FALL 2025 - Volume 72, Num

‘ ouma[ of the Al]f' FOI"CQ
Hlstorlcal Foundation

know the past



In a joint program with the Air University Press, AFHF is proud to offer the
newly published update of Pete Copp’s air power classic (now expanded), A Few
Great Captains: The Men and the Events that Shaped the Development of U.S.
Air Power. The free digital version will be available soon from the Air University
bookstore.

A Few Great Captains is a terrific book, suitable for airmen of any rank. Pete
Copp wrote a masterpiece that takes the Air Corps and its leaders, both senior
and junior, through the tumultuous period of the 1920s and 30s. Ground-ori-
ented Army leaders felt threatened by the new weapon of the airplane and
therefore labored to control it and those who flew it. For their part, the airmen
refused to be bridled by the ground zealots and instead foresaw a future where
the airplane would dominate war. The visions of the airmen were not com-
pletely accurate, but they were far more so than those who saw the airplane as
just another weapon to support ground operations.

This publication marks the Foundation’s return to publishing and disseminat-
ing important, relevant, and readable history to all.
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After two space-themed issues to honor the creation of U.S. Space Force, we return to our
pattern of trying to include articles from a varied selection of historical eras.

Our opening article is by a first-time contributor, Major Korey F. Lantes, an active duty
air battle manager, who writes about the evolution of the REFORPAC activities. It’s both
timely and very interesting.

Our next article is by return contributor, award-winning Bill Head from Robins AFB. This
time, he writes about Vietnam-era Operations Masher/White Wing and Double Eagle. Another
fine contribution.

Our third article is from first-time contributor L.J. Andrew Villalon, who gives us some in-
sight into the Lafayette Escadrille, their unique mascots, and well-known Bill Thaw II.

Let me encourage any of our readers to contribute that article that has been rolling around
their consciousness for several years. We can always use new scholarship.

The Leadership’s Message can be found on page 4. It’s worth the read. Don’t miss Upcom-
ing Events on page 70. And the issue closes with the Mystery on page 72. Enjoy!

Richard I. Wolf, Editor

This Journal and the Air Force Historical Foundation disclaim responsibility for statements, either of fact or of opin-
ion, made by contributors. The submission of an article, book review, or other communication with the intention that
it be published in this journal shall be construed as prima facie evidence that the contributor willingly transfers
the copyright to the Journal of the Air Force Historical Foundation and the Air Force Historical Foundation, which
will, however, freely grant authors the right to reprint their own works, if published in the authors’ own works.
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Greeting to all our Foundation Members and Supporters.

This is my first Journal since I became the President of the Foundation. Right off, let me be clear: I'm
not replacing my good friend Jonna Doolittle. No one can replace that amazing woman. I am succeed-
ing her. Thanks, Jonna, for your support and confidence in me.

I have a passion for Airpower history. I'm lucky. Like Jonna, I come from a family intertwined
with the history of flight. My family told stories and my grandfather, General Hap Arnold, and intro-
duced me to others, some famous and some little known, who told me more. I was hooked for life. And
people have stories to tell. For me, the best history teachers and professors I ever had told stories,
and made the past and its ghostly residents come alive.

Millions of Americans were engaged in the saga of the rise of American Air and Space Power.
Sadly, only a relative few of their stories are known, but there have to be thousands and thousands
in the shadows of history today. That’s one of my goals as the incoming President of the Foundation.
I’'m looking to bring this rich history out of the darkness so history writers can discover them. Today,
hiding in boxes, basements, attics and garages across America are thousands of documents, diaries,
photos, films and videos, waiting and frankly deteriorating. I know this from personal experience.

Finding and digitizing these is very important. Exploitation for discovery, research and knowledge
is the next challenge. Some ask, why bother with any of this. To update a quote from a Beatles song
from the late 1960s, History has a nasty habit of repeating......

But with time, the artifacts of history become fragile and then are lost. When I was a student ar-
chaeologist, now long ago, we learned that the history of a culture, large or small sometimes had to
be inferred from a handful of objects or remains. Challenging, but not ideal. So preserving and making
widely available for study as many of these “finds” as possible are key to understanding the history
of the US Air Force, its predecessors and the new Space Force are important now, and to future gen-
erations.

So now, let me ask for help. I'm posting a help wanted notice right here.
It reads:

Looking for a qualified volunteer to save history
Looking for someone who in their life has written grant applications for funding and
loves the story of Air and Space Forces. In this case funding for digitization.

So if you know someone who has experience in grant writing who wants to help out please let me
know.

That’s the first step. I'm also proposing an Al-oriented platform to tie together digital exhibits
from collections across the country. These items are waiting discovery in museum and library collec-
tions far and wide, big and small. This would be a digital pathway that leads researchers both deeper
and wider into the wonderful story that is airpower, Air Force and Space Force history. That’s the
next challenge. But first we must save the stuff!

I’'m looking forward to my time as President. If you have ideas and suggestions about what I've
spent a moment on, here, or what you feel your Foundation should be doing, please let me know.

Wishing you blue skies,

Robert B. Arnold
President, Air Force Historical Foundation
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In Memoriam

George M. Watson, Jr
1944 - 2025

George M. Watson, Jr. Ph.D of Chevy Chase, Maryland died in May, 2025
at age 80. He was a knowledgeable historian whose 40 year career in the
Office of Air Force History in Washington, DC enabled him to write Office
of the Secretary of the Air Force 1947-1965, the definitive book on the de-
cline of power of the Secretary of the Air Force and the subsequent power
ascendency of the Secretary of Defense.
Born in Portland, Maine in July, 1944 to George and Emily (Houle) Wat-
son, he was educated at Sacred Heart Grammar School and (Jesuit)
Cheverus High where he graduated Cum Laude in 1962. In 1966 he earned
a BA degree in History from the University of Maine in Portland where he
lettered in golf and was vice president of his junior and senior classes. He
worked summers as caddy master at Portland Country Club.
In 1968 he received an MA degree in Modern European History from Ni-
agara University, NY. He was drafted from his Ph.D program at Catholic
University (CUA) in Washington, DC by the Portland Maine Selective Serv-
ice office in 1968. He spent two years in the U.S. Army including duty with
the 101st Airborne Division in Vietnam 1969-70. Although he resented the
unfair draft system, he performed his duties honorably, earning the Bronze Star for trustworthy and responsible service.
George believed the future strength of the nation existed in the character and resolve of the many men with whom he served.
In 1974 he attained a Ph.D in Modern European History from Catholic University.

He began his 40 year career in the Office of Air Force History, Washington, DC as an historian, writing branch and di-
vision manager and served three years as Chief Historian for the Office of the Surgeon General of the United States Air
Force. He interviewed key military and civilian personnel affiliated with the Air Force and was involved in several notable
research investigations such as the supposed No Gun Ri raid and the USAF Korean War bombing policies. He represented
the USAF History program on the Abu Ghraib study committee. In 2012 he was appointed the AF representative to the
OSD Advisory Board of the 50th Anniversary Committee of the Vietnam War. He retired as Senior Historian.

Dr. Watson authored 8 books, coauthored 16 others and wrote many articles and reviews. Outside of work, he wrote
Choices: The Crisis of Conscience of the Vietnam Generation and Voices From the Rear: Vietnam 1969-1970, one of the few
sources about the life of rear echelon troops. He was respected as an historian by his peers, and acknowledged as an ex-
perienced leader, confidant advisor, and mentor. Always conscious of his role as a public servant sustained by the American
taxpayer, he assisted many individuals with historical inquiries.

He married Nancy Louise Foote in March 1970, while on Rest and Recuperation leave from his Vietnam tour of duty,
in Hawaii. They raised their children Leah, Tyler and Devon in Chevy Chase, MD. A devoted family man, he coached
baseball and soccer for his children’s teams and consistently attended his daughter’s swim meets. He was an avid Boston
Red Sox and Celtics fan as well as a Washington Commanders, New England Patriots, and New York Giants supporter.
He loved jazz and was an accomplished pianist who enjoyed improvising popular tunes. His favorite jazz pianists were
Errol Garner and Oscar Peterson. He also loved dogs, and they reciprocated his affection. He was a member of St. John’s
Episcopal Church in Chevy Chase, MD where he served as usher, assistant parish historian, on the Shepherd’s Table
group, Men’s Ministry, and Outreach Committee. He especially loved spending time with Nancy and his family at their
Cape Cod cottage in Dennisport, MA.

In 2007 he was diagnosed with several cancers attributed to exposure to agent-orange in Vietnam. In spite of pain
and fatigue, he went to work within hours of radiation treatment maintaining the importance of “I remain on two feet
and above ground.”

Dr. Watson retired from the civil service in late summer of 2012. Among the awards he received was the Department
of the Air Force Outstanding Civilian Career Service Award. In retirement he continued to write history and two fiction
works Remember These Things: Neighborhood Connections (2014), and In the Name of Belief (2021).

He was predeceased by his parents and Nancy, his wife of nearly 50 years, and his older brother Ronald. He is survived
by his daughter Leah Watson and her husband Michael Blumenthal of Medfield, MA, and their children Elin and Lila
Louise who loved their Grumpa, and his sons Tyler and Devon. He is also survived by his sisters Estelle Sanders (Charles)
of Woodstock, VA, Catherine Moschetto (Marcus) of St. Augustine, FL, Emily Sprague (Stuart) of Duxbury, MA, and a
brother Frank Watson (Jen) of Easley, SC.

Dr. Watson desired to give special thanks to the doctors and nurses whose untiring efforts kept him alive.
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R. Cargill Hall
1937 - 2024

Robert Cargill Hall, Sr. 88, died in April, 2025 after a long bout
with congenital heart failure. He was born in Rochester, Min-
nesota, in January 1937 to Mrs. Elizabeth Jane Cargill and Dr.
Byron Ellsworth Hall. The family moved from Rochester to San
Francisco in 1952 when Dr. Hall accepted an offer to teach at the
Stanford University Medical School, then situated in San Fran-
cisco. Cargill attended Shattuck School (now Shattuck-St. Mary’s
School) in Faribault, MN, graduating in June 1955.
That fall Cargill attended Whitman College in Walla Walla,
Washington. In 1957 he attended the Escola Brasileira de Admin-
istracao Publica, in Rio de Janeiro, Brazil, where he received a cer-
tificate of completion. Back at Whitman, Cargill married Beverley
Anne Chichester in May 1958. The next year in June he received
his BA degree. (Cargill and Beverley had three children: Robert
Cargill Hall, Jr. in 1959, Melanie Anne Hall in 1960, and Bradshaw
Chichester Hall in 1961.) Upon his graduation, the family returned
to the Bay Area where Cargill accepted a position with Lockheed
Missile and Space Division in Sunnyvale. While working at Lock-
heed, Cargill attended California State University at San Jose, re-
ceiving an MA degree in 1966.
In 1961 he responded when the National Space Club announced
a national historical essay competition on the exploration and uses of outer space. Early the next year Hall received word
that he had won the first Robert F. Goddard Historical Essay Award, National Space Club, for 1962. He repeated this ac-
complishment with another National Space Club Goddard historical essay award in 1963.When in the fall of 1966 Hall
graduated from the California State University at San Jose, he applied as a public historian, researching and writing
histories for NASA at the California Institute of Technology’s Jet Propulsion Laboratory (JPL), then responsible for na-
tional space exploration at lunar distances and beyond in the solar system.

In early 1967 Hall joined the Jet Propulsion Laboratory in Pasadena, California, as its historian. There he researched
and wrote a history of NASA’s first successful lunar probe, Lunar Impact: A History of Project Ranger, published by NASA
in 1976. Upon completing the Ranger history, Hall joined the Air Force History and Museums Program as an historian
at Headquarters Strategic Air Command (SAC) in Nebraska, where he contributed weapon system acquisition studies
and portions of the classified annual command histories (1977-1980). He subsequently served as Deputy Command His-
torian at Headquarters Military Airlift Command (MAC) in Illinois (1980-81), and then as Chief of the Research Division
and (concurrently) Deputy Director of the Air Force Historical Research Agency (the service archive) at Air University in
Montgomery, Alabama (1981-1989).

Among other volumes besides the Ranger History, Hall edited Case Studies in Strategic Bombardment; The U.S. Air
Force in Space; Early Cold War Overflights, 1950-1956; Lightning over Bougainville: The Yamamoto Mission Reconsidered,
and wrote “Clandestine Victory: Eisenhower and Overhead Reconnaissance in the Cold War,” which appears in Dennis
E. Showalter, ed., Forging the Shield: Eisenhower and National Security for the 21st Century (Chicago: Imprint Publica-
tions, 2005). His most recent work in the open literature is, with Richard K. Smith, Five Down, No Glory: Frank G. Tinker,
Mercenary Ace in the Spanish Civil War (Annapolis, Naval Institute Press, 2011). Since 1962, Hall also contributed nu-
merous articles and chapters on the history of aeronautics, astronautics, space law and U.S. space policy to various jour-
nals, anthologies, and encyclopedias. His publications in the unclassified open literature remain available online. Selected
in 1998 as Chief Historian of the National Reconnaissance Office (NRO), an intelligence arm of the Department of Defense
that acquires and operates the nation’s reconnaissance satellites, Hall researched and wrote classified histories of these
programs until he retired in 2003. He subsequently worked for a contractor at the NRO declassifying 25-year-old recon-
naissance records until his ultimate retirement in 2008.

Hall and his wife Beverley divorced in 1990, and in 1992 he married Shirley Jean Maynord, who served as an Instruc-
tional Specialist for the Talented and Gifted program at Kenmore Middle School in Maryland until she retired in 1996.
The two lived in Arlington, and Woodbridge in Virginia, until on his retirement in 2008 they moved to Arlington, Texas.

He is survived by sons Robert Cargill Hall Jr. and his wife Kathleen, Bradshaw Chichester Hall and his wife Angelika,
and daughter Melanie Anne Hall; brother Byron E. Hall Jr., and a fine assortment of grandchildren, nieces, and nephews.
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REFORPAC’s Pacific Playl)ool:z:

Survive, Surge, Sustain,
and Synchronize to Win

Korey F. Lantes

A USAF F-22 Raptor assigned to the 199th Fighter
Squadron taxis down the flightline at Kadena Air
Base, Japan. (USAF photo.)

into silence, runways cratered, fuel lines cut, and spare parts lost in the void. Stranded and isolated, forces vanish

from the fight before they can even enter the fray. This is not a distant fantasy but the logical outcome if we fail
to adapt. Although technology has evolved, the fundamental challenges of contested operations have not. In World War
IT (WWII), strategic thinking emphasized decentralized execution, adaptive logistics, and survivability across vast, un-
forgiving distances. Today, the threat is strikingly similar. Long-range conventional missile systems now mirror the dis-
ruptive role that submarines and bombers once played, targeting sustainment networks to fracture operational cohesion.
The difference lies only in the tools, not the strategic realities. Historical patterns must guide operational planning, tem-
pered by modern realities and sharpened by realistic resource constraints. Resolute Force Pacific (REFORPAC) must en-
sure we do not face these realities for the first time in war.

USAF leadership designed the large scale exercise to prepare US and allied forces for sustained, contested operations
across the Indo-Pacific by rigorously testing their ability to deliver forces, defend against strikes, endure in austere envi-
ronments, and coordinate across the theater under degraded command and control conditions, persistent logistics dis-
ruption, and dispersed basing frameworks.! The exercise aims to replicate the realities of modern warfare, where forces
must operate for weeks without guaranteed communications, survivability demands decentralization, and victory depends
on synchronization rather than centralized control.? REFORPAC will force commanders to manage risk, make operational
decisions with incomplete information, and lead dispersed forces in a dynamic, contested battlespace.?

This paper provides a historical framework for REFORPAC to assess and apply during its summer 2025 implemen-
tation, grounded in the enduring principles of warfare and Joint Warfighting Functions demonstrated throughout the
Pacific campaigns of World War II. It organizes the problem around four challenges essential to contested theater success:
Survive: absorbing initial attacks to preserve critical resources; Surge: rapidly deploying combat power into theater despite
Anti-Access/Area-Denial (A2AD) threats; Sustain: maintaining combat power through resilient logistics, dispersed basing,
and adaptive force employment; and Synchronize: coordinating multi-domain, geographically dislocated forces to mass
effects decisively. Historical lessons on decentralized execution, adaptive logistics, and integrated operations offer more
than context; they provide operational blueprints if commanders are willing to study and apply them with calculated re-
flection.

Victory in a Pacific conflict lies not solely in technology but in the overwhelming difference between the two approaches
to joint warfighting. The United States is the Joint Force; its strength rests in combined arms integration, cross-domain

T he first salvos sever communications, blind command, and leave aircraft grounded across the Pacific. Bases crumble
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effects, and the ability to sustain and flexibly mass forces
faster than any adversary. REFORPAC must build these
advantages in peacetime by forcing units to operate under
realistic, degraded, and risk-tolerant conditions, ensuring
that victory is not an aspiration but a deliberate and
achievable outcome.

Survive

Victory in the Pacific has always revolved around sur-
vival. During World War II, U.S. forces did not defeat Japan
by avoiding losses; they endured daily bombardment, dis-
persed their forces, adapted under fire, and fought to vic-
tory. While the principle of protection shields forces from
enemy fires, the contemporary fight demands an equal re-
liance on movement and maneuver. Success will hinge on
dynamically repositioning forces to frustrate enemy tar-
geting cycles. The ability to survive and maintain opera-
tions under fire will determine whether a campaign
endures beyond the initial chaos of combat. This reality is
why serious operational discussions have shifted from the
First Island Chain to the Second, a tacit admission that
the enemy will contest survival from the opening moments
of war.

REFORPAC must test and validate the real conditions
of a contested environment where survival is not guaran-
teed.* The historical lessons of WWII provide a model
where forces achieved survival through constant attack by
executing the techniques of dispersal, concealment, and op-
erational flexibility instead of eliminating every threat.
Ground-Based Air Defense (GBAD) remains a crucial ele-
ment, but will not be sufficient alone. REFORPAC must
relearn and practice these principles by operating under
degraded conditions, sacrificing efficiency, and sustaining
combat operations despite a continuous threat. By master-
ing survivability first, forces can achieve the necessary
freedom of action to project power, sustain operations, and
synchronize effects across the battlespace.

Initial plans of Operation Watchtower in 1942 focused
on securing the Solomon Islands of Tulagi and Santa Cruz.
However, when intelligence revealed that the Japanese
were constructing an airfield on Guadalcanal, plans
shifted, and Santa Cruz was scratched, with Guadalcanal
listed as the primary objective.® U.S. Marines, operating
with minimal air cover, no heavy artillery, and limited sup-
plies, captured Henderson Field within a day. Still, it would
take two weeks before the field was deemed operational.®

Mayj. Korey F. Lantes is an experienced Air Force officer
with 12 years of service as an Air Battle Manager. He
is a Master AETC instructor and has served as an In-
structor and Evaluator ABM on the E-8C JSTARS
and at the ABM Schoolhouse. Maj. Lantes has de-
ployed to multiple theaters, including CENTCOM and
PACOM, with over 750 combat hours supporting var-
tous operations. He is currently pursuing his Ph.D. in
Military History through the Air Force Advanced Ac-
ademic Degree program at Kansas State University.
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Aerial photograph of Henderson Field, Guadalcanal, after sustained
bombing and artillery attacks in late 1942. The image shows runways
cratered by enemy fire, illustrating the vulnerability of early airfields in
contested territory. (Official photo, either USMC or USA.)

Yet when the Guadalcanal-based air force, codenamed Cac-
tus, arrived, they found no secure or established base as
modern air forces might expect. Henderson Field remained
under constant threat: by day, Japanese Betty bombers re-
leased destruction across the island, and by night, an un-
derwater terror rained shells onto the Marines’ precarious
foothold.”

This unseen threat, known as “Oscar,” became a har-
binger of the persistent, unstoppable attacks that modern
forces will likely face from the PRC’s long-range missile ar-
senal. Japanese submarines dominated these waters, pre-
venting any effort to stop them from “punching holes” in
Henderson Field.® War correspondent Richard Tregaskis
wrote that submarine shells fell on Guadalcanal almost
every other night.® Under the constant rotation of bombs
by day and shelling by night, strikes degraded infrastruc-
ture, fatigued defenders, and taxed sustainment requests.
Without a proper method to defeat enemy fires, those on
Guadalcanal utilized time-tested methods to survive.

Airpower theorist Giulio Douhet argued that the great-
est threat to aircraft comes before they ever take off, when
they sit exposed and concentrated on the ground.!® The
Japanese attack on Clark Field demonstrated this princi-
ple through the destruction of U.S. aircraft, neatly lined up
for peacetime runway efficiency while still on the ground.
This principle echoed throughout World War II. At Wake
Island, advanced warning allowed U.S. aircraft to survive
the initial attack and challenge the incoming strike, delay-
ing what could have been an immediate disaster into a
two-week setback for Japanese operations. At Midway, the
carrier Kaga, with its hangar decks packed with aircraft
being refueled and rearmed, became an uncontrollable in-
ferno within minutes, destroying the carrier and every-
thing within its decks.

Guadalcanal’s Douhetian realization came on October
13 and 14th- 1942, known as “The Night.” Japanese battle-
ships Kongo and Haruna slipped into The Slot and ruth-
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lessly bombarded Henderson Field with 14-inch shells for
an hour and a half. At sunrise, devastation expanded
across planes, fuel, supplies, runways, and most buildings
and defensive positions.!! The attack destroyed nearly all
the aviation gasoline, disabled all the Grumman TBF
Avengers, and left only seven of the thirty-nine Douglas
SBD Dauntlesses flyable. This devastation was com-
pounded by a false air alarm early that morning, triggered
by strained nerves, which left aircraft exposed to another
crippling strike.'? A single night of bombardment destroyed
nearly all 43 aircraft lost on the ground during the Guadal-
canal campaign, out of a total of 252 aircraft lost.'® This
begs the question: with so much destruction, how did the
Cactus Air Force survive and continue flying combat mis-
sions?

To the east of Henderson Field, near the coast, a
smaller satellite airstrip called Fighter 1 fared significantly
better. Twenty-four of the forty-two F4F Wildcats and six
Airacobras, comprising four U.S. P-400s and two P—39s,
survived.'* Guadalcanal became an early lesson in local-
ized and regionalized dispersal. Modern concepts like Agile
Combat Employment (ACE) are not exercises in logistical
problem-solving but survival. The hub-and-spoke model
enables the distribution of critical assets and equipment,
denying the enemy a single decisive target. Regionally, dis-
persing aircraft away from the Henderson Field hub to
satellite sites like Fighter 1 allowed operations to continue
despite heavy enemy pressure. Yet even at Fighter 1, local-
ized dispersal was required. Maintainers often stored air-
craft and fuel around the airfield’s perimeter rather than
in centralized locations. Henderson Field adapted quickly,
scattering fuel drums, burying critical supplies, and can-
nibalizing damaged planes, all improvised measures to
keep the effort alive under constant threat.'®

Aircraft cannot remain airborne indefinitely, and is-
land terrain inherently limits the degree of dispersal. Dis-
persal can buy time and complicate enemy targeting but
cannot eliminate vulnerabilities. The physical limitations
of island terrain and the operational necessity of grounding
aircraft made concealment and camouflage indispensable
to sustaining air operations in contested environments.
Throughout the island-hopping campaign, U.S. forces con-
structed fake airfields and dummy aircraft to mislead
enemy intelligence assessments and prevent adversaries
from concentrating mass against American centers of grav-
ity. Axis forces used similar techniques; in Papua New
Guinea, Japanese units exploited jungle cover and camou-
flaged netting to hide aircraft beneath dense canopies, com-
plicating Allied targeting efforts. WWII illustrates that
success depended not on achieving invulnerability but on
reducing risk, absorbing damage, and maintaining enough
operational tempo to deny the enemy decisive gains.

Although the historical principles surrounding Cam-
ouflage, Concealment, and Decoys (CCD) remain un-
changed, anchored in the intent to survive, forces have
evolved their tools and techniques to counter increasingly
advanced detection technologies. The increasing role of
electromagnetic detection in modern warfare was recog-
nized in Army Doctrine as early as 1990 in Field Manual
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U.S. Navy F6F Hellcat fighters parked on a muddy airfield, likely in the
Solomon Islands, 1943-44. The makeshift conditions and tent encamp-
ments in the background reflect the early improvised state of forward
bases in the Pacific. (World War Photos (worldwarphotos.info). Cap-
tioned: “F6F Hellcats in the Solomons.” Used under fair use for educa-
tional/historical commentary.)

20-3, Camouflage, Concealment, and Decoys, emphasizing
the threat posed by sensor systems operating across the
electromagnetic spectrum.'® At the strategic level, this is
echoed in JP 3-13.4, Military Deception. However, for oper-
ational-level planning across archipelagos, the most rele-
vant guidance for REFORPAC lies in ATP 3-37.34,
Survival, the successor to ATP 3-34.39, also titled Camou-
flage, Concealment, and Decoys, and FM 20-3.1” Chapter 6
of ATP 3-37.34 provides a detailed threat overview, describ-
ing how CCD must now be conducted against enemy sen-
sors across multiple domains, particularly within the
electromagnetic spectrum. As ATP 3-37.34 bluntly states,
“The skillful use of camouflage and concealment tech-
niques is necessary if a unit is to conceal itself and sur-
vive.”'® By adhering to the principles of survival, modern
forces can shift the burden of cost back onto the enemy,
forcing them to expend greater effort and resources while
maintaining the generation of U.S. combat power.

The Book of Five Rings teaches that we should let our
enemies “do anything that is useless, while preventing
them from doing anything useful.”® This philosophy
echoed through the Guadalcanal campaign, where leaders
recognized the value of drawing the enemy into costly ac-
tions. Rear Admiral John McCain captured this mindset
in a message to Admiral Nimitz: “Cactus can be a sinkhole
for enemy airpower... exploited to the enemy’s mortal
hurt.”? Just as that strategic wisdom initially emerged
from a culture that became our WWII foe, we must now
view the Pacific through a Chinese lens to anticipate future
actions. Through these methods of survivability, we can
transform our sacrifice of dispersal into one of enemy dilu-
tion of their most critical resources, mass. It forces them to
fragment their fires and waste exquisite munitions on
empty locations guided by outdated intelligence..?!

WWII demonstrated that operational and tactical re-
silience requires an extensive, layered system rather than
relying on individual, well-developed bases. Survivability
and sustained support, not aircraft capabilities, enabled
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A B-29 Superfortress reconnaissance variant (F-13A #42-93869) crashed
on April 26, 1945, shown surrounded by coral rubble. Ground personnel
inspect the damage. Note the "Restricted" marking common in wartime
documentation. (U.S. Army Air Forces, 3PR-1024, April 26, 1945. Photo
#42-93869. NA)

continuous operations that secured strategic victory de-
spite enemy interference. The USAF will never possess
enough defenses to counter every threat or operate with
complete freedom of action. The U.S. will lose bases and
long-range fires will destroy assets. These outcomes cannot
be seen as failures, as they are the accepted cost of entry
to enable broader operational success. REFORPAC must
first accept that survivability is the foundation of all other
functions, from protecting the forces projected forward to
enabling their movement and maneuver under threat. This
level of redundancy enables flexibility, which builds re-
silience and buys the most expensive resource: time.

Surge

Surviving the first blow does not determine success; it
is only the price of staying in the fight. Victory belongs to
the one who adapts faster, recovers quicker, and strikes
harder after the first attack. Time is the “most precious el-
ement” in wartime logistics.?? Given the vast distances
across U.S. Indo-Pacific Command (INDOPACOM), the
ability to rapidly deliver combat power into theater is a
central challenge in the battle for time. This task is already
formidable due to the sheer amount of materiel and re-
sources required to conduct combat operations at a scale
capable of challenging a peer adversary like the PRC.
A2AD threats compound the already daunting task of de-
livering mass across vast distances, as adversaries recog-
nize that U.S. military power depends on developing,
mobilizing, and distributing critical materiel under the
constant threat of long-range fires, making contested logis-
tics the defining challenge. While selection of specific bases
to allocate prepositioned (PREPO) materiel and assets
helps mitigate this challenge, it is not a panacea, as mass-
ing materiel within a contested logistics environment sig-
nals intentions and presents lucrative targets for enemy
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U.S. Army Air Forces mechanics inspect and replace landing gear tires
on a heavy bomber (likely B-29) on a Pacific island airstrip during WWII.
The aircraft’s large size and rugged tires emphasize logistical chal-
lenges in primitive environments. (U.S. Army Air Forces photo. NA)

fires. The principle of movement and maneuver serves a
dual purpose, aiding survival and enabling the surge of
forces into theater. However, it also creates an operational
tension between resilient prepositioning, essential for sus-
taining a distant campaign limited by logistics, and the
need to rapidly surge combat power into theater before the
fight is lost.?

Although primarily a strategic policy operating within
the broader framework of the 1941 Lend-Lease Act, Re-
verse Lend-Lease offers a historical lesson in how leverag-
ing allies and partners in the Pacific can overcome
logistical difficulties. Due to Pacific distances, a relatively
small number of troops required tremendous quantities of
materiel.?* PREPO can alleviate the problem on the island,
but not the initial struggle of sending a massive amount of
materiel into hostile combat zones. The Reverse Lend-
Lease created a structure to leverage local resources and
manufacturing in the warfighting effort, totaling over $7.8
billion.?s Australia alone contributed over $888 million in
food and supplies, with over 90% of materiel coming from
the British Commonwealth.? This historical model under-
scores that success in a modern Pacific conflict will depend
not only on PREPO and rapid reinforcement but also on
how effectively forces leverage local and allied resources to
bridge the gap between the two.

On its surface, the logistics equation is simple: the
more munitions and support equipment that can be stored
forward, the less strain on transportation networks and
the greater the operational flexibility to sustain and ex-
pand combat operations. Theoretically, prepositioning suf-
ficient support in a modern conflict could reduce the
logistical burden enough that a single C—17 or C-130 sortie
sustains fighter operations with minimal external rein-
forcement.?” However, in a contemporary battle with PRC
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long-range weapons, this PREPO becomes more vulnerable
than a capability. Utilizing allies and partners to facilitate
hub-and-spoke models would alleviate many operational
issues. As in WWII, allied support and the associated lo-
gistical dispersal were essential multipliers in the surge
framework.

Eerily indicative of current thoughts toward position-
ing forces on the forward edge of battle, leaders centered
War Plan Orange on a faulty assumption that troops and
aircraft garrisoned in the Philippines could hold out
against a Japanese attack. Planning accounted for one
hundred and twenty-eight B—17s on the archipelago by
February 1942, along with a 6-million-gallon fuel
stockpile.?® What began as a planned blunting force quickly
became a Japanese target of opportunity. Often overshad-
owed by the attack on Pearl Harbor, the Japanese launched
their campaign against the Philippines just 10 hours later.
Instead of the numbers envisioned, the U.S. acquisition
process had only managed to field thirty-five B-17s, two
months ahead of the February timeline but far short of the
intended force.? In a bitter irony, the shortfall in bombers
may have spared even greater losses. When fifty-four
Japanese bombers and thirty-six Zeros struck Clark Field,
the limited U.S. aircraft were tightly clustered on the
ground, destroying twelve B—17s and thirty P—40s, and an-
other five B-17s so severely damaged they would never fly
again.?® In a single blow, the vulnerability of concentration
illustrated that prepositioned power becomes little more
than an invitation for enemy fire. This attack reduced the
remaining air forces in the region to a token presence and
destroyed resources prepositioned to overcome the Pacific’s
logistical challenges. However, this reality should not
negate the importance of prepositioning but rather high-
light the dual-edged nature of forward logistics, a balance
the United States must carefully navigate in the next fight
to ensure that prepositioned strength enhances resilience
instead of becoming a liability.

Operations in the Pacific will demand the same prin-
ciples that drove success in WWII: forces must quickly
build up equipment, supplies, and personnel to provide im-
mediate logistical support in new areas of operation.?!
Whether replacing destroyed prepositioned stocks or surg-
ing reserves into theater, they must establish a rapid and
reliable system to deliver supplies and warfighters.?? The
current ACE mentality emphasizes in-place expeditionary
operations, with sustainment only thought of in the phys-
ical movement of assets at the tactical level.?® By leverag-
ing ACE principles across inter- and intra-theater logistics
supporting hub-and-spoke combat operations, the USAF
can simultaneously provide more options to the JFCs and
complicate adversary planning while projecting power and
sustaining air superiority assets in the Pacific.

The current home station-to-hub model for a fighter
unit type code (UTC) logistics concept of employment
(LOGCONEMP) focuses on delivering a 12-ship package
with minimal transportation resources, prioritizing effi-
ciency while minimizing disruption to non-deploying units
at the home station. Although efficient, this approach may
lack the flexibility and tempo to respond effectively to a
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time-sensitive crisis. Moreover, this traditional model risks
leaving aircraft exposed on the ground for extended periods
as they reach their assigned locations, increasing vulnera-
bilities to enemy action and compounding potential de-
lays.3*

Concepts like Rapid Raptor offer a valuable model for
immediately surging assets and resources into the Pacific
while minimizing the vulnerability of prepositioned stocks.
Prioritizing speed and mass over efficiency, a new Rapid
Raptor-like ACE LOGCONEMP launches an entire fleet
directly to the fight by leveraging all available home-sta-
tion resources, sacrificing daily operational convenience to
meet wartime demands. Leaders must be willing to shift
risk-to-mission from the JFC to the home station com-
mander, accepting that home station operations will suffer
in favor of prioritizing the deployed force, or transform day-
to-day training to meet surge operational requirements.
This means committing all available aircraft and person-
nel, eliminating overnight delays through hot-pit refueling,
and fully leveraging tanker assets to enable rapid trans-
port into theater.®

A notable demonstration of this capability occurred in
August 2024, when the 90th Fighter Squadron deployed
F—22s to the Middle East in response to escalating threats
from Iran and its proxies. The aircraft arrived in the U.S.
Central Command area within 72 hours of departure from
Alaska, marking the fastest F-22 combat deployment.
During this mission, the squadron operated from five dif-
ferent locations and conducted varying mission sets, show-
casing the flexibility and rapid-response nature of the ACE
LOGCONEMP:? To differentiate the uniqueness of this ap-
proach, this paper designates the original model as
“Smooth-6” and the updated concept as “Quick-6.” During
the execution of Quick-6, 17 of 18 aircraft reached their ini-
tial staging locations with dedicated ANG KC-135s, with
4 of 6 successfully pushing into theater, despite two diverts
caused by aircraft issues, but still delivering combat power
133% faster than the Smooth-6 model. The real strength
of this approach, however, lies in its adaptability. The two
diverted aircraft seamlessly integrated into the Smooth-6
flow, creating a “Smooth-8” that continued to deliver the
desired capabilities, albeit at a slower tempo.

Rapid delivery of all aircraft to Pacific hubs shortens
the critical element of time and increases the force’s ability
to maneuver under threat.’” However, this requires a shift
in mentality from prioritizing logistical efficiency to prior-
itizing mission execution and survivability.?® PREPO alone
cannot deliver this efficiency as they are no longer suffi-
cient to guarantee success in a contested environment.
Commanders must pair it with flexible force movement ca-
pable of rapid response in contested environments. Instead
of focusing on a numerical quota to stockpile materiel, the
skill the US and allies must hone is how rapidly and re-
siliently units can surge combat power into the theater
after initial hostilities begin. PREPO should serve as a
force multiplier rather than a dependency. The real opera-
tional edge will come from mastering the art of swift, flex-
ible, and survivable reinforcement. In this environment,
the ability to deliver aircraft and materiel under fire, at
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speed, and with minimal warning will dictate whether
forces can fight and win before the window of opportunity
closes.

Forces must practice this skill in peacetime, as it will
not emerge naturally during combat, especially under de-
graded communications. At a broader level, forces must
replicate World War II principles by investing in local and
regional partners to augment dispersed stockpiles and
strengthen sustainment networks. All services must prior-
itize logistical flexibility over lean efficiency, embracing
joint lift solutions. REFORPAC must emphasize building
decentralized execution as a baseline skill, training units
to operate independently under commander’s intent before
layering in chaos and disruption. In doing so, forces will
strengthen trust, flexibility, and decisiveness at the opera-
tional edge, ensuring the themes of survival and surging
are built on deliberate practice, not improvised under fire.

Sustain

After forces endure the initial attacks and surge into
theater, their success hinges on sustaining combat opera-
tions across an archipelago requiring robust systems to
move resources between hubs, spokes, and isolated out-
posts under persistent threat. The connection to warfight-
ing is innate, as sustainment itself is a Joint Warfighting
Function. The sequence begins with restoring airfields to
enable the reception and movement of supplies and rein-
forcements, then continues with repairing and salvaging
surviving aircraft to reconstitute combat power. Sustain-
ment establishes the conditions that allow combat power
to endure and maneuver. REFORPAC must test the prin-
ciple that sustainment is not ancillary to operations but
the operation itself. It must also test the people and the de-
cisions behind it, recognizing that the sacrifice of efficiency
for innovation will depend on engineers, maintainers, and
logisticians trained to operate under degraded conditions.

The experience of the Tokyo Express during Guadal-
canal further reminds us that survival has a trade-off with
efficiency, where speed, stealth, and adaptability can still
become a lifeline that sustains combat power in a contested
theater. The Japanese did not share the same advantages
as the United States. Their uncontested movement window
was limited to the cover of night when exposure to Allied
airpower was minimal. Slow transports and barges could
supply their forces ashore, but their vulnerability remained
high due to limited speed. The Tokyo Express was born out
of this necessity, with fast destroyers running at night to
evade Allied air dominance and deliver critical supplies.
Initially called the “Rat Patrol” and later the “Cactus Ex-
press,” the Tokyo Express relied on retrofitted destroyers.
Although each destroyer could carry only 100-150 men or
100-200 tons of supplies, far less than traditional trans-
ports, their speed minimized exposure near shore, enabling
the continued delivery of critical troops and materiel de-
spite Allied air superiority.?*® However, the Tokyo Express
is traditionally seen as a failure as its sacrifice of efficiency
for speed could never overcome the logistical requirement,
resulting in Japanese troops nicknaming Guadalcanal
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“Starvation Island.” Even though Allied forces were unable
to halt the Tokyo Express through military means, the
Japanese unwillingness to prioritize sustainment over the
number of troops ultimately doomed it to failure, regard-
less. Instead of sustaining the forces already on Guadal-
canal, Imperial Japan flowed more troops without enough
supplies to sustain them or the ones already engaged on
the island. A method suited for sustaining forces was over-
loaded by the competing demand to surge reinforcements,
steadily outpacing what limited throughput could deliver.
Modern operations must learn that survivable logistics
must prioritize sustaining combat power already engaged,
not expanding commitments beyond what speed and en-
durance can realistically support.

The USAF also offers speed through Rapid Global Mo-
bility. Still, it cannot replace the sheer capacity of maritime
logistics. In WWII, aircraft performing transport averaged
2,225 tons per month for the entirety of the Pacific in 1942.
However, Liberty Ships, the primary logistical vessels of
WWII, could provide 15,000 in a one-month time window.
To achieve the same throughput, aircraft would have taken
five months.** However, what airpower lacks in through-
put, it compensates with unprecedented speed and flexi-
bility, enabling the delivery of critical supplies at a decisive
point and time. For example, when aviation gas reached
critical levels at Henderson Field, C—47s from Espiritu
Santo delivered twelve 55-gallon fuel drums, sustaining
base-level air operations until mass deliveries arrived.*!
The current ACE doctrine emphasizes using low-density,
high-demand assets like C—130s and C—17s. However, RE-
FORPAC should not treat airlift capabilities as the pri-
mary method of sustaining operations. Instead, leaders
must integrate airpower into a broader joint framework.
Exercises should develop scenarios that realistically model
the conditions of contested hubs and spokes, using the suc-
cess and failure of the thematic Surge and Survivability
injects to drive decision-making and test the responsive-
ness of rapid reaction forces. At the same time, REFORPAC
must rigorously evaluate traditional inter-theater and
intra-theater maritime logistics, ensuring the joint force
can sustain operations at scale even under persistent
enemy pressure. Rapid airlift provides critical flexibility,
but actual endurance across the Pacific will still rely on the
resilience and capacity of maritime support.

While intra-theater logistics enable movement and re-
supply, enduring operational effectiveness will depend on
each hub’s ability to rapidly execute airfield repair, aircraft
restoration, and organic maintenance and salvage under
persistent threat. The success at Henderson Field revolved
around runway construction and repair, which was vital to
sustaining the outnumbered Cactus Air Force. The most
famous of the construction and repair units was undoubt-
edly the Seabees. At Guadalcanal, they could repair a
crater from a 500-pound bomb in under 40 minutes.*> How-
ever, the Seabees also developed special teams to facilitate
the loading and offloading of ships, like the “Special Steve-
dore unit. Their motto, “Keep the Hook Moving,” referred
to the hook attached to the boom and crane used to lift
cargo nets and slings, expediting the offload process under
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Emblem of the U.S. Navy Seabees (Naval Construction Battalions), fea-
turing a cartoon bee armed with a wrench, hammer, and submachine
gun. The Seabees built airfields, bases, and infrastructure across the Pa-
cific during WWII under the motto “Can Do!”

fire. Over three months, the unit offloaded 112,407 tons
from thirty-three ships despite facing twenty-six air alerts
and two major bombing raids.** Alongside the Seabees, En-
gineer Amphibious Brigades (EABs) played a critical role
by building logistics infrastructure on demand. EABs en-
abled the rapid establishment and sustainment of forward
bases, ensuring support to combat power immediately after
seizure operations.

These teams are not cited solely for their historical sig-
nificance but to highlight the required capabilities for the
next fight. The U.S. Air Force maintains similar specialized
units today, such as the Rapid Engineer Deployable Heavy
Operational Repair Squadron Engineers (RED HORSE)
and Contingency Response Groups (CRGs). However, there
are only four active-duty RED HORSE squadrons, each av-
eraging around 400 personnel, with only the 554th sta-
tioned in the Pacific. Likewise, while the 621st Contingency
Response Wing includes approximately 1,500 airmen
across thirteen squadrons, the core expeditionary capabil-
ity centers on just two CRGs.** By comparison, the com-
bined total of REDHORSE and CRG is 4,000, an immense
contrast to the more than 250,000 Seabees who supported
the war effort during World War I1.45 Although today’s en-
gineering forces possess vastly superior capabilities and
technology, this disparity raises serious concerns about im-
mediate scalability should large-scale operations be re-
quired. Moreover, these challenges assume that localized
wings and units at hubs and spokes are already proficient
in operating independently in dispersed and austere con-
ditions. REFORPAC must rigorously test both the scala-
bility of engineering forces and the ability of operational
units to survive, adapt, and sustain combat operations
under contested conditions.
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Sustaining operations after restoring airfields depends
on quickly assessing, repairing, and returning damaged
aircraft to service under austere and contested conditions.
U.S. Army Air Force (USAAF) Regulation 65-1, Supply and
Maintenance, provides a framework that splits repairs into
four echelons. First and second echelon maintenance fo-
cused on field-level servicing, inspections, minor repairs,
and engine replacements using mostly air-transportable
equipment, while third and fourth echelons involved heavy
maintenance, salvage, and complete aircraft overhauls re-
quiring specialized mechanics and ground-based machin-
ery. Personnel accomplished first- and second-echelon
maintenance through their ingenuity and adaptability, em-
bodying the modern concept of multi-capable Airmen.
However, similar to today, much of the concern revolved
around echelons three and four. Part of the problem in
WWII concerned manufacturers shipping parts based on
anticipated consumption rates, rates that did not accu-
rately reflect combat situations.* Those in leadership at-
tempted to solve this problem during the march by creating
supply tables and developing “pack-ups,” which accounted
for maintenance and overhaul parts under multiple cir-
cumstances across “several echelons of maintenance.””

Further constraints impacted operations when ma-
teriel arrived on the island, as local maintenance teams
lacked the capability to repair aircraft requiring depot-level
work. The USAAF launched Project Ivory Soap to over-
come this challenge, retrofitting twenty-four ships and
training over 5,000 troops to provide mobile, depot-level re-
pair capabilities across the Pacific. These ships carried ex-
tensive stocks, including 137,000 parts for the B—29 alone,
and housed specialized aircraft mechanics capable of per-
forming nearly any repair necessary to return planes to
service.*® The fleet consisted of six larger Liberty Ships,
designated Aircraft Repair Units (ARUs), each manned by
344 personnel and equipped for fourth echelon repairs. The
remaining eighteen ships, designated Aircraft Mainte-

US Army Aircraft Repair Ship Brigadier General Asa N. Duncan docked
at Guam in May 1945. This vessel was designed to provide comprehen-
sive aircraft maintenance support close to the combat zone, ensuring
quick return to service for damaged aircraft. (U.S. Navy Photo, May 1945.
National Archives Identifier: 80-G-474348.)
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Wreckage of Japanese aircraft destroyed on the ground at Rabaul, New Britain, following a series of Allied air raids in 1943-44. The image highlights
the effectiveness of air interdiction in degrading Japanese forward capabilities. (U.S. Army Air Forces reconnaissance photo, 1943—44. Public domain;
image frequently reproduced in Pacific war studies and U.S. military archives.)

nance Units (AMUs), were smaller, more maneuverable
vessels focused on third echelon repairs, with 48 personnel
per ship. In addition, the capabilities of the ARUs and
AMUs included helicopter operations to enhance flexibility
and DUKWs for shore delivery. Project Ivory Soap made
repairs afloat a reality through mobile depot-level repair,
agile delivery platforms, and on-demand maneuverability.*°
The success of Project Ivory Soap was immense, with the
Congressional Record officially stating, “Hundreds of B—
29s and P-51s returned to battle because of the depot-level
maintenance ships.”

The lessons of Project Ivory Soap offer valuable appli-
cations for today’s Pacific challenges. Modern mobile main-
tenance capacity could restore damaged aircraft at forward
hubs and spokes and enhance survivability by reducing re-
liance on static repair facilities vulnerable to enemy tar-
geting. As in WWII, afloat ARUs could be stationed at
major hubs, while lighter AMUs could support spokes, en-
suring decentralized repair capability under contested con-
ditions. These assets would also enable greater flexibility
for intra-theater logistics, augmenting the ability to ma-
neuver critical supplies, personnel, and damaged equip-
ment between nodes. Modern platforms such as the
Spearhead-class Expeditionary Fast Transport (EPF), ca-
pable of thirty-five to forty-five knots with a draft of only
twelve and a half feet, the Army’s General Frank S. Besson-
class LSV, with a shallow twelve-foot draft, and salvage
and recovery vessels like the Navajo-class or Safeguard-
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class ships, offer ideal hulls to support this dispersed repair
and sustainment network. Together, these mobile units
could bridge limitations in port access, overcome draft re-
strictions, and provide critical technical expertise across
the battlespace, enabling rapid reconstitution.

The concept of multi-capable Airmen (MCA), troops
trained to perform multiple roles beyond a single specialty,
is not new. It was born of necessity during WWII, where
survival and mission success demanded flexibility, improv-
isation, and raw endurance. At Henderson Field, mainte-
nance crews salvaged fuel, parts, and armaments from
wrecked aircraft to restore flyable assets under constant
threat. In one critical moment, mechanics siphoned avia-
tion fuel from two downed B—17 bombers to launch a final
sortie of fighters defending the island.’! These maintainers
and pilots did not benefit from specialized equipment or
formal multi-role training.?? Pilots and maintainers alike
lifted bombs by hand to secure them manually under
muddy wings and performed fueling operations by tipping
55-gallon drums into aircraft tanks by hand.?

Despite lacking formal aviation training, maintenance
personnel relied on mechanical skill and adaptability,
learning to repair unfamiliar aircraft on the spot, from
rearming Navy planes at Tacloban after the Battle of Leyte
Gulf to supporting damaged fighters at forward airfields.>*
Like today, aircraft types varied widely between bases, in-
creasing the burden on generalist mechanics forced to
adapt to new platforms with little warning or training. At
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A General Frank S. Besson-class Logistics Support Vessel (LSV) of the U.S. Army, operating near a Pacific island. These vessels are designed to
transport rolling and oversized cargo, including vehicles and containers, directly to shore without port facilities—ideal for austere and contested lo-
gistics environments. (U.S. Army photo; sourced from U.S. Army Transportation Corps or DVIDS imagery.)

times, salvaged aircraft were dismantled in the field and
rebuilt under primitive conditions. In one such instance,
praised by General Arnold, a wrecked cargo plane was dis-
assembled, hauled out by trailer, and reassembled to be
ready for flight in hours.?® The personnel who fueled, re-
paired, and defended their airfields and aircraft under fire
embodied the spirit of what today we label as multi-capable
Airmen.

While the demands faced by Pacific maintainers dur-
ing WWII were extreme, today’s technological advance-
ments offer new tools to augment the same spirit of
flexibility and improvisation. Modern fabrication shops at
forward bases, such as those operated by units like the
445th Maintenance Squadron, enable localized part man-
ufacturing that circumvents global supply chain delays. As
one technician noted, “If there’s a time constraint on parts
coming in, we can locally manufacture something quicker
than waiting for delivery or create a part when no replace-
ment exists.””® Emerging capabilities like expeditionary 3D
printing unlock even greater potential for on-island main-
tenance. The Air Force Research Laboratory has success-
fully tested electronics repair, structural overhaul
techniques, and 3D-printed components incorporated into
aircraft like the C-5M Super Galaxy. RED HORSE units
could augment engineering capacity by combining their
traditional airfield repair expertise with the employment
of expeditionary 3D concrete printing systems. These tech-
nologies have demonstrated the ability to train personnel
in as little as four days to produce functional structures.®’
When integrated with decentralized repair teams, these
technologies offer a path to restoring combat power rapidly
under contested conditions, preserving the lessons of the
past while exploiting the capabilities of the future.

While today’s technology and initiatives like MCA are
steps in the right direction, truly operationalizing these ca-
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pabilities under combat conditions demands a more pro-
found cultural shift. The Air Force’s historical use of Mobile
Training Units (MTUs) in WWII, generalist training with
focused specialization delivered at the point of need, mir-
rors the modern MCA approach.’® However, it is not
enough to train flexible Airmen. REFORPAC must drive
the operational mindset that puts decision-making back
into the hands of those in contact with the fight. Pilots, en-
gineers, and maintainers must collaboratively buy risk to
achieve effects rather than adhere to pre-war peacetime
standards. Leaders must reexamine legacy maintenance
categories such as Fully Mission Capable (FMC), Partially
Mission Capable (PMC), and Non-Mission Capable (NMC)
to ensure they apply to modern combat conditions. Much
like in sports, we must distinguish between the “hurt” air-
craft that can still fight and the “injured” ones that truly
cannot. This demands not just a change in metrics but a
shift in mentality,. REFORPAC must build scenarios that
force the application of standing ACE waivers, testing
whether commanders and operational teams can dynami-
cally manage risk, synchronize assets, and mass combat
power despite imperfect conditions.’® The ultimate meas-
ure will not be technical compliance but whether forces can
still achieve decisive effects in the chaos of a contested en-
vironment.

Synchronize

Once forces survive the initial attacks, surge into the-
ater, and sustain operations, synchronization becomes the
next, and perhaps most complex, challenge. The principles
of warfare demand the balance of Mass and Economy of
Force (EoF), competing imperatives that become even more
difficult to reconcile across a dislocated area of operation.®
These two principles underpin and shape the execution of
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REFORPAC 2025 planning graphic illustrating deployment timelines from U.S. bases to the Pacific for exercises like TALISMAN SABRE and BAMBOO
EAGLE. The diagram underscores rapid power projection and joint force readiness. (U.S. DoD planning graphic; REFORPAC Exercise Concept [Sum-

mer 2025].)

all Joint Warfighting Functions, forcing commanders to pri-
oritize, allocate, and maneuver limited resources against
shifting threats. While ACE has made significant strides
in solving the survivability problem, it does not inherently
solve the principle of the Offensive. Forces must still mass
effects at decisive times and places. The USAF stands
uniquely positioned to solve this dilemma, aggregating
combat power across vast distances free from the geo-
graphic constraints that limit surface forces. Airpower’s
ability to mass at a single point in time and space offers an
enormous operational advantage. However, evolving tech-
nology and organizational habits have shifted our com-
mand culture. Though doctrine champions Centralized
Command, Distributed Control, and Decentralized Execu-
tion, the operational reality has often devolved into Cen-
tralized Command, Centralized Control, and Centralized
Execution, a “Mother May I” approach born out of risk
avoidance rather than risk management.® The Air Opera-
tions Center (AOC) structure, while valuable for aggregat-
ing information and optimizing efficiency, embodies a
fundamental vulnerability; if removed from the fight, are
forward commanders prepared, empowered, and trained
to synchronize mass independently? REFORPAC provides
an opportunity to confront these hard truths during train-
ing rather than combat.

As we grapple with the challenge of synchronizing dis-
persed forces to achieve mass and economy of force, we
must recognize that the command structure becomes a
critical enabler, or limiter, of success. Unity of Command
(UoC), another enduring principle of warfare, was no less
contested during WWII than today. In the Pacific, Admiral
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King believed in the primacy of naval command. At the
same time, General MacArthur lamented the fractured na-
ture of theater unity.%? However, history proves that effec-
tive operations come from UoC over targets and effects
instead of rigid centralization of geographic and adminis-
trative boundaries. General Spaatz’s operations in Europe,
and later the employment of B-29s flying from India,
China, and the Mariana Islands across multiple theaters,
exemplified this flexible application.®® Even so, Pacific bat-
tles like Leyte Gulf, where fragmented naval command
structures, poor communication, and parochial service in-
terests led to confusion and missed opportunities, serve as
reminders that unity of command is a balance. It is one of
the many reasons Admiral King exclaimed, “Unity of com-
mand is not a panacea for all military difficulties!” ¢ RE-
FORPAC must internalize and practice the idea that UoC
does not mean micromanagement. It demands clear and
coordinated priorities along with the ability to empower
decentralized forces to act with speed and initiative.

Yet even with a clear understanding of UoC, due to
limited asset availability, a fundamental tension remains
between balancing centralization and decentralization of
authority. Decentralization is essential for executing time-
sensitive operations at the tactical edge, particularly with
degraded communications or when speed is critical to seiz-
ing fleeting opportunities. However, absolute decentraliza-
tion risks catastrophic misallocation, such as a false alarm
leading to the destruction of scarce assets required for
strategic effects. History offers clear warnings to both ex-
tremes. The Service Force, also known as the Base Force,
struggled with the confusion of having multiple masters
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Infographic detailing China’s ballistic and cruise missile ranges, including the DF-series missiles. Highlights China’s expanding strike capability, with
concentric threat rings reaching out to 15,000 km. (Center for Strategic and International Studies (CSIS), Missile Defense Project. China’s Ballistic &

Cruise Missiles, published June 2020.)

during the Pacific Campaign. ComSoPac, ComGenFirst-
MarDiv, ComAirSoPac, ComPhibForSoPac, and ComSeron-
SoPac all issued conflicting directives directly to the base
commander, leading to paralysis and inefficiency.% Yet rigid
centralization is equally dangerous. A single master con-
trolling all authorities risks bottlenecking decisions at the
exact moment when tempo and initiative are most needed.
True operational resilience demands a structure that nei-
ther fragments authority nor over-concentrates it. This is
a balance that REFORPAC must deliberately design, test,
and refine.

In contested warfare, decentralization is vital for the
survivability of the force. Through delegation, commanders
must accept the fundamental trade-off of reduced efficiency
in exchange for greater lethality and operational resilience.
General George Kenney’s leadership in the Southwest Pa-
cific offers a clear historical model for solving this problem.
Facing vast distances, fragile supply lines, and isolated
airstrips with little support, Kenney understood that sur-
vival required empowering his subordinates. Maintenance
and sortie generation were decentralized aggressively.
Field modifications became standard practice, and
squadron-level innovation was permitted and actively en-
couraged. Mechanics extended bomber ranges, mounted
torpedoes, and prioritized mission-essential repairs with-
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out awaiting stateside approvals. They refitted B-25
Mitchells with forward-firing .50-caliber guns while pilots
executed new tactics like low-level skip bombing.% Kenney
famously stated, “I encourage personnel who have any
ideas to go right ahead with them...If he has an idea that
sounds feasible he is told to go ahead...”®” Rapid cannibal-
ization allowed ground crews to strip parts from grounded
aircraft without higher-level maintenance chains slowing
them down. In one vivid example, 1st Lt Daniel Nigro, serv-
ing aboard the Dargue, authorized the removal of helicop-
ter doors to improvise parts for a B—29 repair, an
illustration of how Kenney’s philosophy of empowerment
penetrated across operational echelons.® Yet Kenney’s suc-
cess did not come from blind decentralization. He still
maintained control of critical assets to mass effects for crit-
ical strikes, from the neutralization of Rabaul to the shap-
ing of amphibious advances. Squadrons adapted locally, but
strategic priorities were never lost. Kenney decentralized
execution while retaining centralized intent, ensuring that
he preserved tempo, surprise, and sustainability without
dissolving the ability to synchronize decisive effects across
the theater.

To truly prepare forces for the realities of contested op-
erations in the Pacificc REFORPAC must go beyond simu-
lating degraded environments; it must deliberately
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General George C. Kenney, Commander of the Allied Air Forces in the
Southwest Pacific Area during World War Il and commanding general of
the Fifth Air Force, was known for his innovation in tactical airpower and
his close coordination with General MacArthur’s campaigns across New
Guinea and the Philippines. (Official U.S. Army Air Forces portrait, circa
1944. Public domain via U.S. Air Force Historical Research Agency or
National Archives.)

schedule windows of training without communication to
stress decision making and synchronization of lower eche-
lon commanders. Exercises must purposefully place wing
commanders and subordinate leaders in situations where
they must operate without centralized coordination, forcing
them to manage risk without relying on higher approval
chains. Instead of operating from a model where only pre-
approved actions are authorized and all deviations require
permission, REFORPAC should reverse the paradigm.
Commanders should operate under a clearly defined
“MUST” and “MUST NOT” framework. Actions necessary
to accomplish assigned objectives, not explicitly prohibited,
should be delegated to the lowest possible level, ideally to
the wing, squadron, or even individual operator when ap-
propriate. This approach forces leaders to balance initiative
with operational discipline. To buy risk intelligently rather
than avoid it entirely. To cultivate a force mindset capable
of surviving and synchronizing under contested, degraded,
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and dislocated conditions. Testing autonomy under simu-
lated friction will reveal whether future commanders can
sustain operations and mass effects without centralized
command structures.®

Conclusion

The future success of REFORPAC hinges on an at-
tempt to apply the Survive, Surge, Sustain, and Synchro-
nize framework as interconnected operational imperatives
tested under realistic, degraded, and contested conditions,
not as isolated and stovepiped checklists. WWII provides
the critical lessons we need, but only if we listen. As always,
the commander’s role is to bring clarity to confusion.™ In
the fog of modern conflict, clarity is achieved through cal-
culated reflection, recognizing historical patterns, and
drawing meaningful, actionable connections between past
and present. The Pacific island-hopping campaigns, the im-
provisations at Guadalcanal, and Kenney’s decentralized
operations in the Southwest Pacific demonstrate that suc-
cess in contested environments depends on adaptability,
decentralized execution, and resilient logistics. These his-
torical lessons offer enduring guidance for modern forces
preparing to operate under fire in degraded and dynamic
conditions. They are blueprints if we have the discipline to
study, internalize, and operationalize them before the next
fight begins.

REFORPAC must transform these insights from the-
ory into practice. Just as post-Vietnam leaders designed
Red Flag to ensure that pilots did not face combat condi-
tions for the first time in actual war, REFORPAC must en-
sure that future commanders, maintainers, and operators
have already lived through the stress of decentralized com-
mand, degraded logistics, and autonomous risk manage-
ment before the first missile is fired. Exercises must move
beyond scripted injects and test scenarios where bulldozers
repairing runways become more valuable than fighters
idling for lack of a strip, where adaptive basing mirrors the
limitations of island-hopping, and where forward fuel
points, depots, and personnel swaps sustain operational
tempo while sacrificing traditional training metrics. Com-
manders must be forced into the uncomfortable reality of
accepting imperfect decisions and trusting subordinates
with operational decisions, intentionally buying risk in-
stead of avoiding it.

In this way, REFORPAC becomes more than an exer-
cise. It becomes the modern crucible where a new genera-
tion of leaders learns that victory depends on the capability
to survive, surge, sustain, and synchronize. Like a parent
raising a child, REFORPAC must allow controlled discom-
fort, minor stumbles, and even small tactical failures be-
cause only through these experiences will our leaders
develop the resilience to operate when real lives and real
wars are at stake. Ultimately, the most critical question is
not whether REFORPAC will plan for risk. It is whether
commanders are willing to buy risk, accept uncertainty,
and cultivate a force that can adapt, survive, and mass ef-
fects in the most contested battlespace on Earth. [ |
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Scarching for aTactical Blueprint: Air Power to the
Regcue in Operations Magher/White Wing &
Double €agle

William P. Head

first met the North Vietnamese Army (NVA) in battle, General William Westmoreland, Commander, Military As-

sistance Command, Vietnam (MACYV) approved a plan for Allied forces in Vietnam to initiate what was, at the
time, the largest search and destroy operation of the Vietnam War. Originally named Operation Masher, it was later re-
designated, White Wing, at the insistence of President Lyndon B. Johnson who wanted a more benign name. It took place
in Binh Dinh province, on the central coast of South Vietnam, from January 24 to March 6, 1966.! The General believed
the search and destroy tactics being developed by American ground forces were the best way to win the war. This, and all
the other operations undertaken in 1966 and 1967, should have proven how wrong he was. It did not!

Overall, the Allied part of the campaign was a combined operation involving soldiers from the U.S. Army, Army of the
Republic of Vietnam (ARVN), and Republic of Korea Army (ROKA). The 1st Air Cavalry Division was the primary Amer-
ican ground force involved in Operation Masher. On the other side was the 3rd Division of the People’s Army of Vietnam
(PAVN) comprised of two NVA regiments and one regiment of main force Viet Cong (VC). They controlled much of the
territory in Binh Dinh province, and most of the 800,000 inhabitants living in the province were under the control of
Communist forces. Indeed, one Central Intelligence Agency (CIA) report in 1965 declared the province was “just about
lost!™?

To take the province back the Americans and their allies undertook Masher in late January 1966. They also initiated
Operation Double Eagle in adjacent Quang Ngai province to deny the enemy sanctuary should they attempt to withdraw
from Binh Dinh. That mission was comprised of U.S. and ARVN Marine units.?

0 nly two months after the conclusion of the November 1965 Battle of Ia Drang Valley, in which the U.S. military

The Backdrop of Combat

Binh Dinh had long been a haven for the VC. Topographically, the province was a narrow, widely farmed, coastal plain
with river valleys separated by ridges and low mountains that reached into the interior. The main roadway was Highway
1 which traversed the province from north to south. Operation Masher took place in a 30 square mile area reaching roughly
30 miles inland from the South China Sea. In turn, the ancillary action, known as Operation Double Eagle, ranged north-
ward from Masher and the ROKA’s Operation Flying Tiger. The ARVN were involved in all these operations.*

Even though the troopers of the 1st Air Cavalry had faced the lion’s share of combat in the last part of 1965 in places
like Ia Drang Valley and the siege of Plei Me, Gen. Westmoreland selected them to spearhead the operations of early
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Operation Masher/White Wing took place in Binh Dinh province, South
Vietnam
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ROK soldiers in front of a 106 mm recoilless gun, Republic of Vietham,
summer 1966.

1966. Due to the heavy casualties the Air Cav had suffered,
more than 5,000 soldiers, now part of the division, were re-
cent arrivals to Vietnam and had little, if any, combat ex-
perience. The ARVN’s 22nd Division, stationed in Binh
Dinh province, had also suffered heavy casualties, and
were scrambling to remain intact.’

As alluded to above, enemy forces were comprised of
6,000 soldiers of the PAVN 3rd Division with two NVA reg-
iments having recently infiltrated into South Vietnam
down the Ho Chi Minh Trail. The single VC regiment in-
volved had been fighting the ARVN since 1962. Intelligence
data indicated most of the population of Binh Dinh
province supported the Communist forces. This made the
Allies efforts in the area even more difficult.®

The American operational plan called for U.S., ARVN,
and ROKA units to sweep north and for the American and
ARVN marine forces to push south crushing the enemy
forces between them. Orders for the Allied forces were as
follows, “locate and destroy VC/NVA units; enhance the se-
curity of GVN [Government of Vietnam (South)] installa-
tions in Bong Song [provincial capital], and to lay the
groundwork for restoration of GVN control of the popula-
tion and rich coastal plain area.” American command head-
quarters (HQ) decided they would be able to determine
when victory had been achieved based on the body count
of the NVA/VC soldiers killed. In short, this would to be a
battle of attrition.”

Koreans in the Vietnam War

It should be noted the United States was not the only
nation to send troops to fight in the Vietnam War. Among
the six nations which sent significant numbers of combat-
ants were Australia and the Republic of Korea (South
Korea). The soldiers of the ROKA and Korean Marines
proved to be both capable fighters and loyal allies through-
out the war. The VC and NVA feared the Koreans due to
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The names of the Koreans killed in action (KIAs) in Vietnam engraved on
black marble stone, classified by units to which the deceased belonged
during the Vietnam War, at the Korean War Memorial, Seoul, ROK.

their unrelenting tenacity and willingness to fight to the
death. The Koreans began arriving shortly after U.S.
Marines landed on 8 March 1965. They had troops in Viet-
nam until the Americans pulled out in 1973. At their high
point, the ROKA had 49,317 soldiers fighting for the Re-
public of Vietnam (RVN) making it the second largest for-
eign force to fight for the RVN. In eight years more than
300,000 Koreans served with nearly 5,000 being killed.®

Combat Begins
Officially, Operation Masher/White Wing began on
January 28. However, preparatory actions had already

commenced on 25 January when troops of the 1st Cavalry
deployed by land and air from their base at Camp Radcliff

A landing zone for American troops north of Bong Son.
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ROKA soldiers rescue Vietnamese children during Masher.

to the village of Phu Cat. Here they established the Divi-
sion’s forward HQ Command Post (CP) near the provincial
capital of Bong Son. It was mainly held by ARVN units.
This initial advance was tainted by the crash of a C-123
cargo aircraft into the mountains near An Khe. It was
transporting men from the 2nd Battalion, 7th Cavalry (2/7)
to their jumping off point near Bong Son. When rescue
forces arrived, they discovered all four crew members, and
their 42 passengers were dead.’

After the bodies of the deceased were returned to their
base, operations began again. On January 28, three U.S.
Special Forces Project DELTA teams, made up of 17 Amer-
icans, were sent into An Lao Valley to conduct reconnais-
sance missions and report intelligence data back to HQ.
Almost from the outset, they ran into large concentrations
of enemy soldiers and had to be evacuated. It took 24 hours
to extract the men. By that time, seven had been killed and
three wounded. Among the seriously wounded was Project
DELTA commander Major Charles Beckwith. Later, he
was rebuked for leading his men into the Communist con-
trolled An Lao valley without ARVN counterparts, intelli-
gence, and in bad weather.!°

Phase One near Bong Son

The remainder of the campaign unfolded in four
phases. In the subsequent Contemporary Historical Eval-
uation of Combat Operations (CHECO) Report, dated Sep-
tember 9, 1966, authors 1st Lt. William E. Bates and
Kenneth Sams wrote, “This 1st Air Cavalry operation was
actually conducted in four distinct phases, Masher, White
Wing, Eagle Claw, and Black Horse.” While these designa-
tions were reflected in other reports, the main operation
was referred to as Operation Masher and White Wing.
This, in fact, was the formal title of this CHECO Report.!
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Landing 1st Air Cav forces during Operation Masher.

On the same day Beckwith’s forces were inserted, hel-
icopters landed Air Cav units at several landing zones
(LZs) west of Highway One, five to ten miles north of Bong
Son on the coastal plain which consisted mostly of rice pad-
dies separated by scattered forests and hamlets. In turn,
ARVN units swept east of Highway One moving toward
the coast. Bad weather hampered the advance of both
forces and as they progressed, they were attacked by a re-
inforced PAVN battalion. In this engagement, numerous
helicopters were damaged or shot down without being able
to deploy the soldiers on board. To remedy this situation, a
variety of U.S. Air Force aircraft initiated tactical air
strikes the next morning, employing napalm and 500-
pound iron bombs against the Communist positions. Soon
enemy fire receded, and more American troops were in-
serted to go after the remaining enemy forces.'?

Of note was the intense firefight at LZ 4 also known
as the Battle of Cu Nghi. Both sides committed significant
numbers of troops to the combat until the enemy finally
broke off and disappeared into the jungles. For the next
four days, U.S. probing operations continued with few
enemy soldiers being engaged. For this reason, Allied lead-

24

ership terminated the Bong Son action on February 4. In
the aftermath, the body counts indicated casualties were
substantial on both sides. The Americans estimated they
had killed 566 NVA and VC fighters losing 123 killed of
their own. This included the 46 lost in the C-123 crash.
They also reported two helicopters were shot down and 29
damaged.'?

Air Power to the Rescue

During this phase, air support was furnished by
“1,100 Air Force, Navy, Marine, and Vietnamese Air Force
(VNAF) strike sorties.” They dropped 2,000 tons of ordi-
nance. In addition, Air Force C-123s better known as
“Smokey Bears,” afforded ground troops with nighttime il-
lumination while AC—47 fixed wing gunships, also known
as “Spooky” or “Puff the Magic Dragon” or “flare ships,”
provided close air support (CAS) for night combat actions
against enemy positions. Throughout all four phases, “C—
130s were used for the first time for in-theater, close logis-
tical support making assault landings at Bong Son.” The
Hercules aircraft and C-123s airlifted more than 1,000
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American units calling in CAS during Operation Masher.

tons of supplies and equipment to Allied forces during this
first phase alone.*

The CHECO team described one skirmish as follows,
“At 0921H, 50 to 100 Viet Cong dressed in khaki uniforms
were observed northeast of Dog [landing zone].” At this
point, “B and C Company of 2/7 Cav moved into the area
and received small arms fire.” As the battle unfolded, they
called in an air strike, “and the FAC [forward air control]
directed two A—1Es onto the Viet Cong, which attacked
with GPs [General Purpose] bombs, napalm, white phos-
phorous, and 20mm fire.” This pattern of ground contact
and CAS repeated itself throughout the entire timeframe
of Operation Masher/White Wing. The aircraft generally
employed were A—1E propeller driven aircraft, AC—47 gun-
ships for night missions, as well as UH-1 “Huey” helicop-
ters, C—123s, and C—-130s for resupply and troop insertion
missions. '

Phase Two in the An Lao Valley

The next phase unfolded in the An Lao river valley, 10
to 15 miles northwest of Bong Son. Here, the troopers of
the 1st Air Cav were to seize the surrounding highlands.
Again, poor weather delayed the kickoff of the operation
from 4 to 6 February. When it did commence, U.S. Marines
forces blocked off the northern entrance into the valley
while the ARVN blocked the southern entrance. Once com-
pleted, three Air Cav battalions were landed in the valleys,
only to discover the Communist forces had withdrawn.
During their sweep of the area 1st Cavalry personnel dis-
covered large caches of rice and numerous defensive works.
However, they reported killing only eleven Communist sol-
diers at a loss of 49 American wounded. Before withdraw-
ing, U.S. leaders offered to “help” local inhabitants in the
An Lao valley to escape Communist rule. One source re-
ported about 8,000 individuals accepted the offer. In the
follow-up report, it was determined that the U.S. moved
3,000 people by helicopter with 4,000-5,000 others leaving
the valley on foot. While this appeared on the surface to be
an act of generosity, later stories by Western journalists in-
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Rooting out “Charlie” during Operation Masher.

dicated the departure was not “voluntary” Many were
forced out and placed in internment camps where living
conditions were very poor.®

Phase Three: Action Switches to the Kim Son Valley

By February 11, combat actions had moved into the
Kim Son Valley which consisted of seven small river valleys
roughly fifteen miles southwest of Bong Son. Some reports
referred to this phase as White Wing with the final parts
being designated Eagle Claw. Officially, it was a continua-
tion of the overall mission known as Operation Masher.
Here, three 1st Air Cav battalions were deployed where
they established ambush positions in the highlands at the
exits to each of the valleys. A day later, they began a sweep
up the valley and beyond, hoping to catch retreating enemy
forces. For nearly a week, nothing happened. Then on Feb-
ruary 17, three companies of the 1st Cavalry located an
NVA anti-aircraft artillery (AAA) battalion. Soon, they
were engaged in a firefight from which the enemy could
not disengage. In turn, the Americans called in CAS strikes
which decimated Communist positions destroying their ar-
tillery pieces and leaving 227 NVA bodies on the ground
following the battle. Most of the bodies were severely
burned, many beyond recognition, indicating the air strikes
had had their desired effect.'”

Air Power to the Rescue Again!

The next day, two Air Cav platoons ran into a heavily
defended area in the eastern part of the Kim Son Valley.
Again, having locked the Communists into ground combat,
they called in Arc Light B-52 CAS killing dozens of enemy
troops. Bates and Sams recalled the B-52 strike on Febru-
ary 21 as follows, “At 1000H, the first flight of B-52s
dropped its bombs and at 1601H, the second flight struck.
Colonel William R. Lynch, 2nd Brigade Commander, was
airborne to observe the strike and witnessed the first bomb
when it detonated. ‘That first explosion was right on the
money, and the target coverage was fantastic.”
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At 19,000 feet: A B-52 Arc Light Raid during Operation Masher.

By the 22nd, the area had been secured at a cost of 23
Americans killed in action and, at least, 313 NVA/VC KIA.
However, the Communists were not done yet. Body counts
aside, the enemy’s willingness to sacrifice as many soldiers
as needed to continue the war, and the determination of its
soldiers, meant that not until all their forces were elimi-
nated would the conflict be over. To highlight this fact, on
February 28, about twenty VC ambushed an American pa-
trol killing eight and seizing their weapons. Operation
Masher would continue for another week.?

Phase Four: Deployment into the Cay Giap
Mountains

The final phase of Operation Masher/White Wing took
place between 1 and 6 March in the Cay Giap Mountains,
five miles east of Bong Son. Allied intelligence indicated
that a NVA battalion was hiding in the mountains. An
ARVN division was dispatched to the area where they sur-
rounded the mountains and stationed a fleet of small ves-
sels, offshore, to prevent the Communists from escaping by
sea. Following an intense artillery barrage, numerous CAS
attacks, and seaborne bombardment of the mountains,
three battalions of the 1st Cav swept over the area. While
52 enemy bodies were found, it turned out most of the
enemy units had departed the area prior to the assault.
With the conclusion of this action on March 6, members of
the 1st Air Cav withdrew from Binh Dinh province and re-
turned to Camp Radcliff. Official reports called the cam-
paign a successful operation that had devastated
Communist units. In fact, the enemy was not defeated nor
was it inclined to give up. To this end, several more search
and destroy operation in 1966 and 1967 would be neces-
sary.2’

Operation Double Eagle
The other part of ground operations during this time,

was the Operation Double Eagle. It was supposed to be a
complementary mission to Operation Masher in neighbor-
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ing Quang Ngai province. This province bordered Binh
Dinh province to the north. The Area of Operation (AO)
covered about 500 square miles and ranged from 25 miles
north to south, extending as much as 20 miles inland from
the South China Sea. Allied intelligence indicated 6,000
NVA regular troops and 600 VC guerrillas were operating
in this region. The Americans employed 5,000 U.S. Marines
(USMC) during the operation while the ARVN Marine 2nd
Division contributed 3,000 more troops.?!

Operation Double Eagle began on January 28 in con-
junction with Operation Masher and White Wing. It
started with the largest amphibious assault of the Vietnam
War and the biggest since the Korean War. The weather,
again, hampered troop movements during the early days
of the operation. Even so, the Marines gradually advanced
inland from their beach head. The operational plan (O-
Plan) called for the Marines to push southward into Binh
Dinh province and link up with advancing 1st Cavalry
units moving northward in Operation Masher. This, they
believed, would trap NVA and VC troops between them
and allow them to destroy the enemy forces. Instead, the
Marines did not find many Communist soldiers in their
AO. Later evidence suggested the main force of NVA regi-
ments had withdrawn from the area a few days prior to
the amphibious landing. The follow-up report claimed the
Marines had killed 312 enemy soldiers and captured 19,
losing 24 Marines killed.??

In the aftermath of the operation, Marine Corps Com-
mandant General Victor Krulak declared, “Operation Dou-
ble Eagle had failed because the PAVN and VC had been
forewarned.” He went on to assert that Operation Double
Eagle was also flawed since it demonstrated to the Viet-
namese people in the region the Marines, “would come in,
comb the area and disappear; whereupon the VC would
resurface and resume control.”?

The General was correct on both counts. Especially in
these early days of the American build up and its initial
fighting with enemy forces, they were searching for a stan-
dard tactical pattern of operation that would bring the
Communists to heel. General Westmoreland, who had de-
clared the first engagement with the NVA at Ia Drang a
great victory and an example of how to defeat the enemy,
reiterated this mantra in the aftermath of the Masher/
White Wing and Double Eagle. Unfortunately, this was, in
many ways, a political analysis designed to convince the
civilian leadership in Washington they were winning the
war.

Search and destroy operations would continue
throughout the next two years employing the same futile
tactics. They would declare victory at the end of each of the
seemingly endless series of operations and assure Presi-
dent Johnson, the Congress, and the American people final
success was “just around the corner.” In the end, it was not!
Instead, the basic tactics being used violated most of the
basic principles of ground warfare and, worse, the need to
win a strategic victory. Later, the Communist initiation of
the Tet Offensive, in early 1968, not only proved the U.S.
was not winning but, eventually, led to the end of U.S. pub-
lic support for the war.
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The Marines’ Amphibious Landing during Operation Double Eagle.

Finale to be the displacement of thousands of local civilians. Un-
dertaken in heavily populated rural areas, as Masher un-
One of the main results of Operation Masher proved  folded, many Vietnamese found themselves amid the
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Troops engaged in Operation Masher, later changed to Operation White Wing.

fighting. In their after-action reports, 1st Cavalry leaders
focused on the relocation of so many civilians as being the
main “success of the operation.” One report declared,
“140,000 Vietnamese civilians volunteered to leave their
hamlets in the An Lao and Son Long valleys to return to
GVN control.” As mentioned earlier, the so-called “volun-
tary nature” of this relocation process was highly ques-
tionable both in terms of numbers and willingness to
relocate.?*

Like most rural people in the developing world, Viet-
namese farmers treasured their land as much as they
loved their families. Indeed, both were tied together in their
minds. To pick up and leave would have been a desperate
measure. Few cared which side was winning. The RVN
troops were, in most cases, no kinder than the VC and not
as humane in many cases. Besides, these local civilians had
owned and lived on their land for generations. Why would
they leave it now? Last, but not least, while some people
did leave, it was nowhere near 140,000 which would have
been nearly 20 percent of the entire population of the
province.

In fact, one of the main reasons for the evacuation by
refugees during Operation Masher was that this large-unit
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military operations extensively employed artillery fire and
CAS assaults which, inevitably, resulted in large numbers
of civilian casualties. It was for this reason the Americans
had to evacuate the thousands of civilians by helicopter
from combat areas. In addition, many thousands more
walked to safety in the larger towns near the coast. Accord-
ing to the 1st Cavalry battle report, more than 27,000 peo-
ple were displaced by the operation. Many others stayed
behind fearing that if they left their homes, the VC would
confiscate their land and redistribute it to more dedicated
supporters.?

Initial Army reports claimed the refugees departed to
flee Communism. However, in the summer of 1966, the
Army published a study which concluded U.S. Air Force
and VNAF bombing as well as U.S. and ARVN artillery
fire, were the immediate and primary reason for refugee
movement into South Vietnamese government-controlled
cities and coastal areas. Compounding the problem was the
belief by U.S. leaders that the humanitarian needs of
refugees should be the responsibility of the Republic of
Vietnam. This became problematic since the RVN’s re-
sponse to these basic human requirements was most often
inadequate.
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Terrified local Vietnamese rescued by a ROKA soldier during Masher.

A week after Operation Masher displaced them from
their homes in Binh Dinh province, a journalist from the
United States visited a refugee camp which housed nearly
6,000 refugees. He recounted finding 30 individuals packed
into a single room. Their food supplies were inadequate as
was their medical treatment for diseases and wounds. He
described the general mood among the people as “sullen
and depressed.” These results became a harbinger of things
to come. During the next two years, the U.S. continued to
initiate one search and destroy operation after another. In-
stead of saving the people in the South from Communism,
they alienated them and their efforts to win the hearts and
minds of the people became a failure!?*

By the numbers

All totaled, 228 members of the 1st Air Cav died while
another 46 died in the C—123 crash. An additional 834 were
wounded. During Operation Double Eagle, 24 U.S. Marines
were Kkilled and 156 wounded. Several additional Ameri-
cans from other units were killed, while 11 ROKA were re-
ported KIA. While ARVN figures were hard to accurately
determine, it became clear they lost nearly 100 KIA and
about that many wounded. The final operations report by
the U.S. claimed to have killed 1,342 enemy soldiers, while
the ARVN and ROKA accounts stated they had killed an
additional 808 enemy soldiers. Altogether, 600 enemy sol-
diers were captured and 500 defected. Lastly, 52 crew-
served and 202 individual weapons were captured.?’

With such body counts and numbers of prisoners it is
little wonder that senior U.S. officers asserted they had
dealt the PAVN’s 3rd Division “devastating blow.” However,
later Army and CIA intelligence statements indicated that,
only a week after the Allies withdrew from Binh Dinh
province, NVA and VC troops had returned taking over
complete control of the Operation Masher AO.28

In the official after-action report of Operation
Masher/White Wing, leadership declared the operation an
American “success” which demonstrated the ability of the
1st Air Cav’s “helicopter-borne” forces to carry out a “sus-
tained campaign against PAVN and Viet Cong forces and
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to find, fix, and finish the enemy.”? However, in reviewing
the formal American statistics from the operation, there
is one glaring question mark. The final report, as noted
above, claimed they had counted the bodies of 1,342
enemy fighters and, based on other unspecified evidence
estimated another 1,746 had been killed. They also re-
ported that 593 Communist soldiers had surrendered and
500 had defected. The big question arises from the re-
port’s claim they seized only 202 individual weapons. If
this is true, this fact seems to contradict the casualty
numbers for enemy combatants killed and captured by
the U.S. forces. In nearly every other analysis of combat
by ground forces, from 1965 through 1967, the normal
ratio of enemy soldiers killed to weapons captured was
three or four to one.?° Based on this supposition, the num-
ber of enemy KIA estimates should have totaled less than
1,000 not the roughly 3,000 claimed. The fact the enemy
reoccupied the area so quickly and thoroughly after the
Americans withdrew also suggests the Communist forces
were not nearly as beaten as the U.S. asserted. More de-
tailed research will need to be conducted to prove or dis-
prove these final numbers.

Once again, the one bright shining confirmed success
story during the engagement was the role of airpower.
The U.S,, as it had in the earlier Battle of Ia Drang Valley
in November 1965, relied on the massive use of firepower
and air strikes. In the CHECO report on Masher/ White
Wing, the authors reported, “Considerable praise was also
given to B-52 support which was considered to have con-
tributed heavily to the reduction of friendly casualties.”
All totaled, officials ordered 171 B-52 Arc Light strikes
against suspected enemy positions. In addition, tactical
air support was provided by 600 sorties flown by fixed-
wing aircraft. The Americans also expended 132,000 ar-
tillery rounds. One study claimed this meant that 100
artillery shells had been fired for each NVA and VC sol-
dier killed.?!

Some Final Observatiuons

In retrospect, Operation Masher was nowhere near the
success senior military leaders claimed it to be. As famed
former Army officer and Harvard educated historian and
author, Andy Krepinevich, argues in his watershed work
The Army and Vietnam, “The positive results cited by the
Americans appear to have been only transitory.” Not only
were the numbers of enemy casualties questionable, but
the 1st Cavalry’s assertion that Operation Masher pro-
vided the local population “a chance to be freed from VC
domination by moving to areas which are under govern-
ment control” and that the RVN “intends to reestablish
civil government in the area” were either delusional or
shear propaganda. What is certain is that Communist in-
fluence in Binh Dinh province continued to be extensive
long after the operation ended. Only two months later, dur-
ing Operation Crazy Horse, troopers of the 1st Cavalry re-
turned to Binh Dinh province to sweep the area covered by
Operation Masher. In October 1966, yet another search and
destroy mission, code-named Operation Thayer, began an
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extensive effort by the 1st Cavalry to “fully pacify” Binh
Dinh province.??

Obviously, the primary lesson from this search and de-
stroy sweep should have been that the tactics themselves
were flawed! Instead of a concentrated and continuous
joint operation to seize and hold ground, much like the Air
Land battle doctrine developed prior to the First Gulf War,
the search and destroy tactics failed to finish off the enemy
forces. Like failing to take all of one’s prescribed antibiotics,
it allowed the enemy a respite to bring more troops and
supplies down the Ho Chi Minh Trail to reinforce itself. The
Communists therefore realized, as George Washington had
during the American Revolution, the key was to survive
and maintain the viability of the military arm of the revo-
lution long enough to frustrate the enemy and make him
go home. In this manner it was the National Liberation
Front (NLF) and North Vietnamese that were dictating the
tempo of the war, not the RVN nor the Americans. |

Flags of the Allied nations involved in Masher.
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Tbe favette Escadrille’s
ﬁ ooked “Tron Man:
ln ("Bi[ " Thaw 11

and pis (1) Lions

L. J. Andrew Villalon

Lt. Col. William Thaw Il with lion cub mascots Whiskey and
Soda. (USAF Photo)

it come of age during that conflict, but what are probably history’s two most famous air combat units clashed

in the skies over the Western Front. ? On the German side, there were the squadrons (Jagdgeschwader) com-
prising what became widely known as the Flying Circus, commanded at its height by the war’s leading ace, Baron Manfred
von Richtofen with his 80 “kills,” and at the end of the conflict, by imperial Germany’s last great ace and Nazi Germany’s
future air marshal, Hermann Goering.*

On the Allied side, flying for France, was the celebrated Lafayette Escadrille (literally, the Lafayette Squadron).?
Although originally established in April, 1916, as the Escadrille Américaine 124, the unit soon achieved an interna-
tional reputation, which ironically occasioned its rechristening in November with the name by which it has been
known ever since. For nearly two years, the Lafayette Escadrille and its extension, the Lafayette Flying Corps, served
under French command carving out its place in aviation history by its unrelenting devotion to the Allied cause on
the Western Front.

The escadrille was disbanded on January 1, 1918, at which point, many of the surviving pilots transferred into to the
new American Air Service, part of a massive Expeditionary Force (the AEF) that was currently forming up in France.”
Here, they became the genesis of an eventual United States Air Corps, both training and flying with newly recruited
pilots like Eddie Rickenbacher, the man who would eventually receive a congressional medal of honor as America’s leading
ace in the conflict.

The present article after introducing the Lafayette Escadrille—its establishment, personnel, and combat record—
will focus in on one of its largely forgotten founders and principal aces, a pioneer of American military aviation—William
Thaw II (1893-1933). The article will close by exploring the question that set my research in motion: to whom did the two
lions, Whiskey and Soda, actually belong?

W hen World War I broke out in 1914, flight in heavier-than air-machines was barely a decade old. 2 Not only did

Establishing the Lafayette Escadrille

As one considers the historical significance of the Lafayette Flying Corps, it becomes evident that the outstanding
accomplishment of the volunteers was their influence on public opinion in America....The French authorities, with
ready understanding of our race, realized that the presence of a band of young Americans in French uniform, fight-
ing the spectacular battles of the sky would be certain to arouse widespread interest and sympathy at home...
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Members of the Lafayette Escadrille in front of a Nieuport 11 near
Luxeuil-les-Bains in April of 1916. (L-R) James McConnell, Kiffin Yates
Rockwell, Captain Georges Thenault, Norman Prince and Victor Chap-
man. (USAF photo.)

.Therefore, one must bear in mind that the motive
which activated France in permitting the establish-
ment of the Lafayette Flying Corps was largely po-
litical. ®

It is with this indisputable observation that James
Norman Hall and Charles Nordhoff begin the first volume
of their comprehensive history of the legendary corps. It
came into existence due not to any military necessity, but
for its public relations value. Despite which, it required the
better part of two years for the French to fully recognize
this reality and act upon it.

Captain George Thenault, the Frenchman who com-
manded the Lafayette Escadrille for all but a few weeks of
its existence, acknowledged that “its creation was a work
of difficulty and attended by no small delay.” '° He went on
to list some of the major factors that impeded its formation.

L. J. Andrew Villalon has a PhD. in history (1984) from
Yale University and has taught at several universities,
including the University of Cincinnati where he is a pro-
fessor emeritus, and at the University of Texas at Austin.
He specializes in military history, researching in partic-
ular late medieval-early modern Spain and World War
L, in both of which subjects, he has published a number
of books and articles and has won several book prizes as
well as awards for defending academic freedom. Villalon
lives with his wife (also a retired historian) in Lakeway,
Texas, outside of Austin where the pair, when not writing
or travelling, spend a good deal of time on Lake Trauvis,
boating in their small fleet (a pontoon boat, sailboat, and
several kayaks), swimming, and hand-feeding friendly
turtles.
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First and foremost, there was the problem posed French
law: at the beginning of the conflict, it prevented foreigners
who were not citizens of France from serving the nation
militarily except by joining the French Foreign Legion, an
organization founded in the nineteenth century to address
this problem.

There was also an initial lack of airplanes—Thenault
states that at the opening of the conflict, France had only
80 military airplanes, not enough to accommodate even the
available French pilots. And not unexpectedly, there was
the bureaucratic drag afflicting a nation that had to gear
up for a life and death struggle with a traditional enemy.
The captain even spoke of a wide-spread fear in military
circles that foreign volunteers might actually be German
spies bent on crippling the nation’s nascent air service.

Germany had organized her network of espionage
so thoroughly that the French authorities at that
time fancied they saw spies everywhere. They were
afraid even of their best friends. 1!

Such impediments would have to be overcome in order
for a Lafayette Escadrille to become a reality and this oc-
curred only by stages.

Suspicion on the part of the military officials began to
lessen fairly quickly as many of the young American vol-
unteers entered the conflict shortly after its outbreak ei-
ther by joining the French Foreign Legion or the volunteer
ambulance corps that soon became known as the American
Field Service. Here, they carved out a reputation for
courage and commitment such that their loyalty could no
longer be reasonably questioned.

The absence of aircraft was fairly quickly remedied as
French industry geared up for war, with new and better
aircraft hurriedly coming on line. These included the prin-
cipal French fighters allotted to the Lafayette Escadrille,
first, the Nieuport series of single-seater planes and later,
the Spads. When this became the case, it was no longer a
lack of aircraft, but rather of trained pilots to fly them.

On the other hand, there was never any lack of native
Frenchmen, far more than would ever be needed, lined up
to become pilots, either to achieve love and glory or to es-
cape the trenches. At first, the French authorities rebuffed
applications by would-be American fliers on the grounds
that

hundreds of young Frenchmen were clamoring for
admittance to this new and romantic branch of the
service which, above all offered surcease from the
horrors of the trenches, to sayy nothing of the chance
to wear fantastic uniforms and impress the pretty
girls almost to the point of tears. 2

Nor was there any lack of aces that emerged from their
ranks. No American flier, including the nation’s principal
ace, Eddie Rickenbacher, equaled the leading Frenchmen,
Georges Guynemer, Rene Fonck, and Charles Nungesser,
the last of whom actually served briefly with the Lafayette
Escadrille on two occasions. 13
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(Left to right), Victor Chapman, Elliott Cowdin, Bert Hall, William Thaw, Lieut._Delnage, Norman Prince, J.R._McConnell, K. Rockwell, Capt. Thenault.

(Library of Congress, LCCN2014701952 via WikiCommons.)

Despite such formidable native-born competition, the
Americans had the one major factor working in their
favor—their nationality. French authorities quickly be-
came aware of the enormous propaganda value of having
young American fliers whose daring deeds in the air were
widely reported by the American press, winning sympathy
and support for their nation’s cause.

In the end, three cooperating groups contributed to the
establishment of the unit that ultimately took its name
from the French marquis who had aided the embattled
American colonists in their War of Independence. First and
foremost was a cohort of daring young Americans, most of
whom were in their early twenties, seven of whom assem-
bled in April, 1916, at the southern French aerodrome of
Luxeuil, thereby becoming known as the escadrille’s
founders.

The original seven included Norman Prince, univer-
sally credited as the man who came up with the idea of an
American squadron * and who gave his life less than six
months after its establishment; William Thaw II, the first
American volunteer in World War I to become a commis-
sioned officer in the French army and who, in the closing
months of the squadron’s existence, would assume its com-
mand; Bert Hall, a colorful veteran of the French Foreign
Legion who would become famous for his “tall tales” and
who eventually flew not only for France and America, but
also for czarist Russia; Vincent Chapman, Kiffin Rockwell,
and James MacConnell, all three of whom, like Prince, died
in combat within a year; and Elliot Cowdin, who was even-
tually side-lined from active flying by severe health issues.

Not included on the founder’s list since he arrived a
month later than the others was the escadrille’s most
renowned ace with 17 confirmed kills (“a score and a half”
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if unconfirmed are counted in), Gervais Raoul Lufbery. 1° A
soldier of fortune who had already travelled much of the
world, Lufbery transferred in from the Foreign Legion in
May, 1916.

Another former legionnaire, James Bach, who joined
the French aviation service at the same time as Thaw and
Bert Hall, would undoubtedly have become a founder, had
he not had the misfortune of being the first American cap-
tured by the Germans in World War I while he was landing
spies behind enemy lines; as a result of which, he was tried
for espionage and despite narrowly escaping execution,
spent the rest of the war in a German prison camp. ¢

Many of these young men who had been in France at
the beginning of the conflict or had hurried to get there
hastened to join the war effort before the French army
began accepting foreigners into its regular army not to
mention its fledgling air force. Consequently, the eager vol-
unteers could only enlist in the Foreign Legion or enter the
ambulance corps. Nevertheless, several of those who were
already experienced pilots, from the start proved highly
vocal in their lobbying to fly for France.

The would-be aviators found powerful allies in a sec-
ond group, members of which established a so-called
Franco-American Committee. Although it was to be nearly
three years before the United States entered the conflict,
not-a-few Americans greatly favored the French cause and
believed that an entry on the Allied side should have come
much sooner. A number of these Francophiles, especially
those who were economically well-off, either lived in France
or had second homes there and banded together in an or-
ganization devoted to expanding the American footprint on
the Allied war effort, despite the nation’s continuing neu-
trality.
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Members included such prominent figures as Mr. and
Mrs. William K. Vanderbilt and J. P. Morgan, Jr. 17 These
and others used their wealth and influence to support what
many regarded as a second homeland. The Vanderbilts, for
example, initially contributed a good deal of money to mak-
ing the squadron a reality and would continue to under-
write many of the American fliers’ expenses throughout
much of the conflict. 1

The moving force behind the Committee was an ex-pa-
triot American surgeon from California named Edmund
Gros, who had emigrated to France in the pre-war years. 1°
Although he would eventually hold rank in the American
army after the United States entered the conflict in 1917,
as soon as war broke out three years earlier, the former
surgeon began to aid the Allies, founding the volunteer
American Ambulance Service which soon became known
as the American Field Service.

While Dr. Gros served as vice president of the Franco-
American Committee, the president was a distinguished
French diplomat in the Ministry of Foreign Affairs, M.
Jarousse de Sillac, himself the leading member of a third
group that ultimately helped make possible creation of an
American squadron. 2 It consisted of French officials, both
military and civilian, who recognized full well the public
relations value on both sides of the Atlantic of having
Americans fighting shoulder to shoulder with the French.
In de Sillac’s words,

It appears to me that there might be great advan-
tages in creating an American squadron. The
United States would be proud of the fact that cer-
tain of her young men, acting as did Lafayette, have
come to fight for France and for civilization. The re-
sulting sentiment of enthusiasm could have but one
effect: to turn the Americans in the direction of the
Allies.

Other influential Frenchmen were recruited to the
cause and, in turn, bent every effort to lobbying and peti-
tioning their government first to accept volunteer Ameri-
cans into the French Air Service, then to form a squadron
made up exclusively of their growing numbers. Within
months, the efforts of these American Francophiles and
their far-sighted, if somewhat calculating French allies had
played a significant role in opening the nation’s aviation to
American fliers. By February, 1915, an important official
in the Ministry of War was able to assure the Franco-Amer-
ican Committee that the government would thereafter look
favorably on what for several months had been a growing
American presence.

As early as the end of 1914, it had become possible for
American volunteers with flying experience (as well as
some who simply claimed to have it) to wangle a transfer
into the French air service. The first three to make the
move from the Legion were Thaw, Bach, and Bert Hall in
mid-to-late December. 22 During the winter of 1914-1915,
a number of others followed including Raoul Lufbery. Sev-
eral men, one of whom was James MacConnell, a founder
of the escadrille and author of the first printed account of
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Lt._Gervais Raoul_Lufbury_(i.e._Lufbery). (Library of Congress,
LCCN90714838, bia Wkipedia.)

its activities, came over from the volunteer Ambulance
corps. Still others like Norman Prince came directly from
the United States. 23

Once accepted, applicants were divided on the basis of
just how much real experience they had had with flying
machines. Those with legitimate flying credentials, notably
Thaw, Lufbery, Prince, and Cowdin, quickly found them-
selves assigned to existing squadrons at the Front where
they soon carved out a reputation for courage and commit-
ment. While at first serving as observers, machine gunners,
bombadiers, and observation balloon chasers, many were
soon breveted as pilots.

Other volunteers, whose bonafides were either ques-
tionable or non-existent were consigned to basic training.
Among the latter was Bert Hall, who had perjured himself
to get into aviation, at first swearing for all he was worth
that he possessed a pilot’s license. One learns of his initial
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“flight” and subsequent crashes while training, not from
the future ace’s memoirs which pass over these episodes in
silence, but from the account of his commanding officer.

Others had also said they were pilots and now it
was up to them to prove it. One of them, Bert Hall,
played the bluff out. He climbed alone into the ma-
chine that he was to try. It was the first time in his
life that he had seen an aeroplane close to. Off he
went zig-zagging like a drunken duck, actually left
the ground, but crashed headlong into the wall of
a hangar. The machine was in pieces, but they
picked him up unhurt. %

Having finally admitted the truth to his examiners
after being pulled from the wreckage, Hall was asked why
he had done such a crazy thing; to which he simply replied
he thought he might have been able to fly. Amazingly, the
French sent Hall on to flight school, apparently more on
the basis of sheer courage than any demonstrable ability!
His and Bach’s early mishaps made French officers for a
time suspect that the two might be German saboteurs in-
tent on wrecking French airplanes!.

In July, 1915, General Hirshauer, chief of military avi-
ation, having been won over to the party advocating re-
cruitment of Americans, issued orders for the eventual
formation of an all-American unit to be called the Es-
cadrille Américaine. In August, the Ministries of War and
Foreign Affairs reached agreement that details of its re-
cruitment and financing would be turned over to the com-
mittee. Despite this, final approval came only in
mid-March, 1916. A month later, the squadron was born.

The Lafayette Escadrille in Action

The establishment of Escadrille Américaine 124 is usu-
ally dated to April 20, 1916 #, when it first members, that
enthusiastic group of seven young volunteers named ear-
lier, arrived at an aerodrome in Luxeuil-les-Bains, a small
town in southern France, 120 kms. from the Swiss border.
Here, the seven reported to the experienced French officers
assigned to command their newly minted squadron, Cap-
tain George Thenault and his second-in-command, Lieu-
tenant de Laage de Meux. Also present were a support
staff and all of the equipment (with the important excep-
tion of airplanes) that Thenault had hastily gathered as
soon as it became clear to him that the escadrille would be-
come a reality and that he would serve as its commander.

I went off post-haste to Lyon to get the ten tractors,
the four camions, the two light automobiles and the
eighty men, mechanics, drivers, cooks, secretaries,
quartermasters, etc. which form an escadrille. From
Lyons I sent the material and personnel in a special
train to Luxeuil....”

Most of the pilots, including most of the squadron’s
founders, were in their early to mid-twenties. While not-

a-few came from very wealthy families, several were liter-
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ally as well as figuratively just off the farm. Although Cap-
tain Thenault notes the social differences within his flock,
he states that they were overcome by the unit’s consider-
able comraderie and esprit de corps. 2

Some had been “college men”—if only briefly—before
dropping out to pursue their passion for flying which even-
tually helped lead them to enter the European war. By con-
trast to his younger contemporaries, Norman Prince, at the
relatively advanced age of 28 when war broke out, had al-
ready had time to graduate from Harvard College and earn
a law degree. 2

One veteran who survived the conflict would later sum
up his impression of himself and his fellow squadron mem-
bers:

We were, for the most part, enthusiastic young ide-
alists with a dash of adventurous spirit, fighting
in a new element for a country not our own, but
fighting for what we thought was right. We flew
crates then, but we thought they were all right, for
we had no precedent to guide us. We fumbled our
way through, learning by trial and often fatal error;
setting our own pioneering precedents for those who
would follow us in the years to come.... All a trifle
screwy (for to be war aviators we had to be just a
little nuts), but a loyal crew, ready to fly, drink or
fight at the drop of a hat. Motives were as varied
as the men themselves. .. The adventurer fought and
died side by side with the idealist. ?°

The French decision in Hall’s case was very much in
line with Edwin Parson’s evaluation of what qualities best
served a would-be aviator. Parsons, who joined the es-
cadrille early in 1917, would later write several lively ac-
counts of the air war. * In a chapter entitled “Guts vs.
Erudition” he poked fun at the perfunctory medical exam-
ination to which he and others were subjected when enter-
ing French service. Almost all applicants were passed
through by the French doctors conducting the exam. In
Parson’s case:

[The examiner] gave me a friendly pat on the bare
back...and, signing his name to my papers with an
official flourish, he congratulated me on being a
perfect physical specimen and said that as far as
he was concerned I could go out and get myself
killed at any time “pour la France.”

On the other hand, Parson went on to extol the results
these imperfectly vetted warriors achieved and question
what he saw as overly stringent requirements, both phys-
ical and educational, currently being imposed on air force
candidates by the United States, requirements few if any
of the escadrille members could have met.

We were a heterogeneous crew, in all degrees of
physical condition, mentality and education. But
the French neither asked nor apparently cared
where or how much we'd gone to school and paid
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scant attention to physical handicaps. Their great-
est and practically only requirement was that we
should have that intangible something called guts.

In fact much later it was found when an exam-
ining board came to look the Escadrille over with
a view to determining their fitness to fly with the
American aviation, that there wasn’t even one
fairly perfect physical specimen among us. Among
the crippled misfits of survivors, more than half
had no alma mater. Still our records showed that

we did a pretty elegant job of what we set out to do.
31

When Thenault originally put together the squadron’s
equipment early in April, 1916, the one thing missing were
the airplanes. The escadrille was scheduled to get the best
fighter currently being used by the French in combat, the
Nieuport 11 nicknamed the Bébé due to its diminutive size.
These planes were armed with a Lewis gun fed by a multi-
shot carousel (roulean) * placed atop the upper wing, de-
signed to fire over the propeller. (The allies were yet to fit
out their fighters with their version of the synchronized
machine gun firing through the propeller, a game-changing
innovation developed by the Dutchman, Anthony Fokker
that the Germans first introduced in February, 1915. 33)

A temporary delay took place in delivery of the Nieu-
ports, as French squadrons already closely engaged in the
desperate battle for Verdun absorbed the available supply,
but on May 1, nine of these aircraft arrived by truck to be
assembled by the pilots and their mechanics. Meanwhile
awaiting their arrival, squadron members had explored by
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car the region over which they would be flying, making a
note of the few airfields and occasional flat places where
they might land in an emergency. Two weeks later, on May
14, the entire squadron conducted a successful shake-down
flight under its captain’s watchful eye, briefly crossing the
line onto the German side, though perhaps fortunately
given the inexperience of the pilots no German aircraft
were sighted. 3

The squadron’s first kill came four days afterwards, on
May 18, 1916, when one of its most daring (some might say
reckless) members, Corporal Kiffin Rockwell, took on a
German two-seater despite the fact that he had developed
engine trouble a few minutes earlier and was on his way
back to the airfield for repairs. Adding to his problems was
the fact that his machine gun jammed after getting off only
a few rounds. Nevertheless, Rockwell’s impetuous dive at
the enemy had brought him so close that this was enough
to hit both of his adversaries. Their plane immediately
plummeted to the ground, a fact duly witnessed and re-
ported by men in the frontline trenches. As a result, his be-
came the first officially confirmed kill registered by the
newly-minted Escadrille Américaine. *

This first victory by a member of the escadrille occa-
sioned considerable excitement in Paris where the victor’s
older brother, Paul, was living after having been invalided
out of the Foreign Legion due to a severe wound. He now
added to its lore by sending his younger sibling a very ex-
pensive 80-year old bottle of bourbon. Just as it was about
to be opened, one squadron member suggested that the
contents be saved for a very special occasion: only when a
member shot down an enemy plane, would he be entitled
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to a single drink. The others concurred. Given the es-
cadrille’s record, it was not all that long before what came
to be known as the Bottle of Death had been emptied. Al-
though it was never refilled, the bottle remained in the
squadron’s possession for the rest of the war. According to
Captain Thenault, “a certain Lufbery was destined to drink
half the bottle all by himself.”%6

On May 19, the day following Rockwell’s victory, the
squadron received orders to move up to a field at Behonne
near Bar-le-Duc, the town south of Verdun that had become
the terminus of the so-called via sacre, given this name be-
cause of its importance as the only secure road by which
the French could resupply their besieged city. From their
new home, the escadrille took part in what one of its mem-
bers correctly called “the world’s greatest battle.”

Despite a German bombing attack on the night they
received orders, one in which much of the squadron’s equip-
ment was burnt or blown to bits, the move was successfully
carried out in the next several days.

Within a twenty-mile radius of the Verdun Front
aviation camps abound. Our escadrille was listed
on the schedule with the other fighting units, each
of which has its specified flying hours, rotating so
there is always an escadrille de chasse (fighter
squadron) over the lines. 3

From its new headquarters, the escadrille became fully
involved in the air war over Verdun; like any other
squadron, if conditions permitted, the Americans fliers
would have one and possibly several patrols each lasting
for two hours. Here, in succeeding months, it would build
a lasting reputation.

On May 23, Bert Hall brought down the squadron’s
second kill while shortly afterwards (on either May 23" or
24") Thaw added a third. 3¢ Ironically, the same day Thaw
shot down his Fokker in the morning, he sustained the
squadron’s first serious injury in the afternoon during the
first dogfight in which the entire escadrille took on a Ger-
man squadron. It was a combat Thenault had not intended
to initiate, since the enemy “were too low, too numerous,
and too far behind their own lines for us to attack on this
first expedition, especially with pilots who had yet to get
thoroughly acquainted with a redoubtable enemy.” 3° He
arranged beforehand to give a wing-wagging signal with-
out which they were not to attack; but despite the signal
not having been given, one of the pilots (not identified in
the sources) dived at the enemy followed immediately by
all the others and a confused melee over German territory
ensued.

This incident involving a clearcut violation of orders
suggests the difficulties involved in controlling the Ameri-
can volunteers and it led the captain to write the closest
thing to criticism he ever levels at the impossible to control
impetuosity of his flock:

I knew the Boche, knew that he had all his great
aces, Boelke and the rest of them, in the neighbor-

hood, and I wanted to train my escadrille before
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trying to stack up against them. So I was anxious
not to lose the fight almost before it began by at-
tempting too go to fast. As a matter of fact it was
the lack of this sort of gradual training for battle
practised on the battlefield itself, which later
caused the pilots of the American Expeditionary
Force to incur such cruel losses. *°

Fortunately, on this occasion, despite the fact that sev-
eral of the Nieuports were shot up so badly that they had
to limp back to base, only Thaw sustained a severe enough
wound to be forced out of combat for some weeks. (He
would return despite some permanent impairment result-
ing from his wound.)

The squadron suffered its next serious injury on June
19 when a recent arrival, Clyde Balsley, was hit in the groin
with an exploding bullet. Despite being able to land his
airplane on the French side and being rushed to a hospital,
he would nearly die from a wound that kept him bedridden
for over a year. On June 23, one of the seven founders, Vic-
tor Chapman, who had suffered a head wound just days
earlier, was delivering oranges to the hospital where Bals-
ley was confined when he took a detour to participate in a
combat already underway and became the squadron’s first
fatality. 4!

During the battle of Verdun, the squadron’s activity
earned it international recognition, in particular in a
United States still teetering on the brink of war. It engaged
in 146 aerial combats, and achieved 13 confirmed kills
while fighting off repeated attacks on the airfield by Ger-
man bombers. The squadron suffered one fatality (Victor
Chapman) as well as three whose wounds were serious
enough to report. For weeks on end, the pilots and me-
chanics remained on alert.

The Escadrille’s baptism of fire at Verdun was an
undying memory for all the pilots who took part in
it, and later the survivors were wont to recall this
terrible period when they had hardly time to sleep
or eat, when they used to sleep fully dressed in their
flying suits beneath their planes so as to be ready
to start of the first glimpse of dawn. *

In his account, the escadrille’s captain addresses a reg-
ularly asked question: why so many engagements pro-
duced relatively few kills:

Not only is it not so easy to bring down an enemy
plane...but the French have always been strict as
regards the confirmation of victories and have al-
ways required that an enemy’s fall be recorded by
land observation. I am sure that the number of
enemy planes brought down was in reality much
greater than our records show. %

Thereafter, this increasingly famous unit continued
fighting in one place after another across the Western Front
until it was finally disbanded on January 1, 1918. When the
escadrille underwent its last transfer to the Champagne
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Table 1: Lafayette Escadrille Stations (April 20, 1916-January 1, 1918)

Based on Captain Thenault’s Account

sector in December, 1917, Thenault could observe that “it
had covered the whole front and every sector.”

After its dissolution, some of the American pilots chose
to remain in French service for the duration of the war, but
the majority decided to transfer to the new American Air
Service, a small part of that massive Expeditionary Force
(the AEF) that was currently forming up in France.

In autumn, 1916, had come the definitive name
change; one that was due, ironically, to German diplomatic
pressure. The Escadrille Américaine’s impressive record
over the battlefields of Verdun and the Somme had pro-
duced the desired effect of attracting attention and sym-
pathy for the Allied cause across the Atlantic. This led the
German ambassador in Washington, Count Bernstorff, to
complain bitterly to the U.S. government that since that
country was not involved in the conflict, this very unneu-
tral name was highly inappropriate for a combat
squadron.

Apparently, in order to side-step any diplomatic inci-
dent from arising, the French decided that the name
should be changed. On November 16, Dr. Gros received
word from the French that in future the squadron would
be referred to as the Escadrille des Volontaires, a name he
and his fellow committee members regarded as both color-
less and ambiguous since it insufficiently demonstrated
American sympathy for the French cause, the reason the
squadron had been founded in the first place. As a result,
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they suggested the alternative name by which it has been
known ever since—the Lafayette Escadrille. Not surpris-
ingly, this proved highly acceptable to the French.

Even with a fair rate of attrition, starting in late 1916,
too many American volunteers began to show up to be
placed into that single American squadron known as the
Lafayette Escadrille 124 for which they had volunteered.
Consequently, with the concurrence of both the French mil-
itary authorities and the Franco-American Committee, all
American aviators on the Western Front were grouped to-
gether into what was essentially an honorary group known
as the Lafayette Flying Corps, even though only a minority
of these men were actually assigned to the exclusively
American escadrille commanded by George Thenault. The
rest took their places in mixed units in which most of the
pilots were French. Of 261 Americans who flew for France
only 38 technically became members of the Lafayette Es-
cadrille.

Over the course of the war, of the total number of
Americans 42 were killed in action or mortally wounded,
21 died in accidents, four from illness, and two committed
suicide; in short, nearly a quarter of the roster met their
deaths during the war. Edmund Genet, a fairly recent
member to join the squadron, was shot down on April 16,
1917, 12 days after the United States declared war on Ger-
many. This made him the first American soldier to die fol-
lowing his country’s official entry into the conflict. 6
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William Thaw II

America’s two most renowned fighter pilots in World
War I, only one of whom flew for the Lafayette Escadrille,
were Raoul Gervais Lufbery, America’s leading ace until
he was killed in 1918, and his successor, Eddie Ricken-
bacher, a champion pre-war race car driver who emerged
from the war as the country’s premier ace with 26 con-
firmed Kkills, and who later said of his mentor “Everything
I learned, I learned from Lufbery.” 47

By comparison to both Lufbery and Rickenbacker,
William Thaw is relatively unknown to aviation historians,
even those who deal with American military aviation in
World War I, though he is mentioned very prominently and
fondly in all accounts written by members of the escadrille,
who uniformly regarded him, not Lufbery, as their natural
leader.

Despite the fact that the two had little in common,
Bert Hall in his memoir refers to Thaw as his best friend.
48 The principal chroniclers of the nation’s nascent air
forces, Hall and Nordhoff, leave no doubt of their admira-
tion: “the record of William Thaw’s service in the Allied
cause is in itself a history of the Great War.” *° Subse-
quently, they elaborate upon this statement:

In August, 1914, Thaw started as a soldier second
class, an infantryman in the French Foreign Le-
gion. By the end of the war over four years later, he
was a lieutenant-colonel in the US air service. No
airman of whatever nationality has had a broader
experience in the Great War than he. He is the only
member of the original squadron of volunteers who
served with it throughout the entire period of its ex-
istence. He has flown and fought in every type of
aircraft which has been used for combat in the
French Service....It is no exaggeration to say that
he has had, at least once, every conceivable kind of
aerial experience including that of being
wounded....As a squadron commander he was
without a peer...Lufbery and Thaw—“Luf” and
“Bill”—one thinks of them together, for they were
the soul of the Escadrille Lafayette.

Rear Admiral Edwin Parsons echoes these views. In a
chapter entitled “Bill Thaw, Iron Man” he paints an almost
reverential portrait of his old comrade:

As with whisky and soda or ham and eggs, one
must associate Bill Thaw and the Escadrille. Their
names are practically synonymous...he could have
gotten along without the Escadrille. But most cer-
tainly the Escadrille could never have gotten along
without Bill. ®

When all is said and done, it is Thaw, rather than the
older, already much-traveled Lufbery, who most closely rep-
resents the first generation of daring American fliers that
crossed the Atlantic to fly for France. Unlike most of those
American volunteers who enlisted in the French army at
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the beginning of the conflict, Thaw managed to serve for
the entire four years, survive to return home, and to all ap-
pearances, readapt to civilian life.

Born in 1893, William Thaw II was a native of Pitts-
burgh, Pennsylvania, a city which became in the second
half of the nineteenth century one of the principal hubs of
American manufacturing as the nation entered the indus-
trial age. His recently deceased grandfather for whom he
was named had been one of the city’s wealthiest and most
influential figures and his father, Benjamin Thaw, a son by
a second marriage, became a prominent banker.

The family achieved considerable unwanted notoriety
in the decade just before World War I. In 1906 young
William’s deranged uncle, Harry Thaw, spectacularly mur-
dered one of America’s foremost architects, Stanford White,
over the affections of one of the noted beauties of the period,
Harry Thaw’s estranged wife, actress Evelyn Nesbitt.?!

William II was educated at elite private schools—the
Browning School in New York City and The Hill—after
which he was accepted by Yale University where his father,
had briefly studied. ®> He matriculated with the Class of
1915, and had a normal freshman year, playing football
and joining Alpha Delta Phi fraternity.>

At the same time, however, he became caught up in the
contemporary flurry of excitement that surrounded air-
planes after Frenchman Louis Bleriot’s celebrated flight
across the English Channel in 1909. The airplane won out
and, after some discussion, his father permitted him to at-
tend the flying academy in upstate New York run by one
of aviation’s earliest pioneers, Glenn Curtiss.

When the would-be aviator proved highly successful,
his father purchased for him a Curtiss flying boat which
he flew near his summer house on Long Island while still
a student at Yale. Thaw withdrew from the university dur-
ing his sophomore year and began to earn a reputation as
one of the daring young men who went aloft in these fragile
flying machines. He took passengers up for their first flight
and eventually managed to pilot his plane under all four
bridges on the East River leading out of New York City, an
unprecedented accomplishment at the time.

In a later account of this first flight under a bridge,
Edwin Parsons told of his old comrade, taking a passenger
to Atlantic City and finding himself unable to fly over the
Williamsburg Bridge, decided on the spur of the moment
to fly under it; “probably the first man to fly under a bridge
in any kind of plane.” Stressing his old comrade’s imper-
turbable nature, Parsons surmises that the passenger
probably had no idea of just how unusual his flight had
turned out to be. %

Thaw conceived the idea of an aerial cab service to op-
erate between passenger ships and the shore and tried to
demonstrate its practicality by flying out one day and drop-
ping a bundle of newspapers onto the steamship Imperator
just as she was entering the New York ship channel. De-
spite this successful and highly-publicized stunt, the plan
never got further than the experimental stage. In the win-
ter, Thaw moved his operation to Palm Beach, Florida,
where he started a business taking eager customers “as
high as they wanted to go” for $20. At the same time, he
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operated an aerial ferry, carrying visitors back and forth
over Lake Worth.

In the spring of 1914, Thaw journeyed to France, at the
time one of the principal sites of aviation along with his
younger brother, Alexander Blair Thaw, who was later
killed in action flying on the Western Front.%® The pair
brought with them a 100 horsepower Curtiss hydro-air-
plane for which the younger man had invented a stabilizer
that they planned to enter in a $100,000 safety competition
sponsored by the French Government. Before this could be
accomplished war broke out.

Although the shooting actually began during the last
days of July, 1914, when Austria-Hungarian gunboats on
the Danube shelled the Serbian capital of Belgrade, fight-
ing in the west did not get underway until the opening days
of August when Germany launched its audacious Schlief-
fen Plan, sometimes referred to as “the swinging door op-
eration” during which the majority of its forces attacked
through the two neutral nations of Liechtenstein and Bel-
gium in a daring attempt to outflank the French army, en-
velop Paris, and win the war in six weeks. %

Although initially rejected for service in the nascent
French air force, on August 7, 1914, a week after the war
in the west began, Thaw exercised the only option available
if he wished to fight for France: he enlisted in the French
Foreign Legion. Having been officially inducted on August
21, he and 29 other Americans were sent to Normandy and
Toulouse for an intensive training period of six weeks and
on October 16, they entered the frontline trenches as re-
placements for some of the huge losses suffered by the
French army during the 1914 campaign.

During training at Camp de Milly, several of the Amer-
ican soldiers including Thaw and two friends he had made
since entering the Legion, James Bach and Bert Hall, re-
ceived their first promotion from second class to first class
soldiers, due to their marksmanship. For the closing
months of that eventful year, Thaw served as an infantry-
man in the ground war experiencing the brutal existence
of trench warfare—the cold, dirt, lice, hunger, even lack of
sleep—that was the lot of the regular French poilu.

Several of his closest comrades, in particular Bert
Hall, give some insight into a quirky sense of humor that
co-existed with an enormous, but unobtrusive sense of re-
sponsibility. If the unit came under intense fire when
marching near the front, Thaw would always try to
lighten the mood; bemoaning jokingly ‘Wish I was home.’
In the winter of 1914-1915, shortly before their transfer
out of the Foreign Legion, Hall and Thaw hit upon a
scheme to supplement their meager diet by catching rab-
bits. Undeterred by the fact that they could not acquire
the string necessary to fashion traps, the pair replaced it
by cutting off sections of wire from field telegraphs. When
this dereliction was discovered, “We heard the results of
our demolishing the telephone line, but in language that
cannot be expressed here.” 5

It would ultimately be Parsons, the highly perceptive
flier who dubbed Bill Thaw “the Iron Man” who would also
best sum up the qualities that made his former comrade a
charismatic if somewhat unconventional leader of men:
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Table 2: Air Units in Which
Thaw Served

We never questioned Bill’s decisions...His word
was law, not because he was our superior officer,
but because he was Bill. It was a blind faith, and
we did the things he said whether we liked it or not.
However, there wasn’t anything paternal about
Bill. He didn’t try to reform us or guide our erring
footsteps. On the contrary, if there was any drinking
or gambling, he wanted to be in on it. If there wasn’t
anything doing, he’'d start something...He would
never ask anyone to do what he wouldn’t do him-
self, and he'd do two men’s work if necessary.

As winter approached, the persistence of the three
friends finally paid off. Having repeatedly declared that
they were licensed pilots (in Hall’s case a total fabrication),
they received permission to visit a nearby aerodrome and
make their case. Here they met Lieutenant Brocard, then
a senior pilot with Escadrille D. 6, later promoted to com-
mandant of the Bureau of Under Secretary of State for Avi-
ation (Bureau du Sous-Secrétaire d’état de ’Aéronautique).
The Frenchman quickly agreed to help them and not long
after this meeting, Thaw’s companions received notification
that they had been accepted.?

For his part, Thaw had to endure a nerve-racking delay
which only ended after a second visit to Brocard, this time
following a grueling 32 km. hike, necessitated by his le-
gionary unit having moved farther from the aerodrome.
Several of his comrades indicate just how much Thaw
hated to walk long distances, taking his willingness to
make the effort as a good indicator of his eagerness to re-
sume flying. 6

On December 24, 1914, orders for a transfer finally ar-
rived along with Brocard’s message that Thaw should im-
mediately report to Squadron D.6 as a machine gunner
(soldat-mitrailleur); this despite the fact that the two-
seater monoplanes currently in use by that squadron could
not yet carry weapons of this weight. As a result, the eager
volunteer began his career in military aviation as an ob-
server, equipped only with such weapons as a carbine and
pistol that could be gotten aloft. ¢!

Eventually, having managed to convince the French
air service he could pilot any kind of plane then in use, he
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Table 3: Military Aircraft flown in
Combat by William Thaw II

was sent to Saint-Cyr where he easily demonstrated his
ability to handle the Caudron type G. 2, then the fastest
combat aircraft in French service. (Later, he would become
one of the first pilots to fly the up-dated G.4 over enemy
territory.) 2

After training there and at other French centers such
as Buc and Le Bourge, he passed all tests to qualify for his
new role and earned his wings as a military pilot, the first
American to achieve that status. % Although he began by
simply flying French officers undergoing training as ob-
servers, on March, 26, 1915, he managed to enter Squadron
C. 42 where he and his observer began flying regular mis-
sions over enemy territory, scouting enemy troop positions
and spotting their artillery. In July, he met Captain George
Thenault, when the French officer who would later be as-
signed to command the Escadrille Americaine during most
of its existence, assumed command of C. 42.

Earlier in March, 1915, Thaw had first learned about
newcomer Norman Prince and the latter’s plans to form an
American squadron. He himself would later eschew any
credit for coming up with the idea, admitting that he had
originally resisted being sent to Pau to join the other Amer-
ican volunteers awaiting the squadron’s formation. In-
stead, he requested the Ministry of War to send him to the
front where he could hone his combat skills; a request that
led to his assignment to squadron C.42. %

Observation flights of the sort Thaw was conducting
could prove quite hazardous since they were regularly con-
ducted at low altitudes where the planes were subjected to
intense enemy anti-aircraft fire. There was even the danger
of colliding with an artillery shell during bombardment by
one side of the other. Especially noteworthy was one such
flight of over two hours duration during which the plane
he and his observer were in sustained so many hits that
despite its safe return it had to be junked. This episodes
and other similar ones earned Thaw his first of many cita-
tions for bravery.®

Any meaningful air combat, however, would have to
wait a little longer; until the airplanes could be fitted out
with more lethal weaponry. On the other hand, this did not
stop some adventuresome souls, including Thaw, from
making the effort.
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Once with his mechanic he tried to fight a Boche
plane, his passenger having no other arm but a
Winchester carbine. Thus equipped, they cruised
for hours over the lines, but the machine was to
slow for them to overtake enemy planes, at that time
few in number, but rather more numerous than our
own. &

On May 18, 1915, after having been cited in divisional
and army orders, Thaw was promoted to the rank of ser-
geant and by July, 1915, shortly after his Yale class gradu-
ated back in New Haven, he moved up to a more powerful
two engine plane, this one capable of supporting a machine
gun. % Despite this increased armament, a first kill eluded
him for some time due at least in part to that perennial
problem of the early days, a jamming machine gun. Nev-
ertheless, it was during this period that an ability to stay
aloft began to earn Thaw a reputation for being an iron
man, impervious to the cold. % Thaw’s attachment to
Squadron C. 42 lasted for about a year and ultimately led
to his promotion as a sous lieutenant (second lieutenant),
making him the first American serving in the French army
to achieve officer’s rank.

Meanwhile plans for an escadrille American were going
forward, albeit slowly. Despite the French army endorsing
the concept in March, 1915, it would be roughly another
year before it actually implemented the plan. Sources agree
that during this period of stasis, one episode in which Thaw
played a key role helped spur the French to action. In De-
cember, 1915, as fighting for the year tailed off, the army
granted three of the American fliers, Thaw, Prince, and
Cowdin, a particularly generous package for a month’s
leave, paying for their passage to spend Christmas in the
United States. From the French perspective, this expensive
gambit produced the desired result. From the moment the
three disembarked in New York, they received a heroes’
welcome for having enlisted in the French army despite this
being a clear violation of American neutrality. Their deeds,
both real and imaginary, the latter usually dreamed up by
reporters, went viral. According to Thenault “The press took
them up strongly and from this time public opinion in the
United States began to regard the American pilots with
pride as the nucleus of an American army in France.” !

According to one story, not long after his arrival in New
York, Thaw entered the exclusive Ritz Carlton barbershop
for a shave and haircut. Sitting in the chair next to him
was Count Johann von Bernstorff, the German ambassa-
dor to the United States, who berated him for this violation
of his country’s laws. While maintaining a polite silence,
upon leaving, Thaw replied to the ambassador, “Excellency,
war is hell.” Bernstorff ‘s subsequent attempt to have the
three Americans interred came to naught; they managed
to sail for France, albeit perhaps somewhat ahead of their
planned schedule. But their visit and the interviews they
had readily given raised sympathy for the French cause in
America and cemented their heroic status on both sides of
the Atlantic. ™

Apparently, it was during their return journey that
Prince fully won over his fellow travelers to his dream of
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(Left to right) K. Rockwell, Capt. Thenault, Norman Prince, Lieut. DeLaage, Sgt. E, Cowdin, Sgt. Bert Hall, J.R. McConnell, and Victor Chapman. (USAF

photo from Library of Congress, LCCN2014701921, via Wikipedia.)

the American fliers being grouped together into an all-
American squadron.  Soon after their return, the three
met with Thenault who was on leave in Paris. He too ex-
pressed his delight with the idea as well as his willingness
to take command of such a unit. The captain joined the
others in actively promoting it. Before returning to the
front, they did the rounds in Paris, once again approaching
not only the American Committee, but also various French
politicians and military leaders, including Stephen Pichon,
soon to serve his third stint as French foreign minister and
the Air Minister, Rene Besnard. All heartily endorsed the
project; for his part, Besnard gave the three Americans per-
mission to begin training on the latest single-seated fight-
ing aircraft.

By spring, 1916, any and all impediments had finally
disappeared. Thaw and his fellow travelers, whose journey
to New York had helped pave the way for these events,
joined the other Americans for training on single seated
fighting planes. Captain Thenault eventually received an
appointment to command the new squadron in the second
week of April, 1916, along with his friend and second in
command, Lieutenant De Laage de Meux.

When Thenault received an emergency summons to
Verdun where the war’s greatest battle had now erupted,
Thaw immediately telephoned the captain to request an
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assignment that would get him into the battle. In turn,
Thenault had Thaw transferred into a squadron operating
near the front, Escadrille N. 65, and it was there the Amer-
ican was flying when word came through that the es-
cadrille americaine was about to become a reality. ™

Orders came through on April 15, 1916, to proceed post
haste to Luxeuil, Thaw complied as quickly as he could, ar-
riving there just days after the squadron’s official forma-
tion on April 20. On their first flight as a squadron, the
planes line up in a V-shape, with Captain Thenault at the
end of one side and Thaw, the senior and most experienced
pilot, at the end of the other. ™

At dawn on May 24, Thaw registered his first kill, a
German Fokker which crashed behind the French lines.
When reporting what had happened, he explained either
modestly or perhaps naively, “No credit to me. I just mur-
dered him. He never saw me.” 7 Ironically, that same af-
ternoon, in what was supposed to be a training patrol
conducted by the entire squadron, Thaw suffered the
group’s first serious wound. Having returned to the aero-
drome just long enough to refill his tank, he took his place
among the other squadron members. At the head of the
flight, Captain Thenault, was reluctant to initiate a battle
well over enemy territory and against too numerous an
enemy. Despite his orders, one of his enthusiastic subordi-
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William Thaw Il and Whiskey, mascot of the Lafayette Escadrille.

nates (unidentified in the sources) precipitated matters by
diving on a flight of German fighters. What followed was
a confused melee from which the relatively inexperienced
American pilots were fortunate to extracate themselves
with minimum harm done.

Although most of the reckless band managed to regain
their airfield with little more than a few minor scratches,
Thaw was not so lucky. For the second time that day, he en-
gaged several German aircraft while coming to the aid of
Bert Hall who become engaged with several of the enemy.
In the ensuing combat, Thaw suffered a serious wound to
his elbow. With enormous effort, while bleeding profusely,
he managed to avoid passing out and instead flew his plane
back across “No Man’s Land”, to crash land it into the
barbed wire near the frontline trenches. Here, several
French infantrymen were able to pull him to safety. ™® Ac-
cording to Hall, who had been able to extricate himself from
the fight and witnessed the crash which he described in his
normal colorful style: “In landing, the machine tore down
all the telephones lines to the trenches in that sector.” 7

The wounded American was immediately sent to a
field hospital where his arm was placed in a cast. After a
visit by several of his comrades who found him in his usual
good humor, he was shipped off to the American Hospital
on the outskirts of Paris. Although he healed enough to re-
turn to the squadron surprisingly quickly, for some months,
Thaw flew with a lingering injury. “He became the best and
probably the only temporary one-armed pilot on the front.”
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8 In fact, he would never again be able to fully straighten
his left arm.?! For this action, he received both the Medal
Militaire and the Legion of Honor.

Thaw’s second confirmed kill would have to wait until
April, 1917, though he was recognized by the squadron as
having shot down another two enemy planes in October
and December. As noted earlier, the problem lay in the
strict French rule for confirmation to be officially counted,
the destruction of an enemy plane had to be witnessed
from the ground. And given the fact that much of the air
combat engaged in by Allied aircraft occurred well behind
enemy lines, many victories went unrecorded. As a result,
not-a-few Allied pilots did not get their just due.

This wealthy scion of Pittsburg millionaires never for-
got his former comrades fighting in the trenches. In leisure
moments, he led the other pilots on visits to positions held
by the Foreign Legion always bringing with them ciga-
rettes and alcohol. On one such occasion, he was accosted
by a Black soldier from the West Indies named Percy who
reminded Thaw of their former acquaintance and asked if
there was any way the latter could get him out of the
trenches where he was suffering badly from rheumatism.
Thaw immediately undertook to get his former comrade
reassigned as his own personal orderly. Percy thus became
the latest addition of the Escadrille. 82

Thaw never stinted on his role; whenever something
needed to be done, he would pitch in. When German night
raiders repeatedly attacked the aerodrome, he and Lufbery
were the first to man the machine guns firing tracer bullets
into the dark skies. Thaw also proved one of the readiest
to take off at night in an attempt, however forlorn, to in-
tercept and chase off these enemy bombers. &

Nor were all of the services he performed of the dar-
ing-do variety. Thaw became the face of the escadrille at of-
ficial functions including staff meetings and reviews %, not
only because he was the recognized “headman,” but also
because he was the only member of the squadron who con-
sented to wear a regulation uniform! “The rest of us went
in for musical-comedy-style aviation uniforms, fearful and
wonderful to behold.” ¥ When for the first time, the es-
cadrille found itself in rain-drenched, highly uncomfortable
winter quarters with almost no supplies, it was Thaw who
volunteered to journey to Paris where he obtained what-
ever was needed from his friend, Dr. Gros, and the Es-
cadrille’s usual benefactors such as Vanderbilt.

The resulting squadron mess hall, with its newly ac-
quired culinary reputation and welcoming policy, became
a coveted destination for fliers from other squadrons in the
area. When the escadrille was assigned to a site along the
coast in Flanders near the Belgian border, the members
supplemented their rations with fish and shrimp they
managed to catch. For his part, Thaw tried, albeit unsuc-
cessfully, to build a fishing boat from the pieces of a
wrecked airplane. %

But it is two other special services he rendered which
would ultimately leave their indelible imprint on history.
Thaw was the principal force behind the purchase and care
of Whisky and Soda, the two lion cubs that became the
squadron’s world-famous mascots (see below). He also
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Thaw, Lufbury, and lion.
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seems to have been behind the choice of the unit’s Indian
Head logo, which became almost as famous as its mascots.

In October, 1917, when Thenault fell ill enough to re-
quire a month’s leave, the captain appointed Thaw to serve
in his place; as a result of which, the longest serving Amer-
ican volunteer became the only American to actually com-
mand the Lafayette Escadrille over the course of its
existence. Shortly afterwards, he was promoted to the rank
of captain, also a first in the French army. %’

Not until November, 1917, almost seven months after
America’s entry into the conflict, did the commander of the
AEF, General John J. “Black Jack” Pershing fully address
the issue of the transfer of American flyers from the French
Air Service to his own forces as well as decide the ranks
these men would subsequently hold. 8 While most of the
veteran’s listed as transfers were slated to hold the rank
of captain or lieutenant, three men were to be commis-
sioned as majors; two of them the most prominent figures
in the Lafayette Escadrille. Interestingly, on the accompa-
nying list of those whose “defects” had to be waived in order
for their transfer to go through were these two —Raoul
Lufbery, due to his “advanced age’ of 32, and William Thaw
I1, for rather more substantive reasons:

Also recommended...as major waiving defective vi-
sion left eye 20/ 80 opthalmoscopic left shows atro-
phy plus pigmentation in focal area, hearing
defective, 15/20 and recurrent knee injury with
limitation of motion, three years of experience at the
front with French Army. %

When all was said and done, it was the latter qualification
that counted.

After his transfer to the AEF in January, 1918, Major
Thaw assumed command of the 103rd Aero Squadron, the
first and for a time the only American fighter squadron to
be up and fully operational. Despite increasing time spent
on administrative responsibilities and training new pilots,
“Bill” remained an active combat flier, often escorting these
fledgling pilots he had trained on their first combat flights.
He achieved a third confirmed kill in March, 1918, one
which he shared with one of these protégées, future author
James Norman Hall. Appropriately, Thaw’s most memo-
rable day as a military pilot came on April 20, 1918, the
second anniversary of the founding of Lafayette Escadrille.
Together with another pilot, he shot down a German bal-
loon and fifteen minutes later, himself dispatched another
enemy airplane, thus officially becoming an ace with the
requisite five kills (not including the two that were not con-
firmed). His final promotion—to the rank of lieutenant
colonel—came in November, 1918, when he assumed com-
mand of the American Third Pursuit Group.

Thaw left the air force in 1919 and returned to his na-
tive Pittsburg where in the words of his New York Times
Obituary, “he engaged in the insurance business and was
a trustee of the Thaw Coke Trust.” % At the same time, not
surprising given his life to date, he also continued flying.

Thaw’s last notable venture in the air seems to have
occurred in September, 1928, when he and Captain John
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Morris of Pittsburgh enter a much-publicized transconti-
nental race from New York to Los Angeles in a Lockheed-
Vega plane. It turned out to be an ill-fated event in which
not a single starter finished. For their part, a broken oil
line forced the pair down at night on a farm near Decatur,
Illinois. In the crash, Thaw suffered a dislocated hip and
Morris, a dislocated shoulder. Unable to summon aid, they
lay in the wreckage of their plane from midnight until 6 in
the morning when they were finally rescued. %!

Having survived the first great conflict of the twentieth
century and made a successful transition back to civilian
life, William Thaw II died of pneumonia on April 22, 1934
at the age of 40; two days after the eighteenth anniversary
of the founding of the Lafayette Escadrille.

The Escadrille Mascots, Whiskey and Soda

Not-a-few American moviegoers may have learned
about the Lafayette Escadrille as a result of watching
Warner Brothers’ most recent film about the legendary
unit entitled Flyboys. % Starring James Franco, it displayed
excellent special effects and beautiful scenery despite not
being all-that-well received by the critics. A colleague of
mine and I, both of us military historians, got into a dis-
cussion about the film’s accuracy or lack thereof, during
which, not surprisingly, the story of the squadron’s unique
mascots, a pair of lions, came up. %

My colleague, a retired colonel in the air force and for-
mer fighter pilot, indicated his understanding that the
lions had belonged to Raoul Lufbery which is indeed the
conventional wisdom. On the other hand, in a brief article
in the Yale Alumni Magazine devoted to William Thaw
(Yale Class of 1915) written by the university’s chief re-
search archivist, Judith Ann Schiff, the author expressed
her belief that the lions belonged to her subject. %

So, to whom did the lions belong—Lufbery or Thaw?

Various memoirs indicate that all squadrons had mas-
cot’s; the Lafayette Escadrille was no exception. A number
of cats and dogs graced their quarters, most prominently
Captain Thenault’s well-trained police dog, Fram, even a
bad-tempered fox whom Fram eventually dispatched, and
a civet cat, close relative of the skunk, whose odor produc-
ing organs were in full working order, despite the former
owner’s assurances they had been removed. On the other
hand, nothing here or elsewhere even approached the lions.

In early September, 1916, the escadrille was instructed
to stand down from the fighting at Verdun and leave its
planes for a French squadron that would soon take its
place. While awaiting their new assignment, the American
pilots received orders to return to Luxeuil, but while the
staff and the mechanics immediately escorted the equip-
ment back to their old headquarters, they managed to wan-
gle a week in Paris for much needed R&R.

One morning during this legitimate “French leave,”
Thaw, who had rejoined the squadron at Verdun, read in
the Herald Tribune that a Brazilian dentist wished to sell
a lion club he had purchased during a recent visit to Africa.
% As a result, a consortium was promptly put together
made up of Thaw, Norman Prince, Kiffin Rockwell, and
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Bert Hall and paid the dentist 500 francs for the beast who
in turn soon acquired his new name of Whiskey. “He was a
cute, bright-eyed baby lion who tried to roar in a most
threatening manner but who was blissfuly content the mo-
ment one gave him one’s finger to suck.” % According to sev-
eral of his new friends, Whiskey got a good look at Paris as
members of the squadron enjoyed taking him with them.
“Like most lions in captivity, he became acquainted with
bars, but the sort Whiskey saw were not for purposes of
confinement.” ¥

The problem arose when it was time to get this new
member of the squadron back to the aerodrome—a duty
that devolved upon Thaw as the project’s originator. At the
Gare de 'Est, Bill bought a dog’s ticket and entered a car-
riage. At first, things went well enough. Then the conductor
came along and asked the obvious question:

“What is that animal?” “An African dog,” replied
Thaw. But at that moment young Whiskey gave a
loud roar and showed his claws. Some women
Jumped out of the carriage in terror, and the em-
ployee, enlightened as to Whiskey’s true race, sum-
moned the station master who forbade our friend
to take the train. Thaw had to let the train leave
without him and go and have a strong cage made
for his “dog” and put it in the luggage car the next
day. A lion in a luggage car—what a terrible come
down from the Virgin Forest and the wilds of the
bush! %

Whiskey soon became a favorite with most of the men
in the squadron as well as civilians in the neighborhood
and even the squadron’s original canine pet, Captain
Thenault’s dog, Fram.

Fram...a well-trained police dog, adopted Whiskey
as a pal and it was wonderful to see them play to-
gether. They were such good friends that fifteen
months later, when the lion was full grown and
could have easily eaten the dog up, they still played
Just as nicely.... ®

Despite his amazing gentleness, Whiskey had a bad
habit: he chewed on things, in particular pilots’ uniforms,
and especially on their hats; and this could be expensive
for men who bought much of their own apparel. On one oc-
casion, when being roughly disciplined, a blow to the head
seems to have injured the optic nerve, eventually blinding
the lion in one eye.

As a result, in March, 1917, when Thaw once again
journeyed to Paris to take possession of a new Spad fighter,
he brought Whiskey with him hoping to fit out the lion
with a glass eye. Unfortunately, doctors he consulted, de-
spite congratulating Thaw on his obvious abilities as a lion
tamer, were far too frightened to undertake an operation
despite the escadrille’s willingness “to pay heavily to re-
store to our lion his former aesthetic appearance.” Thaw
had no better luck with the veterinarians at the Paris Zoo
“who couldn’t believe their eyes at seeing a lion cub permit
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himself to be handled like that and playing with the dog
Fram which Thaw had taken along.” 1%

In the end, despite his lack of success in getting treat-
ment for Whiskey, Thaw bought another lion cub, this one
female, as a companion for his feline friend who was clearly
delighted. This time, while Thaw flew his new plane back
to the front, he arranged to ship all of the unit’s growing
menagerie back in cages. “Could we give our new acquisi-
tion any other name but ‘Soda?” The new arrival did not
have the same warm nature as her older companion, but
was at least willing to tolerate her human companions.

The pair remained with the squadron until it was
about to be transferred to the AEF, at which point higher-
ups in one or both armies “not realizing what our mascots
had meant to us” decided they could no longer tolerate the
now full-grown lions. 1! As a result, Whiskey and Soda
found themselves banished to a new home in the Paris Zoo
where Thenault visited them just after the war. 102

Four men pooled their resources to pay for Whiskey
while Thaw alone seems to have purchased Soda. And of
the four “owners,” one, Kiffin Rockwell, was shot down al-
most immediately following the escadrille’s return from
Paris, while another, Norman Prince, met his death just a
month later. 1% The fourth, Bert Hall, transferred away to
Russia where he flew for the imperial army on the Eve of
the Russian Revolution.

Technically, then, our archivist was in the right. As the
only remaining member of the collective, a court would
probably adjudge Thaw to be the owner. And it was he who
(like a good parent) saw to the lion’s medical needs.

On the other hand, Whiskey may not have seen it that
way. Squadron members all attest to his decided preference
for Lufbery. For example, according to Parsons,

While Whiskey recognized and was friendly to every
man in the outfit, Lufbery was his special pet. Luf
would romp with him for hours at a time, and
Whisky would follow him around with dog-like de-
votion. No matter where he was, Luf had only to
call, “Whiskey Man!” in a peculiar high tone, to
have the big lion nearly wreck everything and
everybody to get to his adored friend.” 1%

And to Captain Thenault,

One of [Lufbery’s] favourite amusements was to go
and play with the lions which he had adopted. In
response the lions adopted him as master and rec-
ognized him amongst all of us. It was a sight to see
the brave Whiskey when he spotted Lujfbery, hurl
himself upon him at full gallop as if to devour him,
but it was to devour him with caresses—the ca-
resses of a lion who can hide his terrible claws so
as not to harm his friends. Lujfbery was the only
one for whom Soda was good and gentle. Was not
that the proof of a great personal power that even
the wild beasts should appreciate his influence? 1%

Alas, the ingratitude of princes is rivalled by that of felines! H
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NOTES

1. Iwish to express my gratitude to both David McDaniels, re-
tired colonel in the American Air Force, and Ms. Judith Ann
Schiff, formerly Yale’s chief archivist, who jointly inspired me to
undertake the research leading to the present article. In cases
where I have worked from books obtained on Kindle, I have
named in the footnotes the source and the chapter within that
source where the information was found.

2. A highly readable history of flight during its first decade is
Sherwood Harris, The First to Fly, Aviation’s Pioneer Days (New
York: Simon and Schuster, 1970).

3. One of the best histories of the 1914-18 air war was written
by well-known war correspondent, Quentin Reynolds, They
Fought for the Sky (New York: Bantam Books, 1963). The tech-
nological bible for scholars of First World War airplanes is Jane’s
Fighting Aircraft of World War I (New York: Military Press,
1990). See also: Christopher Campbell, Aces and Aircraft of
World War I (New York: Greenwich House, 1981), containing bi-
ographies of the principal aces as well as detailed descriptions
and pictorial renderings of their aircraft. See also: Kenneth Mun-
son, Fighters 1914-1919 Attack and Training Aircraft (Poole:
Blandford Press, 1976).

4. The German story is best told in autobiographical works
such as Manfred von Richthofen, The Red Baron, trans. Peter
Kilduff (New York: Ace Books, 1969) and Ernest Udet, Ace of the
Iron Cross trans. Richard Riehn (New York: Arco Publishing,
1981).

5. While the present article is based primarily on original ac-
counts left by the fliers themselves, there are several excellent
and highly readable secondary works dealing with the Lafayette
Escadrille, including Charles Bracelen Flood, First to Fly, The
Story of the Lafayette Escadrille, the American Heroes who Flew
for France in World War I (New York: Atlantic Monthly Press,
2015) and Samuel Hynes, The Unsubstantial Air, American
Fliers in the First World War (New York: Farrar, Straus and
Giroux, 2014). The Wikipedia article contains a brief, but largely
accurate overview. should consult the Wikipedia article.

6. The two most important primary sources concerning the
Lafayette Escadrille, both of which date to the immediate post-
war years are: Georges Thenault, The Story of the Lafayette Es-
cadrille told by its Commander, trans. Walter Duranty (Pickle
Partners Publishing, 2016) and The Lafayette Flying Corps dur-
ing the First World War, ed. James Norman Hall and Charles
Bernard Nordhoff, 2 vols. (Leonaur, 2014) compiled the United
States army by two Americans who had flown for France—
James Norman Hall and Charles Bernard Nordhoff, who would
later write the Bounty Trilogy. From the researcher’s perspective,
it is a shame that while Hall and Nordhoff published numerous
letters written by American fliers, they failed to name their in-
dividual writers.

7. Other informative primary accounts are: James R. Mac-
Connell, Flying for France with the American Escadrille at Ver-
dun (Garden City, N.Y.: Doubleday, Page & Co., 1919 (the only
account published during the conflict); James Norman Hall,
High Adventure: A Narrative of Air Fighting in France (New
York: Barnes & Noble Digital Library, 2011); Bert Hall [no rela-
tion to James Norman], En LAir (In the Air), Three Years On and
Above Three Fronts (New York: The New Library, 1918); Edwin
C. Parsons, I Flew with the Lafayette Escadrille (San Francisco:
Tannenberg Publishing, 2016.) (First issued as The Great Adven-
ture: The Story of the Lafayette Escadrille.

8. Edward V. Rickenbacker, Rickenbacker (Englewood Cliffs,
New Jersey: Prentice Hall, 1967), especially chapt. 6, “Uncle
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Sam’s Hat-in-the-Ring Squadron.”

9. Hall and Nordhoff, 1:13.

10. Thenault, p. 12.

11. Thenault, p. 13. Several of the other memoirs also mention
this concern.

12. Parsons, I Flew: chapter 2 “Hell on Wings.”

13. For biographies of the three principal French aces, see
Christopher Campbell, Aces and Aircraft pp. 64-68, 92-96, 97-99.
14. His preeminent role in conceiving such a squadron, ac-
knowledged by Thenault, Thaw, Bert Hall, and Parsons, received
official acknowledgment in a postwar communique of the
supreme Allied commander, Ferdinand Foch, a facsimile of which
is printed in Hall and Nordhoff, 1:12.

15. This larger-than-life character receives extensive treatment
in all accounts left by squadron members and the longest biog-
raphical sketch in Hall and Nordhoff, 2:218-29. See also: Camp-
bell, Aces and Aircraft, pp. 69-70. He was the person upon whom
one of the leading characters in the 2006 Warner Brothers film,
Flyboys, was roughly modeled.

16. Bach’s story is told in poignant detail by Parsons in chap. 3,
“Jimmy Bach, Unsung Hero.” After the war, Parsons became an
FBI agent, a novelist and Hollywood screen writer, and in 1937,
set down the first of several accounts relating his flying career.
Having entered the U.S. naval reserve in the 1930s, he returned
to active duty in World War II and rose to the rank of rear admi-
ral.

17. The membership is listed in Hall and Nordhoff, 1:62-63.
18. For Vanderbilt’s role in promoting and financing the es-
cadrille, he was selected as honorary president of the Franco-
American Committee. For an exploration of that role, see: Hall
and Nordhoff, 2:10-11.

19. Hall and Nordhoff, 2:11-15.

20. Hall and Nordhoff, 2:7-10.

21. The letter is printed in Hall and Nordhoff, 1:15.

22. Bert Hall dates the transfer to December 14th, 1914 Hall,
En LAir: chap. 3 “In the Trenches.”

23. MacConnell, Flying for France, “Personnel of the Escadrille.”
24. Thenault, p. 16.

25. Some sources give an alternate date of March 21 at which
point the military gave its final approval.

26. Thenault, pp. 12, 22.

27. Thenault, p. 56.

28. While not a few of the fliers had ivy league credentials, in
his writings, Parsons, who had attended the University of Penn-
sylvania, mocks any need for advanced education as a qualifica-
tion for combat flying. See: Hynes, The Unsubstantial Air, pp.
9-35; Parsons, I Flew, chap. 4 “Guts vs. Erudition.”

29. Parsons, I Flew: Preface.

30. For the story of this colorful raconteur, see not only his ac-
count, but also: Hall and Nordhoff, 2:257-59; and the entry on
Edwin C. Parsons in, Early Birds of Aviation at www.earlyavia-
tors.com/eparsons.htm.

31. Parsons, I Flew: chap. 4 “Guts vs. Erudition.”

32. There is some disagreement among the sources as to
whether this held 27 or 47 bullets. Thenault, p. 37. Parsons, I
Flew, chap. 7.

33. Inhis first chapter, Quentin Reynolds relates the intriguing
story of the synchronized machine gun’s development . See: They
fought for the Sky, pp. 1-11.

34. Thenault, pp. 34-37. In his 1916 account, James MacConnell
supplies the best description of this eagerly-awaited event as
well as providing the date. MacConnell, “Pilot Life at the Front.”
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35. Parsons gives the best account of this event, as well as what
he dubbed “the Bottle of Death.” See: Parsons, I Flew, chap. 1:
“Bottle of Death.” It is he who informs us that this sacred relic
was found decades later among Thaw’s belongings after his death.
36. Thenault, p. 40.

37. MacConnell, Flying for France: chap. 1 “Verdun.” Hall and
Nordhoff, 1:34. See also: Thenault summary (pp. 41-43) of the
squadron’s functioning during this period.

38. On occasion, different memoirs date events slightly differ-
ently. In most cases, where a date is disputed, I have either given
several or used the one provided by Captain Thenault whose ac-
count appears to reflect a written record kept of the squadron’s
activities.

39. Thenault, p. 44. Hall and Nordhoff, 1:48.

40. Thenault, pp. 33-34.

41. Thenault, pp. 48-50.

42. Thenault, p. 52.

43. Thenault, p. 93.

44. Thenault, p. 11.

45. At the end of his book (pp. 121-22), Thenault lists the 38
American volunteers and the five French officers who served in
the Lafayette Escadrille.

46. Thenault, p. 88.

47. Quoted in David Drury’s article, “World War I Flying Ace
Raoul Lufbery,” in website Connecticut History.

48. Bert Hall, En L'Air: chap. 15 “My Pals.”

49. Volume 2 of Hall and Nordhoff’s The Lafayette Escadrille,
contains short biographies of the scores of American flyers who
served France as part of the Lafayette Flying Corps. One of the
longest of these is devoted to William Thaw (pp. 320-26).

50. Parsons, I Flew: chap. 8 “Bill Thaw, Iron Man.”

51. Harry Thaw shot White at a dinner party they were both at-
tending. This highly publicized incident and the ensuing trial in-
spired E. L. Doctorow’s acclaimed best-selling novel, Ragtime.
The 1981 film based on his book won three academy awards.
52. Wikipedia, Benjamin Thaw Sr.

53. Most of the information concerning Thaw in the pre-war pe-
riod comes either from Yale University archives or his 1934 obit-
uary. See: New York Times Obituary of William Thaw II, Monday
April 23,1934, p. 17. I wish to thank Yale archivist, Michael Lot-
stein, for supplying Thaw’s page from the 1915 Yale Classbook,
which also contains information on his early background, not
supplied by official army biographies. Thaw was eventually in-
cluded on a list of non-graduating members of the 1915 class.
54. Parsons, I Flew: chap. 8.

55. Whether or not this was his first venture across the Atlantic
is left uncertain by the sources.

56. A classic account is Barbara Tuchman’s The Guns of August
(New York: Random House, 2014).

57. Bert Hall, En LAir. Chap. 15 “My Pals.”

58. Parsons, I Flew: chap. 8.

59. Hall and Nordhoff, 2:323. Parsons, I Flew: chap. 8.

60. Hall and Nordhoff, 2:323. Parsons, I Flew: chap. 8.

61. Hall and Nordhoff, 2:323. Parsons, I Flew: chap. 8 “Bill Thaw,
Iron Man.” Thenault, p. 16.

62. Hall and Nordhoff, 2:323-24. Parsons, I Flew: chap. 8 “Bill
Thaw, Iron Man.”

63. Hall and Nordhoff, 2:324.

64. Hall and Nordhoff, 2:324. Parsons, I Flew: chap. 8 “Bill Thaw,
Iron Man.” Thenault, p. 17.

65. Hall and Nordhoff, 2:324. Thenault, pp. 17-18.

66. Parsons, I Flew: chap. 8 “Bill Thaw, Iron Man.”

67. Thenault, p. 17.

68. Thenault, p. 17. Parsons says that Thaw was the first to fly
the Caudron G-4, a plane given the inglorious nickname of “the
flying bathtub.”

69. Thenault, p. 17
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70. Parsons, I Flew: chap. 8; Bert Hall, En [’Air: chap. 5 “The
Lafayette Escadrille.”

71. Thenault, p. 19.

72. Parsons tells the tale of their “escape” from American intern-
ment in a manner worthy of Eric Ambler or John LeCarre.

73. Thenault, p. 20.

74. Thenault, pp. 20-21.

75. Thenault, p. 20.

76. Thenault, p. 34.

77. Thenault, p. 43.

78. Thenault, pp. 45-47.

79. Hall, En I’Air, chap. 15.

80. Parsons, I Flew: chap. 8.

81. Hall, En l’Air, chap. 15. Parsons, I Flew: chap. 8.

82. Parsons, I Flew: chap. 8.

83. Thenault, p. 39, 114-15.

84. Acting for the unit, in July, 1917, Thaw was part of the es-
cadrille’s delegation to Paris for joint Franco-American celebra-
tions held at the statues of Washington and Lafayette. Here, he
receiving its American flag knit by the women of Washington.
Thenault, pp. 95-96.

85. Parsons, I Flew: chap. 8.

86. Thenault, p. 99.

87. Thenault, p. 116. The NYT Obit supplies the date of his ap-
pointment to command the Lafayette squadron as October 8,
1917.

88. The pilots appear to have been given a choice either to trans-
fer or remain in the French air service. While the majority trans-
ferred, a few like Parsons, who was fairly critical of the
circumstances surrounding the move, decided to remain in
French service. Parsons, I Flew, chap. 27 “Luf’s Last Take-Off.”
See also: Hall and Nordhoff, 2:259.

89. Telegram from General Pershing (dated Nov. 5, 1917), re-
produced in Hall and Nordhoff's The Lafayette Escadrille,vol. 1,
p. 76.

90. NYT Obituary.

91. NYT Obituary.

92. In 1958, Warner Brothers put out an earlier film entitled,
depending upon the country in which it was released, Lafayette
Escadrille, C'est la Guerre, or With You in My Arms.

93. Among historical inaccuracies in the film Flyboys: the inclu-
sion of a lion in the film is an anachronism. The film dates the
action to summer, 1916, while the first lion would not arrive until
mid-September. On the other hand, how could a film about the
Lafayette Escadrille not depict a lion?

94. Judith Ann Schiff, “Yale’s World War I flying ace,” Old Yale,
Yale Alumni Magazine, January/February, 1915.

95. The story of the lions is told by various members of the
squadron with some variations. See, in particular: Thenault, pp.
58-60, 83-84; MacConnell, Flying for France, chapter 2 “Verdun
to the Somme” reprinted in Hall and Nordhoff, 1:38; Parsons, I
Flew: chap. 13 “Whiskey and Soda.”

96. MacConnell, Flying for France; Hall and Nordhoff, 1:38.
97. MacConnell, Flying for France; Hall and Nordhoff, 1:38.
98. Thenault, p. 59.

99. Thenault, p. 59.

100.Thenault, pp. 83-84.

101.Thenault blames it on the French; while Parsons seems to
blame the Americans.

102.Both have a permanent place of honor resting on the base
of the Lafayette Escadrille Memorial at Marnes-la-Coquette,
near Paris.

103.Thenault, pp. 62, 65-66.

104.Parsons, I Flew: chap. 13 “Whiskey and Soda.”
105.Thenault, p. 110.
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Spitfires: The American Women Who Flew in the
Face of Danger During World War II. By Becky Aik-
man. New York: Bloomsbury. 2025. Photographs. Bibliogra-
phy. Notes. Index. Pp. 345. $31.99. ISBN: 978-1-63557-656-6

This is Aikman’s story of American women pilots who
served with Britain’s World War II Air Transport Auxiliary
(ATA). Drawing on diaries, letters, and interviews, she pro-
vides valuable access to personal archives that enrich the
emotional texture of the story. Her research is thorough,
and she deserves credit for preserving voices that might
otherwise have been lost.

However, the book’s tone and editorial choices undercut
its potential as serious history. Aikman’s writing style is
highly informal, often veering into flippancy. At its best, the
tone makes the narrative accessible. At its worst, it trivial-
izes the subject. Phrases such as “pilots mounting the phal-
lic fuselages of their airplanes” reflect a modern nod to
gender politics but come at the expense of respect for the
technical and personal stakes of wartime aviation. This
style may appeal to readers looking for interpersonal
drama, but it risks reducing the ATA girls’ accomplish-
ments to something shallow and sensational.

A deeper problem is how Aikman filters the story
through a distinctly 21st-century gender-war lens. She em-
phasizes romantic entanglements, rivalries, and personal
trauma at the expense of operational context or technical
detail. The emotional toll of flying under dangerous condi-
tions was real, but by prioritizing emotional texture over
historical structure, the book misses the opportunity to fully
convey what these women actually did in the cockpit.

Aikman devotes considerable attention to the women’s
sexual behavior and heavy drinking. Yet numerous studies
(e.g., the International Society for Sexual Medicine’s 2023
review, Park, et al. (2021, South Korea), a BYU PhD disser-
tation on stress and hypersexuality, and a 2023 Italian clin-
ical study) establish a clear link between compulsive sexual
behavior and extreme occupational stress. Similar accounts
are common in biographies of male combat aviators. As this
behavior is already well documented across genders, its in-
clusion here feels excessive. Rather than deepening the nar-
rative, these episodes come off as salacious distractions.

The absence of serious discussion about piloting tech-
niques is particularly troubling in a book about pilots. These
women flew a range of demanding aircraft (e.g., Spitfires,
Wellingtons, Mosquitos), often in hazardous weather, with
no radios, relying on maps, compasses, and skill. Yet Aik-
man offers almost no insight into how physically small pi-
lots adapted to heavy, unboosted controls or long hours in
the cockpit. Clare Mulley’s The Women Who Flew for Hitler,
by contrast, describes workarounds such as using two
hands on the stick or flying with cushions and pedal exten-
sions—details that reveal both ingenuity and resilience. Ig-
noring this crucial aspect of ATA women is unfortunate.

Jackie Cochran receives particularly unbalanced treat-
ment. Aikman suggests that Cochran was illiterate—an un-
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substantiated claim never explored further. Her early de-
parture from the ATA is framed as a personal failure, while
her considerable achievements are largely dismissed.
Rhonda Smith-Daugherty’s biography of Cochran offers a
more even-handed view, acknowledging her flaws while still
recognizing her lasting impact.

There is real heroism in this story. These women over-
came institutional suspicion, cultural resistance, and the
physical challenges of flying high-performance aircraft in
unforgiving conditions. When Aikman lets their words and
actions speak for themselves, the book is compelling. But
too often she imposes a contemporary lens that distorts
rather than clarifies.

With significant and serious reservations, I recommend
the book. Readers new to the subject may like its immedi-
acy and emotion. Those seeking technical insight, historical
balance, and an appreciation of the women’s courage and
competence may be unsatisfied.

Gary Connor, docent, National Packard Museum, Cortland
OH

Yom Kippur War 1973: Airpower in Israel’s Hardest-
Fought War. By Shlomo Aloni. New York: Osprey, 2024.
Maps. Tables. Diagrams. Illustrations. Photographs. Notes.
Bibliography. Index. Pp. 96. $25 paperback. ISBN: 978-1-
4728-5828-3

Over the years, Shlomo Alomi has established himself
as one of the foremost experts on the Israeli Air Force. He
has produced dozens of books, including at least five for Os-
prey.

This volume, part of Osprey’s Air Campaign series, fol-
lows an established sequence. The introduction briefly cov-
ers the events after the 1967 Six-Day War and before the
1973 conflict. The chronology summarizes the more impor-
tant events year by year, until Egypt and Syria attacked in
October 1973.

Alomi reviews the capabilities of the attackers and de-
fenders in two short chapters. He then examines the cam-
paign objectives.

About two thirds of the text is devoted to the campaign.
Proceeding mostly in chronological order, Alomi looks at the
Israeli operations in detail. Half the campaign chapter cov-
ers the first three days, October 6-8, when Arab states held
the strategic initiative. As both fronts stabilized, the Israelis
switched to offensive operations by October 14. These con-
tinued until a ceasefire took effect October 24.

With Israel desperately on the defensive, its forces had
to change prewar plans rapidly in order to counter early
Arab successes. Consequently, Israeli pilots frequently
found it necessary to fly missions that were less efficient
than those that had been anticipated prior to the war.

Israeli intelligence had accurately evaluated the capa-
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bilities of the primary Arab surface-to-air-missile systems
of Soviet manufacture, the SA-2 and SA-3. These systems
had proved their worth defending North Vietnam from
American attacks. However, neither the Israelis nor west-
ern intelligence in general knew much about the SA-6, also
acquired from the Soviet Union. The SA-6, mounted on mo-
bile launchers that allowed it to advance with ground
forces, proved a formidable foe that took Israel some time
to counter with appropriate tactics and jamming equip-
ment.

Air-to-air combat proved to be one-sided in Israel’s
favor, but attacks on Arab airfields resulted in mixed re-
sults. Both these missions, especially in the early days, de-
tracted from interdiction and close air support. Differences
of opinion on how to use air power arose between the army
and the air force, especially with the fluid situation on the
ground.

Treating this subject—which the book’s back cover de-
scribes as “perhaps the most intensive and savage air war
in history”—in a mere 96 pages posed a significant chal-
lenge. Aloni’s inclusion of high-command decision making
based on Israeli documents offers insight into how the
process worked under duress. This aspect should interest
readers already familiar with this conflict. Otherwise, I
found this work a bit disappointing, as it limits mention of
the ground war and of the Arab air forces, particularly sur-
prising given the amount of literature now available in
western publications.

Steven D. Ellis, Lt Col, USAFR (Ret), docent, Museum of
Flight, Seattle

American Experimental Fighters of WWIIL: The Pur-
suit of Excellence. By Tony Buttler. Manchester UK:
Crecy Publishing, 2024. Photographs. Drawings. Illustra-

tions. Glossary. Bibliography. Notes. Appendices. Pp. 320.
$49.95. ISBN: 978-1-80035310-7

This is a deep dive into the forgotten and often futuris-
tic corners of World War II aviation history. While most
readers are familiar with the war-winning fighters—the
Thunderbolt, Mustang, and Hellcat—Buttler turns the
spotlight onto aircraft meant to replace them. These exper-
imental fighters, developed during the war but rarely pro-
duced, were shaped by rapid advances in technology: jet
propulsion; turbo-supercharging; novel aerodynamic con-
cepts; and stronger, lighter materials.

The aircraft that ultimately won the air war had all
begun development before the US entered the war. Buttler’s
were conceived during wartime as next-generation designs
meant to exceed the performance and capabilities of already
successful platforms. Projects such as the Vultee XP-54,
Curtiss XP-55, and Northrop XP-56 embodied radical
pusher propellers, tailless airframes, and ambitious power-
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plants. The Bell XP-59 and Lockheed XP-80 even pointed
toward the jet age. Their development paved the way for
postwar aircraft.

A fascinating, though not fully explored, undercurrent
throughout Buttler’s book is the concept of independent con-
vergence or convergent thought in aircraft design. During
the early 1940s, designers around the world—working in
isolation and often without knowledge of each other’s pro-
grams—Dbegan producing remarkably similar configura-
tions. Curtiss’ XP-55, Sweden’s Saab 21, and Japan’s
Kyushu J7W1 Shinden featured a rear-mounted engine, tri-
cycle landing gear, and a canard. Similar design challenges,
technological tools, and aerodynamic knowledge led engi-
neers in vastly different geopolitical contexts to pursue sim-
ilar solutions. These parallels were not the result of
espionage or imitation, but of engineers arriving independ-
ently at what seemed to be optimal configurations for next-
generation fighters. It is a reminder that aviation history
is often global, even when innovation appears to be na-
tional.

Buttler also highlights the tension between emergent
concepts and proven science. Design features such as lam-
inar flow airfoils remained highly influential in US design
thinking. These concepts promised practical, measurable
performance gains and easy incorporation using existing
manufacturing techniques. In contrast, more radical ideas
such as swept wings, which offered major advantages at
transonic speeds, had negligible impact on piston-powered
aircraft, since few could operate reliably in that flight
regime. Not until jet engines allowed aircraft to consistently
approach and exceed Mach 0.8 was the true aerodynamic
value of swept wings apparent and adopted. Thus, the ex-
perimental fighters of World War II sit at an intersection
between traditional aerodynamics and a future that had
not quite arrived.

This book is technically rich and visually dense, with a
staggering amount of material. Buttler provides detailed
specifications, timelines, and performance estimates, many
of which were derived from primary sources and manufac-
turer archives. He paints a compelling picture of a US mil-
itary eager to harness innovation in its quest for aerial
dominance.

That said, the book is not without its frustrations. Five
lines into the introduction, Buttler refers to the “F6F Wild-
cat,” an error that immediately raises red flags. This altered
my reading approach. If such a basic factual error made it
through the author, editors, proofreaders, and production
team, what other subtler mistakes might be lurking? It
turns out that the book is riddled with typographical and
factual errors, especially in photo captions—the sheer num-
ber becomes a constant distraction. For a book of this qual-
ity and price, more rigorous editorial oversight should be
expected

Still, there are bright spots. The two brief appendices’
discussions of aerodynamics and propulsion are particu-
larly intriguing. They offer helpful context for understand-
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ing why many of the experimental designs failed to meet
expectations, and how engineers were grappling with rap-
idly shifting frontiers of flight.

This is a valuable, if flawed, resource. Its technical am-
bition and visual scope are admirable. But the lack of edi-
torial care significantly undermines what could have been
a definitive reference on America’s wartime aerospace
imagination.

Gary Connor, docent, National Packard Museum, Cortland
OH

Mediterranean Sweep: The USAAF in the Italian
Campaign. By Thomas McKelvey Cleaver. New York: Os-
prey Publishing, 2025. Maps. Photographs. Glossary. Bibli-
ography. Index. Pp. 320. $32.00. ISBN: 978-1472-86345-4

Over the past 25 years, Cleaver, a former Marine, has
written more than a dozen books about military and naval
aviation from World War II through Vietnam. He preceded
this volume with Turning the Tide: The USAAF in North
Africa and Sicily.

In this latest work, Cleaver chronicles the impact of
Army aviation in Italy. In 11 chapters, he discusses how air
power affected the ground campaign. But first, he reviews
Italy’s alliance with Germany and describes Italy’s political
climate shortly before that country’s unconditional surren-
der to the Allies in September 1943.

With the Germans choosing to mount a clever defense
of the peninsula under the command of Albert Kesselring,
Allied ground forces failed to find an easy road forward. Op-
eration Avalanche (the landing at Salerno) provided a
glimpse of what lay ahead, as the Germans almost defeated
the Allied buildup.

Kesselring, expecting to fight with inferior numbers, in-
stead relied on the favorable topography to build a defense
in depth. While gradually giving ground in the face of over-
whelming firepower, he directed his troops to maximize the
number of Allied casualties.

Benefitting from bad weather and favorable terrain,
the Germans’ Gustav Line centered on the monastery at
Monte Cassino, an impediment that stymied the Allies for
several months. Seeking an alternative, Allied forces landed
at Anzio closer to Rome. However, they failed to take the
high ground and remained bottled up until breaking
through the Gustav Line. Instead of cutting off the Ger-
mans’ retreat, American commander Mark Clark chose to
liberate Rome. North of Rome, Kesselring formed another
formidable barrier, the Gothic Line.

To give the Allies their best chance of defeating the Ger-
mans, the Army Air Forces attempted to keep constant
pressure on supply lines while still supporting troops in
contact. However, attack aircraft carrying full bomb loads
faced range limitations. Consequently, the island of Corsica
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eventually became an essential base for aircraft.

Cleaver details how Allied commanders relied on their
air assets to accomplish three distinct missions: air superi-
ority, interdiction, and close air support. In this theater, the
North American A-36 dive bomber enjoyed its widest use.
Eventually, the Republican P—47 became the dominant air-
craft, replacing the A-36 and Curtiss P—40. Lockheed P—
38s also played a significant role. North American B-25s
focused on interdiction.

Relying exclusively on secondary sources, Cleaver
sprinkles personal accounts throughout the chapters as the
Allies moved north. A portion of the narrative deals with
the real B—25 group in which author Joseph Heller served
before writing his novel Catch-22. He also includes a chap-
ter on the Italian air forces.

While the numerous anecdotes provided by flyers be-
come somewhat repetitive at times, they do provide excel-
lent insight into some of the more memorable moments and
missions. Cleaver’s overall knowledge of the theater makes
this book ideal for readers unfamiliar with the impact of air
power in Italy.

Steven D. Ellis, Lt Col, USAFR (Ret), docent, Museum of
Flight, Seattle

Iran-Iraq Naval War Volume 2: Convoy Battles, 1981-
1984. By Tom Cooper, Sirous Ebrahimi, and E.R. Hooton.
Warwick UK: Helion, 2024. Maps. Illustrations. Photo-
graphs. Notes. Bibliography. Pp. 72. $29.95 paperback.
ISBN: 978-1-915070-80-7

With many titles to his credit, Tom Cooper has estab-
lished himself as one of the top writers in English about
Middle Eastern military affairs. Cooper received assistance
from Sirous Ebahimi, an experienced captain and pilot in
the Iranian merchant marine, and E. R. Hooton, who pub-
lished a book on the Iraqi-Iranian tanker war and teamed
with Cooper previously on four works about the two na-
tions’ ground war.

Iraq, hoping to take advantage of Iran’s inexperienced
government after the Islamic revolution, attacked that na-
tion in September 1980. After Iraqi successes the first two
years, the Iranians regained lost territory and eventually
moved across the border before a stalemate developed. The
two sides agreed to an armistice in 1988.

While Iraq received substantial assistance from France
and the Soviet Union, Iran depended initially on US arms
delivered before the revolution. Because of the US arms em-
bargo and overall isolation, the Iranians transported most
of their goods by sea through the Persian Gulf, well within
the range of Iraqi forces.

After providing some background, Cooper focuses on
air power’s ability to influence control of the seas. Both na-
tion’s navies consisted primarily of relatively small vessels,
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compared to blue-water navies. The Iranian navy developed
a convoy system whereby it would escort assorted commer-
cial vessels both inbound to or departing from Iranian ports.

Well before the Exocet air-to-sea missile made head-
lines in the Falklands War between Great Britain and Ar-
gentina in 1982, the Iraqis successfully used the weapon
against Iran beginning in 1981. Frequently launched from
Aérospatiale SA 321 Super Felon helicopters, the Exocet
and Soviet-built missiles forced the Iranians to devise nu-
merous countermeasures. These included decoys made of
buoys relocated every night as well as escorting Bell AH-1
Cobra gunships.

Iraq also launched missiles from its fighter aircraft. So-
viet-built MiG-23s and Su-22s dominated the Iraqi opera-
tions. The Iranians countered with McDonnell Douglas F—4
Phantoms and Grumman F-14 Tomcats. While the F-14s
with their longer-range Phoenix missiles had a technical
advantage, parts shortages limited their use. Furthermore,
they required air-to-air refueling to remain available for es-
cort duties. Over time, the Iraqis learned how to monitor
refueling. They also learned how to counter the F—14s with
clever air-to-air tactics.

During the three years discussed, the Iraqis sank or
disabled more than a dozen vessels. However, they failed to
completely sever Iran’s nautical links to the outside world.
Iranian tugs, both from the Iranian navy and its Port and
Maritime Organization, proved to be the unsung heroes.
Time and again they towed disabled vessels to safety. Per-
haps the Iraqis missed an opportunity by failing to elimi-
nate the tugs.

This book is highly recommended for anyone with an
interest in air power and sea control. One cautionary note:
Cooper points out in the beginning that he depended almost
entirely on Iranian documents with little available from the
Iraqi side.

Steven D. Ellis, Lt Col, USAF (Ret), docent, Museum of
Flight, Seattle

France 1940: The first great clash of World War II Air-
power. By James S. Corum. Oxford UK: Osprey, 2025. Pho-
tographs. Maps. Diagrams. Illustrations. Bibliography.
Index. Pp. 96. $25.00 paperback. ISBN: 978-1-4728-6483-3

The fall of France during May and June 1940 is one of
the most debated battles of World War II. This new entry in
Osprey’s Air Campaign series is a concise analysis of the
defeat of a numerically superior Allied air force by the Luft-
walffe in just a few weeks. Veteran military historian James
S. Corum has authored many titles, especially on this phase
of World War II. In particular, he expands upon themes ap-
pearing in his Luftwaffe, 1918-1940 (1997) in this volume.

The book presumes no prior knowledge on the reader’s
part. Profiles of key players, weapons, orders of battle, and
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the political and military situation in May 1940 provide
context. A detailed, but easily understood, narrative relates
the Wehrmacht’s May 10 offensive, and Allied efforts to
stem the tide. The familiar accounts are here: flawed Allied
aerial interdiction, the breakthrough at Sedan, the desper-
ate evacuation at Dunkirk, and the Luftwaffe’s practiced
dogfighting and tactical-air-support skills. A lack of effective
communications hampered French Air Force operations. Ul-
timately misguided, but hopeful, planning resulted in RAF
efforts to bomb targets in Germany as a substitute for tac-
tical air support over the battlefield. Political indecision in
London and Paris squandered opportunities in the field.
The campaign ended in just six weeks.

Historians have debated this unexpected collapse ever
since. Some studies (Jackson, 1975; Murland, 2022) contend
the Allies were outmatched in the air technologically and
numerically. Terraine (1985), Cain (2002), and Baughen
(2018) ascribe the loss to unsure leadership, flawed military
forecasting, and resultant faulty procurement policies of the
interwar years.

Corum makes it clear that determining the cause of
failure is not easy. The World War I armistice left the French
Air Force with world-leading aviation technology, tactical
doctrine, and command and control. The ensuing 20 years
witnessed uncertain planning, ineffective aircraft design,
and an emphasis on cost savings, with a subsequent ad-
verse impact on combat readiness.

The book concludes that the success of an air force de-
pends on sound leadership, clearly articulated strategies,
operations planned to meet those goals, and aircraft de-
signed to perform those missions. Appropriate mainte-
nance, training, and command and control facilitate combat
readiness.

Corum has mined original sources in numerous
archives; the bibliography is extensive. There are well-ren-
dered maps and diagrams of significant battles. Graham
Turner’s vivid illustrations are a key feature. The photos il-
lustrate points made in the text about aircraft, airmen, and
battle locations, although most have been seen before. Read-
ers may miss the air-combat accounts of other works (Cull,
Lander, and Weiss, 1995), but Corum’s crisp analysis and
decisive conclusions set this work apart.

It appears as though Osprey shoehorned a work that
deserved hardcover treatment into its standard 96-page for-
mat with small type and, apparently, arbitrarily truncated
certain passages to fit the space. However, Corum’s lively
and engaging style accomplishes the rare feat of making an
analytical work approachable to the casual reader. This
book should be in the library of anyone interested in the air
war over France in 1940.

Steven Agoratus, Hamilton NJ
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Chrome Dome 1960-68: The B-52’s High-Stakes Cold
War Nuclear Operation. Peter E. Davies. Oxford UK: Os-
prey Publishing, 2024. Photographs. Maps. Illustrations.
Table. Bibliography. Index. Pp. 96. $25.00 paperback. ISBN:
978-1-4728-6054-5

Peter Davies’ work offers a fascinating and in-depth
look at the B—52’s nuclear mission during the Cold War.
The Air Force’s Strategic Air Command (SAC) kept nu-
clear-armed B-52 Stratofortress bombers airborne around
the clock for a period of eight years, ensuring that the
United States maintained a constant deterrent against a
Soviet attack. At the height of Operation Chrome Dome,
twelve nuclear-armed B—52s flew routes over Thule (now
known as Pituffik), Greenland, the Arctic, or over the
Mediterranean Sea. These missions lasted 22-24 hours
and included several air-to-air refuelings from KC-135
Stratotankers.

To tell the complete story, Davies weaves in the
human, technical, and strategic elements to give his read-
ers a more complete history of Chrome Dome as well as an
understanding of the operational risks. He begins this his-
tory before Operation Chrome Dome began so as to give
the reader a complete understanding of SAC’s deterrence
role. His holistic approach adds depth to the story and is
a strength of his work. Rather than simply focus on the
technical data and potentially dry strategic summaries,
Davies includes firsthand accounts from aircrew and
maintenance personnel. Including their stories, brings
Chrome Dome to life. This helps to highlight the personal
cost of constantly flying nuclear-armed bombers in the ex-
ceptionally life-or-death, high-stakes mission of nuclear
deterrence.

Finally, Davies discusses the dangers of continuously
flying a fleet of nuclear-armed aircraft. He includes discus-
sions on nuclear accidents, known as “Broken Arrows,” at
Yuba City, California; Greensboro, North Carolina; Palo-
mares, Spain; and Thule, Greenland. The last of these, along
with the increased fielding of intercontinental ballistic mis-
siles, contributed to the decision to end Operation Chrome
Dome in1968.

The book is well illustrated with maps, diagrams, and
photographs that all contribute to the story. The photo-
graphs include very detailed captions to provide readers a
clear understanding of the image’s importance as part of
the Operation Chrome Dome story.

However, Chrome Dome 1960-1968 is not without its
flaws. At times the narrative appeared to jump around and
seem slightly disjointed. Additionally, the map of the vari-
ous SAC bases has several glaring errors including one base
(Carswell AFB) placed in the wrong location, and one base
(Loring AFB) being mislabeled as Ellsworth AFB.

In summary, despite these problems, the book is defi-
nitely a positive contribution to the genre of Cold War his-
tory. It is a good read for those interested in Cold War
bomber operations as well as military history enthusiasts,
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particularly those interested in Cold War aviation and nu-
clear strategy.

Lt Col Daniel J. Simonsen, USAF (Ret), Alexandria VA

Before the Storm: RAF Fighters 1920-1939. By: Martin
Derry and Neil Robinson. Barnsley UK: Pen and Sword,
2025. Photographs. Drawings. Charts. Glossary. Bibliogra-
phy. Appendices. Pp. 104. $22.73 paperback. ISBN: 978-1-
52678618-0

Derry and Robinson’s book is an ambitious and visually
striking start to a planned three-volume series examining
the Royal Air Force between the World Wars. This first in-
stallment focuses on fighters, tracing the evolution from the
Sopwith Snipe to the Hawker Hurricane and Supermarine
Spitfire. Yet readers expecting a conventional narrative his-
tory will quickly realize this is something different. The
book is a heavily annotated photo album, meticulously cu-
rated and deeply informative, but unconventionally edited.

Each of the 19 aircraft covered is presented through an
abundance of photographs, technical drawings, and lengthy
captions—some exceeding 150 words. These captions are
mini-essays in themselves, packed with detail on serial
numbers, squadron assignments, camouflage patterns, and
modifications. Aircraft modelers and restoration historians
will find this level of granularity invaluable. The research
that went into identifying and describing each image is
clearly exhaustive, and the authors’ ability to link individ-
ual airframes to their units, operational history, and final
disposition is impressive.

While the book’s stated aim is to chart the technological
path from biplane relics of the Great War to monoplane
thoroughbreds on the eve of the Second World War, it gives
surprisingly little attention to the design and engineering
drivers behind that transformation. Discussions of aerody-
namic advances, structural innovation, and engine devel-
opment are sparse. There are no pilot impressions or
discussions of the rate of climb or turning radius. What
technical commentary there is tends to be descriptive
rather than analytical. This leaves a gap for readers inter-
ested in how strategic priorities, materials science, or air-
combat doctrine shaped aircraft design in this period.

Armament is covered, with each type’s gun configura-
tion noted, starting with dual machine guns and culminat-
ing in the eight .303 caliber Brownings that became the
RAF’s late-1930’s standard. However, the authors treat this
configuration as a logical endpoint rather than another
transitional phase. The rapid shift to 20mm-cannon arma-
ment—which had a slower rate of fire but longer range and
vastly greater destructive power—is overlooked, despite its
importance in the initial stages of World War II air combat.

One of the book’s more curious omissions is any
thoughtful consideration of cost, coordination, or compara-
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tive procurement. The sheer number of distinct fighter
types fielded by the RAF in the interwar period is stagger-
ing, yet readers are given little sense of how these programs
were financed or how they stacked up against contempo-
rary efforts in France, Germany, Italy, or the United States.

That said, the appendices are superb. The breakdown
of fighter unit assignments is clear and authoritative, while
the section on camouflage and finishes is particularly en-
lightening. The authors detail the evolution of paint types
and application methods, even noting the different chal-
lenges of painting metal and fabric surfaces—knowledge
often left out of more traditional narratives.

Physically, the book is well produced. Though a soft-
cover, it uses high-quality paper that presents photographs
and drawings to significant effect. Before the Storm is not a
traditional history, but for readers who value visual docu-
mentation and detailed captioning, it offers a wealth of in-
formation and sets a promising tone for the forthcoming
volumes on RAF bombers.

Gary Connor, docent, National Packard Museum, Cortland
OH

The Allied Neutralization of Rabaul, Japan’s Major
South Pacific Base. By Jon Diamond. Havertown PA: Pen
& Sword, 2024. Maps. Abbreviations. Photographs. Bibliog-
raphy. Pp. 212. $29.95 paperback. ISBN: 971-1-03610-203-
6

Diamond, an American physician, has written more
than a dozen books about World War I1. Some of them dealt
with various aspects of combat in the southwest Pacific. In
this work, part of Pen & Sword’s Images of War series, he
has mined the national archives for photographs and in-
cluded a few from his personal collection.

The format for Images of War will be familiar to readers
of Arcadia Publishing’s series of local histories, though Im-
ages of War is published in a slightly larger format. As with
Arcadia, Images of War depends on photographs and their
captions to tell the story. Ordinary text is quite limited, with
a chapter averaging about six pages and 35 black-and-white
images of reasonable quality.

With one exception, Diamond proceeds in chronological
order. He begins by recognizing the significance of the port
area of Rabaul on the island of New Britain. The Japanese
captured it from Australia early in 1942 and established
their regional logistics hub there. Intending to isolate Aus-
tralia from the US west coast, the Japanese attempted to
dominate New Guinea and the Solomon Islands. The Amer-
ican and Australian counterattacks over the next two years
focused on pushing the enemy out of the region.

The Allies gained momentum in 1943. With direction
from Washington, General MacArthur (commanding Allied
forces in New Guinea) and Admiral Halsey (commanding
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the Solomons area) determined that isolating Rabaul posed
a better option than invading it. To achieve this objective,
the Allies engaged the Japanese in fierce fighting at sea, in
the air, and on land.

Allied air power scored a major victory when it deci-
mated a Japanese convoy attempting to reinforce Lae, New
Guinea, with troops from Rabaul. This became known as
the Battle of the Bismarck Sea (March 1943).

Before looking at the land campaigns, Diamond devotes
a chapter to the key decisionmakers on both sides. He sum-
marizes their careers, on average, in about 200 words. In
this chapter, he also summarizes each side’s air order of bat-
tle.

The fourth and fifth chapters deal with ground opera-
tions. The former reviews MacArthur’s advance up New
Guinea’s northern coast. The latter covers Halsey’s moves
northward in the Solomons.

By capturing or building airfields increasingly closer to
Rabaul, the Allies used air power to relentlessly hammer
the airfield, port facilities, and whatever shipping they could
find in Simpson Harbor. However, this success came with
significant losses. But the Allies’ ability to reinforce the re-
gion faster than the Japanese proved decisive. Ultimately,
the Japanese garrison in Rabaul proved powerless over the
final year of the war.

This book features exceptional maps. These are partic-
ularly helpful for locations unfamiliar to many readers. The
work is best suited for readers with a serious interest in rel-
evant photographs.

Steven D. Ellis, Lt Col, USAFR (Ret), docent, Museum of
Flight, Seattle WA

Idflieg: The Establishment and Expansion of the
German Air Force 1910-1918. By Michael Diising. Reno
NV: Aeronaut Books, 2025. Tables. Diagrams. Illustrations.
Photographs. Notes. Appendices. Bibliography. Index. Pp. iv,
384. $69.99 paperback. ISBN: 978-1-964637-20-4

Idflieg 1910-1918 represents a foundational contribu-
tion to the study of German military aviation administra-
tion during the First World War. As the first comprehensive
English-language monograph dedicated to the Inspektion
der Fliegertruppen (Inspectorate of Flying Troops), this
work offers an authoritative and deeply contextualized
analysis of the institutional structures that guided the ex-
pansion, procurement, and oversight of Germany’s wartime
air service.

Far more than a chronological overview, Diising’s study
reconstructs the internal architecture and evolving respon-
sibilities of Idflieg, tracing its emergence from within the
Prussian War Ministry in 1910 through to its wartime role
at the nexus of aeronautical development, industrial coor-
dination, and operational readiness. Diising’s methodical
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approach situates Idflieg not as an abstract command
structure, but as a critical actor in shaping aeronautical pol-
icy and prioritization under conditions of chronic material
constraint and strategic uncertainty:.

Drawing extensively on holdings from the Militdrar-
chiv Freiburg and the Deutsches Technikmuseum Berlin,
Diising marshals a robust evidentiary base. Particularly
significant is the inclusion of complete listings of airplanes
ordered by both Idflieg and the Imperial Naval Office, pro-
viding researchers with an essential tool for distinguishing
procurement trends and service-branch priorities across the
land-based and naval-aviation domains.

The appendix material alone is a major contribution,
comprising original procurement protocols, aircraft inven-
tory data, and production tables—many of which have not
previously been assembled in a single reference. The book’s
more than 630 illustrations complement the text with a rich
visual record, including numerous images sourced from
lesser-known repositories and period documentation,
though the extent to which these materials are previously
unpublished is not explicitly stated.

Diising also addresses longstanding historiographical
gaps. His treatment of the office of the Chief of Field Avia-
tion, the role of the Commanding General of the Air Force,
and the implications of the Amerika-Programm of 1917 of-
fers clarity and depth on topics that have often remained
peripheral in broader narratives of German aviation.

Of particular interest is the dispassionate analysis of
Idflieg’s decision-making in aeronautical engineering. Diis-
ing explores the conservatism of its aero engine strategy
(especially the reluctance to shift from inline-six to V8 or
V12 designs) and contrasts this with the comparatively suc-
cessful policies behind airframe innovation, including sup-
port for the J-type and the early adoption of all-metal
construction in partnership with Junkers and Dornier.

This is not a work of hagiography. Diising is unflinching
in detailing Idflieg’s strategic missteps, such as the squan-
dered design potential of the AEG D.I or the misdirected
enthusiasm for triplane configurations in 1917. Yet these
are balanced by measured insights into the structural lim-
itations imposed by Germany’s wartime economy, and the
remarkable adaptability of its aeronautical administration
given those constraints.

This is essential reading for aviation historians, re-
searchers, and archival scholars. It marks a new bench-
mark in the historiography of the Luftstreitkrifte, offering
both a critical analysis and a lasting documentary founda-
tion for future inquiry. Aeronaut Books is to be commended
for producing this volume with a level of editorial care and
visual clarity befitting its importance.

Carl J. Bobrow, Quondam Alfred V. Veruville Fellow, National
Air and Space Museum
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Ju 87D/G Stuka vs T 34: Eastern Front 1942-45. By
Robert Forsyth. Oxford UK: Osprey, 2023. Photographs.
Maps. Illustrations. Tables. Index. Pp. 80. $23.00 paperback.
ISBN: 978-1-4728-5475-9

This is another entry in Osprey’s “Duel” series. Typical
of all of their products, it is an image-heavy effort support-
ing a clear and smoothly written narrative. Forsyth has in-
cluded a significant amount of biographical material to add
a human element to the titular hardware subject matter.

The narrative opens with short histories of the design
and development of the hardware. I would have liked more
detail on the work done by Junkers to fine-tune the concept
of a dive-bomber. For much of the Stuka’s development, it
received hot-and-cold support from the Luftwaffe. In “nor-
mal” bureaucracies, this start/stop would have resulted in
the lack of a steady funding stream to pay for development
of a complex weapon system. But the Stuka survived to be-
come an iconic weapon in the German arsenal.

The T-34 story was different. The Russians knew they
needed an armored vehicle that could stand up to the Ger-
man panzers. Unfortunately, many of the most capable de-
signers and armor tacticians were also victims of Stalin’s
purges. When people are purged, their ideas often suffer a
similar fate. But the need for the T-34 facilitated its sur-
vival. It, too, became an iconic World War II weapon.

Forsyth makes clear that this air-vs-armor duel came
about only because of the German panzers’ inability to go
head-to-head with the mass of Russian armor. Russian fac-
tories were turning out T-34s at four times the rate of their
German industrial counterparts. Using the Ju 87 to stop
the mass of Russian armor was the equivalent of sticking a
finger in the dike. The Ju 87s did enjoy occasional successes,
and Forsyth does an excellent job explaining why these vic-
tories were the exception and not the rule. For a time, the
Germans accepted a 1:1 victory ratio and called it a success.
Even after taking the radical step of fitting 37mm anti-
armor guns to the Ju 87G and upgrading gravity bombs to
500kg, there was no way to inflict sufficient casualties to
Russian armor to make a difference in the war. Much like
the Luftwaffe’s experience against Allied airpower in the
West, the Germans found themselves on the losing side of
the industrial battle.

I have come to consider these short Osprey offerings as
the literary equivalent of culinary hors d’oeuvres: small,
tasty, and interesting. Books can be memorable if well done,
as this book is. But their size is a limitation, and much is
left unsaid. Was the 37mm Bordkanone more effective than
gravity weapons? Considering the Stuka’s rudimentary
aiming device, was a lack of accuracy the reason 500kg
bombs were needed? If so, why not focus on bombing system
improvements and avoid the performance penalties of the
under-wing cannon mounts? Since her work on the Stuka
was good enough to save her and her husband’s lives, was
Melitta von Stauffenberg involved in the Ju87 D/G pro-
grams? Were there lessons learned from the Ju 87G gun-
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ships that were included in the development of the Hs
129B2/R3? So many unanswered questions.

That said, Ju 87D /G Stuka vs T 34 is tasty in its own
right. There are worse ways of spending a couple hours than
enjoying Forsyth’s work.

Gary Connor, docent, National Packard Museum, Cortland
OH

Me 262 Units in Combat. By Robert Forsyth. Oxford UK:
Osprey, 2024. Photographs. Illustrations. Bibliography.
Index. Pp. 96. $25.00. ISBN: 978-1-4728-6077-4

Osprey’s Combat Aircraft series has been a staple on
my bookshelves almost as long as I have been a aircraft-
model builder. This book is another excellent addition to my
library. The detailed photographs and color profiles satisfy
the modeler in me. The information and firsthand accounts
definitely call to my inner historian.

Forsyth has written many books and articles on the
Luftwaffe—over a dozen for Osprey alone. He begins this
book with an interesting historical tidbit on what may be
the first description of “jet” propulsion approximately 2000
years ago. Advancing to the 1930s, he focuses on develop-
ment of Whittle’s turbojet (in a Gloster airframe) and
Campini’s motorjet (in a Caproni airframe).

In Germany, Messerschmitt and Heinkel were respon-
sible for airframe development while Junkers and BMW
handled engine development. Messerschmitt’s Me 262 de-
sign took its first flight in early 1941. Despite that early
start, deployment was delayed until 1944 due to the cut-
ting-edge nature of the aircraft and, equally, by political in-
terference—especially the demand that the Me 262 be
produced as a fighter-bomber and schnellbomber (fast
bomber) first instead of a pure fighter. In the end, the loss
of production facilities, bases, and production materials
(largely due to Allied bombing efforts that the Me 262 was
originally intended to counter) quashed the hope of the Me
262 saving the Reich.

The book’s nine chapters are extensively researched
and written in a concise and novice-friendly format. They
examine the full Me 262 life cycle from design through
operations. I was especially drawn to the weaponry and
training. Weapons developed for fighter-bomber attacks
included early cluster bombs and unguided rockets. In the
pure fighter role, weapons included 30mm cannons (stan-
dard), R4M air-to-air rockets, air-to-air mortars, and
50mm cannon (tested but not deployed). The firsthand ac-
counts include some interviews conducted by Forsyth
himself and add more heft for the historian. The details
of pilot training further illustrate the difficulties of intro-
ducing this new type of aircraft into combat units, espe-
cially operation of the somewhat sensitive Jumo 004
engines.
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The many photographs include in-action scenes, official
personnel photos, and wide-area shots. They vary in level
of detail from flight line views down to close-ups of landing
gear, weapons, reconnaissance cameras, and the like. Action
photographs often include ground crews and aircrews work-
ing in, on, and around the Me 262s. Captions succinctly ex-
plain each scene. Though there are no color photographs,
the 24 color aircraft profiles illustrate variations in camou-
flage paint schemes and unit markings of operational Me
262s. There are abbreviated captions with each profile as
well as detailed commentaries.

Me 262 Units in Combat is a welcome addition to my
library. I recommend it. The firsthand accounts and well-
sourced information, especially things new to me, are worth
the purchase price. The photographs and color illustrations
are icing on the cake.

Tim Hosek, USG (retired)

Dornier Do 217 Units of World War 2. By Chris Goss.
Great Britain. Air World, 2025. Photographs. Glossary. Ap-
pendices. Index. Pp: 235. Cost: $39.95. hardcover. ISBN:
9781473883093

This work by Chris Goss serves as a companion volume
to his earlier work on the Dornier Do 17. Together the two
form a valuable visual reference set for Luftwaffe enthusi-
asts and aviation historians. Like its predecessor, Goss
structured this book as an annotated photo album rather
than a narrative history. Readers expecting sustained
analysis or contextual storytelling will find little of that
here. Instead, the strength of this volume lies in the depth
and detail of its extensive photo captions.

The imagery itself is the book’s main asset. Many of
the photographs are rare, showing variations in camou-
flage, theater markings, and unit insignia that highlight
the operational diversity of the Do 217. While many of
the images are of a general nature—aircraft on the
ground, in flight, or undergoing maintenance—a few
stand out as exceptional. Most notably, the inclusion of
a photo series depicting the Do 217 deploying the early
Fritz X guided bomb is both visually compelling and his-
torically significant. It underscores yet another missed
opportunity by Luftwaffe leadership: the failure to con-
centrate such advanced weaponry against more strate-
gically vulnerable targets such as Arctic convoys or the
D-Day invasion fleet.

Physically, this is a high-quality publication. The
heavy, semi-gloss-paper stock reproduces the photos in ex-
cellent detail, and the binding is durable enough to with-
stand repeated handling—an important feature for
reference use.

This volume comes highly recommended for serious
students of the Luftwaffe, Dornier aircraft, or early preci-
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sion-guided munitions. While light on text, it offers a rich
trove of visual documentation that rewards careful study.

Gary Connor, docent, National Packard Museum, Cortland
OH

Ops Normal: The Authorized Operational History of
the Army Air Corps 1957-2017, Vol.1. By John
Greenacre and Mike Peters. Warwick UK: Helion and Com-
pany, 2024. Illustrations. Maps. Glossary. Photographs. Bib-
liography. Index. Pp. 384. $59.95. ISBN: 978-1-804515-34-1

John Greenacre is a former British Army Air Corps
(AAC) officer and Gazelle pilot with over 23 years of service.
He took part in operations in the Gulf, Balkans, and North-
ern Ireland and served in Germany, Canada, the Falkland
Islands, and Kenya. He holds a PhD in history from Leeds
University and is currently a university lecturer.

Mike Peters is also a retired ACC officer with more
than 30 years of military service, who is now a full-time mil-
itary historian and Chairman of the International Guild of
Battlefield Guides. He has published books on the Glider
Pilot Regiment and the operational history of the AAC.

This first volume charts the evolution of the AAC from
a modest, support-oriented organization into a highly pro-
fessional and combat-effective force. Through a carefully
woven narrative built on oral histories from AAC personnel,
rare photographs, unit records, and archival sources, the
authors present a well-balanced account that pairs strate-
gic insight with vivid detail. They skillfully guide the reader
from the broader political context through specific tactical
decisions made in the field, thus making the history acces-
sible even to those new to the subject.

The book highlights the AAC’s remarkable adaptability
by illustrating its operations in a wide range of environ-
ments. From the jungles of Borneo and the mountains of
Aden to the complex urban and rural landscapes of North-
ern Ireland, the Corps consistently demonstrated an ability
to modify tactics, logistics, and navigation in response to
terrain, climate, and mission demands. Its roles spanned
reconnaissance, liaison, medical evacuation, and combat re-
supply—capabilities well-suited to the irregular and insur-
gent conflicts of the late 20th century.

Technological development is another central theme,
with the transition from early helicopters (Sioux and
Skeeter) to more advanced platforms such as the Scout,
Gazelle, and Lynx marking a turning point in operational
capability. Advances in rotary-wing aviation—particularly
in night operations, infrared navigation, and forward air
control—drove not only performance gains but also contin-
ual shifts in training and doctrine. Greenacre and Peters
show how this technological transformation required the
Corps to evolve both tactically and institutionally to meet
new challenges.
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Ops Normal offers far more than a straightforward ac-
count of military operations. It is a compelling exploration
of how the AAC demonstrated resilience as an institution,
embraced evolving technology, and endured the human toll
of modern air warfare. By weaving strategic context and
personal experience, Peters and Greenacre present a rich,
layered depiction of a Corps shaped by Cold War tensions
and irregular conflicts. For military historians and enthu-
siasts, it stands out as a meticulously researched and emo-
tionally compelling work. Readers will be drawn to its vivid
portrayals of aircrews facing danger under fire, its clear or-
ganization, and the helpful glossary, all of which make com-
plex missions easy to grasp.

Frank Willingham, NASM Docent

Never Fly a Broken Plane: Adventures of a Military
Pilot. By L.K. Greer. FTA Publishing, 2024. Illustrations.
Photographs. Glossary. Pp. ix, 105. $14.48 paperback. ISBN:
979-8-99107370-7

In his career in the US Air Force, Major Ed Greer had
a typical series of assignments, experiencing tours in
Alaska, New Hampshire, Illinois, Florida, Louisiana, Ari-
zona, Panama, and two combat tours in Vietnam. Near the
end of Greer’s career, his stepdaughter, LK Greer, spent
many hours encouraging him to talk about some of the
more interesting incidents he had seen during his days as
a pilot. The result is a collection of tales that helps us get to
know what this Air Force pilot’s life was like. He was serious
and conscientious about accomplishing his assigned mis-
sions, but this didn’t prevent him from seeing the humor in
his assignments.

The source of the book’s title is a flight that Greer made
in a Northrop F—89C Scorpion around 1957. The airplane
had been involved in an accident that damaged a wing, and
Greer was assigned to fly it back to the factory for repair.
Apparently, whoever made the decision that the airplane
was airworthy had a lapse in judgment, because at 30,000
feet the damaged wing separated from the rest of the air-
plane. The one-winged aircraft went into such extreme gy-
rations that it took Greer and his back-seat radar operator
20-25 seconds to reach the ejection mechanism, but they
eventually made a successful egjection. Given the unwel-
come opportunity to apply survival training they had re-
ceived in previous assignments, they spent a freezing night
in a snow cave while waiting for the rescue helicopter to
pick them up.

As I read the book and got to know a bit about Ed Greer,
my primary impression was that this collection of tales
would be interesting to many readers but would be partic-
ularly cherished by his friends and family. The stories were
enjoyable but were tailor-made for people who knew him
well and could imagine their friend living through the ex-

57



periences. If I were one of Greer’s pals, I would definitely
want to read this book.

LTC Joseph Romito, USA (Ret), docent, National Air and
Space Museum

Skybreak: The 58th Fighter Squadron in Desert
Storm. By Mike Guardia. Maple Grove MN: Magnum
Books, 2021. Maps. Photographs. Bibliography. Pp. 232.
$17.95 paperback. ISBN: 978-0-9996443-7-9

Mike Guardia’s book delivers a vivid and fast-paced
chronicle of one of the most pivotal combat aviation units
during the Gulf War. At its core, the book is not just a tale
of aerial dogfights and precision strikes: it is a story of firsts.
The 58th Fighter Squadron was the first US Air Force
fighter unit to arrive in theater following Iraq’s invasion of
Kuwait; Skybreak captures the weight and legacy of that
singular distinction with clarity, reverence, and impressive
technical detail.

Guardia, known for his meticulous military histories,
approaches this narrative with both discipline and narra-
tive flair. The novelty of the 58th’s early deployment is not
just a logistical footnote; it becomes the backbone of the
story. From the opening pages, readers are immersed in the
frenetic scramble of late-1990 as Operation Desert Shield
transitioned into Desert Storm. The squadron, flying the
then-cutting-edge F-15C Eagle, deployed rapidly from
Eglin AFB FL and established a combat presence in the
Saudi desert before most of the world had come to grips
with the scale of the conflict.

What makes this moment particularly compelling is
how it changed the character of modern air warfare.
Guardia paints a detailed picture of how the 58th had to
quickly acclimate to desert conditions, overcome logistics
challenges, and prepare for what would become the most
lopsided air campaign in modern history. The book leans
into the theme of readiness—the kind that is tested not only
in the cockpit, but also in every decision made in the field,
from maintenance crews working in 100-degree heat to
squadron leaders crafting mission plans on the fly.

The combat sections are where Skybreak shines bright-
est. Guardia brings a kinetic energy to the retelling of aerial
engagements. His background knowledge allows him to
communicate technical jargon without losing the lay reader.
Dogfights are rendered in crisp, cinematic detail, with a
strong sense of geography, stakes, and urgency. For in-
stance, the book vividly recounts the 58th’s early air-to-air
kills (among the first of the war) which set the tone for
American air superiority over the Iraqi Air Force.

But Skybreak is not merely a celebration of kill counts
or hardware. Guardia gives ample space to the human side
of the squadron: the pilots, their camaraderie, the weight of
their missions, and the moments of introspection between
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sorties. First-hand accounts and interviews add depth,
pulling the reader into the mindset of airmen operating
under immense pressure but buoyed by intense profession-
alism and pride in their roles.

What distinguishes Skybreak in the crowded field of
Gulf War histories is this tight narrative focus. It zeroes in
on the 58th’s experience without drifting into a sprawling
account of the entire campaign. In doing so, Guardia offers
a microcosm of how precision, preparation, and agility de-
fined the American way of war in the 1990s. By spotlighting
the first fighter squadron to arrive in theater, the book un-
derlines how the first in can often shape the entire conflict’s
tempo.

Ultimately, Skybreak is a crisp, engaging, and inform-
ative read that will appeal to military history buffs, aviation
enthusiasts, and general readers alike. It reminds us that
being first into battle is not only about speed or pride. It’s
about setting the bar for everyone who follows.

Mark Winslow, docent, Smithsonian National Air and Space
Museum

South Atlantic 1982: The Carrier Campaign in the
Falklands War. By Angus Konstam. Oxford UK: Osprey
Publishing, 2025. Photographs. Diagrams. Maps. Illustra-
tions. Bibliography. Index. Pp. 96. $25.00 paperback. ISBN:
978-1-47286471-0

Konstam’s book focuses on a very narrow aspect of the
overall Falklands War. His work is beautifully illustrated
with concise, compelling, accessible text and copious infor-
mation on the British and Argentine aviation forces in-
volved. He is a former Royal Navy officer who is now a
full-time author and historian with over 100 books in print.
Some of the books he references are even deeper dives into
certain aspects and technology of the air campaign.

Following the seizure of the Falkland Islands by Argen-
tine forces on April 2, 1982, a United Kingdom (UK) combat
force was sent to retake the Falkland Islands (Islas Malv-
inas to Argentina) on April 5th. The force was centered on
two carriers: the 1950s-era HMS Hermes light aircraft car-
rier (last of the Centaur class), and the late 1970s-built
HMS Invincible light aircraft carrier (first of the Invincible
class). It included various destroyers, frigates, attack sub-
marines, supply and assault ships, an ice-patrol ship, and
even passenger ships (SS Canberra and Queen Elizabeth 2)
converted to troop transports. Hermes and Invincible oper-
ated a combined 20 Fleet Air Arm Sea Harrier FRS.1s and
14 RAF Harrier GR.3s with a mix of Fleet Air Arm and RAF
pilots. The Sea Harriers performed fleet air defense and es-
cort/cover for attacking GR.3s and assault forces. As would
be discovered during the conflict, Sea Harriers were essen-
tial for air defense, because the ship-borne Sea Cat and Sea
Slug missile systems were obsolete. The replacement Sea
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Wolf and Sea Dart systems were less effective than ex-
pected against low-flying targets.

Argentina expected the UK to accept the seizure of the
Islas Malvinas. As such, the armed forces did not plan for a
UK military response. Though Argentinian air forces had
the advantage of aircraft numbers and bases, their forces
were structured for a war against Chile—not a battle in the
South Atlantic. The military planners, improvising, could
call on only two refueling tankers. This seriously limited the
capabilities of their short-range aircraft, such as the A—4
Skyhawk. These all had to operate from land bases, because
their aircraft carrier, ARA Veinticico De Mayo, was bottled
up in harbor following the sinking of the ARA General Bel-
grano on May 2nd by a British submarine. Their other main
strike and air defense aircraft included Mirage IIIs, Dag-
gers, and Canberras. Super Etendard aircraft began to ar-
rive shortly before the conflict, along with five Exocet
high-speed, low-flying, anti-ship missiles.

Overall action to retake the Falkland Islands began
with Operation Paraquet in late April and ended with the
Argentine surrender on June 14th. Both sides displayed re-
markable courage and did their best in air combat with
what they had. Planning and operations were frustratingly
complicated by the Harrier’s radius of action and the great
distances involved. The Sea Harrier FRS.1 and Super
Etendard/Exocet system were both standouts. Sea Harriers
defeated nearly two-dozen Argentinian aircraft in air-to-air
combat with no losses. Argentinian Super Etendards sank
two UK ships with single Exocet hits.

Konstam concisely distills extensive amounts of infor-
mation into an excellent and compelling read, illustrating
how very risky the air campaign was for both sides. It is fur-
ther enhanced with first-hand accounts of air combat, pho-
tographs, maps, and exceptional illustrations. This book is
a keeper and highly recommended to those interested in air
warfare and technology in the late 20th century.

Tim Hosek, USG (retired)

Soviet Military Aviation in Central Asia 1917-1941.
By Vladimir Kotelnikov. Warwick UK: Helion, 2024. Photo-
graphs. Maps. Bibliography. Illustrations. Pp. 50. $29.95 pa-
perback. ISBN: 978-1-80451608-9

The interwar period (1917-1939) saw airpower’s rise
continue. Growth was slowed by the global economic crisis
but continued to evolve both technologically and doctrinally.
Counterintuitively, the global recession spurred the growth
of air power, as many “empires” looked for more economical
ways to control unrest in colonial areas. Most historians
credit Britain’s Royal Air Force with leading the way, using
small aviation detachments to project power and conduct
punitive operations when needed. Other imperialists paid
attention to the British model. Soon, France, Spain, Italy,
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and Japan were using aviation’s unique characteristics to
stabilize their colonies. Kotelnikov reminds us that the re-
branding of the Russian Empire into the Soviet Union had
its own imperialist characteristics that airpower could sup-
port.
In the early twentieth century, the area that would be-
come known as the Central Asian Republics was a chaotic
mixture of feudal war lords and religious and ethnic con-
flict. Tsarist Russia used a variety of techniques to stabilize
the region. However, with the collapse of Tsarist institutions
and the chaos of the post-revolution civil war, many local
leaders filled the power vacuum that the bourgeois revolu-
tion created. Naturally, the Soviets responded, and their re-
sponse included aviation units.

Describing the response as “units” is being kind. It was
a haphazard deployment of handfuls of antiquated and
war-weary aircraft with little support and no strategic vi-
sion. Since the various khanates had no aviation resources
whatsoever, the greatest threat came from mechanical fail-
ures, aircrew errors, and the occasional weather event.

I was surprised to learn that a wide range of British,
French and US aircraft and engines were being license-built
in Russia. Also, German manufacturers, such as Junkers,
were happy to sell airplanes to cash-paying customers re-
gardless of ideology. As a result, innovative technologies
slowly trickled into the region. By the late 1930s, the Soviets
were able to cobble together a combat organization as well
as a regional air transportation system. Photos show a tran-
sition from dirt and scrub-covered airfields to paved run-
ways and aprons. Resources were sufficiently available to
carve out assets to experiment with chemical weapons.

Kotelnikov notes that it was often difficult for aircrews
to tell friend from foe, so a uniquely Russia tactic evolved
to solve the problem. If aircrews found a gang of travelers,
they would drop a bomb on them. If the gang shot back the
gang was assumed to be hostile, and the attack continued.
If the gang did not shoot back, “then who knows” and the
crews decided whether to continue. From what I remember
of the Soviet-Afghan War of the 1980s, that tactic survived.

Assuming the original manuscript was written in Russ-
ian, the English translation is particularly good. The typical
Soviet-era translation style is gone; and it is a comfortable,
if mechanical, read. The curated photographs are interest-
ing, but a few more maps and charts would help a typical
non-Russian reader make sense of long dead demographic
and geographic names. The book ends very abruptly with
no summary or analysis. Kotelnikov died in 2022; and I got
the sense that this was his final, and perhaps unfinished,
work. Helion did aviation historians a favor by offering this
unique, albeit incomplete, view of the interwar period.

Gary Connor, docent, National Packard Museum, Cortland
OH
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B-29 Superfortress vs Japanese Nightfighter: Japan
1944-45. By Mark Lardas. New York: Osprey, 2025. Maps.
Tables. Diagrams. Illustrations. Photographs. Bibliography.
Index. Pp. 80. $23.00 paperback. ISBN: 978-1-47286560-1

I enjoyed reading this short book. It lays out nicely why
General LeMay’s switch to nighttime area bombing was so
difficult for Japanese defenders and how both the Japanese
naval and army air forces attacked the problem in similar
ways despite their intense interservice rivalries. It’s very
readable, nicely organized, well researched, and extensively
illustrated. But it also surprised me with some significant
and obvious errors.

The book starts with an account of the massive March
9-10, 1945, B-29 incendiary attack on Tokyo, describing
how radically it altered Japanese defensive strategies and
tactics. Up front is a 2-page chronology of the leadup to that
night and what happened from then until hostilities ceased.
Then come two chapters describing the development and
technical details of the B—29 Superfortress and its opposi-
tion Japanese nightfighters: the navy’s Nakajima J1N1 Irv-
ing and the army’s Kawasaki Ki-45 Nick. Fourteen
well-illustrated pages provide a very good description of the
three aircraft and their armament, propulsion, and elec-
tronics systems.

The next several chapters detail how US strategy
evolved into night bombing and how Japan’s defenses were
laid out, operated, and changed. One chapter described how
both countries selected and trained their aircrews, and an-
other described how night combat was conducted. The B—
29’s speed was more of an advantage than I realized
previously.

The book concludes with a short chapter that summa-
rizes the night campaign. “Statistics and Analysis”is fu/l of
hard data all in one place and easy to find. A two-page “Af-
termath” closes out the story nicely and notes the two re-
maining Irving and Nick aircraft in NASM. I'm lucky, since
I see them every day!

You probably think I'm recommending the book, and I
am for those of you who want a well-written and concise
overview of the topic. But if you're looking for details, be
very careful. Some “facts” presented are wrong.

The cover illustration (a painting of a B-29 vs. Irving
engagement) says the bomber is “B-29 42-65281 MISS
AMERICA62 of the 24th BS/8th BG.” That’s repeated three
times in the book. That aircraft belonged to the 6th Bomb
Group. There was no 8th Bomb Group.

The B—29’s crew composition is described numerous
times in the text. Every crew position in the aircraft is
named but one: the radar operator. There was a radar op-
erator on the crew of every standard B-29. “Ravens” (elec-
tronic countermeasures operators) for rare ECM-equipped
B-29s are mentioned by the author several times. But there
were far fewer Ravens than radar operators.

The B—29’s admittedly complicated gunnery system as-
signs primary and secondary control of different guns to dif-
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ferent gunners. You'll need to go to another source if you
want a full understanding of who controls what.

Lardas describes the Kawasaki Ki-45’s “cannon in the
nose.” In the same paragraph, he says the nose was “devoid
of armament.” Which is it?

When he describes the B—29’s fast-paced and complex
introduction, he calls the USAAF’s stopgap midwinter mod-
ification program “the Battle of Wichita.” Every other au-
thor calls it “the Battle of Kansas.”

This is an informative and interesting book about a lit-
tle-covered topic. But the errors suggest a reader should
check specific facts before using it as an authoritative
source.

Mayj Gen John B. Handy, USAF (Ret), NASM Docent

Curtiss Kittyhawks in the Soviet Far North 1941-45
Volume 1: Origins and Early Combat Operations,
1942-May 1944. By Andrey Latkin. Warwick UK: Helion,
2025. Appendix. Maps. Photographs. Illustrations. Bibliog-
raphy. Pp. 76. $29.95 paperback. ISBN: 978-1-80451771-0

Andrey Latkin’s latest book offers a focused, modestly
useful contribution to the study of Lend-Lease air opera-
tions in World War II, particularly from the Soviet perspec-
tive. Drawing exclusively from post-mission reports and
unit operational records, Latkin compiles a data-rich, but
often narrow, account of Soviet air activity in the Arctic the-
ater. For readers interested in raw operational summaries,
the book delivers, though the result reads more like a his-
torical register than a narrative.

One of the book’s strengths is its condensed, but effec-
tive, overview of the development of P—40 variants. Latkin
explains how different Kittyhawk models (notably the P—
40E, K, and N) entered Soviet service via Lend-Lease, and
how their performance characteristics aligned with Soviet
tactical requirements, particularly low- to mid-altitude op-
erations. This background is helpful, especially for readers
unfamiliar with the distinctions among these variants.

However, the book notably omits any serious discussion
of the logistics of how these aircraft—and their spare
parts—were delivered. Other sources suggest the Soviets
received Lend-Lease aircraft via multiple channels: mar-
itime shipping through Vladivostok, overland transit from
Iran, flown through Canada and Alaska, and Arctic convoys
to Murmansk. None of this appears here.

The English translation is above average for a Russ-
ian aviation title. That said, much of the English text con-
sists of translated mission extracts rather than a freshly
written narrative. This gives the book a disjointed, docu-
ment-heavy feel. Careful reading does yield rewards: no-
tably, reports of Soviet fighters using RS-82 unguided
rockets in air-to-air engagements. These rockets were no-
toriously inaccurate and markedly inferior to Allied and
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German designs, but their mention adds nuance to the So-
viet tactical picture.

One recurring issue is the vague reference of aircraft
types. For instance, some mission reports document the ar-
rival of “Aircobras,” yet do not distinguish between P-39,
P—400, or the later, far more capable, P-63 Kingcobra. The
lack of clarity obscures the operational implications of these
deliveries. Similarly, while Latkin includes brief mentions
of Hurricanes and Aircobras alongside the P—40s, he says
nothing of Mustangs, despite photographic evidence else-
where of Soviet-operated P-51s.

It should also be noted that many of the Lend-Lease
aircraft supplied to the USSR were RAF castoffs, something
corroborated by other sources but left unaddressed here.
Volume 1 ends without synthesizing the material into
broader conclusions, leaving that task for Volume 2.

Overall, this is a useful, if limited, reference work. I rec-
ommend it, with reservations, for readers with a specific in-
terest in Soviet air operations or Lend-Lease aircraft
records.

Gary Connor, docent, National Packard Museum, Cortland
OH

The Hunting Falcon: The Story of WW1 German Ace
Hans-Joachim Buddecke. By Christopher A. Lawrence
and Jay Karamales. Barnsley UK: Air World, 2024. Photo-
graphs. Charts. Maps. Bibliography. Notes. Index. Pp. xiv &
345. $39.95. ISBN: 978-1-39908501-4

Despite the credited authors, this is really Hans-
Joachim Buddeke’s work, written by him and put into pub-
lishable form by his father after his combat death in 1918.
Lawrence and Karamales translated it, added extensive
footnotes, and inserted several chapters that fit Buddeke’s
narrative into the context of the time.

Buddeke wrote a rather self-aggrandizing story, which

may, in part, reflect his father’s desire to provide a morale-
booster for Germany. The authors carefully fact-checked
Buddeke’s story, provided footnotes in the text and in their
expository chapters, compared his reminisces to contempo-
rary reports, and provided background information on peo-
ple and events surrounding the narrative.
The story begins with Buddeke’s pre-war emigration to the
US after resigning his German Army commission. Once
there, relatives assisted him in finding work and eventually
acquiring an airplane with which he taught himself to fly.
He established himself as a self-styled expert in aviation on
the basis of a claimed four-year’s service in the German air
corps. On the outbreak of war, he managed to return to Ger-
many and resumed active duty, parlaying his American fly-
ing experience into a posting to the German air service.

His account differs from what is elsewhere docu-
mented. He implies he went almost immediately to the
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front, but records indicate he spent several months in fur-
ther training. He did become one of the earliest pilots to fly
the Fokker Eindekker; he achieved three victories before
being transferred to the Gallipoli front. There, during 1916,
he achieved five more confirmed, and several unconfirmed,
victories. He also acquired his nickname, The Hunting Fal-
con.

In mid-August 1916, Buddeke returned to the Western
Front for several months, There he scored three more con-
firmed victories before again being sent to Turkey for about
a year. During this time, he had two more confirmed kills.
However, most of what he wrote of this period was of his
traveling through Turkey.

He returned to the Western Front, probably in Febru-
ary, where he joined Jasta 30 and then Jasta 18. He was
shot down and killed in March. Since he didn’t write about
his final assignment, this part is his father’s work with
Lawrence and Karamales’ subsequent research.

Buddeke (and/or his father) wrote very well. The trans-
lation is smooth, and the authors’ supporting and explana-
tory material is both thorough and well-presented.
Buddeke’s words show his scorn for the Americans (includ-
ing his uncle and cousin who supported him during his time
in the US). This may have been embellished by either him
or his father to please the wartime audience. His ego is ap-
parent, and his high opinion of himself and of the German
military carries through the book. However, this very read-
able volume presents useful information on a lesser-known
front during World War I. Lawrence and Karamales’ addi-
tions enhance the story and make it much more complete
than Buddeke’s words alone provided.

Jon Barrett, volunteer photographer /researcher, National
Air & Space Museum

Chinook Crew ‘Chick’: Highs and Lows of Forces Life
from the Longest Serving Female RAF Chinook
Force Crew Member. By Liz McConaghy. Philadelphia:
Air World, 2024. Photographs. Index. Pp. 178. $17.95 (pa-
perback). ISBN: 978-1-39907-2986-0.

McConaghy first published this well-written autobiog-
raphy in 2022. She left the Royal Air Force in January 2019,
a year after being found physically unfit to continue her ca-
reer.

She opens by briefly discussing her growing up in
Northern Ireland. At age 16, she glimpsed a photograph of
a crewmember in a Boeing CH-47 Chinook. Captivated by
the photo, she decided that she would enlist in the RAF as
soon as possible intending to serve on a Chinook.

After completing basic training, McConaghy entered
loadmaster school. Individuals completing the course be-
came eligible to proceed to a specific aircraft, either fixed
wing or rotary, including the Chinook. Officials initially as-
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signed her to train on the AgustaWestland AW101 Merlin
but reassigned her to the Chinook after fewer Merlin slots
became available.

When McConaghy began training on the Chinook in
January 2003, she requested to be assigned to one of three
squadrons: No. 7, 18, or 27. No. 7 squadron supported spe-
cial operations. For several reasons, she selected No. 27 as
her first choice, the unit with which she would spend most
of her flying career. With her training progressing, she
joined her crew for her first deployment to Basra in south-
ern Iraq in August 2003. Chinook crews spent two months
in country. Now fully qualified, McConaghy returned to Iraq
in January 2005. On this deployment, she met her future
husband, a special forces soldier.

RAF Chinooks had permanently left Iraq by the end of
2005. In March 2006, McConaghy departed for
Afghanistan. Her experience there proved to be quite dif-
ferent from Iraq, as her squadron frequently found itself
supporting intense combat operations. She crewed Chi-
nooks that were tasked with evacuating seriously wounded
British soldiers. In some instances, she manned one of the
helicopter’s machine guns to suppress Taliban attacks.

After several deployments, she returned to the United
Kingdom for good. As with many veterans, McConaghy
found transition to civilian life challenging. A divorce en-
sued. Unable to cope with all the change, she suffered from
depression that, for several reasons, resulted in an at-
tempted suicide. McConaghy survived only because a friend
from an early-morning workout class became concerned by
her unusual absence and arrived at her home in time to call
an ambulance.

McConaghy shares many stories about off-duty time
with her crew. As one of the few women serving on Chi-
nooks, she emphasizes the positive relationships she devel-
oped based on mutual respect. She also offers an insight
into what made the Chinook so special for her. She wraps
up her story discussing how she eventually found meaning
in her life by helping the disabled become involved in avia-
tion.

This book is recommended for anyone with an interest
in rotary-wing operations as well as how women can per-
form capably in combat.

Steven D. Ellis, Lt Col, USAFR (Ret), docent, Museum of
Flight, Seattle

Luftwaffe Bombers vs British AA Defences: Britain
1940-41. By: Donald Nijboer. Oxford UK: Osprey Books,
2025. Photographs. Illustrations. Maps. Diagrams. Index.
Biography. Pp. 80. $23.00 paperback. ISBN: 978-1-
472865776-2

This book is a worthwhile addition to the Osprey Duel
series, delivering a crisp, visually rich, and accessible look
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at one of World War IT’s pivotal confrontations: the German
aerial assault on Britain in 1940 and the evolution of the
British anti-aircraft (AA) response. True to the series’ for-
mat, the book presents a clear and structured narrative
supported by high-quality illustrations, archival photos, de-
tailed technical profiles, and carefully curated maps and di-
agrams.

At its core, the book delivers what Osprey readers have
come to expect: solid research, engaging visuals, and useful
reference material that caters to both casual enthusiasts
and dedicated students of military history. Nijboer’s back-
ground in aviation history is evident, especially in his treat-
ment of technical aspects and the development of British
defenses from a patchwork of outdated systems into a mod-
ern, integrated air-defense network.

That transformation is the real strength of the book.
While the Luftwaffe bomber side of the narrative retreads
familiar ground—with little new insight into He 111, Ju 88,
or Do 17 aircraft—the discussion of the British response
stands out. By 1940, though Britain’s AA gun network was
underpowered and still reliant on aging sensors and equip-
ment, it was embedded within a pioneering command-and-
control system. This included early radar (Chain Home),
centralized plotting rooms, coordinated fighter command
operations, and an increasingly sophisticated use of acoustic
detection, sound ranging, and barrage balloons.

Nijboer is particularly effective in showing how this
web of capabilities—still incomplete during the Battle of
Britain—grew increasingly robust over the war. He tracks
its evolution from a desperate patchwork in 1940 to a for-
midable shield by 1944, bolstered by American-supplied
technologies such as the proximity fuse and SCR-584 radar.
These enhancements proved decisive during the V-1 cam-
paign and the German “Baby Blitz” (Operation Steinbock),
when British AA defenses had matured into the most oper-
ationally effective in the world.

However, the book is not without its flaws. At just 80
pages, it feels thin—many statistics and facts are reiterated
in various forms, likely to fill space. Readers looking for
deeper strategic or doctrinal analysis will come away want-
ing more. Likewise, while Nijboer adds occasional personal
anecdotes that humanize the narrative, he misses an op-
portunity to explore the critical role of women in manning
Britain’s command centers and operating the detection and
communication systems.

Still, as a primer on the subject, Luftwaffe Bombers vs
British AA Defences succeeds. It highlights the shifting bal-
ance between offense and defense and contextualizes
Britain’s defensive evolution in contrast to Germany’s stag-
nating bomber doctrine and capability. A worthwhile side-
bar mentioned by Nijboer is a comparative view of air
defenses by war’s end: Berlin, the most heavily defended;
New York, the most technologically advanced; London, the
most operationally effective; and Tokyo, the least effective.

While it may lack depth in some areas, Nijboer’s book
is a strong starting point for further exploration into World
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War II air defense and a visually satisfying volume for any
aviation or military history bookshelf.

Gary Connor, docent, National Packard Museum, Cortland
OH

Rain of Ruin: Tokyo, Hiroshima and the Surrender
of Japan. By Richard Overy. London: Allen Lane, 2025.
Photographs. Maps. Notes. Bibliography. Index. Pp. ix, 206.
$24.00. ISBN: 978-0-241-70069-3

British historian Overy’s new book on the US Army Air
Forces’ (AAF) strategic air campaign against Japan follows
his The Bombing War: Europe 1939-1945, a detailed study
of aerial bombing in Europe during the Second World War.
In Rain of Ruin, Overy asks why the AAF shifted from its
early focus on daylight precision bombing to the indiscrim-
inate fire-bombing of Japanese cities. Was the strategic air
campaign effective? Did the air campaign hasten Japan’s
surrender? And most importantly, why did the United
States decide to use atomic bombs against Hiroshima and
Nagasaki? Overy’s objective is to look at these questions
from the perspective of those involved at the time rather
than to make sweeping judgments.

Overy begins with an overview of American strategy
for defeating Japan. During the course of the war, this
evolved into a plan for a blockade of Japan and a campaign
of strategic bombing, leading to an invasion, features of the
earlier War Plan Orange. He then looks at the transforma-
tion of the AAF’s strategic bombing campaign against
Japan. Overy argues that the technical problems the Twen-
tieth Air Force encountered attempting precision bombing
over Japan, the dehumanization of the Japanese during the
war, and the effort to define cities and their populations as
legitimate military targets led to the shift to an area-bomb-
ing campaign that the AAF had disparaged at the begin-
ning of the war.

In discussing the still-controversial decision to drop the
atomic bombs, Overy asks not if it was necessary, but why
it was thought to be necessary at the time. He rejects the
revisionist argument that the atom bombs were used to
demonstrate America’s power to the Soviet Union, focusing
instead on the intense desire to end the war and avoid loss
of American lives. American military and political leaders
continued to frame area bombing as a campaign against in-
dustrial and military targets, not as a campaign against
civilians. This, he argues, provided the basis for using the
atomic bombs against what continued to be defined as mil-
itary targets. The urgency to end the war limited debate
over the morality of bombing. He views the atomic attacks
not as a separate event but as a continuation of the strate-
gic air campaign. This is also, he argues, how the Japanese
leadership perceived the attacks.

A chapter on Japan’s decision to end the war explores
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the cultural differences that led to the contentious strug-
gle between factions seeking an end to the war and those
wanting to fight to the bitter end. This perspective is a
valuable addition to the debate. Overy supports the view
that the strategic bombing campaign, including the atomic
bombs, did not result in the Japanese surrender. It was,
instead, one element in a cascade of misfortunes con-
fronting the leadership during the last year of the war. In
his final chapter on the aftermath, he looks at the contin-
uing controversy over the atomic bombing and the legality
of aerial bombing as it was perceived during the war. He
argues that the Hauge Convention of 1923 governing the
rules of air warfare became open to interpretation. Na-
tions expanded the definition of military targets to include
civilian populations, a feature of aerial warfare that re-
mains to this day.

This is a thoughtful and perceptive study of what con-
tinues to be the most controversial aspect of the Army Air
Force’s contribution in World War II.

Edward M. Young, PhD, volunteer, Museum of Flight, Seat-
tle

Martinsyde Aircraft of WWI. By Colin A. Owers. Reno
NV: Aeronaut Books, 2025. Photographs. Illustrations. Bib-
liography. Glossary. Pp. 265. $54.99 paperback. ISBN: 978-
1-964637-27-3

This book is a meticulous recapture of a long-over-
looked British manufacturer whose ambition often out-
paced its operational legacy. While Martinsyde has
traditionally stood in the shadow of Sopwith, Vickers, and
the Royal Aircraft Factory, Owers presents a firm marked
by technical ingenuity, underappreciated contributions to
peripheral theatres, and postwar influence.

The narrative begins with Martinsyde’s precarious pre-
war origins and follows its modest success with the S.1
Scout through to the larger, more robust G.100/G.102 Ele-
phant two-seaters. The emphasis is not merely airframe de-
sign, but on how shifting doctrine shaped the roles these
aircraft were asked to perform. Owers balances technical
description with contextual depth, particularly in examin-
ing how operational deployments in Mesopotamia and
Palestine gave Martinsyde designs a longer, if quieter,
legacy beyond the Western Front.

The S.1 receives careful treatment. Rather than dis-
missing it as a failed competitor to Sopwith and Bristol
types, Owers reconstructs its development and frontline
use. By contemporary standards it was a marginal per-
former—unstable longitudinally, under-armed, and soon
outpaced. Yet it played a vital transitional role: deployed in
combat in 1915, filling urgent gaps in overseas squadrons,
and adopted for home defense duties. Recollections by Louis
Strange and others underscore the interplay between im-
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provisation, rugged construction, and the evolving expecta-
tions of early fighter pilots.

Owers’ strongest section covers the G.100 and G.102
Elephant. Designed as long-range fighters, they were too
cumbersome for the Western Front but well-suited to the
skies of the Middle East. Their fuel capacity, load-bearing
strength, and stability allowed for effective bombing and re-
connaissance, particularly in the Australian Flying Corps
and Mesopotamian operations. This success was not so
much an engineering triumph, but more of a doctrinal com-
promise: the Elephant endured because others were un-
available or worse suited.

Later chapters chart a pattern of promise unfulfilled.
Prototypes, such as the R.G. and F.1/F.2, receive restrained
analysis based on design documents and commentary, re-
flecting Martinsyde’s creative urgency but limited re-
sources. That urgency culminated in the F.3 and F.4
Buzzard fighters—arguably the fastest aircraft developed
by any belligerent during the war. Built around the His-
pano-Suiza 300 hp engine, the Buzzard exemplified every-
thing Martinsyde had learned, but its arrival coincided with
the Armistice. Though orders had been placed, postwar can-
cellations ensured it never entered service, a victim of tim-
ing and overstocked inventories.

The final chapters trace the postwar diaspora of Mar-
tinsyde aircraft, particularly the Buzzards and Elephants
that found second lives with the fledgling air forces of Fin-
land, Latvia, Soviet Russia, and others. These are not ro-
mantic afterlives but pragmatic ones—machines
repurposed out of necessity by nations building aviation ca-
pacity from surplus. In this global epilogue, Owers moves
the conversation beyond Britain, presenting Martinsyde
not only as a footnote in RFC history, but also as a vector of
postwar aeronautical transfer.

Lavishly illustrated with period photographs, scale
drawings, and color profiles, this volume continues the high
production standards of the Aeronaut Books series. It will
be indispensable to students of British aviation, specialists
in lesser-known Great War aircraft, and those tracing the
technical trajectories that continued well beyond 1918.

Carl J. Bobrow, Quondam Alfred Verville Fellow, National
Air and Space Museum

Night Fighter Aces of the Luftwaffe 1943-45. By Neil
Page and Jean-Louis Roba. Barnsley UK: Casemate, 2025.
Photographs. Drawings. Index. Biography. Pp. 128. $28.95
paperback. ISBN: 978-1-63624554-6

This volume, part of Osprey’s aviation series, offers a
deep dive into the missions of Germany’s night fighter aces
during the latter half of World War II. It is definitely a book
for the detail-oriented reader—an intricate mosaic of opera-
tional reports, personal recollections, and heavily annotated
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kill records. For those with an appetite for combat diaries and
technical minutiae, it is a rewarding—if narrow—read.

Page and Roba clearly know their subject. Their re-
search is meticulous, and the text reflects a mastery of
available Luftwaffe records. The book follows a chronologi-
cal structure, offering combat summaries and mission ac-
counts from the likes of Heinz-Wolfgang Schnaufer and
other elite Experten. Photographs are thoughtfully curated,
displaying both aircraft and aircrew, while the included air-
craft profile drawings—with specific camouflage colors and
markings—are a welcome feature for modelers and unifor-
mity purists alike.

However, the book’s strength—its detail—is also its
greatest weakness. The focus on mission reports and indi-
vidual sorties draws the reader so far into the tactical weeds
that the larger operational and strategic context is mostly
left unexplored. The result is a kind of tunnel vision: by the
end of the book, the reader is left with an almost romanti-
cized view of the Nachtjagd war, rather than a clear under-
standing of its ultimate futility.

While the victory-to-loss ratio of approximately 4:1
might seem impressive on paper, the authors stop short of
confronting the night fighter’s strategic irrelevance. Most
of the RAF bombers destroyed by night fighters were
brought down by a handful of highly skilled night-fighter
aces, while most Luftwaffe crews—undertrained and un-
derequipped—never even saw an enemy aircraft in their
gunsights. And though the authors do note that the greatest
weakness of the Luftwaffe’s night fighter force was its youth
and lack of trained personnel, they sidestep other key is-
sues: chronic fuel shortages, rigid doctrine, and the logistical
collapse of the Reich.

None of this diminishes the courage of the young men
who flew into the night with little hope of return. Page and
Roba rightly highlight their grit and determination—fight-
ing. as one pilot said, “with the energy of despair.” But by
not explicitly framing these efforts within the context of a
losing war effort, the book risks giving the impression that
the Nachtjagd was more successful than it truly was. The
incomplete picture painted here may leave the unwary
reader wondering: How did they ever lose the war?

In the end, Night Fighter Aces is a respectful and well-
crafted tribute to the pilots of the Nachtjagd. But it is also
anarrowly focused work that, for all its granular brilliance,
could have benefited from a broader lens and a more critical
view of the campaign’s strategic implications.

Gary Connor, docent, National Packard Museum, Cortland
OH

The Panavia Tornado at Low-Level: The Ultimate
Pictorial Display of the Tornado in Its Element. By
Scott Rathbone. Barnsley UK: Pen & Sword, 2024. Tables.
Photographs. Pp. 318. $60.00. ISBN: 978-1-39903-304-6
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This is a fine book—for an extremely small, niche group
of readers. It delivers exactly what Rathbone promises in
his subtitle: a wonderful collection of pictures of the excel-
lent Tornado strike fighter flying at low level. And that’s
about it.

Rathbone is a railroad engineer (train driver) by pro-
fession but a long-time airplane and photographic enthusi-
ast as well. He, and a number of his likeminded aviation
photography friends, have provided over 350 superb shots
of the Tornado doing its thing through the valleys of the UK
Low Flying System (UKLFS)—a series of training areas in
Wales, England, and Scotland.

This is not a book for anyone looking for a detailed his-
tory of Panavia’s aircraft. As Rathbone says, “With a wealth
of books now written on the Tornado, many taking an in-
depth look at the development and operations of the type,
I'm going to concentrate on low-level images for this book,
with a small insight into low-level operations from the pho-
tographer’s perspective.” He is right. There are a number of
very good books available that cover what many AFHF
Journal readers are probably looking for.

My biggest complaint with the book is that Rathbone
does, of necessity, talk quite a bit about the UKLFS. Its sites
are where he and his compadres get the spectacular shots
they take. Probably the most well-known of these sites is
the Mach Loop in Wales. Tons of YouTube videos and photos
of F—15s and F—16s going through the valley can be found
on the internet. The problem is that Rathbone gives a won-
derful lesson in the UK’s geography—many training sites,
cities, RAF bases, and the like are mentioned—but there is
not a single map to show locations of any of them. Maybe
most Brits know the terrain, but readers in the US and else-
where probably do not. A couple of maps would have added
immeasurably to the limited text and the excellent photo
captions.

There is no index, but several of the tables do the job
admirably. There were nearly 1000 Tornados flown by the
British, German, and Italian air forces. If one is looking for
a particular plane’s picture, its page(s) are listed in serial-
number order.

The Tornado was a great airplane. But this book has
only two real audiences: modelers who will find a lot of de-
tails in the superb photos, and Tornado “junkies” who can’t
get enough of Panavia’s product. Even at that, $60 is a lot
to pay for even this wonderful collection of shots.

Col Scott A. Willey, USAF (Ret), Book Review Editor, and
former National Air and Space Museum docent

Battle of Britain Target London: 7 September 1940-
17 September 1940. By Dilip Sarkar. Philadelphia: Pen &
Sword, 2024. Maps. Photographs. Glossary. Bibliography.
Index. Pp. xii, 257. $49.95. ISBN: 978-1-39905-801-8
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Dalip Sarkar has established himself as the foremost au-
thor regarding the Battle of Britain. He has written more
than 50 books about the battle and related topics over the
past 30 years. This volume, the fifth in a day-by-day account,
examines the switch in German targeting that effectively
saved Royal Air Force (RAF) Fighter Command from defeat.

After German bombers inadvertently struck London,
RAF Bomber Command retaliated against Berlin. Ger-
many’s Adolph Hitler, hoping to wear down British morale
and strike a decisive blow against the RAF, chose to pursue
a countervalue approach. Based on inaccurate assessments,
Luftwaffe commander Hermann Goring convinced Hitler
that his forces could achieve air superiority over England
and the Channel. Germany required air superiority in order
to launch its cross-channel invasion of southern England.
With summer winding down, suitable weather became a
major consideration.

Sarkar divides this work into three parts: an introduc-
tion, a daily diary of aerial combat, and a conclusion. He de-
votes about 80 percent of the book to the diary. A
subheading identifies each day. Two days, September 7 (44
pages) and September 15 (62 pages), feature the most de-
tailed accounts.

September 7 marked the change in German targeting.
Whereas Fighter Command had emphasized defense of its
airfields, that day’s relentless attack on London came as a
surprise. However, Fighter Command gained a reprieve.
Over the next 12 days, Fighter Command’s numerical dis-
advantage began to diminish, much to the chagrin of Ger-
man bomber crews.

The Luftwaffe’s final large-scale assault on September
15 failed to defeat Fighter Command, while civilian morale
steadied, anticipating the invasion. Lacking air superiority
and with less-favorable weather in the offing, Hitler post-
poned the invasion, effectively cancelling it.

Examining pilot debriefs and squadron summaries,
Sarkar tracks the fighting based on each RAF squadron’s
takeoff time. He liberally mixes in pilot comments from ei-
ther the debriefs or his own interviews. Besides aerial com-
bat, he also recognizes RAF bomber strikes on barges
collected by the Germans in occupied Belgian and French
ports.

Reading the descriptions of aerial combat can become
a bit tedious. Sarkar, however, includes two sub-themes. The
first, over-claiming kills, has existed since World War I,
when pilots who shared in a victory each received full
credit. Sarkar seldom, if ever, mentions a shared victory. On
the other hand, he repeatedly recognizes how, in the split-
second instant of aerial fighting, numerous pilots legiti-
mately felt that they had downed a German bomber when,
in reality, they were all talking about the same target. His
other sub-theme looks at the competing strategies for de-
fending London. Keith Park’s 11 Group and Trafford Leigh-
Mallory’s 12 Group had vastly different tactical approaches
to air defense. The controversy was evident during the Bat-
tle of Britain and has continued to this day.
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Students of the Battle of Britain will find this book well
worth reading thanks to its rich detail.

Steven D. Ellis, Lt Col, USAFR (Ret), docent, Museum of
Flight, Seattle

The P51 [sic] Mustang: From Tactical to Strategic Su-
premacy. By Peter Saxton. Barnsley UK: Pen and Sword.
2024. Photographs. Pp. 125. $34.95. ISBN: 978-1-03611-
780-1

Saxton’s book presents itself as a story of one of the
most iconic fighters of World War II, but the result is a fast-
paced, loosely structured volume that frequently veers off
course—both narratively and factually. The book is attrac-
tively laid out with large font, generous margins, and a
breezy pace—but those betray the content’s lack of depth
and editorial polish.

A key early focus is the RAF’s use of the Mustang in a
ground attack role, particularly in the European theater.
Saxton rightly emphasizes how RAF squadrons flew the
early Allison-powered Mustangs at low altitude, exploiting
the airframe’s range and rugged build for armed-reconnais-
sance and interdiction missions. However, he fails to men-
tion the A—36 Apache, the dedicated ground-attack variant
of the Mustang, built with dive brakes and bomb racks, and
flown extensively in the Mediterranean by USAAF units.
He is either unfamiliar with the full production lineage or
decided to sidestep inconvenient details that blur a national
narrative.

There is a muddled sense of historical sequence. Saxton
claims, for example, that Japan’s naval aviation program
was inspired by the British attack on Taranto in November
1940, ignoring that all six carriers used at Pearl Harbor
were launched by the late 1930s. Similarly, the crucial
agreement for Packard to license-build the Rolls-Royce
Merlin engine—a transformative moment for the Mus-
tang—was signed in September 1940. But Saxton implies
that RAF Merlin testing did not occur until 1942. Temporal
inconsistencies abound. In one instance, the narrative
jumps from the Tuskegee Airmen’s missions in mid-1944 to
a description of Operation Gomorrah, the RAF’s bombing
of Hamburg in 1942, with no connective tissue.

Factual sloppiness also appears in smaller, but telling,
ways. The P-38 Lightning is misidentified as the P-36—a
basic error that should have been caught in editing. Another
example is the assertion that RAF fighters did not escort
American bombers in 1943. In fact, RAF Spitfire and Hur-
ricane units did fly limited escort missions into France in
the early phase of the US daylight bombing campaign, even
if their short range made sustained coverage impossible.

Saxton’s insertion of long biographical tangents—on
generals, aces, and even Luftwaffe pilots—detracts from the
book’s cohesion. These digressions might interest readers
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unfamiliar with the broader war, but they come at the cost
of sustained focus on the P-51 itself. The text spends more
time recounting B-17 raids and Luftwaffe perspectives
than discussing the P-51’s engineering, tactics, or
squadron-level experience. Occasional anecdotes mix RAF
and USAAF operations indiscriminately, further muddying
the reader’s understanding.

In sum, this is a fast, sometimes entertaining read, but
one riddled with factual errors, poor chronology, and an in-
consistent narrative voice. There are still deep reservoirs of
unexplored Mustang subjects. The Luftwaffe’s Zirkus
Rosarius operated numerous Mustangs, and there are nu-
merous German pilot’s reports on their impressions of the
aircraft. Laminar flow was a key to the Mustang’s long
range but also created some unique and potentially tragic
low-speed handling issues. But instead of addressing these,
Saxton gives us a character study of Field Marshal Mont-
gomery. Readers looking for a serious, well-researched ac-
count of the Mustang’s development and combat legacy
should look elsewhere.

Gary Connor, docent, National Packard Museum, Cortland
OH

Wings of War: The World War II Fighter Plane that
Saved the Allies and the Believers who made it Fly.
By David Fairbank White and Margaret Stanback White.
New York: Caliber, 2022. Photographs. Maps. Diagrams. Ap-
pendices. Bibliography. Index. Pp. 325. $29.00. ISBN: 978-
1-52474632-2

David White is a seasoned New York Times reporter,
and Margaret White is a researcher specializing in accounts
of scientific breakthroughs. Their Wings of War is the latest
account of the P-51 Mustang’s origins. It is a familiar story
that presents the British order; initial Army Air Forces
service as the Allison-engined A—36; conversion to the Mer-
lin engine; and the admittedly serpentine path to acquisi-
tion through Washington, Wright Field, and Eighth Air
Force headquarters. The story of the final triumph of the
Mustang as a key factor in winning air superiority over Eu-
rope in preparation for D-Day, starting with deployment of
the 354th FG in late 1943, occupies the second half of the
book. There are plenty of vividly depicted first-hand combat
accounts and interviews with veterans of the Eighth Air
Force and the Luftwaffe.

Fueled by the admission in General Arnold’s memoirs
that the USAAF was responsible, at least in part, for delays
in getting the plane into action, the P-51’s path to becoming
the Army Air Force’s premier fighter has attracted many
accounts over the years. Gruenhagen (1976), Ludwig (2003),
and Lowe (2009) remain among the most serious.

This book depicts the P-51’s adoption as a product of
chance, persistence, and the efforts of such influential indi-
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viduals as Tommy Hitchcock. It identifies systemic indeci-
sion, corruption, and flawed doctrines within the Army Air
Forces as obstacles to the plane’s early production. While
the Whites provide a satisfyingly simple explanation, these
factors obscure the complexities of weapon-systems devel-
opment, including production timelines, testing, pilot train-
ing, and the evolution of combat tactics.

The book’s account of the Eighth Air Force’s struggles
with fighter range and debates over self-defending bomber
doctrine is fairly complete, although such details as the ini-
tial (short-lived) deployment of the P-38 to the Eighth Air
Force in 1942 and the continuing struggle to equip the
Eighth’s fighters with drop tanks are glossed over or absent.

The bibliography is extensive but leans heavily on sec-
ondary sources, with limited use of original materials. I also
missed references to foundational studies in the USAF
monograph series. Maps of the air war over Northern Eu-
rope and a diagram with the familiar concentric circles de-
picting fighter ranges are helpful, as are appendices on
Mustang acquisition and production figures. The photo-
graphs are largely familiar images. More could have been
done on authenticity of photo selection: pictures of an un-
armed B-24 with training markings, or a re-engined Bf 109
warbird fall short of expectation in a book about the air war
over Europe. Even the dust jacket pictures an Allison-en-
gined A—36—certainly not the book’s focus.

Wings of War’s lively journalistic prose offers few new
insights but is a great evening’s read. Better yet, it is a won-
derful gateway book to encourage casual readers to pursue
airpower studies.

Steven Agoratus, Hamilton NJ

Son Tay 1970: The Operation Ivory Coast POW Res-
cue Mission. By Justin Williamson. Osprey: Oxford UK,
2024. Maps. Photographs. Illustrations. Bibliography. Index.
Pp. 80. $23.00 paperback. ISBN: 978-1-4728-6301-0

In November 1970, an incredible raid by special opera-
tions forces took place just twenty miles northwest of
Hanoi, deep inside North Vietnam. At that time, there were
some 470 confirmed American prisoners of war being held
in different locations. One of those prisons was at Son Tay,
the site of the raid. This monograph takes the reader
through the site selection process, the choice of a team com-
mander, and the making of a team. Williamson well ex-
plains the raider’s preparation, weapons chosen, tactics
used for the insertion and for liberating the prisoners, and
the selection of aircraft for the actual attack on the com-
pound and those in support of it.

The uncertainties of which camps were active, how
many POWs were held there, POW physical and mental-
health conditions, and their state of mind were all concerns.

The actions which the North might take after a suc-
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cessful or unsuccessful mission and the impact on the on-
going Paris peace talks (knowing that the POWs were a key
bargaining chip held by the north) also had to be taken into
consideration prior to authorizing the attempt. The dispo-
sition of enemy forces, including air defense systems, could
result in mission failure if not addressed. Finally, the
weather situation could play an important part in the final
decision. In fact, a typhoon was closing in on North Vietnam
as the mission was being executed, and weather experts
had to assess its potential impact.

Colonel Bull Simons and his raiders were like well-oiled
machinery during mission execution, killing hundreds of
enemy soldiers as they searched every square inch of the
camp. However, the outcome of the raid overshadowed its
execution. In the end, whether because of an intelligence
failure or, more likely, the highly restrictive compartmen-
talization of intelligence among various agencies, team
members were surprised to discover that there were no
POWs in the camp. Perhaps it was the need for absolute se-
crecy during the planning, training, and preparation phases
that caused a disconnect between agencies that might have
provided crucial and timely inputs. In any case, the greatly
disappointed raiders were extracted without the loss of a
single team member.

President Nixon was filled with nothing but praise for
the raiders and insisted on honoring Colonel Simons at the
White House. But there was political fallout as well. There
were accusatory voices, especially in Congress. One Con-
gressmember said the mission sounded like “the
scriptwriter of a grade-C war movie” planned it. What is
clear is that the mission set a high standard for any similar
operation in the future.

Reading about the raid on Son Tay, now 55 years ago,
one is reminded that the war in Vietnam was fought in a
highly restricted environment because of the very political
atmosphere in Washington. It took over five years to re-
spond to the brutal treatment of American POWs by at-
tempting a rescue. Perhaps the message sent by the raid
intimidated the enemy and resulted in much improved
treatment for the POWs.

It is interesting to learn about a mission that did every-
thing right, perhaps setting a standard that we saw again
in the Osama bin Laden raid, among others. Reading about
this raid is a reward in itself.

John Cirafici, Milford DE

Kawanishi H6K ‘Mavis’ and H8K ‘Emily’ Units. Ed-
ward M. Young. Oxford UK: Osprey Publishing, 2024. Pho-

tographs. Illustrations. Diagrams. Appendices. Index. Pp.
96. $25.00. ISBN: 978-1-4728-60562-0

This book is an outstanding deep dive into a seldom ex-
plored chapter of Japanese World War II aviation history.
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In fact, Osprey touts the book as the first English-language
work about these big seaplanes’ operational units. Young
meticulously chronicles how the Imperial Army and Impe-
rial Navy deployed these long-range seaplanes for recon-
naissance and bombing missions. His detailed research
brings to life the operational roles that the Mavis and Emily
played for the Japanese military.

Young begins by explaining the evolution of Japanese
long-range seaplane capabilities. He details how the Japan-
ese military used Western-designed Shorts (British) and
Douglas (American) seaplanes as the groundwork for de-
veloping indigenous aircraft. By developing its own ability
to design and produce such aircraft, Japan was able to inject
requirements to meet the demands (such as long range) im-
posed by the Pacific theater. While able to indigenously pro-
duce these excellent aircraft, their production numbers
paled in comparison to American seaplane (e.g., PBY
Catalina and PBM Mariner) production.

Having established the foundation, Young chronologi-
cally details the units that flew the Mavis and Emily. He
weaves in technical details, such as the Japanese military’s
system of unit and aircraft numbers, along with a running
history of the units’ combat operations. Rather than simply
list unit movements and combat summaries, Young in-
cludes details of individual operations and combat losses.
By including this detail, he creates a “there-we-were” dia-
logue that fits well into the text.

One of the book’s notable strengths is its photographs
and color-plate drawings. As with other Osprey books, every
two-page spread has at least one photograph accompanied
by an informative caption. This format enhances the nar-
rative’s depth and will be appreciated by both casual en-
thusiasts and dedicated military history buffs. The
considerable number of color-plate drawings further en-
hances the reading experience.

While not focusing on the technical aspects of the two
aircraft, Young—by including descriptions of aerial attacks
and losses—highlights the design weaknesses of both air-
craft types. Both the Mavis and Emily were prone to catch-
ing fire when hit by enemy fire. This flaw was particularly
pronounced in the Mavis, which suffered from insufficient
armor and the absence of self-sealing fuel tanks—a design
choice common in Japanese aircraft to increase their speed
and maneuverability. By 1945, the American advances had
shrunk the Japanese empire to the point that Japan no
longer needed long-range seaplanes. As a result, production
ended as Kawanishi switched production to other aircraft.

Young offers a well-crafted, solid history of the units
that flew the Mavis and Emily. Its balance between detailed
archival research and a compelling recount of action se-
quences makes it a must-read for anyone interested in the
Pacific air war.

Lt Col Daniel J. Simonsen, USAF (Ret), Alexandria VA
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Philippines 1944: Third Fleet’s First Victory over
Japanese Land-Based Airpower. By Edward M Young.
Oxford UK: Osprey, 2025. Photographs. Drawings. Illustra-
tions. Maps. Bibliography. Index. Pp. 96. $25.00 paperback.
ISBN: 978-1-4728-6043-9

A common assumption is that carrier-based aircraft are
inherently less capable than their land-based counterparts
because of the constraints of operating from an aircraft car-
rier’s small deck. While carrier aircraft have some limita-
tions—stronger airframes, arrester hooks, and folding
wings add weight and can reduce performance—many are
still highly effective and, in some cases, superior to land-
based aircraft in their roles. In 1944, when superior capa-
bilities were combined with superior numbers and
better-trained, combat-experienced crews, American naval
aviation could take the fight anywhere at any time. In this
book, Young and the Osprey staff have given the reader an
outstanding description of what that confrontation looked
like.

To be clear, the US Third Fleet’s attack on the Japanese
occupiers was not the first time a carrier-based attacker
took on land-based defenders. Pearl Harbor aside, that dis-
tinction belongs to Japanese VADM Nagumo’s First Air
Fleet attack on British forces on Ceylon (now Sri Lanka) in
April 1942. In that case, the Japanese held the advantage
in number, capabilities, combat-experience, and tactical sur-
prise and delivered a devastating blow to the British de-
fenders. While Young does not mention this precedent, he
does use the book’s introduction to explain how the US
Third Fleet’s plan fit into the Japanese and American’s
strategic vision for the war in the Pacific. He notes that the
Japanese always planned to switch from an offensive to a
defensive strategy, creating a series of defensive lines and
allowing America to exhaust itself and seek peace on Japan-
ese terms. The Japanese clearly underestimated America’s
resolve and capacity to build a war machine unlike any the
world had seen.

Most of the ships, and all the large carriers in ADM
Halsey’s Third Fleet were launched after Pearl Harbor. All
the front-line aircraft—the Hellcat, Avenger, Helldiver, and
Corsair—were fielded after Pearl Harbor and were superior
to their Japanese counterparts. Additionally, Halsey oper-
ated independent Task Group 30.8 (Fleet Logistics Support
Group). The mission of its Casablanca-Class escort carriers
and Bogue-Class small carriers included supplying replace-
ment aircraft and aircrews to immediately replace fleet op-
erational losses. This meant that the Japanese were always
facing operational units at full strength with aircrews
trained by combat-experienced instructors.

The Japanese occupying the Philippines did what they
could to prepare for the coming onslaught. They created
new airfields to disperse their forces. While this lengthened
Halsey’s target list, it also worsened an already complicated
and ineffective command-and-control structure. Young
shows that Japanese Navy and Army units never worked
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well together. This severely limited the effectiveness of the
few aircraft that were the equal of the Hellcat. The lack of
radar and a dysfunctional communication network only en-
sured that Halsey’s forces always enjoyed the tactical ad-
vantages of surprise and initiative.

I am a major fan of Osprey products. While formulaic,
they employ skilled writers, researchers, and illustrators
who craft succinct and entertaining products that are an
excellent value. Photographs and illustrations are nicely cu-
rated to support clear and direct narratives. Young’s four
page “Introduction” is one of the best discussions of Pacific
War strategy that I have ever read. There is not a lot of new
information in Philippines 1944, but the story Young has
crafted is a solid read that is well worth the reader’s time
and money.

Gary Connor, docent, National Packard Museum, Cortland
OH

Stalin’s Falcons: Exposing the Myth of Soviet Aerial
Superiority over the Luftwaffe in WW2. By Dmitry
Zubov. Barnsley UK: Air World, 2024. Photographs. Illus-
trations. Bibliography. Notes. Index. Pp. 275. $42.95. ISBN:
978-1-39909-567-9

Zubov has written 32 books on military history in both
Russian and English. He is a professional psychologist and
is keen to scientifically explore the motives of key charac-
ters in 20th century military history. He is critical of the
prevailing views regarding the most important events on
the Eastern Front. His books, based on archival sources,
present alternative interpretations of key episodes of the
Second World War.

Soviet aviation during the 1930s and 1940s faced nu-
merous challenges that significantly affected its develop-
ment and effectiveness. Stalin’s widespread purges and
political repression led to arrest, imprisonment, and execu-
tion of millions of Soviet citizens, including many prominent
figures in the aviation industry causing a great loss of ex-
pertise and disrupting the continuity of aviation projects.
Soviet aircraft technology lagged behind that in the West
because of limited resources, lack of access to advanced
technology, and isolation from international scientific and
engineering developments. Less-advanced and sometimes
obsolete Soviet aircraft were often outmatched by the more
technologically advanced Axis airplanes.

The Soviet Union mobilized its population on an un-
precedented scale during the war. Its vast system of forced
labor camps (the Gulag system) and use of slave labor was
profound and often devastating. The human cost of the war
was immense, with millions of Soviet soldiers and civilians
perishing during the conflict.

Zubov states that Red Air Force development in the
1934-1941 period reflected all the vices of the Stalinist state
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system, which caused the total failure of Soviet fighter air-
craft when confronting the Luftwaffe. However, the tradi-
tional historical approach to the analysis of this (which
focuses on various technical and statistical aspects of Air
Force development) has significant drawbacks. It gives only
a superficial picture, leaving unanswered the true reasons
for the deplorable state of Soviet fighter aviation. Qualita-
tive analyses of the actions of key characters who deter-
mined Air Force strategy and tactics, primarily Stalin, lead
to an incorrect interpretation of their motives in the spirit
of the popular everyday concept of fatal decisions.

Zuboff draws the reader’s attention to the social and

psychological aspects of the development of Stalin’s air
force. He examines chronic failures in aircraft design and
production; describes how Stalin’s totalitarian state affected
industry designers, managers, technologists, and workers
as well as Stalin’s fighter pilots; and relates how Stalin’s
personal vices contributed to the cultivation of hostility and
intolerance in the half-starved, poorly educated Soviet so-
ciety. Divergent groups—the military, top management in
the aviation industry, leading aircraft designers, and direc-
tors of aircraft plants—Ilocked in a deadly battle for the at-
tention of Stalin.
Zubov chose four Soviet fighter aircraft (Polikarpov I-6; Lav-
ochkin-Gorbunov-Gudkov LaGG-3; Yakovlev Yak-3, and
Mikoyan-Gurevich MiG-3) as examples of the political pres-
sures influencing designers. Pressures from Stalin and his
sycophant Bolshevik regime led to the many production
problems facing the builders. Trivial and ineffective flight
testing and the multitude of design changes of each model
after production are all described to provide the reader with
a picture of the results of the political and governmental
oppression faced by designers.

This is a stunning exposé apparently provided by
archival documents thus far made available only to select
Russian historians. It is an interesting read.

Frank Willingham, NASM docent

PROSPECTIVE REVIEWERS

Anyone who believes he or she is qualified to substan-

tively assess books for the journal should contact our

Book Review Editor for a list of books available and in-
tructions. The Editor can be contacted at:

Col. Scott A. Willey, USAF (Ret.)
46994 Eaker St

Potomac Falls VA 20165

Tel. (703) 409-3381

e-mail: scottlin.willey@gmail.com




September 8-10, 2025

The American Astronautical Society
will offer its annual Glenn Space
Technology Symposium on the grounds of
the Case Western Reserve University in
Cleveland, Ohio. For more information,
see the Society’s website at Glenn Space
Technology Symposium | American
Astronautical Society.

September 18-19, 2025

The History Department of the U.S.
Naval Academy will present its bienni-
al McMullen Naval History Symposium.
Billed as “the largest regular meeting of
naval historians in the world,” the sym-
posium will be held on the Academy’s
grounds in Annapolis, Maryland. For fur-
ther information, see the Academy’s web-
site at Naval History Symposium ::
History Department :: USNA.

September 20-24, 2025

The Air & Space Forces Association
will hold its national convention in
National Harbor, Maryland to be immedi-
ately followed by its 2025 Air, Space &
Cyber Conference at a location yet to be
announced. For additional details as they
become available, see the Association’s
website at Events Archive - Air & Space
Forces Association.

September 24-27, 2025

The Society of Experimental Test
Pilots will hold its 69th annual sympo-
sium and banquet at the Grand
Californian Hotel in Anaheim, California.
For registration and other information,
see the Society’s website at The Society of
Experimental Test Pilots.

October 9-11, 2025

The Society for the History of
Technology will gather for its annual
meeting at the Luxembourg Centre for
Contemporary and Digital History on the
grounds of the Belval Campus of the
University of Luxembourg. The theme of
this year’s meeting is “Technologies of
Migration — Migrating Technologies.” For
registration details, see the Society’s web-
site at 2025 SHOT Annual Meeting
Luxembourg — Society for the History of
Technology (SHOT).
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October 15, 2025
The U.S. Naval Institute and the U.S.
Naval Academy will host a conference
in which government officials, military
personnel and academic scholars will
gather to discuss “ Dominance Through
Disruption: The Evolving Military
Advantage.” For further information, see
the Institute’s website at Dominance

Through Disruption: The Evolving
Military Advantage | U.S. Naval
Institute.

October 28-30, 2025

The American Astronautical Society
will offer its 17th annual von Braun
Space Exploration Symposium at the
University of Alabama in Huntsville,
Alabama. This year’s theme is
“Expanding Exploration:From Vision to
Reality.” See the Society’s website at von
Braun Space Exploration Symposium |
American Astronautical Society for fur-
ther details.

November 13-15, 2025
The History of Science Society will
hold its annual symposium in New
Orleans, Louisiana. See the Society’s
website at Future and Past Meetings -
History of Science Society (hssonline.org)
for details as they become available.

November 20-22, 2025
The National WWII Museum in New
Orleans, Louisiana will host its 18th
annual Conference on World War II. The
event features a daylong pre-conference
symposium, “WWII Special Forces and
Special Operations,” followed by two days
of presentations on a variety of topics.
For more information, see the Museum’s
website at The National WWII Museum.

January 8-11, 2026

The American Historical Association
will hold its next annual meeting at the
Hilton Chicago Hotel and the Palmer
House in Chicago, Illinois. For registra-
tion and program details, see the
Society’s website at Annual Meeting -
AHA.

Compiled by
George W. Cully

March 11-13, 2026

The American Astronautical Society
will offer its 63rd annual Goddard Space
Science Symposium. For more details as
they become available, see the Society’s
website at Goddard Space Science
Symposium | American Astronautical
Society.

March 26-29, 2026
The Society for Military History will
offer its annual meeting in Arlington,
Virginia. For more details as they
become available, see the Society’s web-
site at 2026 Annual Meeting | The
Society for Military History.

April 13-16, 2026

The Space Foundation will host its
41st annual Space Symposium at the
Broadmoor Hotel in Colorado Springs,
Colorado. It’s billed as “the premier event
uniting global space professionals from
all sectors.” For registration and a pro-
gram of events, see the Foundation’s web-
site at 40th Space Symposium -
Registration is now open!

April 16-19, 2026

The Organization of American
Historians will hold its annual confer-
ence at the Philadelphia Marriott
Downtown Hotel in Philadelphia,
Pennsylvania. The theme of this year’s
gathering is “Re-thinking American
History at 250.” For further details, see
the Organization’s website at OAH |
2026 OAH Conference on American
History.

Readers are invited to submit listings of
upcoming events Please include the name of
the organization, title of the event, dates
and location of where it will be held, as well
as contact information. Send listings to:

George W. Cully

3300 Evergreen Hill

Montgomery, AL 36106

(334) 277-2165

E-mail: warty0001@gmail.com
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Answer: First flown in February 1932, the Martin B-10 rep-
resented a breakthrough in bomber design, becoming the
United States first widely produced “modern” all-metal
monoplane bomber. Its advanced features—such as
retractable landing gear, enclosed cockpits, internal bomb
bay and a rotating gun turret. It was a major advancement
over the open cockpit, wood and fabric biplanes of the previ-
ous era. Powered by twin 775-horsepower Wright R-1820
Cyclone engines, which would also be used on the B-17, the
B-10 could reach 215 mph. At that speed, the B-10 was
roughly 50% faster other interwar bombers. and even
rivaled many pursuit aircraft, such as the P-26 “Peashooter.”

Between 1933 and 1936, the Air Corps procured 121
B-10s, making the B-10 its largest bomber procurement
since World War I. In 1934, then Lt Col Henry “Hap” Arnold
led a highly publicized, dramatic 8,290-mile round trip from
Washington, D.C., to Fairbanks, Alaska. This flight demon-
strated that “modern” bombers could project American air-
power over great distances.

While the B-10 was initially ground breaking, it was soon
outclassed by newer aircraft such as the B-17 Flying Fortress
and B-18 Bolo, which featured greater payloads, longer range,
and enhanced defensive armament. By the late 1930s, the
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U.S. Army Air Corps had phased the B-10 out, although the
Chinese and Dutch would use export variants against the
Japanese. Today, only one B—10 exists., an Argentinian export
variant on display at the National Museum of the Air Force.

Use the following links to learn more.

B-2 Spirit:

https://www.af.mil/About-Us/Fact-
Sheets/Display/Article/104482/b-2-spirit/

Martin B-10:
https:/www.nationalmuseum.af.mil/Visit/Museum-
Exhibits/Fact-Sheets/Display/Article/197393/martin-b-10/
B-10 Alaskan Flight:

https:/www.nationalmuseum.af mil/Visit/Museum-
Exhibits/Fact-Sheets/Display/Article/196941/b-10-alaskan-
flight/#:~:text=In%201934%20the%20Air%20Corps,t0%20
the%20Early%20Years%20Gallery

Wright R-1820 Cyclone:
https:/www.nationalmuseum.af.mil/Visit/Museum-
Exhibits/Fact-Sheets/Display/Article/197435/wright-r-
1820-cyclone/

Hap Arnold:

https://www.af mil/About-
Us/Biographies/Display/Article/107811/henry-h-arnold/
https:/www.nationalmuseum.af mil/Visit/Museum-
Exhibits/Fact-Sheets/Display/Article/196848/gen-henry-h-
hap-arnold/
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https://www.nationalmuseum.af.mil/Visit/Museum-Exhibits/Fact-Sheets/Display/Article/196941/b-10-alaskan-flight/#:~:text=In%201934%20the%20Air%20Corps,to%20the%20Early%20Years%20Gallery
https://www.nationalmuseum.af.mil/Visit/Museum-Exhibits/Fact-Sheets/Display/Article/196941/b-10-alaskan-flight/#:~:text=In%201934%20the%20Air%20Corps,to%20the%20Early%20Years%20Gallery
https://www.nationalmuseum.af.mil/Visit/Museum-Exhibits/Fact-Sheets/Display/Article/197393/martin-b-10/
https://www.nationalmuseum.af.mil/Visit/Museum-Exhibits/Fact-Sheets/Display/Article/197393/martin-b-10/
https://www.af.mil/About-Us/Fact-Sheets/Display/Article/104482/b-2-spirit/
https://www.af.mil/About-Us/Fact-Sheets/Display/Article/104482/b-2-spirit/
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by Dan Simonsen

This Issue’s Quiz:

Question: In June 2025, during Operation
Midnight Hammer, the United States Air Force
once again demonstrated the Global Reach capa-
bilities of the B—2 Spirit. When it was delivered
to Whiteman Air Force base in 1997, the B-2’s
stealth (low observability) properties represented
a major shift in bomber capabilities. Our Quiz’s
interwar period bomber aircraft also represented
a major shift in capabilities. While it did see com-
bat action during World War II, by the start of the
war, it was obsolete. Name that historic aircraft.
As an additional challenge, name several of this
aircraft’s ground breaking technologies.
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