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TI{E TUFTWAFFE vs. THE 8rh AIR FORCE
SYMPOSIUM, ST. PAUL, I5 OCT. 8I

Merle C. Olnzsted

The 7th annual reunion of the mighty 8th
AF held this year in St. Paul, Minnesota, was,
as usual, a kaleidoscope of ceremony, enter-
tainment, air battles re-fought, eating and
drinking, reliving the life of wartime Eng-
land, and general merriment among a group
of men and women now in the September of
their lives. Although final figures are not at
hand, there was a good turnout of veterans of
the 8th, with over 1)00 people being regis-
tered.

There was a new feature this vear. which is

to be a part of future reunions of the Eighth
Air Force Historical Society. This is a sym-
posium on some aspect of the air war in
Europe. A panel of knowledgeable people
(this year five) is presented with leading ques-
tions posed by a moderator.

Although reunion activities took place in
many locations in St. Paul, headquarters and
seat of most events, including the sympo-
sium, was the beautiful Radisson St. Paul
hotel in the downtown area. The symposium
itself is organized and presented by the 8th
AF Memorial Museum Foundation, whose
mission is to perpetuate the history of the 8th
AF through the collection, restorarion ,

preservation and display of 8th AF memora-
bilia, and through the establishment, pro-
motion and support of educational activity
related to the history of the 8th AF.

The subject of this first symposium was
"The Luftwaffe vs. the 8th AF," and the
panel was eminently well qualified to discuss
the subject. Major GeneralsJohn Huston and
Philip Ardery (both USAF Ret.) represented
the bomber force, Huston the B-17 units and
Ardery, author of the recent book, Bomber
Pilot, the Liberators.

Although Francis Gabreski, the leading
fighter ace of the Eighth AF, was scheduled,
the gap left by his last-minute cancellation
was amply filled by Richard Peterson,
19-victory ace of the 357th Fighter Group.

Colonel Cass Hough, USAF Ret., one-time
Deputy Chief of gth AF Air Technical Sec-

tion, occupied the founh chair of the panel,
and was a gold mine of information on the
technical aspects of the fighter force.

Rounding out the panel, and presenting
the Luftwaffe viewpoint was the well-known
General Adolf Galland, wartime wing com-
mander, and later chief of the Luftwaffe
fighter force .

Occupying the moderator's slot was Roger
Freeman, longtime friend, hard-working
English farmer and eminent writer and his-
torian. No one is more qualified to discuss the
history of the 8th, and matching his knowl-
edge is an outstanding ability as a public
speaker, and his handling of the panel was
equally adept.

The morning session of the symposium

covered the formative years of tg4z-43. An
early question posed by Freeman asked if the
Luftwaffe had expected the appearance of
U.S. four-engined bombers in large numbers,
and if their defensive armament proved to be

effective. General Galland replied that the
appearance of these bombers was expected,
but their defensive fire power came as a

shock, and was considered quite effective,
especially if the bombers maintained a good
formation. Stragglers, however, were almost
sure to be shot down.

Galland stressed the shortage. of Lufr'waffe
fighters during this period and expressed the
opinion that the German fighter force was

stretched too thin on the many fronts on
which it was in action. The lack of a pilot
reserve was also mentioned, a fact of life for
the Lufrwaffe throughout the war. In further
comments on the bombers Galland felt that
the tail and top turret guns on the B-17 were
the most dangerous, while the waist positions
could be generally disregarded by attacking
fighters. It was during these early years that
the Luftwaffe fighters found the frontal
attack the most effective , but it was difficult
to train his pilots to attack in the line abreast
formation.

Inevitably, the question of exaggerated
gunners' claims was brought up. Huston ex-
pressed what most now agree was the rather
simple reason, confusion and excitement of
battle , and often many gun positions in many
bombers firing at the same target. Huston
added that the higher claims were desirable
anyway, to justify aircraft allotment, and to
boost morale.

In this writer's opiniqn, the subject of
gunners' claims has never been adequately
addressed. Much of the applicable literature
on the subject discusses exaggerated claims,
just as this symposium did, and invariably the
reader is left with the impression that bomber
defensive fire was largely ineffective. No
effort has ever been made to present a clear
picture of Luftwaffe losses due to the fire of
the bombers' gunners. Despite the obvious
exaggeration which everyone agrees to, it is

this writer's opinion that the Luftwaffe suf-
fered significant losses from defensive fire. It
would be a most difficult project to soft the
matter out at this late date, and no exact

counts would be possible, but there are his-
torians capable of presenting a more balanced
accounting than has been done to date.

At this point in the discussion, General
Ardery got a laugh when he repeated one of
the grim P-2418-17 jokes of the period, to
the effect that B-17 crews did not care if they
had fighter escoft or not, just as long as the
B-24s came along. Galland agreed that the
German fighter pilots preferred to attack
B-24s, and would leave the B-17s alone if
they had the chance. The B-17lB-24 rivalry
surfaced many times, but after so many years

it was all in good humor, with Freeman doing
a fine job of keeping the factions apart.

Cass Hough was a mine of information on
the technical aspects of the 8th fighter pro-
gram. Among subjects discussed were the
development of the pressurized drop tank,
which Freeman called a "war-winning com-
bination." The first drop tanks received from

the Zone of Interior were totally unsuitable,
as they would not feed fuel much above
20,000 feet. The solution came to Hough in a

pub one night listening to two RAF types
talking about the pressed paper tanks they
had used in the western desert. The sudden
realization that the engine vacuum pump had
a pressure outlet completed the picture.
Although considerable development work
remained, the pressurized drop tank was
born.

Colonel Hough, obviously fond of the
P-47 , discussed its early problems, short
range , engine difficulties, which he felt were
mostly the result of improper pilot manage-
ment. All in all, he felt the P-47 came
through with fewer problems than would be
expected.

The fighter representative on the panel was
P-)1 ace Richard Peterson. Admitting that he
was probably asking for trouble, Freeman
queried him as to his opinion of the Thunder-
bolt. Peterson admitted to flying aP-47 only
once, one he had borrowed, for about 41
minutes, and was "never so scared in my
life." Galland, who had also flown the Jug
added that his first impression was that the
cockpit was big enough to walk around in.

Freeman's question as to the most danger-
ous slot in the bomber formation, and the
most dangerous crew position brought the
comment from Huston that there were too
many variables to say, but lead and deputy
lead aircraft were always rempting targers,
and were the worst to fly in. Huston and
Ardery agreed there was no practical differ-
ence in crew positions.

The morning session ended with questions
from the audience, most addressed to Gal-
land, who was asked at one point if Goering
flew very much. This produced a laugh from
all, as did Galland's Luftwaffe joke which
told of Goering being seen over London dur-
ing the Battle of Britain. This was denied the
next day, saying he had been mistaken for a

barrage balloon.
During the lunch break, Freeman pre-

sented to the assembly the three 8th Air Force
Medal-of-Honor recipients who were presenr.
There was a mad scramble by everyone with a

camera to photograph the three together,
with only partial success by this writer. The
rhree, all B-17 pilots, were John Morgan,
92nd Bomb Grp., and $Tilliam R. Lawley,

Jr., and Edward S. Michael, both of the 301th
Bomb Grp.

The lunch break ended with the un-
announced appearance of Lt. General Edgar
Harris, Jr., the present commander of SAC's
8th Air Force, who presented a short briefing
on the Eighth's mission and capability.

The afternoon session was to cover the years
1944-4, and Freeman began with the prob-
lems faced by the P-18 and the P-11.

Hough, who has a grear affection for the
P-38, said that \0right Field and Lockheed
put too many unneeded restrictions on the
airplane. Engine problems and an induction
system that was too small were maior defects,
the former again being partly caused by
improper operation by the pilot. Galland's
opinion of the P-38 was similar to his opinion
of the Me 11O-the rwin-engine fighter can-



not compete with the single-engine type .

The P-i 1 , master of the skies over Ge rmany
that it was to become, had many serious prob-
lems in its early days. Hough and Peterson
mentioned the familiar gun problems, wheel

well doors tending to drop open, structural
failures, and handling troubles brought on by
the 85-gallon fuselage tank when it was full.
Not surprisingly, Peterson felt the P-51 was a
"real sweetheart" as a fighting machine.

Galland indicated that he knew the P-11

was coming and of its outstanding perform-
ance , but was unable to convince Goering of
this fact. Galland was most impressed with
the P-51's great range and its performance at
altitude , saying it was the best escoft fighter
of \{nil7ll.

While on the subject of escort fighters,
Galland retold the famous story of his en-
counter with Goering during the Battle of
Britain. Goering had been berating his fighter
leaders for their failure to prote ct his
bombers. He then asked each what he wanted
to do the job better. Galland replied that he
would like a wing of Spitfires (he felt that
they were a better escort fighter due to their
lower wing loading). After a long silence,
Goering left without reply, and Galland went
back to his unit to await punishment. He
never received the punishment, but he never
got the Spitfires either. There again was con-
siderable laughter at the expense of Herman
Goering.

In reply to a question by Freeman, Galland
stated that strafing attacks on airfields were
very effective and cost the Lufrwaffe heavily.
Peterson presented some rules of successful
airfield strafing, stay low, well below treetop
level, use small groups, hit and run and never
go back.

The afternoon session ended with Galland
discussing the jet-propelled Me262 and the
rocket-powered Me 163. This was touched on
only briefly as he was scheduled to present a

f:f,1,ll.Ottcussion 
of the subject later in the

The following question period brought
forth the long-lived myth of Cass Hough ex-

ceeding the speed of sound during a terminal
velocity dive in a P-38. Hough has been try-
ing to bury this story for years, with little
success. At no time did he, or the USAAF,
claim that the P-38 had exceeded Mach 1.

The press had managed this by distorting the
story of a hair-raising terminal velocity dive
over England in 1943.

Philip Ardery was queried as to whether
the later B-24s with nose turrets were an

improvement over the old. Ardery's rather
surprising reply was that he preferred the
B-24D for its better performance . The turrets
caused more trouble than they were worth,
and weight-and-balance were critical on the
later models.

Late in 1944, ath Air Force escort fighters
began to achieve superiority over Germany,
and Peterson and Galland were both asked to
express their thoughts as to why this occurred.

Both agreed that it was the P-)l's superior
performance, plus the all-impoftant change

in tactics, which released the fighters from
purely defensive operations, to the offensive
tactlcs.

The past 10 years have seen a heavy flow of
literature covering the air war in Europe from
many different angles. Vhether this first
symposium covered any new ground is doubt-
ful. Nevertheless, it was fascinating to hear it
from people who were there, with an audi-
ence of people who also were there , and who
relived, what were for the majority, the most
momentous times of their lives.

Most of them will. I believe. be in Cincin-
nati in 1982 when Roger Freeman opens the
2nd Symposium, whose subject will be
"Escape and Evasion and the Life of a

POly."

LOCKHEED ORION 9D-SILVER DUST

Edward W, IX/olaA, East Point, GA

Reference Vol. 16, No. 1, Spring 1971,
Terrance A. Geer's article, "The Lockheed
Orion 9D, An Aircraft Between the Ages,"
indicates that NC 12222 is the only remaining
example (1970). The Swiss Transpoftation
Museum in Lucerne has one of the two sold to
Swissair (No. 167) on display in all its crimson
and white glory! A beautiful sight to see but
my pictures turned out too fuzzy to repro-
duce.

Reference Vol. 21, No. 3, Fall 19s0, page
239, concerning the Keystone K-47C, Pete
Bowers asks what "Silver Dust" was. It was
soap powder though I can't remember the
company. They also made soap powder under
the "Gold Dust" label, using the "Gold
Dust Twins" and "Silver Dust Twins" in
advenising.

FOKKER "FRIENDSHIP"

Lt. Co/. Harry J,JenLins (USAF Ret.)
San Diego, CA

I read the letter from Richard S. Allen
anenr the FnrExnsHIp, the Fokker monoplane
in which Amelia Earhart flew across the
Atlantic. I felt Mr. Allen's letter had an
apparent omission.

I was often present at the Boston Airport
when the FnrnNnsHlp was being prepared for
the Atlantic flight at a point just beyond the
Army Air Corps hangars. It was my under-
standing at the time that the FnreNosHlir was
owned by Amelia Earhart, through its pur-
chase by G.F. Putnam of Putnam Publishing,
and others joining in the venture.

Day after day I watched Wilmer Stultz and
a mechanic preparing the plane; the change
from wheels to pontoons; and the almost
daily visits by Miss Earhart to check on the
progress of the preparation and check with
Wilmer Stultz, who was to be her chief pilot
on the trip.

Amelia Earhart was far from being an
unknown and in fact had been quite well
known around the Boston Airpon, and dur-
ing her social work at a Settlement House in
the Boston area. When she first learned to
fly, several stories hit the Boston newspapers
about her aeronautical activities. It was
through some of those stories I first learned of
the interest of Mr. Putnam in Miss Earhart.
This interest, of course , culminated in their
marriage .

I had often wondered about the eventual
disposition of the FnrnuosHIp, and I appreci-
ate the information gleaned by Mr. Allen. It
filled a gap in the history of that aircraft.
Thanks, Mr. Allen.

AIR MAII AI\D ARCIER

Jesse Dauidson, Great Neck, NY
I have recently acquired a copy of Air Mail

-An lllastrated History 1793-1951, ?u-
thored by Donald B. Holmes, a member of
the AAHS.

It is a fine book, quite detailed and most
informative-especially to air mail philatelists
and collector of airmail memorabilia. How-
ever, for the reader whose interest lies in the
physical part, that which concerns the actual
types of aircraft and their roles as mail trans-
ports, I must take issue with the author and
would like to contact him. (Some errors and
lack of desirable information he should know
about.) I believe he lives in Connecticut.
Several years ago we did have some correspon-
dence with each other but I have since lost
knowledge of his whereabouts. Would you be
kind enough to send his membership address.

I have recently served Time-Life Books as a

consultant for one of their Epic of Fligbt
series, this one titled Fbi"S tbe Mail, and
every effon was made to insure historical and
technical accuracy. Quite a number of pre-
viously published books on the air mail have
contained inaccuracies and these have been
perpetuated by other writers in their pub-
lished works.

I have spent more than 25 years researching
this subject and feel qualified to discuss it,
and willing to share my information with
others in the interest of historical and tech-
nical accuracy.

Vith regard to the biography of A. Francis
Arcier (1890-1969) by G. Allison Long, Jr.,
Research Project 7219, I would like to call
your attention to two items. (AAHS Journal,
Vol. 26, No. 2, Summer 1981.)

On page 133 you publish a photo of a

DH-4 with the caption thus: "Wittemann-
Lewis Co. modified the De Havilland DH-4
for airmail service with incidental passenger
service." The illustration is NOT a DH-4
modified for air mail service. Note that it has
the pilot's seat aft of the trailing edge, and
there is a re r gunner's accommodation with a

scarf ring to mount twin machine guns. In
other words, this photo shows a U.S. Air Ser-
vice military De Havilland 4 (with Libeny
engine) of tgta-t922 vrntage .

I can provide photos of the DH-4 modifica-
tion by \Tittemann specifically for the air
mail (as made at Teterboro) including one
that shows a before and after configuration.
Therefore, the use of the photo on page 133 is
rather misleading. Funher, \Tittemann never
made r DH-4 modification to carry passen-
ger(s) along with mail. P.O. Dept. strictly
forbid the carrying of passengers per se-
unless the "passenger" rode in the empty
mail pit on official business or sat on some
mail sacks.

The mail-carrying DH-4 used from 1919
through 1927 had its mail compartment
under the center section of the top wing, and



JOURNAL American Aviation Historical Society, Fall, 1982

the pilot's seat about the midway point of the
fuselage. Also. the DH-4 mail plane had
larger wheels and the landing gear moved up
ahead six inches to prevent nose-overs.

On page 136 the author quotes Mrs. Helen
Aitken Boesch as saying that ". . we shared
entertaining Bernt Balchen, Bert Acosta,rLD.
Hill (who disappeared over the Atlantic in a

flight to Paris with Leaine.")
This quoted statement is in error. James D.

Hil/, an air mail pilot, was lost over the Atlan-
tic along with Lloyd W. Bertaud, also an air
mail pilot, in the single-engine Fokker Oro
Gtonv, in the fall of 1927. Levine (Charles

A. Levine) flew to Germany (as passenger)

with Clarence Chamberlin as pilot, shortly
after Lindbergh made it to Paris. Levine and
Chamberlin landed shon of their Berlin desti-
nation and came home to a ticker-tape parade
in New York City in June 1927. Levine was
jailed for a shon time due to some illegal
stock manipulations in the early thinies.

I think that a correction concerning the
facts in the foregoing paragraph should be

included in an early issue of the Joumal-
with all due respect to author G. Allison Long
and Mrs. Helen Boesch's faltering recollection
in her letter dated January 17, 1973.

I'm afraid tlte DH-4 enor is mine, not Mn
Long's, Tlte pltoto be supplied was ratber
bluned and of poor quality, so I substituted
one from rn! oun files. My aPologies,

Editor

ARCIER/HANDIEY-PAGE

R,D. Layman-Corte Madera, CA

"The Biography of A. Francis Arcier" in
the AAHS Joamal, Yol. 26, No. 2 (Summer
1981) refers to Handley-Page bombers "in
use against the Axis." Axis is the term desig-

nating the alliance of Germany, Italy and

Japan in \ilflorld War II. The combination of
Germany, Austria-Hung ry and their allies

in \(orld War I is commonly called the Cen-

tral Powers.
References are made in the anicle to the

"Royal Navy Independent Air Force." No
organization with such a name ever existed. It
is true that the Royal Naval Air Service pio-
neered the concept and practice of what
would come to be called strategic bombing,
and that the Handley-Page 0/ 100 was created
to fill Admiralty requirements. But the Inter-
Allied Independent Air Force (usually called
simply the Independent Air Force) that came

into official being on June 6, 1918, two
months after the Royal Naval Air Service

ceased to exist, was neither administered nor
operationally controlled by the Navy. Its only
naval association was the incorporation of
some former naval aircraft and personnel.

The Handley-Page V/ 1500 was not, as the
article indicates, designed for or ordered by
the Royal Navy, although RNAS experience

influenced the decision to create the aircraft.
That decision was made by the second Air
Board (sometimes known as the Cowdray
Board from the name of its chairman), a

policy-making body composed of .Army,
Navy and civilian members that preceded the
Air Ministry.
238

Finally, with all due respect to George
Volkert, his quoted statement that "a squad-
ron" of V/ 1500s was formed must be consid-
ered an exaggeration, for only three V/ 1)00s
were in service at the time of the Armistice .

TIIE SPANISH SEVERSKY-ADDENDA

Ricltard S, Allen-Albany, NY
The much-modified and well-traveled

SEV-3 was approved on Decembe r 8, 1936, for
license NR-2106, "for long-distance flights"
as a "BT-8" (landplane). According to CAA/
FAA records it then had a Wright R-1820
engine, cln21786, modified toaG-2 typeof
810 hp.

As of December 23, 1936, the aircraft was

sold to Col. Robeno Fierro of the Mexican Air
Force, in Mexico, D.F. Mexico. Major Seversky
personally flew the ship to Mexico, and deliv-
ered it to Fierro, who was acting as an agent for
the Spanish Republican Government. No
American export number is recorded. A set of
floats is believed to have been sold with it.

The airplane was licensed in Mexico as of
December Lt , 1936, and assigned the registra-
tion XB-ABG. It is unknown as to whether or
not this registration was ever applied. On
February 27, 1937, the Seversky was flown
from Mexico City to Tejeria Airpon near Vera
Cruz by American pilot Cloyd Clevenger.
President Lazaro Cardenas of Mexico delayed
shipment of this and other American-built air-
craft, at the request of President Franklin D.
Roosevelt and Secretary of State Cordell Hull,
in keeping with the American embargo on
arms shipments to Spain.

On April 13, 1937 , the Seversky was spotted
in storage at Vera Cruz, and three months later
was on the Sanitary Pier in the pon city, with
the markings "Avion 14."

NR-2106 was finally crated and put aboard
the S.S. SIL, which left Vera Cruz on Dec.26,
1937, during a temporary absence of the
watchful President Cardenas. Off-loaded at
Bordeaux, France, it was hurriedly shipped
into Spain during a period of a few weeks when
the border was open in the spring of 1938.

ADDENDA ON "FRIENDSHIP"

Ricltard S. Allen-Albany, NY

The small lake near Nonhville, in the
Adirondack region of northern New York
State was established expressly for use of Mr.
Donald Woodward's float-equipped Fokker
FnrEuosnIp. A dam was built a:nd a swampy
area flooded. The resulting body of water is
still known as "Woodward Lake" (or "\Win-
neys Pond") today.

P/tone conaersation with Lewis G, DecAer,
Dept. Fulton Co, Histoian, 6/81.

General Enrique Bravo is mentioned as one
of four men who "flew to Conception (Chile)
. . . from Mar del Plata, Argentina, in an

unsuccessful attempt to start a rebellion
against (President/Dictator) General Carlos
Ibanez a year 49o."

Exiled with his companions to Easter Island
in the Pacific Ocean, Bravo escaped, and in
August 1931 was named Minister of War in

the new government of Chile.
Neu YorA Times, 8/16/31, courtesy of

Allen Leaine.

John Gunther's "Inside Latin America"
(194I) has several paragraphs on Colonel
Marmaduque Grove Vallejo, then in his 60s
and the "No. 1 Socialist of Chile." (Grove
was the son of an Irish doctor and a Chilean
mother, and was trained in youth in the
German Army.)

"He became chief of the Chilean Air Force
. . . [and] . . . military attache ro London."
Dismissed from the 

^rmy, 
he went to Buenos

Aires:
". . and managed ro get an airplane from

the newspaper Cronica which was always
looking for a sensation; he flew back to Chile
and attempted to make a revolution. The
Ibanez government thereupon sentenced him
to 10 years of exile on Easter Island . . some
of his good and distinguished friends char-
tered a schooner and promptly rescued him.
In 1931 he returned to Chile, after Ibanez
had fallen, and became Minister of Defense .

The next year, with Carlos Davila, he over-
threw the government and proclaimed a
socialist state ." (It was shon-lived.)

(Grove, a controversial character, was still
around in Chile in 1941.)

It would appear that Bravo and Grove may
well have been two of the passengers on the
FnrENosHtp, bent on ovenhrowing the Ibanez
dictatorship of Chile in September 1930.

But we still have no word of the Fokker
FnrnuosHrp after it was impounded by the
Chilean government ar Conception, Chile,
some 1l years ago.

ARCIER BIOGRAPHY-C ORRECTIONS

Jesse Dauidson, Great NecA, New Yorh

The biography of A. Francis Arcier by G.
Allison Long, Jr., makes the incorrect state-
ment that 'J.D. Hill disappeared over the
Atlantic on a flight to Paris with Levine
(Charles A.)." The correct facts are that
Charles A. Levine was a passenger with Clar-
ence Chamberlin in the Bellanca CoruMeIl,
and they made a successful flight to Ger-
many, although they made a crash landing at
the end of the flight.

J.D. Hill was lost with Lloyd Bertaud and
Philip Payne in the Fokker Oro Gronv in the
fall of t927 . J.D. Hill and Lloyd Bertaud were
both airmail pilots. Philip Payne was the
managing editor of the New York Dai/y
Minor.

vot. 19, No. 2, L974-OORRECTION

Ben L. Donaltue, Mountain View, CA

I recently purchased a number of back edi-
tions to your fine quarterly Joarnal, Filling
out a little more my personal library. Each

and every one makes good reading.
This little correction goes back a few years.

I was unable to find any correction in sub-

sequent copies.
The Vol. 19, No. 2, 1974 edition carries the

story, second part, of the 441th BG's mission

to Gotha in Feb. '44. \X/hile on pg. 119 of the
mission story a picture is shown that is in-



correct. I am sure the group did have such

aerial tragedies on a mission. But the '24

really belonged to the 464th BG of the 11th
AF in Italy. She was lost on a front-line mis-

sion in nofthern Italy in April of '41. I know.

I saw her go down. I then got a pic of her the
next day off the original negative, which I still
have.

All that she was ever known as was B/acA N
for Nan, becoming famous as one of the
-dramatic 

combat pictures coming out of the

Army Air Corps.
Continue to do the fine work You have

been doing.

M/SGTS. CARITON E. EDSALT AND
wIttIAM ("COWBOY") $TRIGHT

Wnz. R, Wight, Rantoul, IL

Enclosing a check for two copies of the
AAHSJoumal, Yol.26, No. 3 (Fall '81). This
issue has an afticle concerning M/Sgt. Carlton
E. Edsall and M/Sgt. William ("Cowboy")
V,lright, nze.

After all these years someone has seen fit to
give us a little credit for some of the things we

did. Edsall and I helped put the first one

(P-3tA) together. Made one mistake-put
one bolt in wrong on mounting the rudder.

Then after they blew the airscoop off that
plane trying to start it, I did a little checking
and decided that a little red button had to be

used as an aid in starting. I told the T/Sgt.
from 2Oth Pursuit Squadron, who was getting
them ready to run, that I would show him
how to start it.

I told him to start it as he would any other
aircraft, and as soon as it started press the red

button and hold for 30 seconds or until the
engine started running too rich, then release

it. The carburetor on the Swedish P-35As had

no venturi tubes. The red button let gas

trickle down into the carburetor.
I also got into trouble with our line chief

because I had told Major Gregg he could fly
the P-3)A without a battery.

For some reason they didn't send the
batteries over with the aircraft, and about the
8th of January l94L they sent the 17th to
Batangas for three days. King had already
told Edsall and me that we had to go along.
That was his excuse to get us away from the
depot.

The day before we left, Major Gregg said
he would like to fly aP-15 toBatanzas. I said,
",Why not?" He said, "No battery!" I told
him if someone would start it for him I would
get it started when he was ready to leave

Batangas. Once it was running, the generator
and regulator would take care of the radio
and landing gear.

Major Kirkley Gregg died right after com-
pleting the Death March and Sgt. King died
in 1968. I got the nickname "Cowboy" in
1937 and carried it through PO\f camp.

OLDEST PITOT?

Shelby B, Hagberg, Greenaille, IA

Not wanting to detract from Billy Parker
(AAHS Journal, Yol. 26, No. 4), as in mY

book he was a wonderful man, but I think
your verbiage is wrong. I wouldn't doubt that
Billy Parker had been flying longer than any

other living person, but I'm sure there are

several other older pilots still living. Tommy
Martin of S. Sioux City, Nebraska, comes to

mind, for instance. He was 82 years old last

September with t2 years in aviation and still
flying.

Or Clyde (?) of South Dakota, still crop-

dusting at 80, still flying at 85, and must now

be near 90. He 's one of the legendary flyers of
the Midwest. If there hasn't been a story on

him in rheJournal, there should be. It would
make a good research project.

Also, page 333, picture number 1 of the
Waco CTO. This photo appeared in Decem-

ber 1929 issue of Aero Digest, p^ge 227. k
may have been taken near Troy, Ohio. The
caption under the photo was: "'Waco 220
taper-wing with special paint job, owned by

James B. Hall, New York City." Same photo
was in Aircraft Yearbook for 1930. It iden-
tified Mr. Hall as a stock broker.

FATE OF SIKORSKY VS-44A (NC-41882)

Robert C. Mich,esb, NASM, Smitltsonian

In the Forum of Flight column, Fall 1981

Jouma/, page 246, appeared two photos of
Sikorsky VS-44A (NC-41882). The author of
the captions, unaware of the aircraft's fate,
requested any information available. In
answer I'm enclosing portions of the late
Charlie Blair's book, Redball in the.l,{y, that
contain an account of the crashes of two
VS-44s; 880 was last at Gander in 1942, and
882-the subject of his question-being lost
at Lima in 1946. Following is an excerpt.

"The sister ship to our airplane-the S-44

left behind in Montevideo-fell victim to this
night-flying deficiency later in the summer.
After failing to effect a daylight rendezvous

with rebel gunboats on the Para.guay River, it
returned to Montevideo after dark, still
heavily burdened with its load of supplies.
The pilot, who had a shortage of seaplane
experience at night, attempted to land on the
black, glassy waters of the River Plata without
the aid of waterborne lights for guidance.
Failing to level off, the big flying boat went
to the bottom of the broad river to ioin the
scuttled German battleship Gner Spee close

by."
All three of the Sikorsky VS-44s were

named FI-vIxc Acr, and yet had additional
names. These were: NC-41880, ExC.lrtnun;
NC-41881, ExCAT,IBRIAN; and NC-41882,
Exrrsn. NC-41s83 was started but not com-
pleted. NC-41881, the sole survivor, is at the
Naval Aviation Museum in very poor con-
dition.

'Tn[tI [Icarutl,I ullt
American Aviation Historical Socieff

For the aviation history buff, membership in the American
Aviation Historical Society provides a source of factual historical

data compiled by leading aero historians. Each quarterly issue of
the JOURNAL contains articles on personalities, unit histories

and the machines that have made aviation history, illustrated with
many previously unpublished photos.

Founded in 1956 as a non-profit, educational organization, to
"encourage interest in-and the dissemination of knowledge of

significant importance to aviation history," the Society now has a

worldwide membership.

In addition to the JOURNAL, members receive a quarterly
Newsletter containing Chapter news, information on research
projects, Museum news and items of interest that are of time-
decaying nature. Members also have access to a free Wants &
Disposals section, free use of the Negative Lending Library, con-
taining over 10,000 negatives, plus a Book Service, offering a dis-

count on many leading book titles.
Annual membership dues are $2O.0O, with Life Memberships

available at $300.00. Send check or M.O., or write for brochure
and application blank to:

AMERICAN AVIATION HISTORICAL SOCIETY
2333 Otis Street
Santa Ana, CA 92704
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B-29 tl{Slcl{tA

Recently donated to the AAHS Negative Library was a

unique collection of 35mm color slides. They were taken by
Robert F. Schirmer, Col. USAF (Ret.) when he was com-
mander of the 4105th Army Air Force Base Unit (Aircraft
Storage) at Davis-Monthan Army Air Base, Tucson,
Arizona. The 4105th was under the command of the San
Antonio Air Technical Service Command (SAATSC) com-
manded by Brigadier General George H. Beverly.

The mission of the 4105th AAFBU was to operate a
"cocooning" project to preserve B-29 and C-47 aircraft in
that facility. Many of the aircraft were combat veterans of
both the 40th Bomb Group and the 444th Bomb Group,
deactivated at D-M. They totaled about 700 B-29 and 300
C-47s. The unit had custody of several "museum" aircraft
including the Enola Gay, Bock's Car, Puscan Dreamboat,
B-32, XB-19, Wendell Wilkie's C-87, etc. The unit
employed approximately 500 civilians who eventually
"cocooned" 475 B-29s. The balance met the scrappers
torches.

Lt. Col. Schirmer took command of the 4105th in
September 1946, and during 1946147 had the foresight to
record for us in color much nose art and insignias. A small
sampling of this collection is shown here. We hope to have
Col. Schirmer tell the storv of the 4105th in a future issue of
the Journal.

1. lllustrates the unofJicial 40th Bomb Group insignia frequently used by the
unit when based in the Marianas. The A/C s/n is 42-24737 and was assigned
to the 45th Bomb Squadron.

2. lllustrates the insignia of the 25th Bomb Squadron, 40th Bomb Group.
The Executioner design dates from 1924. A/C s/n unknown.

3. lllustrates the insignia of the 444th Bomb Group on Dream Boat. This in-
signia is unofficial. Note red painted bomb for last mission of WWll. A/C s/n
unKnown.

4. lllustrates the insignia of the 676th Bomb Squadron, 444th Bomb Group.
Cajun Queen's A/C s/n unknown. Note black painted bottom oJ aircraft for
reduction of light reflection on night missions.

5. lllustrates Skippy oJ the 678th Bomb Squadron, 444th Bomb Group. Note
three Japanese flags for aerial victories, and camel designs denoting
"Hump" missions. Skippy apparently was a CBI aircraft and may have been
returned to the U.S. prior to the end of the war as "War-Weary". A/C s/n un-
known.

6. lllustrates the insignia of the 462nd Bomb Group. The Hellbirds usually
painted nose art on the pilot's side of the aircraft with the group insignia
painted beneath the co-pilot's side.

7. lllustrates the insignia of the 468th Bomb Group. "The Billy Mitchell Bomb
Group" usually presented the insignia on the tails of their aircraft. The in-
signia is the House Flag of Gen. Wm. "Billy" Mitchell. A/C s/n unknown.

8. lllustrates the insignia of the 509th Bomb Squadron. "The Atomic
Bombers" were not assigned to the 58th Bomb Wing until alter the war. The
aircraft is the Enola Gay, then awaiting its historic aircraft status at D-MAAB.

9. lllustrates the insignia of the 73rd Bomb Wing. The 73rd achieved a high
degree of marking standardization throughout its combat operations. The air-
craft is Fever From The South, of the 500th Bomb Group, A/C s/n 42-63497.

10. lllustrates the insignia oJ the 3'l4th Bomb Wing. The 314th also achieved
a high degree of standardization. Each crew was allowed to select a U.S. city
to be represenled in the banner. A/C s/n unknown.

1 1. lllustrates the insignia of the 6th Bomb Group. The "Jean La Fite" was
utilized commonly with the aircraft's name painted in the streamer. A/C s/n
unknown.

12. lllustrates the insignia of the 43rd Bomb Group. The 43rd did not
operate B-29s until October 1946, having operated B-17 aircraft throughout
wwll with the sth Air Force.
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