engage the PMAs to allow outside vendors to submit bids for a low

 -cost alternative to the current model.  Our only requirement for a low-cost model being that it delivers a  

  visual presentation identical to what the pilot would see at the ship.  Finally, continue to write HAZREPS 

 whenever the lack of field units precludes effective training prior to an at-sea period.  Not being able to con-

 duct field training that is representative of the ship represents a hazard to aviation safety.  Remember, the 

 priority is for an IFLOLS on every run-way.  We should always strive to train like we fight, and that includes 

 the way we land.    

 
     (continued on page 2) 

 

 

   
 

  

  

  
       

 THIS MONTH FROM THE 
SALTY DOGSé. 
AN IN-DEPTH DISCUSSION OF ‘SHAKE, 

RATTLE, AND ROLL’ TESTING... 
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(continued from page 1) 

 

- LSODS Obsolescence:  

 

 Another critical issue regarding LSO equipment, and one that most paddles may not be intimately familiar 

 with, is the forthcoming obsolescence of the Landing Signal Officer Display System (LSODS) Data Dis-

 play Control Processor (DDCP).  This particular component is currently obsolete and replacement parts are 

 expected to be exhausted by 2012.  This particular component represents a single point of failure for the 

 entire LSODS system, and funding has not been allocated for this componentôs replacement.  

 
 Also, please continue to update the LSO School anytime you experience issues with any of your field or 

ship-based equipment.  We are here to serve the fleet! 

   

Expeditionary Field Qualification 
 

 Over the past several years, both our Navy and Marine UDP squadrons have satisfied their squadron LSO 

requirement by sending them through the two-week initial formal ground training course (IFGT).  Because the 

IFGT syllabus is primarily geared toward CVN-based LSOs, this has been less-than-optimal training for our land-

based colleagues.   

  

 At this yearôs conference, our new Marine Liaison - Capt Brad ñBarfò Byers - presented the LSO Schoolôs 

long-term solution to this issue.  In order to properly train field-based paddles to safely wave aircraft on short, ex-

peditionary runways or when they are in extremis, the LSO School is in the process of developing a three-day 

óExpeditionary LSOò course, with a corresponding qualification.  More to follow on this in the coming monthsé 

 

LSO / CV NATOPS Pocket Check List 
 

 On display at this yearôs conference was the initial prototype for the CV / LSO NATOPS Pocket Check 

List.  In the next few days, a digital version in PDF format will be available on the LSO Schoolôs website.  This 

PCL is designed to be a NATOPS-sanctioned source for many issues pertaining to waving airplanes.  Currently, 

the staff is updating the prototype to include T-45 related emergencies.  Expect an update to the final timeline for 

issuance as soon as it becomes available. 

 

Replacement for APARTS 
 

 One of the major limitations we have faced as a community over the last several years is our inability to 

effectively track and monitor pilot performance.  Yes, we do have the legacy APARTS system but the lack of a 

complete database and the decision by Microsoft to discontinue the development and support of MS Access (the 

program upon which APARTS is based) requires a complete replacement. 

  

 The LSO Community is pleased to announce that a development group from the Naval Postgraduate 

School has been awarded the opportunity to develop the replacement.  More comprehensive details will be avail-

able in a later issue of Paddles Monthly, but the new data tracking system will include a ruggedized, digital data 

entry system (No, it wonôt be an iPad - but something close) and the ability to link data across the fleet almost in-

stantaneously. 

 

E-2 óInterim Landing Fieldô 
 

 As any pilot who has been stationed at NAS Oceana or Chambers Field will testify to, the limitations 

posed by NALF Fentress and the lack of an IFLOLS at NAS Norfolk seriously restrict our capability to conduct 

FCLPs.  In response, many alternatives have been considered including the development of a local civilian airport 

facility into a temporary home for Hawkeye FCLPs.  Expect more on this in next monthôs issueé..  
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(continued from page 2) 

 

Figure 6-1 Re-Write 
 

 As mentioned in previous editions of Paddles Monthly, the LSO School has been working on a revision of 

the pilot currency matrix, Figure 6-1 of LSO NATOPS.  After floating multiple prototypes among the LSO School 

Staff and Force Paddles, an open discussion at the OAG allowed for a final ótightening upô of the wording and for-

mat.  Remember, the goal was to remove much of the ambiguous language and allow the document to be more 

easily interpreted by all aviators, LSOs and non-LSOs alike.   

  

 Important:  NONE OF THE REQUIREMENTS HAVE CHANGED!!!!  You still need the same number of 

passes in order to regain currency and none of the calendar windows have shifted.  This new format is just to make 

everything more clear and to ensure that the requirements are interpreted as they are intended. 

  

 Because this particular modification is not safety of flight related, the decision has been made to wait until 

the next conference prior to submitting it for actual inclusion in NATOPS.  That being said, the final version 

(included on page 4 of this edition of Paddles Monthly) can be used as ógougeô until then in order to facilitate 

proper interpretation.  Over the next several months, if questions arise with the current 6-1 please use this yet-to-

be-released version for the purposes of clarification.  If non-LSOs should question your reliance on the new 6-1, 

please advise them that it has already been submitted as an interim change and will be included in the next version 

of LSO NATOPS 

 

Field-Based ACLS for Field-Based and Expeditionary Operations 
 

 Due to the fact that one of the keys to safe night carrier landings is the flying of a solid precision approach 

all the way to the ball call, the current lack of field-based ACLS units prevent pilots from flying Mode II ap-

proaches anywhere other than in the simulator or at the ship.  Increased training at the field, both during FCLPs 

and through the normal course of training, will allow for safer operations in the CV environment.    

 

 Landing Signal Officer Community óTop 5ô 
 

 Although many of these issues have already been addressed in the preceding pages, here is the final sum-

mary of what the community will be submitting as its Top 5 priorities for 2010: 

 

1. LSODS (LSO Display System) Obsolescence 

 

2.  IFLOLS-Representative MOVLAS 

 

3.  Additional Mk 14 IFLOLS Field Units 

 

4.  Fully-Networked Pilot Landing Performance System (i.e. the replacement for APARTS) 

 

5.  Field-Based ACLS for both Field-Based and Expeditionary Operations 

 

 These priorities represent the most significant requirements for the Landing Signal Officer community and 

will be the basis for our funding requests over the next fiscal year.  We would like to thank all of the Paddles who 

participated in forming this list.  The LSO School Staff looks forward to another highly-productive OAG next 

year.   

 

Keep ôem safeé.   
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Proposed Figure 6 -1:  

DAY CURRENCY REQUIREMENT 

DAYS SINCE LAST DAY OR 
NIGHT CURRENT 

REQUIREMENTS PRIOR TO A 
DAY CV LANDING 

WEATHER DECK 
DIVERT RE-
QUIRED (Y/

N)? 

LANDING REQUIRE-
MENT FOR CUR-

RENCY 

1-14 Days NONE Ship MINS 
ANY Condi-

tion N 1 Arrested 

15-29 Days Squadron CO's Discretion TACAN MINS Note 1 N* 1 Arrested 

30-59 Days FCLP Refresher TACAN MINS Note 1 N* 1 Arrested 

60-179 Days FCLP Refresher TACAN MINS Note 1 Y 2 Arrested 

180-365 Days FCLP Refresher 700 /3 Note 1 Y 4 (2 Arrested) 

More than 365 Days REQUALIFICATION REQUIRED 

NIGHT CURRENCY REQUIREMENT (Please See Note 3) 

DAYS SINCE LAST NIGHT 
CURRENT 

 DAY LANDINGS REQUIRED PRIOR 
TO A NIGHT LANDING 

WEATHER DECK 
DIVERT RE-
QUIRED (Y/

N)? 

NIGHT ARRESTED 
LANDINGS REQUIRED 

FOR CURRENCY 

1-7 Days None Ship MINS 
ANY Condi-

tion N 1 

8-14 Days 1 Arrested TACAN MINS Note 1 N 1 

15-29 Days 2 (1 Arrested) TACAN MINS Note 1 N* 1 

30-59 Days 4 (2 Arrested) 700 /3 Note 1 Y 1 

60-179 Days 4 (2 Arrested) 700 /3 Note 1 Y 2 

180-365 Days 4 (2 Arrested) 700 /3 Note 1 Y 2 or 4 (Note 2) 

More than 365 Days REQUALIFICATION REQUIRED 

*Divert Required only when deck motion exceeds +/- 6 feet at the centerline 

For the purposes of currency, the calendar day shall correspond with the Air Plan.  For example, recoveries after 
2359 local time shall be considered to be the same calendar day as all other recoveries on that particular Air Plan. 

Pilots shall complete their day landing requirements on the Air Plan day or the Air Plan day immediately preceding 
the first attempted night landing.  If this requirement cannot be met, the pilot shall complete the following three 
requirements on the Air Plan day or the Air Plan day immediately preceding  the first night landing attempt:  1.  One 
Day Cat Shot  2.  One Day Arrested Landing  3.  At least one hour of flight time, 20 minutes of which must be at 
night.                                                            

For multi-piloted aircraft with two aviators qualified in model at the controls, catapult and flight time requirements 
may be counted by both pilots. 

If more than 60 days since last current, currency requirements must be completed prior to any landings with pas-
sengers. 

If a non-night current, carrier-qualified aviator wishes to depart the carrier via a night cat shot, the pilot at the con-
trols shall have completed one of the following two requirements:  1.  One arrested landing and one cat shot on the 
Air Plan day, or the Air Plan day immediately preceding the night cat shot.  2.  Four arrested landings within two Air 
Plan days preceding the night cat shot. 

Note 1.  Deck Motion should not exceed +/- 6 feet at the centerline 

Note 2.  Pilots with fewer than 50 night arrested landings in model require 4 night arrested landings for currency 

Note 3.  A landing within 1/2 hour of sunset shall not be counted as a night carrier landing unless it is quite dark 
due to cloud coverage.  This determination shall be made by the senior LSO present on the platform at the time of 
the recovery. 
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Last month we covered in a broad overview fashion 

how a PALS certification is conducted.  This monthôs article 

covers shake, rattle and roll testing, or shake testing for short.  

PALS and shake testing is the main bread and butter testing 

performed by the Paddles of VX-23.  This article will hope-

fully shed some light on shake testing for future Ship Suit-

ability Paddles or anyone just interested in how aircraft or 

aircraft systems are tested to be cleared to operate in the ship-

board environment. 

 Shake testing is one of the main ways to test new 

aircraft, aircraft structures or aircraft systems to clear them 

for use at the ship.  A full shake test for an aircraft consists of 

both off nominal catapults and arrestments (from NAS Patux-

entôs field installed catapult and arresting gear).  It makes 

sense that a new aircraft will be tested for high sink landings, 

rolled arrestments and high g catapult launches, but most peo-

ple donôt realize that even a new radio installed into an air-

craft that is already cleared to operate at the ship must go 

through an entire shake test to be cleared for shipboard use in 

that airframe.   Any changes to aircraft systems or even new 

weapons or changes to weapons must be put through a shake 

in order to clear those items to fly at the ship. 

A full shake consists primarily of at least 5 catapult 

launches, and at least 7 arrestments, that test typically up to 

80% of the design limit of the aircraft.  The catapult portion 

of the test is primarily an Nx or high g test.  Since testing is 

usually conducted in a build-up fashion for safety, i.e. slower 

points or low g points before faster or higher g points, a 

nominal catapult launch is always performed, with the aircraft 

aligned properly on center with the catapult track.  Higher g 

launches are then performed until reaching the targeted limit 

(up to about 5.5 gôs of acceleration).  Off-center launches are 

also performed with the aircraft cocked off to one side.  Most 

fighter pilots donôt think of 5 gôs as being that much, but the 

high g catapult tests are very hard shots that make the stan-

dard catapult launches feel almost weak.  Itôs a pretty good 

test.  Most of the time, catapult testing is completed in a sin-

gle day. 

The arrestment portion of a full shake test normally 

begins with a few calibration passes to allow the engineers 

and LSO to make sure the groundspeed measurement device 

and display in the LSO tower is working properly.  The LSO 

must know the aircraft groundspeed precisely to ensure that 

the aircraft is not trapping too fast, since most of the testing is 

predicated around both glideslope and engaging speeds.  Fol-

lowing those passes, the aircraft will make a nominal arrest-

ment to proceed in that same buildup fashion.  The main test 

points are a high sink speed trap (high Nz), a maximum de-

celeration or max Nx trap (performed both on-centerline and 

off-centerline), a free flight arrestment and a roll/yaw oppo-

site arrestment.  The high sink test normally proceeds by fly-

ing steeper glideslopes, usually starting at 3.0 deg and mov-

ing up in ½ deg increments until reaching a required test sink 

speed.  This speed is typically on the order of 20 fps or 1200 

fpm, with a glideslope of 5.0 to 5.5 deg.  Flown properly, and 

with a little bit of luck, this test can be performed without 

popping an MSP of 903 or 904, however popping those codes 

is not uncommon and is part of the challenging aspect of this 

testing. 

The max Nx trap is accomplished by flying a target 

groundspeed, usually a knot or two less than the maximum 

engaging speed of either the aircraft of the arresting gear, de-

pending on winds.  This tight tolerance demonstrates the need 

for a vigilant LSO and a pilot responsive to his calls.  The 

pilot typically flies this pass by listening and adjusting to 

groundspeed calls from LSO.  The max Nx trap is performed 

on centerline and also 18 feet off-center.  Itôs amazing how 

much the aircraft bounces around on rollout after an off-

center trap. 

A successful free flight arrestment is also heavily 

reliant on timely LSO calls.  This arrestment is when the hook 

engages the wire prior to main gear touchdown, sort of simi-

lar to an in-flight engagement; however, the aircraft has a rate 

of descent as opposed to a positive rate of climb.  A shallow 

glideslope is set to aid in attaining this point. 

The last arrestment point is a roll/yaw opposite test.  

The aircraft is flown in a slipped condition all the way to 

touchdown.  The point requires a roll angle of greater than 5 

deg at touchdown with a desired yaw angle of greater than 5 

degrees.  This point normally takes a few tries to achieve, as 

most pilots instinctively remove the angle of bank right be-

fore touchdown.  Winds can also make this point difficult to 

achieve as the pilot is trying to land on conditions with mini-

mal drift and has to counter any winds on the day of testing. 

Well, that covers fairly basically a full shake test.  There are a 

few more points added to a shake demo test, which are per-

formed on new aircraft or new aircraft structures, like gear 

redesign, however, we can cover that some other time.   

 

If there are any questions, please donôt hesitate to send them 

our way.  Fly Safe.   

LCDR Ken ñStubbyò Sterbenz 

VX-23 Ship Suitability Department 

Head 

301/DSN.342.4609 

kenneth.sterbenz@navy.mil 

 

VX-23 

Salty Dogs  

ñShake, Rattle, and Rollé.ò 
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Hornet Lands on Rhino Setting  

The following summarizes and incident that occurred on the USS George Washington (CVN-73) during low-

visibility conditions.  The LSO School would like to personally thank the CVN-73 Air Boss for his submission.  

Disseminating this information to the fleet is the best way to prevent future incidents. 
 

1.  On the afternoon of 6 June a critique of events leading to the arrestment of Chippy 404 with a Rhino weight set

 ting on the arresting gear was conducted.   

 

2.   Summary of incident.  On the afternoon of 1 June 2010 Chippy 404 made an arrested landing engaging the 1-

 wire with the arresting gear engine set to the weight for a FA-18E/F (44,000 lbs) vice a FA-18C (36,000).  

 Post flight inspections concluded that the aircraft did not sustain any damage. 

 

3.   Background and description of the incident. 

 

¶ On 1 June at 1600 the launch commenced.  The weather was less than 1000/5 with rain showers and required a 

 Case III launch and recovery.  Visibility at times was reduced to less than ½ mile.   The Landing Signal Officers 

 (LSO) requested that aircraft turn on their taxi light for the final approach due to low visibility. 

¶ The Mini Boss was standing watch in the Air Boss position in Primary, and the Air Boss was standing watch in 

 the Mini Boss position. 

¶ As the launch concluded Air Department arresting gear personnel began to prepare the flight deck for recovery.  

 Due to a failure in the #3 starboard sheave motor, the arresting gear personnel were required to manually raise 

 the sheave to place the 3-wire into battery.  When the sheave failed to raise manually the decision was made to 

 short strip the 3-wire.  While the 3-wire was stripped, several F-18E/F aircraft were waved off due to the foul 

 deck. 

¶ The deck was open to land aircraft with the 1, 2, and 4 wires in battery. 

¶ The landing area was declared clear and open to land aircraft when Chippy 404 was at about 1 mile on the ap-

 proach.  Chippy 404 was not in sight until about ½ mile. 

¶ Once the deck was clear, the arresting gear motors were put into an initial setting based on the side number dis-

 played on the recovery sequence page known as ñMr. Handsò.  The side number showed a 300 series aircraft 

 which is an FA-18E that requires a 44,000 pound arresting gear weight setting. 

¶ The Primary Arresting Gear Operator confirmed that each gear engine was successfully in battery with the 

 44,000 pound weight setting. 

¶ The Arresting Gear Deck-Edge Operator and Arresting Gear Officer (AGO) confirmed the arresting gear were 

 in battery for 44,000 pounds. 

¶ The LSO Spotter provided the arresting gear setting information to the LSO. 

¶ The Rhino identification light does not illuminate when the exterior position lights are on for a Case III recov-

 ery. 

¶ The low visibility due to an overcast layer and rain prevented the aircraft from being seen until inside ¾ mile.  

 Due to the recovery being in daylight conditions, it was difficult to see the strobes on the tail of the FA-18 with

 out binoculars.  The illuminated taxi light on the aircraft blossomed in the weather conditions and made it diffi-

 cult to see the intakes of the FA- 18. 

¶ The AGO depressed the button for a clear deck after initially thinking the aircraft was a F/A-18E and waited 

 until the aircraft was closer to make a positive identification.  As 404 was in close the AGO realized it was a FA

 -18C Hornet and fouled the deck by releasing the button on the deck status initiator. 

¶ Inside İ mile Chippy 404 was low and received power calls from the LSOôs.  The LSOôs called for a wave off 

 in close.  Chippy 404 engaged the 1-wire and had a normal pull out of 183 inches of ram travel. 
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Hornet Lands on Rhino Setting (Continuedé) 

(continued from the previous page) 

 

 

4. Problems and root causes.  This incident resulted from failure to properly identify the recovering aircraft be

 fore clearing the deck. 
 

 a. Problem 1 ï Visibility.  The weather had reduced visibility on the approach to approximately ½ mile 

  causing visual identification of the aircraft to be difficult.  This also caused the LSOs to request the taxi 

  lights to be on for incoming aircraft in an effort to see them on approach sooner.  The brightness of the 

  taxi light combined with the clouds and rain masked the front of the aircraft and made it difficult to see 

  the characteristic intakes of the FA-18C.  The aircraftôs strobe lights on the vertical stabilizers were also 

  difficult to see in the daytime with reduced visibility. 

 

      b.   Problem 2 ï Distraction caused by stripping the 3 wire.  The stripping of the 3-wire caused the Mini 

  Boss and other watch standers to become focused on the delay in having a clear deck.  This distraction 

  pulled their attention away from performing the normal steps to verify what aircraft is going to recover 

  next. 

 

      c.   Problem 3 ï Use of all available tools.  The aft spotter and the Mini Boss did not use binoculars to try to 

  positively identify the aircraft on the approach.  The Mini Boss relied primarily on Mr. Hands to deter

  mine the inbound aircraft and did not reference the ISIS lineup or the ACLS lock-on indicator to verify 

  the side number. 
 

5.  Corrective action. 

 

 a.   The critique process was a valuable corrective action.  Taking the time to draw all those involved to-

  gether and discuss the varying perspectives educated all personnel in the noted problem areas and will 

  make them better watch standers. 

 

    b.   Ensure Arresting Gear Officers are aware of their responsibilities and options when identifying aircraft 

  on the approach.  If they are unable to visually identify the aircraft they should keep the deck foul until a 

  positive identification is made.  If unable to identify the aircraft they should inform primary and request 

  assistance.  Air Department has already conducted training on this with the AGOôs.   

 

 c. Ensure Aft Spotters in Primary use binoculars to identify aircraft as soon as possible out at range in or-

  der to facilitate the arresting gear engines to be set at the proper setting.  All Aft Spotters have already 

  been briefed and reminded of this responsibility.   

 

      d.   Ensure personnel do not get fixated on one problem in the highly dynamic environment of recovering 

  aircraft.  Each watch stander must perform their normal duties while other members are troubleshooting.  

  Training conducted. 

 

 e. Debrief with CATCC to ensure they are aware how Mr. Hands/ISIS is used by Primary to initially set 

  the arresting gear engines.  Emphasize the importance for each of them to be accurate in order to make 

  timely decisions during adverse flight conditions.  

 

6. Conclusion.   

 

 There were many learning points from this potential mishap.  The Arresting Gear Officer and Aft Spotters need 

 to use their equipment to positively identify the recovering aircraft.  If unable, they need to keep the deck foul 

 and request additional assistance from primary.  The Air Boss and Mini Boss cannot fixate on one aspect of the 

 recovery.  It is imperative that they use their tools available to them to verify the aircraft type and settings for the 

 arresting gear, even when the deck is foul while troubleshooting another problem. 
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IFGT:  

02 August - 13 August  

14 -  24 September (Class Full)  

25 October - 05 November  

06 - 17 December  

03  - 14 January  ** Tentative**  

FRS/TRACOM:  

19-21 October  

 

AFGT:  

If you receive CAG Paddles 

orders, call the LSO School 

Staff to Schedule  

 

NOTE:  Expect official class 

dates for 2011 to be released 

by 15 August  

 

All classes begin at 0900 

on the convening date, 

building 150, NAS Oceana.  

Orders should be handled 

through squadron or CAG 

admin.  Contact YN2 

Wallace with any 

administrative questions.  

Whatôs 

 aheadé 

 

LSO School OIC 

CDR Robert ñWeedsò Wedertz 

DSN: 433-2515 

Comm: 757-433-2515 

Robert.w.wedertz@navy.mil 

 

LSO School Operations  

LT Matt ñBBò Antel 

DSN: 433-2527 

Comm: 757-433-2527 

John.antel@navy.mil  

 

LSO School Safety / NATOPS / MLO 

Capt Brad ñBarfò Byers 

DSN: 433-2518 

Comm: 757-433-2518 

Bradley.byers@navy.mil 

 

LSO School Future OPS / Acquisitions 

LCDR (Sel) Ryan ñFrodoò Beaty 

DSN: 433-2518 

Comm: 757-433-2518 

Ryan.t.beaty@navy.mil 

 

CNAL Force LSO (AIRLANT) 

LCDR Erik ñBurnsò Hess 

Comm: 757-322-3318 

Erik.hess@navy.mil 

 

CNAP Force LSO (AIRPAC) 

LCDR Jacob ñSlimò Parsons 

Comm: 619-545-1155 

Jacob.parsons@navy.mil 

 

CNATRA Force LSO 

LCDR Mark ñShaqò Schadt 

Comm: 361-961-1334 

Mark.schadt@navy.mil  

 

LSO School Senior Enlisted Advisor 

ABECS William Watson 

DSN: 433-3193 

Comm: 757-433-3193 

William.h.watson2@navy.mil  

 

LSO School Procurement Manager 

ABE1 Lance Simmons 

DSN: 433-3191 

Comm: 757-433-3191 

Joseph.d.smith3@navy.mil 

 

LSO School Admin 

YN2 Marquette Wallace 

DSN: 433-2530 

Comm: 757-433-2530 

Marquette.wallace@navy.mil 

Po i n t s  o f  

C o n t a c t  

Visit us online at 
https://www.portal.navy.mil/

comnavairfor/LSO 

841 F Avenue 

NAS Oceana 

Virginia Beach, VA 54321 

Comments or questions?  

Email LT Matt ñBBò Antel at  

john.antel@navy.mil with ideas or 

suggestions  

 

 

The Foxtrot Flag - depicted below - is flown aboard 

all Navy ships whenever flight operations are in pro-

gress.  Consequently, it is a tradition in the Landing 

Signal Officer Community that when an LSO 

leaves, the paddles contingent that he served with 

collectively sign an actual Foxtrot Flag to present to 

the LSO upon departure. 

 

As most of the Paddles community is already aware 

of, we lost one of our own on VAW-121ôs recent 

deployment aboard the USS Dwight D. Eisenhower. 

 

In order to honor LT ñAbrekò Zilberman, the LSO 

School Staff requests that all Paddles stop by the 

Schoolhouse in order to sign the Foxtrot Flag for 

presentation to his family. 

  

Your participation is greatly appreciatedé... 

http://www.fleetforces.navy.mil/comnavairfor/LSO
http://www.fleetforces.navy.mil/comnavairfor/LSO

