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THE RAF AND AIRBORNE FORCES
RAF MUSEUM, HENDON, 9 APRIL 2014
WELCOME ADDRESS BY THE SOCIETY’'S CHAIRMAN
Air Vice-Marshal Nigel Baldwin CB CBE

Ladies and Gentlemengood morning.

It is a pleasure to welcome you to our first megetihis year. We
are going to spend the day looking at how the RéyaForce and the
British Army have worked together in attemptingimgect airborne
forces into the battle area. But before we begimlavays, | must say
how grateful as a Society we are for the help dmdfacilities we
continue to receive from Air Vice-Marshal Peter Dwyad his
colleagues here at the RAF Museum.

But also before we begin, some of you will notédreard that Dr
Jack Dunham, our Membership Secretary for nearlyy@drs, died
earlier this year. He had been ill for some timg hAimost to the end,
continued to correspond with our members. We alle dwm a
considerable amount. Our editor will place a suéatwtice in the next
Journal meanwhile Wg Cdr Colin Cummings has takesr dack’s
responsibilities. The website has been changeeftect that. While
mentioning the Society’s website, it has recendgrbre-vamped and
now most of our seventy or so publications goingkbe 1986 are
much more easily downloadable.

Our Chairman today is unusual by our standards:thie first time
we have ever invited a soldier to guide the dayibuGeneral Sir
Rupert Smith we have a British soldier who fits bileadmirably.

He is the son of the New Zealander Gp Capt Insmgith who
flew Hurricanes in the Battle of Britain and later,1944, as a wing
commander, led the historic Mosquito raid on then@ prison at
Amiens.

Sir Rupert retired from the British Army in 2002uJing been
DSACEUR- Deputy Supreme Allied Commander Eurep@here he
was closely involved in NATO’s operations in thell&as having
previously been Commander of UNPROFGRhe United Nations
Protection Force in the former Yugoslavia. Befdnatthe had been
GOC Northern Ireland, Assistant Chief of the DeterStaff for
Operations in the MOD, and, as many of you willaltadhe GOC of
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1(UK) Armoured Division in the early 1990s not leasthe first Gulf
War. When he retired, he wrote a bodke Utility of Force- the Art

of War in the Modern Worliwhich is now recognised as a masterly
analysis and account.

But before all of that, after Sandhurst as a yenyng man his first
commission was as a 2nd Lt in the Parachute Regiamah he then
served in Africa, the Caribbean, Northern Irelarieljrope and
Malaysia. In the 1990s, he was Colonel CommandiathteoParachute
Regiment- which brings us nicely back to today.

I am sure he will be able to keep us on track.

Sir Rupert- you have control

! Smith, General Sir Ruperfhe Utility of Force— the Art of War in the Modern
World (Allen Lane, London, 2005).



ORIGINS AND INFANCY OF THE CENTRAL LANDING
SCHOOL, RINGWAY, AND THE TRAGINO AQUEDUCT
RAID

Nicolas Livingstone

Nick Livingstone served as a Light Infantryman
before leaving the Army to read English at Warwick
University. Careers followed in educational pub-
lishing and IT systems development. His father had
flown as a WOp/AG with No 1419 (SD) Flt and
No 138 Sqgn which led Nick to delve into the origins
and early history of the Special Duties units
operating for SIS and SOE. There is much common
ground shared with the development of Airborne Esrdhence this
paper.

At the end of June 1940 Britain was alone. Brita@d no airborne
forces— no parachute troops, no glider troops and, extmpin the
Middle East, no air-trooping capability. Germanysgessed all three,
so why not the British? To find out we need to galto the Great
War.

Before 1918 the parachute’'s military use had beemfined to
crewmen fleeing a burning observation balloon, feva brave agents
dropped from biplanes by moonlight over the greeantry behind
the opposing lines of trenches, and, from mid-19t8,German
aircrew. In October 1918 the American Brigadier &ah Billy
Mitchell conceived a plan to parachute the US lisisidn behind the
German lines to capture the French city of Metztha following
spring. It would have required quantities of aifgrparachutes and
trained troops that did not exist, but it was dalyaimaginative.
Mitchell’s plan was rendered redundant by the Aticis'

Post-war devastation — economic, physical and imestifled the
development of military technologies for most of th920s. Military
budgets were slashed, but by 1927 ltaly, which pexheered the
insertion of agents by air in 1915 (though not rgehute), was
experimenting with parachute troops. The Sovietditipal control
uppermost in their priorities, soon realised thataghute troops could
be despatched quickly to quell domestic unrestramveing their vast
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Between the wars, the RAF maintained a limited baipato move
troops using a series of bomber-transports, like Yfictoria.

country’s lack of transport infrastructure. Sovigdrachuting was
promoted as a sport to produce a healthy prolétamaing and old,
and in military exercises in 1935 and 1936 Sovietegals demon-
strated to foreign observers how massed drops @ichate troops
could seize an enemy’s rear strongpoints. The s@ritish observer,
Maj Gen Wavell, noted the vulnerability of newlyatded parachute
troops, and dismissed their tactical possibilitiébe British army
went back to sleep, while the Germans, French &atidns continued
developing their parachute troops. In 1936 theyewemed by the
Poles.

In Irag, meanwhile, the RAF had been air-liftinghaps and
equipment to trouble-spots throughout the 1920s‘adsl in support
of the policy of Air Control. In 1923, against tkerially rebellious
Sheik Mahmud and his Turkish backers, two compaofemfantry
were airlifted from Kingerban to Kirkuk, their setage ground route
barred by heavy rains. The Vickers Vernon, andsitscessors the
Victoria and Valentia, were used to transport equgipt and rations by
air to mobile columns and outposts, evacuating alties on the
return, although, as Jeff Jefford has pointed own earlier journa@l,
emplaning troops sometimes had to be educatedonatidk their
bayonets through the fuselage walls.

The Germans proved to be the Soviets’ adept pufilse
Versailles Treaty had forbidden Germany an airdpmo Germany
developed transport aircraft that could be condettecarry a light
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bomb load. The Junkers Ju 52 airliner of 1930 wWiroet to be well-
suited to airborne operations: it was slow, wittarge side-door, and
it was built in quantity. Versailles had also bashtiee training of new
pilots, but gliding was permitted, and encouraggdtlie state. By
1930 Germany had a cadre of glider-trained pilotsaffuture German
Air Force, and a lead in glider design it has satest. General Kurt
Student developed the concept of the ‘airborne lepeé to exclude
enemy forces during the first vulnerable stage rofamborne attack.
The Luftwaffe’s Fallschirmjager were denied their operational
baptism in Czechoslovakia by the Munich Treaty, they tasted
success in the invasions of Denmark and Norway.ofstmlater in the
Low Countries the impact was greater: the glidenbassault on the
Belgian fort of Eben Emael made world headlineg, the German
airborne attempt to capture Den Haag's three &idigesulted in
failure and catastrophic losses. The Dutch, legrfriom Norway, had
been ready for them.

But why, while these European powers were devetpgheir
airborne forces, had the British sat on their h@ndsa nutshell, the
British had not seen a need for them. Airbornedsrare primarily
weapons of attack to take a tactical objective and hold it until
relieved, or to seize a pinpoint objective brieftyr sabotage. In
defence they become infantry whose chief valueitiepunter-attack.
After September 1939 Britain's military strategyaatst Germany
remained essentially defensive, based on navaké#tts; diplomatic
and economic pressure, and a static military defémt¢he West. The
appalling losses of the previous war had rendemedirgprovoked
military offensive against Germany politically uintkable, although
Bomber Command was permitted to sink the GermastFla June
1940 Churchill's demand for parachute troops wassibent with his
novel requirement for small-scale offensive opersito keep the
Germans off-balance, but neither had been thougbéssary before
German forces had gained the Channel coast.

The formation of Britain’s Airborne Forces

The early story of Britain’s airborne forces haesmoften been
told from the perspective of Ringway and the egdyachute and
glider troops. This version tells of a gallant ggle against the
bureaucracy of a reactionary Air Ministry which diibt want
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parachute troops. This is not exactly untrue, bintdnd to provide a
more nuanced narrative.

The widely-accepted historystarts on 22 June 1940, with
Churchill’'s demand for 5,000 parachute troops. Tugto a poinf.
Nineteen days earlier, on 3 June, Churchill hadtteri to Gen
Hastings ‘Pug’ Ismay, Secretary to the Chiefs dadffStasking for
offensive raiding operations against the enemytcddse next day in
the Commons, as the last troops were being plufiked Dunkirk,
Mr Frederick Cocks, a Labour MP, asked the War &acy, Mr
Anthony Eden, whether he intended to organise pscof parachutists
and gliders. George Garrow-Jones (later Lord Trefgapounced on
Eden’s evasive answer to ask ‘whether this forwaiffare, which has
been experimented on by foreign armies over thetitase years, has
been equally studied by the British War Office?’ Etten replied that
his earlier reply had referred to recent operatianisich were now
being studied.

A little later in the same sitting, Churchill mablis ‘We shall fight
on the beaches. . . speech, which included therstent: ‘We shall
not be content with a defensive war.” Whether he lwen present to
hear the earlier exchange, he wrote to Ismay agaithe 5th about
five offensive actions he wanted taken, of whioh fburth-listed was,
‘Development of parachute troops on a scale equal5,000.®
Churchill asked the Chiefs of Staff to brief hinred days later on
their plans. The Chiefs of Staff asked to brief himperson, due to
their plans’ secret nature, and they did so inte-féght visit on the
9th. On 14 June, the day that the Germans entenésl Fhe Chiefs of
Staff appointed Lt Gen Alan Bourfédjutant-General of the Royal
Marines:’ to be ‘Commander of Raiding Operations on coasts i
enemy occupation and Adviser to the Chiefs of Steffcombined
operations’. They assumed that Churchill would beopcupied with
France’s final agonies, so they didn't inform hend issued Bourne’s
directive on the 17th.

Bourne condensed his original mouthful of a tiibe the more
manageable Director of Combined Operations (DCQ)d dhis
appears in all subsequent correspondéh@n the 18th he issued a
Memorandum on Offensive OperatidAst demonstrates that not only
did Bourne have a substantial grasp on the subjectiad already
started turning the handle. His headquarters sta$ named, the



12

structure of his force laid out, and so were higuneements: 214
landing craft (of which only seven existed) frone tRoyal Navy, ten
‘Independent Companies’ of 200 men and 10 commaatie®0 men
from the Army, and a Parachute Training School aixdWhitley

aircraft (4 IE + 2 IRY from the RAF. Of parachutists he wrote:

‘The remaining Commandos, each of about 500 mem,irar
course of formation. | would like to aim at a totdl5,000 to
start with. Parachutists should be taken from vigers in the
Commandos.’

General Bourne had been loaned a Deputy Dire&oy (n Gp
Capt Geoffrey Bowman DSO MC* DFC, a First World Wae with
32 victories. (Twenty-three years before, as alfligommander with
No 56 Sqgn, ‘Beery’ Bowman had been one of the ace$’ who had
fought Werner Voss to his gallant death.) Bowmaah bidoer duties at
the Air Ministry, but from 1 July he acquired arsiagant: Sqn Ldr E
V Knowles had been posted from North Weald, wheee had
commanded No 56 Squadron in the battle over DunKinkeir priority
was to set up Bourne’s parachute school. Bourneématstd
optimistically that ‘up to 200 drops a day’ could made, and asked
that the whole of the Whitley group — presumably Mdroup —
should be regarded as available for offensive acti@ calculated a
potential force of 1,152 fully armed men, plus @®,0bs of stores. He
gave no indication of how many aircraft this repréged, but standard
sticks of eight would have required 144 WhitleysowBnan and
Knowles were also responsible for (as the Plans Ddary put it)
‘certain other “irregular" activities that need rimet specified™ Sqgn
Ldr Knowles would play a crucial part in the creatiof No 419
(Special Duties) Flight, formed on 20 August 1940 insert and
recover SIS agents by air. From March to Noveml&t1ihe would
command the flight (renumbered as No 1419 Flt) ismduccessor,
No 138 Sqgn.

To command the Parachute Training School, Bownraadlup a
suitable candidate in Sqn Ldr D R Shore, also knag/iRoss-Shore.
A 29-year-old career officer who had lately becammlved with the
technical development of parachutes, he was witbQR' under the
Ministry of Aircraft Production, based with the Bahute
Development Unit at Henlow. On 19 June Shore wa8Qlfeet above
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British airborne capability. Left, Louis Strange asving commander
and, right, John Rock as a lieutenant colonel.

Bassingbourn, performing a ‘pull-off parachute dest from an
improvised platform at the tail of a Whitley. Shdamded badly, and
was concussed enough to be put out of a¢ti@owman had to look
for a replacement Commandant at short notice. Madewhe posting
orders were going out.

All of these events had taken place before Chlischiuch-quoted
‘5,000 parachute troops’ demand of 22 June.

On 24 June, PIt Off Louis Strange DSO MC DFC*,ived at
Ringway from No 24 Sqgn. He had no idea why he heehbposted
there, and no one there, not even the Station ComenaGp Capt
Blackford, could tell him. Over the next few dayis IE A J O'Neill
DFC, arrived from No 58 Sgn, and Maj John Rock,ogdk Engineer
who had, at least, been told to start a paractolteds. In an attempt
to get to the bottom of the mystery, Tony O’'Nedl the senior RAF
officer, borrowed a Leopard Moth on the 28th areflStrange, via
Henlow, to Hendon. Strange flew the Leopard Motbkib@ Ringway
while O’'Neill made enquiries at the Air Ministry.’ieill drew a
blank:®
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On the 29th Strange flew alone to London. At theMinistry he
was redirected to the Admiralty, where he found@pt Bowman, an
old friend, trying to extract a replacement for Sgufr Shore from
Personnel Branch. Bowman promoted Strange on tbg bpefed
him and told him to take over at Ringway, whichdie on 1 July"’
Sqgn Ldr Strange and Maj Rock proceeded to cut ceraed red tape
to get the Central Landing School and its firstaghutists off the
ground. The first course for instructors startedran9th July. Strange
made his own first jump on the 22nd, at the ag&of

Air Cdre John Slessor, Director of Plans, was GHdnBourne’s
Air Staff contact in the Air Ministry. On 4 July hesked Bourne to
postpone the first parachute course. ‘More hases Ispeed’, he
counselled:

‘The development of what amounts to a completely aem of
the Service, requiring a technique which we haverene
considered, material which we have never thouglpra¥iding,
and a special personnel whom we have never thooght
training, is not a thing that can be done in thinkling of an
eye.’

Bourne replied that the first troops were readytfaining, but he
did agree to the first course starting after 15/.Jil was one of
Bourne’s last acts as DCO, for on 17 July he wpkoed by Admiral
of the Fleet Sir Roger Keyes. An ally of Churchdluring his
wilderness years, Keyes had been badgering thedPM hore active
role while he was still First Lord of the AdmiraltBourne had been
appointed by the Chiefs of Staff alone, and theg hat sought to
bother Churchill while France was collapsing. Chilfeow overrode
their choice: he had in mind a wider scope for mdfee operations,
requiring a more senior leader than Gen Bodtut Churchill took
the precaution of asking the overburdened Bournghe was still
commanding the Royal Marines — to stay on as Keydsputy.

The Whitley

The choice of the Armstrong Whitworth Whitley fparachute
operations and training was a sore point, literallgh the parachutists
and agents who had to endure its cramped interidr'the hole’, its
funnel-shaped, 3 foot-wide exit to the world behe#ttirough the
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Troops dropping from a Tiger-engined Whitley IlIrichg a training
exercise. Note the tendency for the parachutisietpivoted forwards
as his feet hit the slipstream, creating a peragiviek that his head
might encounter the airframe before he is clear.

casing left by removing the Whitley’s ventral turre

But the Whitley was the only aircraft available sgufficient
quantities for the parachute operations envisageddurne. Like
Germany, Britain had built bomber-transports in 830s, but by
1939, while theLuftwaffe had several hundred Ju 52s, the RAF had
only fifty-odd Bristol Bombays, which could carryl 2armed troops,
and 100 of the Whitley's predecessor, the HandlagePHarrow,
which could carry twenty. The original order fogleiy Bombays had
been slashed in favour of the Blenheim, and therdder were
scattered around the air force in a variety ofgolhatever the future
demand for parachute troops, building transpodrait was not about
to take priority over bombers. Although there waesk talk about
building more examples of de Havilland’'s Flamings ahe
Hertfordshire, the RAF had all the transports isviely to get for
some time.

The Army might have accepted the Whitley’s discoms without
complaint, but for a brief week in early August yhéad the
opportunity to experience the side-door exit frolBambay, on loan
from No 271 Sgn. The Army was enthusiastic, but casimall
Bombays were in the Middle East. No 271 Sqgn hadva Harrows,
but they were not considered. Ringway also covetidfugitive
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DC-3¢° belonging to the Dutch airline KLM, but they coutdt be
requisitioned from a foreign-owned company stilleogding from
Batavia (now Jakarta) in the Dutch East Indies. kdimKeyes
enlisted Churchill to intercede with the Dutch gaowaent-in-exile to
obtain the DC-3s for Ringway, in vain. KLM eventydkeased them,
and their Dutch crews, to BOAC for use on the Lisboute. Attempts
to acquire DC-3s on the open market in America &ded.

One reason why none of these aircraft was useh for training,
was expressed by Louis Strange. After a fatal actithe Army had
refused to drop from the Whitley. In a meeting ach August to
discuss possible alternatives, Strange statedithgierations had to
be carried out with Whitleys, the Whitley must dooe to be used for
training although the Army preferred the Bomb&yA paratrooper
accustomed to the Bombay or the DC-3 in trainingilbdhnave found
the Whitley experience unnerving at the precise srnwhen he
needed his nerve the most. The Army was told,fiecef'No Whitley,
no paratroops.” Ground training, and initial drojpsm a balloon,
provided a gentler introduction.

In mid-August 1940 Air Cdre Slessor proposed hriggthe
Central Landing School firmly under Air Ministry otvol ! The Air
Staff was not about to let Combined Operations, idated by the
Navy, run its own air training. The Landing Schoshs placed
completely under the Directorate of Operationalifiing (DTO) and
No 22 (Army Co-operation) Group, which already pded its
administration. Bowman did not want to continue emdhe new
arrangement, and was replaced by Wg Cdr Guy Knoekather First
World War fighter-pilot. Bourne had previously tlieto obtain
Knocker from Technical Training Command. Bowmarssistant Sgn
Ldr Knowles was reclaimed by the Air Ministry, frowhere he was
to act as day-to-day liaison with Combined Operatjdout he also
remained the link with SIS for the provision ofrigestine operations.

On 7 August one of his ex-56 Sgn Flight CommandEegs Off
John Coghlan DFC, was posted to the ‘Parachuteti®abtnit,
Ringway’ 2 Two Lysanders arrived on 9 and 10 August. On ightn
of 17 August Coghlan flew a Belgian agent, Henriehaerts, to
Manston, where he re-fuelled Lysander R2625 befoag took off for
Momignies, on the Franco-Belgian border. They wereer seen alive
again®®
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On the night of 26 August one of Strange’s pildif, Lt E B
Fielden?* with Sqn Ldr Shore acting as despatcher, paradhbtgch
Navy Lt Lodo van Hamel near Leiden from an almastmmed
Ringway Whitley?> Three nights earlier Fielden and Shore, with
Louis Strange as 2nd pilot, had flown the firseatpt. Van Hamel
(known to Ringway as ‘Mr X') was the first of marhundreds of
Ringway-trained agents parachuted by the RAF in&ziddccupied
Europe. He was captured in October and executaterfollowing
June.

Expansion

In early August 1940 Louis Strange had proposqiheding the
Central Landing Schodf. In September the school was upgraded to
become the Central Landing Establishment, and Gj C& Harvey
took command on 19 SeptemBéidt now consisted of a Parachute
Training Squadron, a Glider Training Squadron, anbevelopment
Unit to cover the development of parachuting teghes, gliders, and
the Hafner Rotachute.

It is sometimes necessary to read between the lirfieofficial
correspondence. In his mid-August proposal for paging Ringway
from Combined Operations, Air Cdre Slessor hadtemit

‘We are beginning to incline to the view that droygptroops
from the air by parachute is a clumsy and obsoteseethod
and that there are far more important possibilittregliders.
The Germans made excellent use of their parachotpd in
the Low Countries by exploiting surprise, and bstug of the
fact that they had practically no opposition. Buiggems to us at
least possible that this may be the last time flhedichute troops
are used on a serious scale in major operatfns.’

The Air Staff's views at the time, summarised innate to
Churchill on 24 August, were as follows: that aiftrcould not be
reserved for parachute operations, so bombers imeistised; the
aircraft used for operations had to be used fanitrg; only the
Whitley and, possibly later, the Stirling, weretable; and in any case
the Air Staff thought gliders a better B&fTo the Air Staff, providing
glider-borne troops at the expense of parachutpgavould satisfy
the requirement for an airborne capability whilegarving No 4 Gp’s
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Whitley force. Each glider could deliver at ledst tsame number of
troops as a Whitley, but gliders could be built aghlg and quickly,
and their tugs could be smaller than the RAF'siprecand expensive
bombers.

At a senior Air Ministry conference on 5 Septemtwediscuss the
future of airborne forces, it was not even cleaetlier a requirement
existed for parachute troops beyond Churchill’s dedhfor them.
After listening to the arguments, General Bournig ‘dot think the
force would be of any value to him for any of thipe of operations he
contemplated’. The conference agreed that a fewacpate troops
would be useful in securing a landing ground fadeyt-borne troops,
but both surprise and air superiority were deenssgmtial. Surprise
might be possible, but at that time air superioater Europe was a
distant dream. However, the principle of using phuists as
saboteurs was accepted. The overall size of Aidbdrorces, to be
ready by spring 1941, was set at 3,560 in totd): firachutists (made
up of 300 spearhead, 200 saboteurs) and 2,700 -glmEps, with 360
gliders and their Army pilots. The maximum sizeaofy one airborne
force was set at 1,000 men. This was far shorthoir€hill’'s demand,
but there was no point in training thousands ofaplaute troops if
there were too few aircraft to carry them. Buildingw transport
aircraft was ruled out. No 22 Group proposed dnegpparachute
troops from a glider, to enable the re-use of ghdeut early
experiments with Hotspurs were unpromising.

Responsibility for parachute operations remainétth Wombined
Operations by default, yet RAF delegates to thde®aiper conference
were surprised at the lack of interest in the aimbdorce. To them ‘it
was not clear who would take operational controtha force when
formed’. In October a revised directive for Admirleyes was
prepared that would have stripped Combined Opearsitiof
responsibility for airborne forces, which would ndesym ‘part of an
imperial reserve of troops for offensive operatiangerseas’. The
underlying cause of the directive’s revision wasttiKeyes had
liberally interpreted its terms as his personagrice to badger the
Chiefs of Staff and sit in on their deliberatioksowing that, as an
Admiral of the Fleet he outranked all but the Fig#a Lord, his
equivalent. Slessor wrote a caustic analysis ofpibsition®® Keyes
had to be hobbled, but the Chiefs of Staff waveesedtvised directive
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Salerno

Tragino Aqueduct

Location of the Tragino Aqueduct.

was not issued for another five months, and Keyeglon for another
year. Meanwhile Combined Operations remained resplen for
parachute operations, as we shall now see.

Operation COLOSSUS

So to Operation COLOSSUS. | shall concentrateherair aspects
of the operation. In October 1940 Italy attackededge through
Albania, the later having been annexed the preweas. Italy’'s main
supply lines across the Adriatic ran from the paftBari, Brindisi
and Taranto , which also supplied the Italian ciglsiin North Africa.
All these ports were in Apulia, a province so dmttthe Italians had
built a complex aqueduct system to bring fresh naten the head of
the River Sele, the main river of the west-drainimatershed in the
southern Apennine mountains. Without this waterghavince could
not function. When lItaly declared war on the Allieslune 1940, Guy
Ardley, an engineer with the London firm of Geongent & Sons,
devised a plan to blow up one or more of the bedgarrying the
aqueduct eastward through the mountains. He wooBotin Hardie, a
Fellow of Magdalen College Oxford, who passed iaitlriend at the
Air Ministry. (A classicist, Hardie helpfully indated that Salerno was
‘north of Paestum’; perhaps he saw London as beiagth of
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The Tragino Aqueduct.

Verulamium.) Sabotage so near the source wouldheuflow for the
whole province. In July Ardley’'s plan had been with a direct
purpose; in October it acquired one, and was dusted

Ardley’s original letter is on filé" his main target recommendation
was a bridge across a remote valley, the Bradah@l@zb1'55"N,
15°36'03"E), but early in the planning process timsige was ruled
out because its massive piers would have requiredeat deal of
explosive® A less remote alternative was selected, a contidge
across a small stream, the Tragino (at 40°52'379N28'19"E), that
runs into the River Otranto. Two apparently indejssti reports had
stated that, although the pillars and bridge weieforced concrete,
the piers (ie the bases) were ‘muratura’ — masoand this was
assumed to be correct. Concrete piers would redhirgy times the
demolition charge required for masonry. The fattlbbplan, should the
piers prove to be concrete, was to attack the sidkeof the agueduct
to damage the enclosed water-conduit directly.

Some writers have assumed that COLOSSUS was eohj as
some sort of stunt to demonstrate Britain’s airlboiorces. Far from
it: Project ‘T’ was initially handed to SOE, whitbok three weeks to
report that it ‘could not be carried out by irregulforces®® A
seaborne attack was ruled out, the target beingie® from the sea,
and bombing it was not viable either. The projeaswhen passed to
Combined Operations, which consulted with the Ainistry during
December. An outline plan was approved by the GhaéfStaff on 8
January 1941, and the preparatory phase of Oper@@LOSSUS
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was launched on the 11th.

The operation had to be
executed almost exactly a month
later. After February the shorter
nights would rule out a direct
flight across France to Malta, the
base for the operation, and
moonlight was needed for the
attack and the paratroopers’
withdrawal across the mountains
- to the coast, from where they
would be picked up by HM
Submarine Triumph Ringway
had just four weeks to prepare
the aircraft and equipment, and
to train the aircrews and

| paratroops.
OC 51 Sqn, and leader of the The original plan had called
formation, Wg Cdr Willie Tait. for a mixed force of Whitleys
and Bombays, but Gp Capt
Harvey saw the potential for confusion and delayl he obtained the
go-ahead for an all-Whitley force. The original iplaad also called
for an advance-party to cut the local telephonessyibut this was
cancelled On 15 January eight Whitleys from Nos 51 and 78sSq
with crews selected for their navigation skillsevil to Ringway for
training. Acting Wg Cdr James Tait DFC, OC 51 Sgas chosen to
lead the formation, and Wg Cdr Sir Nigel Norman wastake
command of the detachment on its arrival in MaRangway's
technical staff converted the aircraft for paragigyt racks and
containers for the ladders, explosive charges aral-sarms had to be
designed, fabricated and fitted, all of which wasmean feat in the
time available. Meanwhile the bomber crews werénéa in the
unfamiliar art of dropping parachute troops. Theparations were
hindered throughout by poor winter weather. Onatpaoper landed
in an icy pond, and drowned. A wind-blown dresseaaial, with a
full-scale mock-up of the target bridge in Tattoarl® went badly;
many parachutists had to be rescued from treeshéyldcal fire-
brigade. A Sunderland was to fly out to Malta wéincraft spares,
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66-gallon
overload
tanksx 4

| iw"ﬁ\;

66-gallon Ventral turret replaced
overload by parachuting hatch,
tanks x 2 with windshield

Additional fuel tanks in the Whitley, although thiecraft actually
used for the mission would have been Merlin-engiktd Vs, not
Tiger-engined Mk llls as shown here, and had onip,tof the
possible four, fuselage tanks actually fitted.

stores and Lt Deane-Drummond of ‘X’ Troop, but iasvdelayed a
week by bad weather. It departed England on 3-4ruaep, and

arrived in Malta on the 5th, too late to arrangdistactory

accommodation. The main force took off from Mildaftlon the night
of 7 February.

Unlike the Harrow, the Whitley had not been desijrio carry
passengers, so managing the CofG was essentialprattematic.
The Whitley’'s range could be extended by fittingotvd00-litre
overload fuel tanks in the bomb bay, plus two mpeérs in the
fuselage centre-section. For COLOSSUS only the boayttanks and
two of the fuselage tanks were used, because dnea@r would have
obscured the ventral hatth.For the journey to Malta the
paratroopers, a mix of sappers and protective infamvere spread
across the eight Whitleys, five to each aircrdfen for the operation
the thirty-six needed to make the attack were crathrmto sSix
Whitleys. The other two Whitleys were to bomb Faggs a
diversion. For take-off the paratroopers placedmdedves as far
forward as possible, but later they could sleenfiatable mattresses.
Several of these were over-inflated, and bursttéi@e; foam-rubber
mattresses later became the standard.

The first part of the air operation was an uneige@success, for
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To squeeze six men into each Whitley on the
operational sortie, one had to lie on his back
underneath the aircraft’s main fuel tank until the
aircraft was airborne; two sat on the auxiliary
tanks, facing inwards, while the other three sat on
the floor leaning against them

not all the Whitleys had been expected to reach
Malta. The containers, charges and ladders were
redistributed between the six Whitleys on the 9th,
while X Troop’s commander, Maj T A G
Pritchard, visited the skipper of HM®riumph
Earlier attempts at photo-reconnaissance had been
thwarted by poor weather, but on 9 February Fg
Off Adrian Warburton flew a successful Maryland
sortie over the target. His photos revealed two
bridges, so the eastern one was chosen.

Early the following evening, the 10th, the
Whitleys took off from Malta. Five rendezvoused
at the prominent Monte Vulture, about ten miles
north-east of the target. They approached the DZ
from the north-west, passing over the lights of the
hilltop town of Calitri, on the north side of the
Otranto valley. The Whitleys dropped their
passengers within a few hundred yards of the
target, but only after making a total of twenty sun
over the target at 500 feet, while surrounded by
higher mountains; this was well outside the crews’
bombing experience. The sixth had become lost
over ltaly; its passengers were dropped an hour
late and in another valley to the east; all its
containers hung up. Containers hung up on other
aircraft, too. Although icing was blamed at the

time, there had been many technical issues withctmainers and
their dropping systems, developed and fitted atg®Ray under
extreme pressure. A note by the Station Enginedicédfhints at
another cause. The bomb-release circuit, adaptedcdénmtainer-
dropping, was longer by some 85 feet; unless tleiraalator was
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kept fully charged the voltage would be insuffidcidn release the
containers. The paratroopers dropped in numbewat,codd numbers
facing aft, even numbers facing forward. Even-numfieones were

more likely to ‘ring the bell’ with their face aget the funnel side, as
the slipstream grabbed at the legs and pivotedipper-body forward

before it had cleared the hole.

The demolition charges had been calculated witbadthy margin,
but the bridge piers proved to be reinforced cdecreot the
anticipated masonry. The commander of the sappty, f@ap Daly,
had been dropped from the wayward Whitley, but $esond-in-
command, 2/Lt Paterson, stepped in and improvisiéd s limited
resources. The central pillar was too tall, sogappers placed their
charges at the head of a side-pillar, packed agdives bridge’s
underside, and their explosions produced a satigfgiascade and
much flying debris; the sappers believed they textbasly damaged
the bridge.

The paratroops then set off in three parties gjinoihhe mountains
for the west coast, but all were captured en roktetunato Picchi
was a 47-year-old who had been a deputy managke &avoy Hotel
in London. At five foot tall, and clearly older, h@oked out of place.
The ltalians soon rumbled his origins, his falserieh identity papers
confirming their belief that he was a spy. Picclisvinterrogated, tried
and found guilty of treason. In October the Amanidambassy in
London learned that Picchi had been executed isubarbs of Rome,
shot in the back at dawn on 6 March.

Even if the saboteurs had reached the sea no suemeould have
been waiting for them. One of the diversionary Welgg had suffered
engine-trouble and, entirely unaware of the Nawrsangements to
pick up ‘X’ Troop, chose to crash-land near the thaaf the Sele as a
logical place for the Navy to come and pick them Apdistress
message sent in SYKO, a low-grade code, was imigrin Malta
and England as a possible fake; initially HNIBumphwas instructed
to exercise caution, but the rendezvous was cacekrsonally by
the First Sea Lord, backed by the Chief of theStaff*°

Another PRU sortie by Fg Off Warburton DFC on 1t&th showed
both bridges apparently inta€t.Still in Malta, Wg Cdr Norman
believed the raid had been a complete faiftiut in London, reports
started to come through from the Italian pressatfoseurs captured
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As DCO between July 1940 and
September 1941, Admiral of the Fleet
Sir Roger Keyes was in the chair for Op
COLOSSUS.

and of water shortages in Bari and
Brindisi. The water supply to Apulia had
been impeded, but the damage was
swiftly repaired; reservoirs downstream
coped with immediate demand, and
repair materials for an inverted siphon
were readily availabf@ — the region is,
after all, an earthquake zone. In fact, a
pre-raid engineering assessment had
concluded that, even after a successful operatlion, might quickly
be restored by using a siphon: to 10% by D+14, P§%+20, and to
40-50% after a montff.

But COLOSSUS had positive side-effects; the Italpppulation
and authorities were thoroughly alarmed, and thwdsaof troops
were diverted to guard installations previouslyudjiat safe. In Britain,
still being blitzed, still under threat of invasiahe news that we had
paratroops, and had used them, raised morale evabig. Churchill
queried whether he had in fact authorised the &md, was informed
that he had.

Though the strategic purpose of the operationfaged, the RAF
had successfully delivered an airborne sabotage far a target deep
in Italy. The aircrews had performed well, thougbme had
underestimated the difficulty and complexity of task, and Wg Cdr
Tait was awarded the first of his four DSOs. B« thid had revealed
significant flaws in organisation: poor target ititeence; inadequate
lead-time; a lack of air reconnaissance until thst Iminute and
incohesive command and control. Gp Capt Harvey eveothorough
review of the entire operation, and Adm Keyes bdckés main
findings. To both it had been unclear throughouetvbr Combined
Operations or the Air Ministry had been in chayéLt Colonel G S’
of MI9 was rather more blunt: ‘The DCO’s office isted far more on
doing the operation, than on doing it successfulliie Air Ministry
was adamant that it ran the entire show up to tiet pvhen troops hit
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the ground. It regarded Combined Operations astaieal advisory

body for training, whereas Combined Operations ghout was in

command. Had the Chiefs of Staff issued Keyes whtir revised

directive back in October, the preparations, thopghhaps not the
outcome, would have been very different. As thingse, for those
involved, the confusion was exasperating. On 26udagn Harvey

wrote to Guy Knocker: ‘There are at least 10 dgzeople running the
job as far as | can see.” Harvey’'s strongest recenaation, which

Keyes backed, was for a single operation commandsted with full

powers right from the start. Harvey indicated thath a commander
should be an RAF officer; Keyes did not.

For Operation BITING, a year later, the aircrewsf No 51 Sgn
had, in Wg Cdr Charles Pickard, a leader who hiaghdl experienced
clandestine parachute operations with 138 Squadrand Gp Capt
Sir Nigel Norman commanded the overall air operatidet the will
to learn from mistakes was absent, both then artderfuture. In an
article for theAir Power RevieW’ Sebastian Ritchie has shown that
Airborne operations throughout the war demonstragedsimilar
collection of failings in allocating sufficient ldaime, in intelligence,
in preparation, and command and control. BITING wascessful
despite its shortcomings along all these dimensiand the overall
successes of TORCH and OVERLORD masked similamégl in
their Airborne components. But failures, however |laymly
undertaken, are sometimes inconvenient to redad: Amphibious
Warfare Headquarters, in its 1956 official histafythe Combined
Operations Organisatidiiymade no mention whatsoever of Operation
COLOSSUS.

Notes:

1 Hearn, PThe Sky Peopl@irlife, Shrewsbury, 1990), p 97.

2 Wg Cdr ‘Jeff' Jefford’s account of the inter-wara of air transport in the Middle
East is in Journal No 22.

8 Air Publication 125, A Short History of the Royair Force, Second Edition, (Air
Historical Branch, Air Ministry, 1936).

4 A fuller exposition of the strategic positiongisen in the first chapter of David
Stafford’s Britain and European Resistance, 1940-19@%histle, 2013, originally
published 1982).

> A rare exception is Horn. Col Bernd and Wyczynskichel; Paras versus the
Reich Pundurn Press, Toronto, 2003)

6 TNA DEFE 2/791. A copy of Churchil’s memo is Hrdo 1 in the Combined
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Operations ‘Provision of Airborne Forces’ file.
" Hansard proceedings of the 4 June 1940.
& TNA PREM 3/330/5, Encls 30-32. Churchill's lat®emo of the 22nd has been
taken as Churchill firing the starting-pistol forirdorne Forces. In fact it
acknowledged that something was already being dibeememo’s purpose was to
suggest that a proportion of paratroops be redtiten non-UK forces.
° LtGenAGB Bourne, CB DSO MVO, RM.
10 In 1940 the highest-ranking Royal Marine, an apipeent replaced in 1943 by
the Commandant-General, Royal Marines.
1t has almost universally been assumed that ithee was created for Admiral
Keyes on his appointment. H L Isaac’s letter to €hill of 20 July 1940, (TNA
PREM 3/330/1) refutes this.
12 TNA PREM 3/330/5, Encls 20-24.
13 |E (Initial Establishment), ie aircraft notionaih use; IR (Immediate Reserve), ie
aircraft on charge as replacements or undergoirigtemance/repair. In practice IR
aircraft were often held locally and could sometrbe available for use.
14 TNA AIR 9/447, Encl 991.
15 Entry in Ross Shore’s logbook, and conversatiith his daughter. Strange wrote
that Shore had broken a leg. At worst he had spdaity for he was flying again
before the end of July, and accompanied the seadies Whitley SD operations in
the role of despatcher and parachuting coach.
18 seeMore recollections of an Airmaran unpublished post-war typescript by
Strange, and Strange’s and O’Neill's log books: aalhilable to view in the RAF
Museum archives, Hendon (O’Neill’s logbook on midro only).
17 Anecdote in Strangep cit
18 Yet in October 1941 Churchill would replace Keysih Capt Lord Louis
Mountbatten, who was promoted to commodore. Moutgbavas appointed Chief of
Combined Operations in 1942, and given the conntimanks of Vice Admiral, Air
Marshal and Lieutenant General. Lt Gen Bourneaetin 1943.

 Actually five DC-3s and one DC-2.
20 TNA AIR 39/3, Encl 19A.
2L Directorate of Plans War Diary, TNA AIR 9/447,dt891.
22 Coghlan reverted to his substantive rank on pgsti
2 Coghlan’s logbook (TNA AIR 4/17); No 56 Sgn ORBNA AIR 27/528);
Manston refuelling noted by Eric Clayton in his n@nmof No 56 SqnWhat if the
Heaven’'s Fall (published privately, 1993); operation details Belgian records
CEGES/SOMA. Coghlan’s body was washed up near Wimermorth of Boulogne,
on 23 September 1940; he was buried in BoulognéeEa€emetery. No trace of
Leenaerts has been found. The other short-rangantdgs, R2626, became No 419
Flt's first aircraft, but it was never used on auéms.
24 Not E H ‘Mouse’ Fielden, then a wing commanded @aptain of the King's
Flight. In the 1930s Earl Bateman ‘Batty’ Fieldeadhbeen a pilot with Sir Alan
Cobham’s ‘Flying Circus’. He later served with distion in SE Asia on airborne
supply operations, earning the American DFC.
% The date for van Hamel’s insertion has histoljchken accepted as 28 August.
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The Ringway ORB (TNA AIR 29/512), backed by thedogks of Gp Capts D R
Shore and A J O'Neill DFC, confirm that van Hamelsadropped on the night of 26-
27 August.

% Referred to in notes of a meeting held at the Ministry on 11 August 1940
(TNA AIR 39/3, Encl 19A).

27 TNA AIR 29/512.

28 TNA AIR 9/447, Encl 991.

2% TNA DEFE 2/791, Encl 15 (memo to PM).

30 TNA AIR 8/1044 memo by Slessor 6 November 1941} eene, TomCloak of
EnemieqThe History Press, 2012), Ch 12, ‘Firebrand Adhir

81 TNA AIR 2/7450, Encl 1b. Hardie's postcard is Enha.

32 TNA WO 106/3987, Appx |: one of several copies afreport based on
information given by Lt A J Deane-Drummond, Royarils, after his escape.

3 TNA DEFE 2/152, ‘General Notes’ section, p1.

3 TNA AIR 8/1066, MI10 proposal for Project ‘T’ tthe Chiefs of Staff, dated 2
January 1941.

% On 15-16 February three Polish agents were dbpper Silesia through the rear
door of a No 419 Flt Whitley; all four rear fusetatanks had been fitted in order to
reach the target area.

% TNA AIR 2/7450, Encl 62A.

87 Award of DFC published in theondon Gazettel1 February 1941.

% Wg Cdr Norman's first draft of his report was Hamritten in Malta on
13 February, the day after receiving the post-phidtos: TNA AIR 39/13. The spans
are clearly intact in the post-raid photos. Witle tenefit of hindsight, the photos
appear to show damage at the western end of thieredsidge, as described by
Deane-Drummond.

3% McHarg, lan LA Quest for Life; An AutobiographViley, 1996), pp 41-43.

9" TNA DEFE 2/153, Encl 36C.

4 Ppickard had flown as Fg Off Ron Hockey's 2nd pitm No 138 Sqn's first
operation, TROMBONE, on 29 August 1941 (TNA AIR283&, Encl 69A). The
following night he piloted one of three aircraft Nb 138 Sqn dropping cigarettes
over Holland to celebrate Queen Wilhelmina’s bieyd

42 Ritchie, Dr Sebastian; ‘Learning the Hard WayCAmparative Perspective on
Airborne Operations in the Second World WarAim Power ReviewVol 14, No 3.

“ TNA AIR 20/9503.
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THE PARACHUTE TRAINING OF BRITISH AIRBORNE
FORCES

Gp Capt Peter Hearn

=0 Peter Hearn joined the RAF as a National Service-
y man in 1957. Commissioned and trained as a PJI he
soon became prominent in the parachuting world
both as a sport and in the exploitation of fred-fal
=~ within the military. Career highlights included

command of No 1 PTS, the award of an AFC and his

final appointment as Director of Physical Education
Since leaving the RAF in 1981 he has developed@ndecareer as a
teacher and writer.

Louis Strange, the first CO of the Parachute TnginSchool
(PTS), had learnt to fly here, on Hendon airfiéid,1913. He joined
the Royal Flying Corps in 1914, fought in fighteisnost throughout
that war, won a DSO an MC and a DFC and an OBE retiretd as a
wing commander— although he preferred, and used, its RFC
equivalent of colonel. After a career in civil awm, he rejoined the
RAF as a pilot officer in 1940, almost instantlymanother DFC (one
of only three men to win the DFC in both world wabgfore being
posted to Ringway as a squadron leader to foundcangnand a
Parachute Training School. Parachuting? He knewimgt&bout it. So
he looked for people who did.

At RAF Henlow, he persuaded ten safety equipmenrkers to
volunteer as parachute jumping instructors (PJ)added a few army
physical training instructors and then went
in search of some of his old friends. Three
were professional jumpers from his time
with air circuses: Harry Ward, Bill Hire and
Bruce Williams. This mixed bunch produced
a syllabus of training, and methods based on

Lt Col L A Strange DSO MC DFC. When
the post-war dust had settled, he was
awarded a permanent commission as a
wing commander but he left the Service in
1921.
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one instructor for each section of ten
men, to whom he taught the basic
techniques of exit, flight and landing
the system that, with some modif-
ication, is still in use today. Within a
month of Strange’s arrival at Ringway,
training of Britain’s first paratroops
began.

It soon stopped, when Driver Evans
‘ 3 fell to his death under a failed ‘chute.
;‘ Within a week, the parachute had been

-~ changed from canopy-first deployment
to rigging line-first. There was no time
for extensive trials. It was tried with a

B e W © few dummies, then Louis Strange and
The classic X-Type his instructors jumped with it. It
parachute. seemed to work. And so was born

Britain’s ‘X Type’ parachute that was
to serve our Airborne Forces throughout the war fandnany years
beyond, with only the occasional fatalityuntil 1954 there was no
reserve parachute.

And so began the parachute training of Britainidérne Forces,
taking us to their first operation at Tragino.

You will recall that Churchill had asked for ‘arps of at least
5,000 paratroops’. In April of 1941 he went to Rimy to see how
they were getting on. He watched 40 men jump frore fincient
Whitleys, and inspected another 400 on parade. &eimpressed by
the calibre and enthusiasm of the men, but nothr tnumbers,
‘Where are the rest ?’ he asked. Louis Strangehiidthat the Army
had not sent the men and the RAF had not provid#tient aircraft
and other training facilities. An angered Churchalld his Chiefs of
Staff ‘to repair this misfortune’. This resultedanvast increase in the
numbers of troops arriving at Ringway, and the raed facilities
needed to train them soon followed. But Strangentwéisere to see it.
Senior gentlemen who had their backsides kickethéthLouis for
blowing the whistle on them. They decided that lvaild be the ideal
man to pioneer another venturdlying Hurricanes off the decks of
merchant ships at sea! He was despatched to fouhthan command
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With only minor modification, the training methatksveloped during
WW Il are still in use today
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the Merchant Ships Fighter Unit. He was later tinmeto Airborne
Forces as Wing Commander Operations at HQ 46 Grsugporting
and training the airlift for OVERLORD. He actualljlew as
despatcher in one of the lead aircraft for the Nordy invasion. May
Airborne Forces, and the Royal Air Force, nevegébiouis Strange.

Command of the PTS fell to another WW 1 fightdopi- Maurice
Newnham. Under his guidance, the training of Bmitairapidly
expanding parachute force fell entirely to the Rdyia Force, who
vested it in its Physical Fitness Branch. This gtdua degree of
teaching experience to the task. So many of itkesf had been
school teachers that a visiting general, havingédeveral officers at
Ringway what they had done before joining the weais heard to
mutter ‘the place is full of bloody schoolmasters.’

These bloody schoolmasters and their NCO countsrpsoon
honed the basic training methods pioneered by LStrsnge and his
staff. Under the guidance of the chief instructdohn Kilkenny,
synthetic equipment and basic training techniquesevwmproved, and
a new syllabus written, still based on those theksments of exit,
flight and landing. This system of training for laparachuting has
lasted to this day with a few modern additions as OC ADW will later
tell you.

Apart from the welcome introduction of the Dakouath its side-
door exit, little changed at what was now called NBTS. No 2 PTS
was formed in India and No 3 in the Middle East. tBg end of the
war, Britain had two Divisions of Airborne Forceshose deeds you
will be hearing about later. 60,000 British andiédl troops had been
trained at Ringway, and that great Airborne commandeneral
Richard Gale, was able to say ‘the spirit that éragbled so many of
them to perform such grand and courageous taskdangely laid at
the Parachute Training School.’

There was an inevitable reduction of our AirboFueces after the
war, to one brigade of regular troops (16 Para Bohe) a brigade of
territorials (44 Bde). A correspondingly reducedSPhoved to Upper
Heyford, and in 1950 to Abingdon. For the contimattraining and
operational support of the two brigades, PJIs vased at Aldershot,
and at territorial centres throughout the counfriiere was little
change in training methods. There were improvemenisquipment
carriage, and the introduction of the Hastings #5Q brought us
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The Dakota, with its side door, was a welcome adeam the hole-
in-floor exit offered by the Whitley.

double door jumping- and its attendant problems. A new cry was
heard in the training hangar: ‘All round observatia..... STEER
AWAY'" as troops in the flight-trainers were taugbtavoid each other
in a suddenly overcrowded air space. The introdaoctf a reserve
parachute in 1954 welcomed by new recruits but thought to be ‘a
bloody nuisance’ by the older and bolderbrought only small
complications to flight drills.

While talking about parachutes, let us remembatr shnce training
began at Ringway, the packing and maintenance wHchates had
been the task of RAF safety equipment workers, nudirtigem WAAF
girls. ‘For thirty years | have put my life in tHeands of the good
Lord,” said an airborne padre before he made hssjfimp. ‘I hope he
will forgive me if, for a short while, | put it ithe hands of a WAAF
parachute packer . ..’

The introduction of the Beverley, followed by thegosy and then
the first of a long line of Hercules required omhynor alterations to
the teaching of aircraft drills and exit techniquésid the balloon
continued to support basic and continuation tranimtroduced at
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Like the Hastings, the Beverley offered double-gamping.

Ringway and its Tatton Park drop zone in 1941, dhptive balloon
with its ‘cage’ slung beneath it was to provide, fisany years, a safe
and relatively simple means of sending paratroapgheir first two
jumps. After the war, it also provided both paraehiorigades with a
convenient means of continuation training, withesinpanent balloon
at Aldershot for 16 Para, mostly operating at HapkCommon. We
also had a fleet of seven mobile balloons whickiettad the country
to serve the territorial battalions. As a young &fiter at Abingdon |
would travel to Town Moor in the centre of Newcastto York
racecourse, to Wanstead Flats in north Londali over the country
acting as Dz Safety Officer for these TA Weekendsemember
sharing a hip-flask of malt whiskey with that greatborne warrior
General Alistair Pearson on a stretch of moorlaodt joutside
Glasgow, as we watched the jocks of 15 Battalidftirty down out of
the sky . ..

Sadly we no longer have the balloon. It was pemeiooff in the
1980s, and its place for basic training at PTS taken by slow-flying
and exit-friendly Skyvans, flown by contracted bam companies.
The balloons were no longer needed for those ‘TAKgads’ either,
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because 44 Brigade was being run
down. We missed the balloon. We
missed the cry of the winch operator
‘Up 800 feet, Five men
jumpingggggg . .

In the 1960s, the long-overdue
replacement of the X-type parachute
by the larger, more stable and more
reliable, PX required only minor
modification to parachuting tech-
nique and instruction but it surely
gave us a smoother ride.

In the 1950s and ‘60s, PTS
became a popular training venue for
foreign Airborne Forces. Having its
pwn elite force of paratroopers
became quite the vogue for
emerging nations, even if they only
served as the Presidential Guard. Irag took it ,sersusly than most,
and we produced quite an army of Iragi airbornaliecs. Likewise
Sudan, Ghana, Rhodesia and other African friendmeSof our PJls
could swear in several languages.

Also throughout the 1950s and into the ‘60s, for own people,
parachute training and the output of trainees naetl to reflect the
changing role of Airborne Forces. Their strategicteptial was
lessened by the reduction of Britain's overseas roitment. Their
tactical parachuting role was reduced by the irgingapotential of the
helicopter— as demonstrated by the Americans in Vietnam. lodiwe
increasing efficiency of radar and ground-to-airapenry, even
among the less well-developed nations, threatemeddry concept of
low level aerial delivery. The last mass assaudiresy an enemy by
Britain’s Airborne Forces was to be at Suez in 1956

It was largely in response to this problem that thilitary mind
turned to the concept of military free fall as aame of delivering
troops from altitudes beyond the range of devibes were unfair to
low flying aeroplanes. Not a lot was known aboegffall parachuting
in 1959 and | was lucky enough to be one of a felected PJlIs to be
sent to France to find out more. The French werdhe time, the

The balloon was a mainstay o
parachute training until 1980.
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From the 1960s onwards the focus of parachutingliesesn
increasingly on free fall.

masters of free fall. We were taught the techniquéssport
parachuting, for no one on this side of the ‘iraurtain’ had yet
developed free fall for military parachuting. At 8Tve applied these
sporting techniques to more serious business. \Alndd and then
taught others how to free fall at night, with weap@nd equipment,
opening their ‘chutes to land in places where thveye not meant to
be. This was High Altitude Low OpeninrgHALO. By 1961 we were
teaching these procedures to the SAS, followedebycted members
of the Parachute Regiment and the Royal Marinegg&x equipment
was added to give us more altitude; equipmentagerivas improved,;
higher performance parachutes were introduced aadrnadvances
were made in training techniques. The parameterslAfO were
extended to embrace HAHO High Altitude High Opening, greatly
widening the scope for clandestine entry by pareechDC ADW will
later bring us up to date in this fascinating area.

As parachuting went higher, it was also seekingdoower. As
radar and air defence systems became increasinfgyr to traditional
airborne assault, there was a move to cnaeger any surveillance.
This might be achieved by aircraft flying in jusicae ground level,
then ‘popping up’ to drop height at the last mom®&dtter still if they
didn't have to ‘pop up’ at all. Ultra low level doping was applied to
the delivery of supplies, including heavy equipmeartd endeavours
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were made- to the dismay of most parachutiststo use similar

techniques for the dropping of personnel. The Rwssihad tried
dropping troops in iron ‘sledges’ in the 1930s. Nety popular, nor
successful. The height at which a personnel patacisudropped is
determined by the speed at which it opens, antirtieeneeded for the
jumper to deploy his reserve parachute if needed,ta prepare for
landing. Trials on various ideas for a low levetgmdute were carried
out, but it was concluded that little advance cobéd made on the
capability of the ‘chute as it was, and that if gti®nal circumstances
justified the risk, the reserve could be dispensi#ld and drops made
as low as 400 feet. This risk has been reduced &w#mer by the

replacement of the PX parachute by today’s maiicdtae canopy.

Higher, and lower. These differences in deliveaghhique were
largely mirrored in the growing distinction betwe8pecial Forces
and the ‘basic’ paratrooper. From the 1980s onwtridsdistinction,
and the emphasis put on the two of them, has dhiftwards Special
Forces. When 44 (Territorial) Brigade closed dowithie early ‘80s, it
left a small number of Special Forces as our omlyr@presentation
within Airborne Forces. By 1990, more training nesmes, at both
basic and continuation levels, were being appl®d&pecial Forces
than to ‘basic’ airborne unitd.gain, OC ADW will update us.

The parachute was little used in the Falklands. \Baategically it
was used out of our base at Ascension Island twedebpecial Force
reinforcements and a few key individuals to therapenal area by
dropping them into the sea close to ships of aetflThe helicopter
was far more suited for tactical movement withia dtombat zone.

Free fall parachuting was also used in Iraq, butaovery small
scale. The helicopter, the Land Rover, and ‘Shanksny’ were
favoured for unauthorised entry.

The capability of Special Forces in particular haen increased by
the introduction of a steerable static line par&ehtihis allows small
groups to land in restricted areas and, more inapdyt it allows them
to land close to their equipment. This we see éndélivery of special
boat crews into the seaith their boat. | first submitted a case for a
steerable static line ‘chute when | commanded tAE Retachment to
Special Forces way back in the 1960s. We were thailving a
technique for dropping men to far-away submariresasier than
having submarines come for the memnd a steerable ‘chute would
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have been nice. But these things take time . . .

The actual development and the necessary testingvo concepts
and new equipment is the task of various trial¢surf8uch units have
been co-located with PTS, but the test facilitBascombe Down has
long provided Airborne Forces with its major meafisfinding out
‘Does it work?' and, if so, ‘How are we going toeu#t?’ New
aeroplanes, new parachutes, new equipment corgaineew
‘anything-to-do-with-parachuting’ are all dealt tvitoy Boscombe
Down or its associated units where they pass thrahg hands of
some of our most highly qualified PJIs. They are tisst-jumpers of
the military parachuting world.

The introduction of young ladies into the worldtbe PJI in the
1980s, has in no way changed the manner, nor thétyuof our
training. They do exactly the same as their malée@gues, to the
same high standard. They have featured in the R#&&dRute Display
Team- the Falcons. ‘Ah, but what's that got to do witlirb®rne
Forces?’ you might ask. Quite a lot. Our ‘Falcom, addition to
learning how to parachute into Wembley Stadium bergver, is also
being taught during his or her time with the teambecome an
advanced practitioner and instructor of militargdrfall. So it has
always been during more than fifty years of RAFIdeary’. Our
young lady, when she finishes her time as a ‘FaJeesill be capable
of teaching Special Forces to the highest levetsl & necessary
despatching them into the skies above Afghanistawherever else
they might be needed.

So | draw to my conclusion. Wing Commander Lox&trthe end
of the day will bring you right up to date on thaimning of the
airborne soldier. As you will see, modern methodsvisual and
sensory simulation have now been added to thetitvadi use of
landing ramps, flight harnesses and mock fuselaBas.let us not
forget our pioneers. Gravity is still as unforgigias ever; the ground
is still as hard as ever; bones are still as britthe wind is still as
cussed. So, alongside our modern training techejgueu will still
hear, echoing through the training hangar, theotthe Ringway PJI
‘Elbows inl" . . . ‘Chin on chest” . . . ‘Feet andnees
TOGETHERRRRRRR! NoNeverforget him.
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GLIDERS, TUGS AND EARLY OPERATIONS
Wg Cdr Colin Cummings

Colin Cummings served in the Supply Branch for 31
years. After a series of station tours, mostly hia t
Far East, he spent a significant element of hisiser
involved with IT systems, both within the Supply
Branch and in the Directorate of Flight Safety, and
eventually became the first officer of the Supply
Branch to manage an aircraft Support Authority (the
Jaguar). Author of a notable series of books on
aircraft accidents, and one on Arnhem, he stilldsoan RAFVR(T)
commission and is a member of the RAFHS committee.

This presentation will cover four main topics.

* First, it will consider some aspects of the tragniregime
which took volunteer soldiers and turned them igtaer
pilots

e Secondly, it will describe, albeit briefly, the ddepment of
the gliders needed to train and then deploy aidtoops.

« Since the RAF’s choice of the somewhat inadequdigl®&y to
tow gliders, drop parachutists and then sustaindéggoyed
troops until they could relieved by conventionafcis was
discussed in Journal No 42, this paper will consaidy the
other aircraft used in the airborne forces role.

* Finally, it will cover two small scale airborne spgons which
followed COLOSSUS prior to the deployment of arbaine
brigade to North Africa in late 1942.

Training

In commenting on the training of glider pilotsstiould be born in
mind that, in the beginning, no one really knew howdeliver what
was required- or even what the requirement actually was. Assalte
the early days were a trifle chaotic, although shstem soon settled
down once the necessary techniques had been densed training
sequence established, supported by an agreedusyllab

The origins of glider training lay in the formatiof the Glider

Training Flight at Ringway in August 1940 with agle Scott Viking
sailplane and access to a pair of Avro 504Ns,mafiressed civilian
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aircraft, and a car. Having been expanded to bectiraeGlider
Training Squadron and become a component of théyrestablished
Central Landing Establishment in September, it w@escoming
apparent that glider flying and parachute trainiveye incompatible.
At the end of December, therefore, the Glider TirgirSquadron, by
this time equipped primarily with Tiger Moths andriy Cadets,
moved to Thame (known as Haddenham until Octob¢@)19

The wheel-less motor cars scattered about théeldiras anti-
invasion obstacles were quickly cleared and sevamk impressed
civil sailplanes acquired. Training commenced wggt Malcolm
Strathdee being the first to solo and Cpl Westdmneaing the dubious
privilege of having the first accident when he pulider through the
roof of a building.

The first serious military gliders, Hotspurs, andre capable tugs,
Hectors and Audaxes (later superseded by MastentdsLysanders),
began to be delivered in the spring of 1941 peimgitmore realistic
training to begin. In the summer a Glider Exerdisgt was set up at
Ringway and in December Thame’s Glider Training &ljon was
split in two to create Nos 1 and 2 (of an eventival) Glider Training
Schools (GTS), the latter promptly moving to Wesboithe Green.
By mid-1942 the standard training sequence foraspective glider
pilot involved a powered flying course at an Eletaen Flying
Training School, eg No 3 at Hamble, No 16 at DeobyNo 21 at
Booker, followed by a three-month course on thespot at a GTS
and the presentation of the Army flying badge adteother six weeks
on the Horsa with the Heavy Glider Conversion @iBrize Norton.
Conversion to the Hamilcar, which began to entevise in 1944,
required another course at Tarrant Rushton.

From the outset, many of the instructors were R®Fsonnel and
strong bonds developed between the RAF and Armesdhbonds
were reinforced following Operation HUSKY in 1943hen the
squadrons of the Glider Pilot Regiment were coliedavith the tug
squadrons with whom they would train and operatdlowing the
losses sustained at Arnhem the two Services becdaméricably
linked when it became necessary to second 1,200 piEs to fly
with the Glider Pilot Regiment, close to half of evh would
participate part in the Rhine crossing — Operafi&SITY.

Before moving on to discuss the development chualsgliders, it
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is perhaps worth quoting Benjamin Franklin who rotafter
witnessing a hot air balloon flight in Paris in 478

‘Five thousand balloons, capable of raising two reach could
not cost more than five ships of the line. Wher¢his Prince
who can afford so to cover his country with trodps its
defence, that ten thousand men descending fronclthels
might not in many places do an infinite deal of chief before
a force could be brought together to repel them.’

How prescient was that?!

The Gliders

The first glider intended for use by airborne &gavas the General
Aircraft Hotspur. Built to a requirement issued Jane 1940, the
prototype was ready for flight testing barely sionths later. Air
Ministry Specification X.10/40 had called for a dgr capable of
flying for 100 miles in still air, having been raked at 20,000 feet,
the idea being to ensure surprise by keeping theneil away from
the landing site. In the event, while the Hotspuoved to be capable
of covering only 83 miles, its 62-feet, high aspetto wing gave it
handling characteristics akin to those of a saikpladddly enough, the
specification makes no mention of the oxygen thatildl surely have
been required, both for the pilot and for the seseldiers sitting
behind him, nor is there any indication of the typeaircraft that was
going to tow a Hotspur at 20,000 feet.

An unusual feature of the Hotspur | was that,amding, the whole
cabin roof would have been jettisoned permittingrypeded and thus
speedy disembarkation for the seven soldiers omdbdzefore the
handful of Mk | Hotspurs had even begun to entevise, however,
the Air Ministry had changed the tactical conceptstead of the
original long stealthy glide, the new idea was tava overhead and
then dive steeply onto the landing zone (LZ). Twis achieved by
reducing the wingspan by sixteen feet and makingeschanges to
the flaps and ailerons but by this time it had disen decided that
something bigger would be needed for operationa asd the
Hotspur was now seen primarily as a training, rathan an assault,
glider (and it never was used operationally). A ngpecification,
X.22/40, required a ‘readily removable dual coni@rsset’. Most of
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Above, Hotspur Is were distinguished by a smalkpiiccanopy, the
large portholes in the detachable cabin roof ané triginal high
aspect ratio wing. Below, a pair of Hotspur lls wvia much larger
canopy and eight feet lopped off each wing.

the 1,000 Hotspur lIs built were provided with tifigsility but fifty

were subsequently modified to Hotspur Il standavtich involved
fully duplicated dual controls and instruments, aadl externally
braced tailplane.

The second glider, which took only a year to depglwas the
Horsa. Built by Airspeed to specification X.26/40carried a crew of
two and, in addition to carrying out an assaultiag, was intended to
be capable of delivering twenty-four troops by pharge. This would
have permitted a single Horsa to drop a platoosaddiers, which
would otherwise have required three Whitleys. Indélee original
idea had envisaged Horsas being towed in trairthrek, permitting
delivery of a whole company of parachutists.

As with the Hotspur, the reality was somewhatedéht and the
Horsa was actually used conventionally — for aaglid’hat is to say
that it would carry a platoon of soldiers from d@nlanding battalion
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Above, A Horsa | with its large loading door/plativand detachable
rear fuselage and, below, a Horsa Il with its détalle cockpit.
Either way, the glider could accommodate up to Biops or a
worthwhile load of freight, in this case a Jeep @n20mm AA Gun.

g

or a range of support equipment, including Jeep&;paunder anti-
tank gun or a variety of engineer stores. Its ciypadso influenced
the organisation of an air landed battalion, mdsttich would have
four rifle companies, each comprising four platqotisese alone
requiring a total of sixteen Horsas. When doubke ibrmal scale of
mortars, anti-tank weapons and machine guns wetedadhe total
establishment came to 849 men, compared to theoba0Oparachute
battalion, more than doubling the number of gliders

The Horsa was a surprisingly large aeroplane, nthelsame size
as a Wellington, although only half the weight.h&ltigh there was a
freight door, incorporating a loading platform amdaange of loading
ramps had been developed, getting large items wiperent aboard
could be a lengthy procedure. Unloading on the u@pably under
fire and without any form of mechanical assistanegjuired easy
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The capacious fuselage of the Hamilcar, with itengwiose loading
facility could accommodate quite substantial vetdsclin this case a
Bren gun carrier, one of two.

access. On the Mk | this was achieved by makingwhele rear
fuselage detachable either by undoing eight quatkase nuts and
bolts or by use of the ‘surcingle’ — a band of deting cord. The
latter worked well enough, but it is suspected gramature activation
of this facility caused the loss of the first glide fall while en route
to Arnhem. Known as the ‘Double Hills Incident’,etHoss of this
glider, and all twenty-three men on board, is commeted at an
annual ceremony held near Keevil every Septembyex.Horsa Il had
a hinged nose permitting straight-in access toftilewidth of the

fuselage.

The Horsa was the most numerous of the assaudlérgliand it
could, and was, towed by everything from an Albdents a Halifax,
but it could not carry a 17-pounder anti-tank gwhich had a
significantly longer barrel than the 6-pounder. sThlictated that
something even larger would be required, perhapsetiong even
capable of delivering a light tank. This, the Gahéircraft Hamilcar,
to Specification X.27/40 which was issued in AptB41, was yet
another glider that enjoyed a remarkably short ajest. After
preliminary discussions, it was decided to builthadf-scale model.
Unfortunately, this crashed on its first flight, tbihis was due to a
handling error rather than a flaw in the design &me full-scale
prototype flew in March 1942, still less than aya#ier the issue of
the Specification.

At 37,000 Ib a loaded Hamilcar weighed the samaragmpty
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The American Hadrian was smaller and less robuest fits British
equivalents.

Lancaster, but its 110 ft wingspan was eight feeigér than the
bomber’s, giving it a much lower wing-loading. Tiopmoduction ran
to a little over 400 aircraft, compared to well 08500 Horsas, but
for such a large aircraft it was remarkably sudtgésmnd, besides the
17-pounder, a Hamilcar could deliver a pair of auned scout cars or
Bren gun carriers, a Tetrarch or Locust tank oarage of relatively
heavy and/or bulky pieces of engineer field equipinéds size and
weight demanded a particularly powerful tug and ldemilcar was
always towed by a Halifax.

The fourth glider available to the Allies was tAmerican Waco
CG-4, known to the British as the Hadrian. The déad US Army
glider, it was of fabric-covered mixed wood and ulalp steel
construction, in contrast to British gliders whietere all wood.
Although, at 83 feet, its wingspan was only sligh#éss than that of
the Horsa, the Hadrian had only half its capaditigen men or rather
less than 2 tons of freight. That said, the entivee section hinged
upwards to give unrestricted access to the fuseldgeh was wide
enough to take a Jeep or a 75mm M1A1 pack howitzest used by
the British during Operation HUSKY, the Hadrian waand to have
some serious deficiencies. Most of these arose fitamlighter
construction, which made the airframe less robhantits British
equivalents. As a result it was prone to distortidren landing on an
unprepared LZ, which, in turn, could lead to injuwy difficulty in
unloading.

The RAF was responsible for procuring the glidedsich the
Army used, this responsibility embracing storagd preparation for
operations. This involved holding considerable lsso@t remote
locations to avoid overcrowding at the operatingdsaduring routine
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training activities. Some of these training exersicould be quite
productive as fighter squadrons being redeployedrat the country
for rest periods were sometimes moved by glidersfoi® an
operation the required number of gliders would bkected from the
storage units and flown to the launch bases. Thet matreme
example of this was the ferrying of Horsas to Ndkftica prior to the
invasion of Sicily in 1943 (an undertaking that wdesscribed in
Journal 46).

Once on-site, the gliders, perhaps forty or fofythem, would be
ranged in pairs along the runway with their tugedi up in echelon on
the grass alongside with the tow ropes laid oufpiadetermined
patterns. One by one, the tugs taxied onto the aynwook up the
slack on its tow rope and took off to be followeg the next
combination in quick succession. All of this hado® choreographed
with some precision and, so long as everyone fabbwhe well-
rehearsed drills, a launch ought to have been ledube. They rarely
were, of course, and there were almost inevitattydents involving
unserviceable tugs, broken tow ropes and the Tlikeere were laid
down procedures to cope with all manner of contieiggs in order to
ensure that one failure did not disrupt an entperation. In short, the
launch of a major glider borne assault was a prstphisticated
operation in itself.

The Tugs

Moving on to consider the aircraft used as tugsyiil become
apparent that, while the development of capableyhghders may be
regarded as having been successful, the acquisitienitable aircraft
for towing them, and for deploying parachute troopas much less
so. We have already heard something of the Whiten its
limitations from Nick Livingstone, so we can corgidother early
options. It is sometimes suggested that more nhigkie been done to
establish the suitability or otherwise of two okthircraft designed
and built to a pre-war specification calling fornbloer transports, the
Bristol Bombay and the Handley Page Harrow.

In the case of the Bombay, only fifty were buitidathe bulk of the
production run was allocated to the Middle Easfe¥ were retained
in the UK for use by No 271 Sqgn, but only briefand following the
fall of France— and just as the airborne concept was being hatehed
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i . = 2.
Hampered, as a bomber, by constraints imposedstgpicification,
the Albemarle eventually found its niche as a glidg.

most of these were sent to Egypt to join the othi&ssto the Harrow,
the last of the 100 built had been delivered in dédalzer 1937 and
within three years almost half of them had alrelaegn written off, so
they were a rapidly diminishing resource. By thd eh 1940 most of
those that remained were being usefully employeglasery trainers,
although a handful, minus their turrets, soldiemed as transports,
notably in the casualty evacuation role, until &mel of the war. Apart
from both types being of dated design, if any thdugyer was given
to reinstating their production, this would surbéigve been ruled out
on the grounds that it could only have been dontetexpense of
Blenheims, Beauforts, Hampdens and the imminenufggers and
Halifaxes, all of which would have had a much higbeority. In
effect, the already obsolete Bombay and Harrow \werestarters.

The Albemarle had been designed as a reconnagsdaomber,
with heavy emphasis on the former, but the spextitic (B.18/38)
had required that construction should be handlefiring outside the
aircraft industry. Co-ordinating the efforts of aibol,000 sub-
contractors contributing a variety of componentated management
problems that delayed production and made theadiranordinately
expensive, allegedly costing 20% more than a LaacaBy the time
that Albemarles actually began to become availabl@942 it was
already obsolescent and, after considering sepasdibilities, it was
finally decided to use them as glider tugs. As silnidy earned their
keep by participating in HUSKY, OVERLORD and MARKET
GARDEN towing Horsas and, less frequently, Hadriamsl, on
occasion even dropping paratroops, as it did onap-D

The four-engined Stirling was another aeroplaneséarch of a
role. The least capable of the RAF’s three heawnlimrs, before the
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After an initial ,career as the first of the foungined heavy bombers,
the Stirling flew on as a transport and glider tugtil the end of the
war. These are Mk 1Vs of No 196 Sgn at Keevil darte 1944.

end of 1943 it had been decided to withdraw the tirpm Bomber
Command and Stirlings flew their last bombing ssrtagainst targets
in Germany in November of that year. While the I®&y may have
had some limitations as a bomber it was still a grdw and useful
aeroplane and it continued to operate for the ofsthe war in
substantial numbers. Six squadrons within No 38u@rof Transport
Command were equipped with Stirlings and from ed®d4 they
trained with the Horsa squadrons of the Army whikeo carrying out
supply dropping missions to resistance groups erCibntinent.

Adapting the Stirling for glider towing and paratd dropping
involved removing the nose and dorsal turretdnfita glider towing
bridle and making a large hole in the rear fusellgeugh which up
to twenty-two parachutists could jump. Jumping tigto holes in the
floor was not the ideal way of leaving an aeropland, as with ‘the
Whitley kiss’, this could lead to ‘ringing the bel failure to make a
clean exit could cause the parachutist to be pitdoeward by the
slipstream before he was clear of the airframeyltieg in a broken
nose or the loss of some teeth.



A Merlin-engined Halifax/Horsa combination.

The last, and most capable, of the RAF's home-grinansports
was yet another bomber being used in a secondlryThbe Halifax,
initially Merlin-engined Mk Vs but progressively gplanted by
Hercules-powered MK llls in time for the Rhine-sirg, was not
used for delivering paratroops but its capacioumtbdbay could
accommodate two Jeeps or a Jeep and a 6-poundeorncasupply
containers could also be carried in the wing boelts and the entire
load could be dropped by parachute. Furthermoreadt the only type
able to tow a Hadrian, a Horsa or a Hamilcar, titéef leading to
particularly close co-operation between Nos 298 é4d Sqns at
Tarrant Rushton with ‘C’ Squadron of the Glider dPiRegiment
which specialised in delivering the heavier equiptrand larger anti-
tank guns to the battlefield. Later versions of kHadifax, notably the
Mk IX, continued to serve with the post-war RAF iltitey began to
be displaced by the Hastings in the late 1940s.

Finally, there was the Dakota. The RAF had wama#otas from
the outset but, apart from a handful of refugeergtas belonging to
European airlines, there were none available attithe. A pair of
Sabena’s DC-3s served briefly with No 24 Sqn, lmihthad been lost
before the end of 1940, and five DC-3s and a D@l@riging to KLM
were registered to BOAC and committed to maintajnén service
between Bristol and Lisbon flown by Dutch crews. dddition,
twenty-five second-hand DC-2 and DC-3 airliners avacquired in
1941-42 and pressed into service as military trarspn the Middle
East and India, but it was the spring of 1943 kefeubstantial
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From 1943 onwards Dakotas formed a large part of tRAF's
transport force and in north west Europe they tpakt in all three
major airborne operations, towing gliders and drapp supplies.
These are picking up casualties from Normandy imeJLO44.

quantities of the militarised C-47 began to be $iegpunder Lend-
Lease.

The RAF would eventually receive more than 1,90¢hese war-
winning aircraft and they soon became the stanBaH freight and
troop transport in all theatres, from deploying asupporting the
second Chindit campaign in Burma, to landing adssin occupied
Poland. Its availability in Europe led to the creatof the exclusively
Dakota-equipped No 46 Group. Operating mainly frBnoadwell,
Down Ampney and Blakehill Farm, its squadrons deldd paratroops
and towed gliders in all three major airborne oflenas conducted in
1944-45. An RCAF unit, No 437 Sqgn, had been addstlifn time for
Arnhem and the Canadians formed two more Dakotadsgus in
India.

The RAF was still able to commit nine squadronBakotas to the
Berlin Airlift but soon afterwards they began to fplaced by the
Valetta. Nevertheless, a handful were retainedskgrshouting during
the Malayan Emergency for instance, and the lathaedfe remarkable
aircraft was not withdrawn from service until 1970.
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® Two Small-Scale But Significant
i Operations
' In conclusion, it is instructive to
consider two specific raids that
serve to illustrate the fine balance
between success and failure that
characterise airborne operations,
even those conducted on a small
Y R o T d scale by specially trained personnel.
The We” known photograph oﬂ-he f|rSt Operatlon BITING is
the Bruneval site with the disfpetter known as the Bruneval Raid.
of the Wiirzburg radar in the Professor R V Jones’ analysis of
foreground. enemy air activity had indicated that
the Germans might be operating
radar from sites in occupied France. Intelligenoarses tended to
confirm this and reconnaissance aircraft had broumgitk photo-
graphs of a number of unidentified installations.

It was decided to investigate the site at Brunewalseaborne
commando raid was considered but ruled out in faeda parachute
landing with the party to be recovered by sea. dfrigilg not to
commit 1 Para, the only fully-trained airborne wiilable in case a
priority task arose, Maj Gen Browning directed tlla¢ operation
would be carried out by, the recently formed, ‘Gdpany, 2 Para,
commanded by Major John Frostat the time many of Frost's men
had yet to complete the parachute training course.

The 119-man team was to be delivered in stickemfby a dozen
Whitley Vs of No 51 Sqn led by Wg Cdr Charles PickaAn initial
rehearsal of the whole exercise was a failure buvas repeated
successfully two days later. The crews stood bytauxton from
23 February 1942 and after four cancellations dueveather the
operation was mounted on the 27th. Shortly befa@stng-in the
aircraft were engaged biylak ships and they were fired on again
before reaching the drop zone (DZ).

Over a period of 19 minutes from 0020 hrs the gawasts,
including Sgt Charles Cox, an RAF radar mechanietendropped
with the aircraft flying at 90 mph. Having flowntonmist, one crew
had difficulty finding the DZ and had to search fts IP prior to
running in. Another had to make two runs over tt# d3 one of its
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soldiers became entangled in the static lines agetwho had jumped
before and had to be pulled back into the aircratft.

Cox and a small party of Royal Engineers, led aptCDennis
Vernon, dismantled as much as they could oftigzburgradar and
carried it away in a specially designed cart. ABeme confusion on
the beach, the whole party, including two prisoneras successfully
recovered. All the aircraft also returned safelgha@gh some had
sustained some damage.

There was a long term spin-off from this raid.rbased security
was provided at all of the other German radar sitetuding fencing
them in with barbed wire entanglements. Since ttassggywithin the
wire could not be mowed, or even grazed, the sitedd be clearly
identified, making them relatively easy to dealhit the run up to D-
Day.

Despite the potential risk involved in selectinglyopart-trained
troops, this had not proved to be a handicap afddN& had been a
considerable success. This would not be the cadle @peration
FRESHMAN, an attack on the heavy water plant ak&iju

The allies were aware that the Nazis were attemgit develop an
atomic bomb and the physics involved in the proaespired the
production of heavy water. This was being underake occupied
Norway at a hydroelectric complex near Vermorkydts decided that
an attempt should be made to destroy this plamtguai demolition
team which was to be delivered by gliders landimyam LZ that
would be marked by Norwegian agents. Having caroed their
mission, the team was expected to seek sanctuamuinal Sweden —
which would involve crossing more than 200 milesneduntainous
terrain in winter. Preparations for the operatia@revcontrolled by HQ
38 Wg and the attacking force was to be launcheth fBkitten in
northern Scotland, even so, it would still be a 4il@ transit.

Of the two gliders, Horsas, one would be flownabyair of RAAF
pilots, PIt Off N A Davies and Sgt H J Fraser, tiieer by Staff Sgt M
F C Strathdee and Sgt P Doig of the Glider PilogiRent. Three
Halifax tugs were allotted specifically for the opion and were
stationed at Netheravon with some engineering stippeing
provided by personnel of No 138 Sgn from Tempsf&mdctice long-
distance tows were made, mostly using Whitleys fiidmuxton, but
sufficient flying was done with the Halifaxes tonfeéiarise the tug
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A pre-war photograph of the hydro-electric plantvarmork, the
objective of Operation FRESHMAN.

pilots with an aircraft that they had not previgubwn.

Having begun the move to Skitten on 13 Novembet21%n
exercise that was complicated by a series of urtsaiilities with the
Halifaxes, an attempt was made to mount leafleppireg sorties to
the Oslo area on the 18th to permit the crews ¢otlse terrain. Only
one was successful, however; the second aircrafigbebliged to
return early with engine trouble.

The mission was launched on the night of 19th/2@bth
combinations took off with the intercom links betmethe tugs and
gliders already inoperable. Other than using thdéioran a dire
emergency, that left light signals as the only rodthof comm-
unication but, that aside, both aircraft were floswnrNorway without
undue drama, although the hastily installed Rebegeépment in the
aircraft captained by Sgn Ldr A B Wilkinson, failels loss would
prove to be critical as it prevented the crew frboming onto the
portable Eureka beacon that was being operatedeblorwegians at
the LZ. Having failed to locate the LZ on its fingtn (although the
Norwegians subsequently reported that they haddhbar aircraft fly
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almost directly overhead) the crew made a secdethpt.

Five hours after take off, and having spent weléroan hour
attempting to locate the LZ, and considering that pilots of the tug
and glider had been unable to speak to each otherfact that
Strathdee and Doig had coped with all the chandedirection is
testimony to their considerable skill and perseweea By this time,
however, the tug’s fuel state was becoming criteoal it was decided
that the mission would have to be abandoned. Witkinset course for
Peterhead but, having climbed laboriously to 12,@0¢he aircraft
flew into cloud and began to pick up ice. No longéte to maintain
altitude there was no option but to descend, throelgud, to below
the freezing level. Flying in thick cloud at 7,060conditions were
very bumpy and the tow rope eventually partest the glider cast off.
The Halifax crew could do no more than return tsebavhile the
Horsa crash landed in the mountains. Of the seganteen on board,
eight died instantly and four were injured; onlyefiwere unhurt. The
survivors were all rounded up and killed by testapo the wounded
were murdered in cold blood — by a doctor!

The second combination, its Halifax captained lty LE A R
Parkinson, RCAF fared even worse. Having coastedt iBgersund,
the Horsa crash landed (so it had presumably blyerg ffree, but
whether intentionally or inadvertently is not kngwim mountains
about five miles inland. The Halifax crashed a fenies further on,
the entire crew being killed. Only three men haetldn the glider but
within a matter of hours all of the survivors hageb captured and
shot.

A few months later, February 1943, a small tears inaerted, this
time by parachute, and they succeeded in seveaehading the heavy
water plant. Operation FRESHMAN had cost the lieégorty-one
men, seventeen in each glider and seven in théaidabadly, despite
their courage and enterprise, they had achievedngmptSome lessons
had been taught, however, if only in the negatemss of the risks and
limitations inherent in glider operations.
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MORNING DISCUSSION

Mike Meech. | believe that the Albemarle used the early holgaie-
floor method of dropping parachutists. As such, itlickemain in use
throughout the war — perhaps for Pathfinders?

Wg Cdr Colin Cummings. Yes — for Pathfinders. Certainly for
OVERLORD - several Albemarles dropped members ohd22
Independent Para Coy. There is a quite famous ghagtb of them
checking their watches before boarding. Having besgected as a
bomber, the Albemarle was also used as a fastpwantr a while,
operating a nightly service between the UK and &itar, for
example, and as a glider tug, of course, both fdERLORD and
MARKET GARDEN. Incidentally, apart from launchingraething
like ninety conventional Albemarle/Horsa combinaio from
Manston, in the course of MARKET GARDEN Albemarlatso
towed about ten Hadrians, delivering several ofnrthi® LZs at
Nijmegen, rather than Arnhem.

Sgn Ldr Peter Symes.An observation, rather than a question. As a
child | lived near Portreath and one of my formatmemories is of
big four-engined aeroplanes towing smaller onesandne occasion
one of them coming back with the just the tow hmeipping. | now
know, of course, that this was Operation TURKEY BARD, or
BEGGAR, and it occurs to me that the consideraldleiexement
involved in towing gliders across 1,200 miles ofpgtly contested,
airspace to Salé in Morocco and then on for anoth@d0 miles to
Tunisia deserves to be more widely recognisedlasdimark event in
purely aviation, as distinct from military, history

Cummings. | quite agree. And if you have a look at Jourr@lyéu

will see that | presented a paper on this Operationshort, they
ferried a couple of dozen gliders, in batches. &hoe four didn't

make it and two crews were lost. One crew actudilighed twice!

The first time they were picked up by a British tdeger within 24
hours but the second time they were in their dinfgiryeleven days
before they were rescued by a Spanish trawlerakehtto Portugal. It
was a pretty demanding exercise, a 1,200 mile tollovied by

another 1,000 or so, done in two stages, so eatheogliders had
three pilots, permitting them to work in shiftsranimise fatigue.
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Bob Kershaw. I'm an ex-Parachute Regiment officer. All three
presenters have made some reference to inter-degael in-
fighting. What is the panel's view on the correcking order?
Should ‘airborne’ have been air force led, or sHotlhave been a
primarily army effort? To take the Germdrallschirmjager for
instance, they were organised as an integral eleofdahe Luftwaffe
and that arrangement seemed to have worked vepessfally. But
my own research has not indicated that there was dasire to
emulate their example.

Gp Capt Peter Hearn. | think that this issue really ought to have
been resolved at the outset, but the RAF was aattitb become too
deeply involved — it certainly didn’t want to diveany of its bombers
from their primary tasks. The whole project wasywvdependent upon
the sheer bloody-mindedness of individuals workitighe coalface.
Men like Louis Strange and John Rock. It was admotup affair,
rather than being led from above. We just didndllseget our act
together.

Nicolas Livingstone.| think that some of the lack of direction may
have arisen as a result of the early involvemer8©E. It had a co-
ordinating function but it was also very secretare for quite a long
time, probably until Mountbatten came along, th@nd latch-on to
the idea that you needed an overall task commataderersee the
whole process from concept to execution. The rega# that you had
a number of separate groups all wanting to exexsgrol while the
RAF took the view that anything to do with ‘the 'awas their
business. After all, it had only conceded contrbthee FAA to the
Navy as recently as 1939 and it was disinclinedetoanyone else
exert any kind of control over other air operatioimsthe case of the
Special Duties squadrons, for instance, the RARKIidened that its job
was done when the agents left the aircraft — beyeadhing them
how to use a parachute, the RAF took no part inrtieing of agents.
The air force was very clear about this — its e$és were strictly
confined to ‘air issues — anything, and everything do with
aeroplanes and flying was theirs, but nothing elgbether such an
insular attitude was wise is moot, of course, liubfahe Services had
failed to grasp the need for someone to be in dvemntrol.
‘Combined Operations’ was regarded as a bastaahaagtion that no
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one really wanted anything to do with — and thaluded the Navy
who more or less owned it.

Cummings. It is certainly true to say that the whole ‘airberproject
was critically dependent on men like Strange andkRworking from
the bottom up, but there were missed opportunities| am thinking
of a Polish officer, ColAndrzej Marecki, a member of General
Sikorski's staff, who visited Ringway in the earlgays and
subsequently wrote a nine-page paper outlining ftoaught to be
done —in a ‘combined’ sensebased on his previous experience with
the Polish Army, who were several years ahead @it tlse time. The
concerned staffs noted Marecki's advice but dedlitee implement
much of it, preferring to learn the hard way. lesngly, when
Terence Otway wrote the official historjrborne Forces he made
no reference to Marecki nor to the significant cidmition that had
been made by a group of refugee Polish Army patéteuvhen the
school at Ringway was first being established. Thas, | think, a
missed opportunity.

Richard Bateson. No one has mentioned the Airborne Forces
Experimental Establishment (AFEE) which was fornadRingway
before moving to Sherburn-in-ElImet and Beaulieuobefbeing
absorbed by Boscombe Down in 1950. It had a handdst of the
techniques that have been discussed this mornihg &iso did some
interesting work in the context of clandestine apens which
involved a Barracuda fitted with a pod under eadhgwEach pod
contained two agents who were to have been droppedgh a pilot-
operated trapdoor. Does anyone have any idea hevaghnts might
have felt about that?

Hearn. Well | have to admit that pressure of time meaat we did
skip over the AFEE but its contribution was, of zm) very
significant. That said, much of the work that itl dike the Barracuda,
never came to fruition. They did do some very iesting things — a
blank gore parachute, for instance, which was qut®lutionary at
the time, but it never became operational — antivifaa the case with

1 Otway, Lt Col T B H;Army Airborne Forces in the Second World Waondon,
1990 — IWM facsimile of the classified original D951).



58

Barracuda, P9795, fitted with a two-man capsule amdach wing.
Live drops were made from these, but the technicagenot employed
operationally.

many of its wartime projecfsLater on Boscombe Down made a
major contribution to post-war developments infie& ranging from
work on the design of parachutes, clearing aeregldor dropping,
refining the procedures to be used and inventirdjatradapting role
equipment.

Livingstone. Just a thought in the context of delivering ageftss
was done during WW 1, typically using a BE2, witietagent in the
front cockpit or, | believe, sometimes climbing dotlie on the lower
wing whence he dropped off after the pilot had hmat down. But
there was reportedly a later system that involhedaigent being in the
rear cockpit, which had a trapdoor in the floor,aveg a harness
fitted with a static line attached to a parachate container anchored
to the airframe. The idea was that the pilot wapdrate the trapdoor,

2 Among the more remarkable wartime projects workedby the AFEE were

Hafner’'s Rotachute and Rotabuggy, towed ‘rotorski{ee unpowered autogiros with
lift provided via a free-wheeling rotor), in thetkr case attached to a Jeep. Another
was the Baynes Bat, a one-third scale flying widigleg that, had it been fully
developed into a full-sized model, would have bseapped to a tank to permit it to
be towed to the battlefieldd
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the guy would fall out and his parachute would opatomatically. It
is said that when they first tried it, the agenarmdped his mind at the
last minute which left him clinging on by his fingjps while dangling
out of the door — the pilot eventually had to rap knuckles to
persuade him to let goLéughte)

John Peaty. We heard this morning about small scale operations,
typically conducted at night. We did this, in pdrgcause we were
constrained by the lack of trained manpower anthblé aircraft and
we did not have air superiority. But | think thaete was more to it —
that there was a major difference between our @mbrand that of the
Germans. They droppemh massgin daylight — we were doing it with
very small numbers in the dark. It did change laterbut | think that
there was a basic conceptual difference in theyedalys. Would
anyone care to comment on that?

Livingstone. | think that the air superiority aspect will haveeln the
major issue. Until 1943 we just didn’t have it &hd unarmed Dakota
simply wouldn’'t have survived in a hostile air emviment, which
more or less confined us to night ops.

Sir Rupert Smith. Conceptually, what you are doing when you
deploy airborne forces, whether they arrive by ajlidr parachute
makes no difference, is to take advantage of theflank’ that you
have been able to create — so air superioritydas & given. You can
take advantage of this by conducting operationsaigls which while
small in scale may have great significance, bybif are really going
to exploit this capability it needs to be done ag pf a ‘manoeuvre’.
But to do that you have to have commanders whagarcise control
on this scale but we just didn't reach the necesdavel of
sophistication until the second half of the warcdmmander is simply
not going to place any reliance on a capabilityvinich he has no
confidence. There were generals thinking in terfnmanoeuvre from
the early days, Wingate being an exampland not just in India. A
number of senior generals were encouraging himytout his ideas,
but at the time he simply lacked the tactical céjegs that he needed
in order to put them into practice. To put it arethvay, you need
commanders and headquarters — a chicken — butlyounave to have
an egg - like commandos or airborne forces. Bujusedidn't get it
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together until 1943 and until then the Army, asteol®, hadn't really
been thinking like that. Indeed in 1939 we had kerking more like
the French with their Maginot Line — we didn't aally build one, of
course, but the prevailing mindset was more to db static defence
than offensive manoeuvre.

Cummings. | would just add that the use of airborne forceadarge

scale can be unaffordably expensive. The Germaffsered such

massive losses in Crete in 1941 that they nevematied another
airborne operation of any significance. After HUSKY 1943, when

both the British and the Americans also sustainedy vheavy

casualties among both parachutists and air-lanadeghg, there was a
major review of the concept of airborne forces. Gdaool of thought
advocated scaling back to commando-style raidsewthi¢ opposition
argued for maintaining the aim and sticking withrgia scale

operations. The latter won and three airborne iding took part in

OVERLORD with similar force levels being committed Arnhem

and again in crossing the Rhine. But by the enthefwar airborne
troops may have had their day — and gliders alwasainly had.

Gp Capt Kevan Dearman.A short anecdote. Back in the early ‘90s,
when | was Gp Capt Programmes at HQ Strike Commamdember
of my staff informed me that we were having proldemaplacing the
winches for the balloons at Weston-on-the-Greold him to keep at

it and see what he could do. He came back a caiplays later to
tell me that the balloons were filled with hydrogamd, more to the
point, that no one had ever cleared them for usedrgonnel so he
recommended that we really ought to do somethirauah. So we
did — we made the problem go away by putting thiobdas out to
contract. Laughte)

Hearn. Yes — we don't like to talk about that . . . Tisaid, they did
have a lightning conductor on the front! In fact W&l lose the
occasional balloon as a result of a lightning strifortunately never
with anyone on board. | don’t suppose that anyare ban provide an
explanation, but for some reason responsibility balloons was
transferred from the Engineering Branch to the NaBranch. Why
was that appropriate? One of those unexplainedemgstl suppose.
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MOVEMENT AND RESUPPLY OF GROUND FORCES
IN BURMA, 1942-45

Roger Annett

Roger joined the RAF via Cranwell in 1959.
Graduating as a pilot, he flew Argosys in Singapore
and, as a QFI, with London UAS, but he left the
Service in 1969 to join the fledgling British cortgu
industry. He operated internationally, including
running ICL's business with the Soviet Bloc and
spending three years in Stockholm. Since retirement
he has written, thus far, four books dealing wtik t
RAF and focusing on transport and helicopter operat.

I am sure that this audience will already be awhat the Burma
Campaign of 1942-45 was, at 5,500 miles from hontethree-and-a-
half years in duration, the most remote and londgsting ground
engagement involving British forces in the SeconarM/War.

Within 100 days of the devastating air attack @arPHarbor on
7 December 1941, the Netherlands East Indies am@iBBorneo,
Malaya and Singapore had all been occupied; theaRNgvy had
withdrawn to Ceylon and, most of the RAF in theioeghaving been
destroyed, the remnant had escaped to Australigalken into
captivity. French Indo-China and Thailand had alyebeen occupied
and a Japanese force of three divisions, 70,0@ps$tovas poised on
the Siamese border, ready to advance into Burmgir $trategic aims
were to cut the Burma Road, in order to prevent Acae supplies
from reaching the Nationalist Chinese forces, andccupy the whole
of the country and, possibly, use it as a springhhdar an attack on
British India.

But it was to be a demanding task, because Busrttzeilast place
in the world where one might choose to pick a figkarger than
France, the country is encircled west, north arsd lbya mountains up
to 12,000 feet high. Its coastline, mostly mangramd mud, stretches
some 1,300-miles and between June and Novemb&Wh&lonsoon
delivers more than 200 inches of rainfall, mostly the coastal
regions.

A self-governing British colony in 1941, Burma hadry few
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roads and just one railway. The main means of p@mation were

elephants and four major rivers — the SalweenarittIrrawaddy and
Chindwin. With jungle and bamboo growing on thepsi® up to 6,000
feet, paddy fields and mud on the plains, whichedrto choking dust
in the dry season when temperatures can reach d468Onalaria and
other diseases endemic, the theatre was a militeny's nightmare.

But, as well as being the route to India, Burma a&® rich in the

resources that the Japanese needed — in partiablaer, oil, tungsten
and rice. So, in January 1942, they struck, antegmn the longest
fighting retreat in British military history.

Gallant missions were flown in defence of RangbgnBuffalos
and Hurricanes of the RAF, together with P-40shef AVG, but they
were outnumbered by the Japanese Army Air Forcag&an fell on
8 March and most of what remained of allied air ppw Burma had
been withdrawn to India before the end of the morithe RAF
maintained a presence at Lashio for a while buth whe Japanese
only 30 miles away, that had to be abandoned ia Mbril. The
remaining echelon retreated across the Chineseebaed Loiwing
before moving on to take up residence permanentShangtu, but by
taking Lashio the Japanese had achieved their dbgctive — they
had cut the Burma Road.

Meanwhile, elsewhere in Burma the Japanese haul tiedering
the British retreat by leap-frogging ahead of theerised columns of
General Slim's BURCORP — numerically strormyt ill-prepared —
blocking the road and engaging the suddenly disusgd troops.
However, fresh from its recent triumphs in Northriéd, the 7th
Armoured Brigade had reached Rangoon in the nidiknzé. Thanks
to the roadblock-busting operations of its Stuanks, by the end of
May, sick and bedraggled and having lost muchsoéguipment, the
remnant of BURCORP straggled over the border intsatn having
tramped through some 800 miles of mountainousiterjangle and
swamp.

By that time, the Japanese were already at tharrfdontier, but
then the monsoon broke. Battle lines stabilisedurgdothree main
areas: the coastal hills of the Arakan peninsuddgid the Chindwin
River to the east of the main British base of Iniplad the wild
Northern Provinces bordering China, where a forc&rmerican-led
Nationalist Chinese troops had retreated to Ledo.
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No 31 Sgn stlll had a few legacy Valentias on changearly 1942
and these were pressed into use during the evacuatiBurma.

Throughout the remainder of 1942, both sides tickesir wounds
and regrouped for the campaigning to come. Duriegretreat, Slim
and his staff had seen something of the potenfiaio transport.
Using two of its recently acquired DC-2s, most diieth were in
Egypt at the time, No 31 Sgn had begun a shutttécee between
Rangoon and Calcutta as early as December 194 mi@yebruary
1942 the squadron had recalled its aircraft from @anal Zone and
the airlift had increased considerably in intens@ypplemented by a
couple of venerable Valentias, the priority haddmee the evacuation
of refugees and wounded with aircraft carrying anynpeople as
could be crammed aboard. In his report on the agti®lim wrote:
‘Most of us had long ago recognised that air transpould solve
some of our worst problems, but as yet we had asport aircraft”
As he rebuilt BURCORP into the 14th Army of 300,0@ten,
therefore, he made logistics his priority and, he forefront of that,
the ability to control the air — a prerequisite file air transport
operations that would be needed to move and suprnen in the
inhospitable Burmese terrain.

By the turn of 1943, as well as building extensiesv roads to and
across the border, constructing much-needed aisfiahd obtaining
the aircraft to fly from them, Slim's staff had alput together the
world’s first air-supply organisation. By Februaijm felt confident
enough to test that organisation with a sally béhlapanese lines,
Operation LONGCLOTH- the first Chindit expedition. The Chindits
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No 31 Sgn operated about a dozen ex-US airline BCFhis one,
AXT755, previously with Delta Airlines, was writteff at Akyab on
13 April 1942.

were the brainchild of a maverick, driven infantfficer, Brigadier
Orde Wingate, who had seen, in the Abyssinian campef 1941,
what guerrilla troops had been able to achievenagdess flexible
Italian regulars. ‘Chindit’ was a name dreamt upMiygate himself —
he had misheard the name ‘Chinthe’, the mythicaistethat guard
the myriad temples of Burma.

LONGCLOTH was originally set up in support of aaphed
Nationalist Chinese two-brigade incursion from YannProvince.
The Nationalist leader, Chiang Kai-Shek, manoeuwiedwvay out of
that obligation but Slim decided that the operatihiould go ahead
anyway, with the objective of giving the Japandsartfirst bloody
nose and his own men a much-needed boost to theilesed morale.
It would also serve as a test for a future longgeapenetration in
force, planned as an early thrust in the liberatibBurma.

Consequently, on 7 February 1943, Wingate mar8i@@0 men —
mostly run-of-the-mill British Army infantrymen, oscripts from
Liverpool reinforced by Gurkhas — in eight colunatsoss the border
and then across the Chindwin. The soldiers wer@rapanied by
more than 1,000 mules and each column includedast ltwo RAF
wireless operators, for the force was to be egtsabplied by air. By
this time No 31 Sqgn had already begun replacingrisl DC-2s and
had available for immediate use by its forward detaent three, the
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first of many, of their larger and more powerful ridatives.
Forerunners of the iconic Dakota, they were anaxrroercial DC-3
and a pair of ex-USAAF C-53 military transports. efb were
supplemented by the Lockheed Hudsons of the rgcémtined No
194 Sqgn.

The sorties they flew involved navigating, with madio aids,
sometimes through tropical storms and extreme terlve, across
mountainous jungle to find clearings hacked outtled bush by
Chindits using machetes and grenades. Assistedhbywireless
operators on the ground, the aircraft would ruatitbetween 300 and
500 ft, straight and level at 100 kt — a sittingckldor both enemy
fighters and ground fire — while the load was manathe to the rear
door. When the green light came on, the packs se#re door were
pushed out to float down by parachute. The aironaftild then go
round again to repeat the exercise up to a domessti

It did not always work like clockwork. Japanegghfers could still
be encountered; DZs were not found or had to baddrsed under
enemy fire; packs that missed the DZ could berigebly hung up in
tall trees and so on, but Nos 31 and 194 Sqgns flé®& sorties,
delivering 300 tons of vital supplies. The Chinditsre able to march
some 1,000 miles, creating mayhem wherever theyt.wemnvas a
major and much-needed boost to Allied morale. Byfrmmting them
in their own strongholds LONGCLOTH had demonstratiedt the
Japanese were not invincible and, even more impibyfait had
proved that it was possible to use air power tontain a force in the
jungle.

Nevertheless, the cost had been high. More th@m@h failed to
return and 600 of those who made it back to Indeaenassessed as
being unfit for further service. During both the net&in and the
struggle to get out, jungle diseases, thirst arttaestion had killed
many more men than had the enemy. A way had t@iedf both to
insert and to extract the columns by air.

One incident showed very clearly what might beadtmget them
out. On 25 April (Easter Sunday) a party of Chisdihore than 200
miles behind Japanese lines, found themselvesgditngg One of the
surviving RAF wireless operators got a message utitroto 31
Squadron, passing an estimated grid reference. Thigly out a
message in strips of parachute silk saying ‘PLANYND HERE'. Fg
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Off Mike Vlasto and his crew managed to fly the@mkdta to the spot,
where they pulled off an improbable downwind lagdin an 800-
yard jungle clearing. Twelve minutes later theykiadf again with
seventeen sick and wounded Chindits on board. #t twébe the first
of many such casevacs in Burma. Incidentally, Ba&kota (a proper
militarised C-47) would have been one of the fitst reach the
squadron; eight were allotted in April and by thel ef May it had
twenty of them.

At the Quebec Conference in August 1943 the CoetbiDhiefs of
Staff created a joint South East Asia Command (SE#@ agreed to
the appointment of Admiral Lord Louis Mountbattea upreme
Commander. He lost no time in boosting fighter bothber strengths
in a bid to wrest command of the skies over Burroafthe Japanese.

The main problem was the Nakajima Ki 43 ‘Oscédrg tlapanese
Army’s equivalent to the Navy’s ‘Zero’. The answeas the Spitfire.
Burma was, and still is, infamous as a ‘forgotteampaign’ —
thousands of miles from the European and Mediteaarfronts and
always last in line for men and equipment. But a&serl marques of
Spitfires became available in Europe, the obsoldsbék V could
finally be sent to India. The Spitfire V could oatform the Ki 43 and
its firepower turned the Japanese fighter, whictd ha armour and
lacked self-sealing fuel tanks, into a deathtrapNBw Year 1944 the
RAF’s Spitfires and Hurricanes, together with Amsan Mustangs
and Lightnings, had established a measure of donttbe skies over
Burma and the scene was set for a second, thisrtigjer, Chindit-
style offensive.

The plan this time was to fly-in the initial troofy glider—
Operation THURSDAY. This first wave would comprigenerican
pioneers who would, while being protected by accamymng
Chindits, build airstrips 200 miles behind Japanéses. These
landing grounds were to be capable of handling Acaer C-47s
and/or British Dakotas which were now available doantities
sufficient to deliver and resupply substantial nensbof troops.

These men would seek to sever enemy lines of conwamion in
support of Maj Gen Stilwell and his American andir@se troops,
advancing southwards from Ledo down the Hukawng leyal
‘dragging a road and an oil pipeline behind thernthwhe objective of
reopening the Burma Road to China.
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American engineers take a break in the shade akaked CG-4 at
Broadway

This time, Wingate commanded no fewer than sigdites —
manned by British, Indian, Gurkha and African infgmen. Four
brigades were to be delivered by air; one wouldcmarverland and
the sixth would be held in reserve. In early Febrd®44, 2,000 men
of the 16th Brigade began their march from Ledgnutect the right
flank of Stilwell's force and then, on the night ®March from their
base at Lalaghat, south west of Imphal, C-47s®lUBAAF’s 1st Air
Commando Group hauled sixty-one WACO CG-4A glidets the
darkening Assam sky, two to each tug. Their roetguired them to
climb over the 8,000 ft Chin Hills before flying ot cross the
Chindwin River. The lightly constructed gliders, shaarrying up to
17 men and their equipment, others loaded withslaed bulldozers,
were tethered to their tugs by nylon tow-ropes 836ng. Unable to
clear the mountains, many combinations were obligedrn back and
in other cases tow-ropes broke leaving the glitlersrash-land short
of their destination. Nevertheless, thirty-two teed the landing
ground. Codenamed ‘Broadway’, it was actually norenthan a
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The Clark CA-1 Tractor and LaPlant-Choate CAB-1 garaper that
were instrumental in levelling an airstrip at Broady.

natural, and very rough, clearing in the junglertifermore, it was
dark!

Within that clearing there was chaos. The Patlefisdwho had
landed only shortly before the first wave begaarnive, did their best
to arrange the lighting to indicate the least damge places but it was
impossible to prevent gliders from plunging intoterabuffalo holes
and smashing into trees, as well as into each .othe of the wireless
operators eventually managed to get ‘on net’ inetito stop any
further combinations being launched and to reaathes of those that
were already airborne. Despite this, twenty-thresn mied and thirty
were badly injured during the initial landings. Biiulously, however,
400 American engineers and Chindits had survivadodg the US
engineers was a 2/Lt R C Brackett, who found twathulldozers had
had also survived, slightly bent but still operatib

Fortunately, and perhaps distracted by the ranaeival of some
of the gliders that had been forced to land enerotlte Japanese had
failed to realise what was happening. The Ameridgamaediately set
to work with their bulldozers, supplemented by picknd shovels.
After a herculean effort, by dusk on the 7th, thegieeers and
Chindits had, between them, levelled the clearinfficgently to
provide a 1,000 yard strip. That night C-47s andkddas began
landing by the light of the moon and gooseneckeflarlt was an
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Before it was abandoned, Broadway had had thrépsstieared.

extraordinary display. Impressed, AVM John Baldwiommander of
the Third Tactical Air Force, wrote:

‘Nobody has seen a transport operation until he dtasd at
Broadway under the light of a Burma moon and watche
Dakotas coming in and taking off in opposite dits on a
single strip at the rate of one take off or onallag every three
minutes.”

On 13 March Brigadier Wingate was equally upbeating in an
Order 01; the Day that the Chindits had been ‘iregerh the enemy’s
guts . ..

With the initial airhead established, the operatiexpanded
rapidly. Over the next five days, RAF Spitfires afAcherican L-1
Vigilants flew into Broadway, where two further @ling strips had
been cleared. In a joint operation, 39 USAAF C-4d@gether with 44
RAF Dakotas flew 500 sorties (and the gliders agoti78)
transporting 250 tons of equipment and suppliessecto 1,500 pack
animals and some 9,000 Chindits. The fly-in was lete.



A Stinson L-5 of the 1st Air Commando Group withdtretcher
compartment open.

Operation THURSDAY had run for six days and sights. The
gliders’ loss rate had been 85%, mostly from th&t fivave. The only
other air loss was a C-47 that collided with a waddeffalo while
landing at Broadway at night. Senior officers immagely flew to
General Eisenhower’s HQ in England to provide beédf svith reports
on the experience gained from the operation, sthiseinformation
would clearly be of assistance in planning for DyDa

Meanwhile, the Chindits had spread out in all cions, tearing up
railroad tracks, destroying supplies and even dngatipe enemy in
pitched battles. Stilwell's advance was free tdhgapace and within a
year, the Burma Road had been reopened.

This time, the Air Staffs knew how to get the Chis out again.
Mountbatten had insisted on the provision of a amihensive casevac
organisation. Casualties were picked up by Americdn Sentinels,
backed-up by some Stinson L-1s and RAF Tiger Mo#mj then
flown out to India in Dakotas and gliders. By 194® 194 Sgn was
operating its own Sentinel-equipped Casevac Flightj in March
1945 it introduced a new and daring techniguglider snatch. The
procedure was described by Norman Currell, a 3la&gqun Dakota
pilot, as follows:

‘When a message came in that there had been aemwhb



71

P ‘% t A < *—m =1

o o TS
To avoid it's being damaged by the hook suspendstedih the

aircraft, when using the snatch technique the glidas positioned at
an oblique angle to the flight path of the tug.

casualties on a battlefield, we'd tow a glider owvar use one
already there. The chaps on the ground would tuimto any
wind there was, and load the casevacs on boardthén
meantime the Pickup Station would have been set uwo

poles, ten feet long and twenty feet apart. A ladpnylon

hawser would be fastened to a hook on the noskeoflider
and strung across the tops of the poles.

The ‘glider ‘pick-up’ Dakota was fitted with a sswveen
foot boom which could be lowered by a crew memiddong
this boom ran a wire cable with a heavy hook agdcht the
end. The other end of the cable was attached tmehwvhich
was bolted under the central mainplane.

We'd circle overhead — machine-guns mounted, viadch
out for fighters — waiting for the signal that elas ready. Then
we’d come in into wind at 1,000 feet, and throttleck for a
dive to 140 miles per hour. We'd swoop in at twefing feet
or so over the glider — exciting stuff. The drildgvthat the hook
would then grab the hawser, taking up the slacke fbok
would then come off the boom and pay out for twoosels.
Then, after another three seconds an automatice bnaduld
stop the cable running out. After that, it was,IIHtnrottle’ and
hey presto, if all went well the glider was pickegd — having
accelerated from zero to 105 mph in five seconds!

In operation it was a tricky manoeuvre but ifvaént well, and it
usually did, the glider and its occupants were logirtway to the
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nearest medical station.
It was well worth the
risks?

Other aircraft braved
the Japanese fighters
and the weather to get
the Chindits out. Two
Sunderlands were flown
to a forward base at
Dibrugarh  on  the
Brahmaputra in north-
ern Assam by crews of
No 230 Sgn. Their
{1 _ subsequent sorties in-
Sose o U@  volved climbing  over

One of No 230 Sqn’s Sunderlands picking;e 10,000-foot_moun-

up casualties at Lake Indawgyi. ins bordering Burma.
Once over Japanese-

held territory they would fly at tree-top height t@ake Indawgyi,
where the Chindits were operating. Nicknamed ‘Gerdl Daisy’ by
the troops, the Sunderlands (one of which wasdogng the 32-day
operation), were credited with having evacuated 53¢k and
wounded.

The men were well aware that the Japanese and Bluemese
collaborators murdered Allied wounded. Tragicallye inability to
move men who had been seriously wounded during aipar
LONGCLOTH, had meant that there had been no alteméut to
leave them where they fell, with just a water flamkd a grenade.
Hence Mountbatten’s insistence that Operation THDR®% was to
include a casevac facility and that his troops &hbe made aware of
it; it was an inestimable boost to morale. The stimg Chindits were
withdrawn after four months of continuous actiort by this time,
General Slim and his commanders had other mattetiseir mind.

On 8 March 1944 the Japanese had launched thesion of
India. After the failure of an earlier thrust inettArakan — where,
thanks to air supply, the Allies had been ablddod their ground and
win their first victory of the campaign — the Japs®, crossed the
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border into Assam
where they surr-
ounded the British s i
bases at Imphal and %3
Kohima. There their g, J
advance stalled, blo
cked by the be-siegeq
defenders who were ™
sustained and rein+s.
forced by air. For thel=s
first time in a major &
battle, an entire div-"
ision was airlifted
from one front to
another — the b5th
Division was moved from the Arakan to Imphal in 7&@ties flown
by USAAF C-46s and the Dakotas of No 194 Sqgn. Moatten had
persuaded his airmen to fly, and his troops totfighroughout the
monsoon. By contrast, drenched and chilled in ttén GHills, the
Japanese had no air supply. They ran out of amioonitations and
fighting spirit — it was the turn of the tide.

General Slim saw his chance and, as soon as theaoo eased in
October, he launched 14th Army’s counter-attack. tBg night of
3 December, Slim’s troops were crossing the Chindi a brilliant
campaign, they drove the Japanese back 800 mil&amngoon, and
eventual surrender. To maintain its momentum, thenyAneeded
2,000 tons of supplies every day, all of which weéevered by air.

The operating range of a fully-laden Dakota wa@ 2fles out and
back. As the Army overran the Japanese airfielts RAF Regiment
took possession so that the tactical squadronslcoalve forward to
support the next stage of the advance. But the &dot do it alone.
In January 1945, the Ledo Road reached the Old 8 Road NE of
Mandalay. With road convoys now able to drive if@bina, this
released American transport aircraft which now bexavailable to
assist in the re-supply of Slim’s army.

By the end of April, 14th Army had advanced 600esiin four
months and the race was on to reach Rangoon bédfenains came.
The Japanese had conducted their last naval opesat the Indian

A 20mm anti-aircraft gun being coaxed
aboard an RAF Dakota..




Ocean in March of the

== previous year and the
Royal Navy was back
® in the Bay of Bengal.

! That meant that
Mountbatten could
use the west coast
ports of Burma and he
decided to launch a
bold 300-mile com-

4 bined operation from
sl Akyab with the aim of

Rangoon jail with ‘JAPS GONE’ and  fé-taking  Rangoon

‘EXTRACT DIGIT’ painted on the roof. [Tom the sea.
Apart from repla-

cement wireless operators dropped to the Chinditheas, there had
been little use of paratroops in Burma but on 2 Mhg Gurkhas of
50th (Indian) Parachute Brigade, jumped from a tB8sg mixed

force of C-47s and Dakotas and neutralised the guB$ephant Point.
That permitted the landing craft carried by theigdl flotilla to be

launched and sail up-river towards Rangoon butreefloey reached
the city, they were hailed by a sampan carrying®dgA E Saunders,
OC 110 Sgn, and his navigator, Flt Lt J B Stephen. a recon-
aissance mission that morning, they had flown thisquito over the
gaol where two messages had been painted on theJABS GONE’

and ‘EXTRACT DIGIT'. That piece of RAF slang coneied Arthur

Saunders that it was a genuine message from tlsengrns so he
landed at Mingaladon and found that the Japanesk ihdeed

abandoned the city and withdrawn to the east. He wable to
intercede in time to prevent the city from beingrbarded by the
Navy. General Slim was unperturbed at having hasl dperation
cancelled by the RAF. Indeed, he wrote:

‘We were rather pleased about this in the Fourte@my. If
we could not get to Rangoon first ourselves, thd best thing
was for someone from 221 Group, which we regaraedlli
comradeship to be part of the Fourteenth Armyatat.¢f

The British had reached Rangoon just in time,téay days later,
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and two weeks early, the monsoon broke. In AuglistAmericans
dropped two atomic bombs on Japan and the Japauessndered;
they had lost more than 144,000 men in Burma. Tdrapaign had
also cost the Allies over 70,000 casualties, thgomntya of them

Indians. In the major air supply effort, betweenc®mber 1943 and
September 1945, the RAF had lost 96 Dakotas and\thericans a
similar number of C-47s. But the campaign aimshe Allies had

been achieved. India had been made safe; the oo@tiha had been
reopened and Burma had been liberated. The kayctess, from first
to last, had been the use of air power, and spatifj air transport.

This continued to be the case in the immediateratith when
thousands of liberated Allied POWs were flown téesaby ‘Dakota
Airways’ from camps in the Netherlands East Indieghere
Mountbatten’s forces had been given the messy dadtolding the
fort against Indonesian nationalists pending reddisthment of the
Dutch colonial administration. Hostilities contirti@ntil the British
withdrew at the end of November 1946.

The only air transport unit in the theatre onahébreak of war, No
31 Sqgn, was still there at the end. Having flowmremarkable 11,000
sorties in the year that it had spent operatinmf8ngapore and Java,
the squadron disbanded on 30 September 1946, mgirigi an end
thirty-one years of continuous service in India #melFar East.

Notes:
1 Field Marshal Viscount SlinDefeat into VictoryCassell, London, 1956) p143.
2 Thompson, Sir Robertflake For The Hill{Leo Cooper, Barnsley, 1989) pp50-
51.
®  Quoted by, for instance, Trevor Royle in fitee Cameronians: A Concise History
(Edinburgh, 2009).

Annett, RogerDProp Zone BurmgPen & Sword, Barnsley, 2008) pp131-132.

®  Slim;op cit, p507.
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AIRBORNE OPERATIONS: FROM NORMANDY TO
VARSITY

Dr Sebastian Ritchie

Seb Ritchie obtained his PhD from King's College,
London, in 1994, and lectured for three years & th
University of Manchester before joining the Air
Historical Branch. He is the author of numerous
classified histories of recent RAF operations iaglr
the former Yugoslavia and Libya, and has also
5 O W lectured and published widely on aspects of air
power and air operations in the Second World WamoAg his
several books, his work on Arnhesnof particular relevance to this
seminar-

This paper surveys the role of the Royal Air Foicehe three
major airborne operations mounted in support ofAlied campaign
to liberate Northwest Europe in 1944 and 1945 — #mborne
dimension of Operation NEPTUNE in Normandy, Opermati
MARKET in Holland and Operation VARSITY, the Rhimeossing
staged in March 1945. Over time, historians haweleéd to view the
Normandy and Arnhem operations in isolation. Thibaine missions
in Normandy are typically addressed as part of whaer story of
Operation NEPTUNE, while much of the published rétare on
MARKET implies that airborne warfare started andidhed in
September 1944When the two operations are linked, it is oftea vi
the simplistic notions of airborne victory in Nornty and airborne
defeat in Holland, implying doctrinal regression thre intervening
period and a failure to apply the key lessons tNarmandy
bequeathed. VARSITY is then represented as a doreedhat
successfully addressed the many and varied planrigilgres
responsible for the Allied defeat at Arnhém.

While this depiction is valid in certain respedétdss deeply flawed
in others. The perception of airborne victory inridandy is based
primarily on the more general success of Alliedrapens, while very
different and much narrower criteria tend to be leygd where

! Ritchie, Sebastiamrmhem: Myth and Reality Airborne Warfare, Air Power

and the Failure of Operation Market GardéRobert Hale Ltd; London; 2011).
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MARKET is concerned. It is easily forgotten tha¢ thllies depended
far more heavily on the airborne at Arnhem thanytitid in
NEPTUNE, and that victory required an entirely wagadented level
of airborne mission success. Subsequently, in VARSIks in
Normandy, the airborne assault was a componentqgfaat broader
operation but was not, ultimately, the decisivetdadn the Rhine
crossing plan. In short, in all three cases, ti®i@ need to assess the
airborne role in its correct historical contextitifis to be properly
understood.

This is very much the aim of the following anatysihe success or
failure of each combined operation is not the isRather, the central
question concerns the outcome of the airborne amssand the role of
the RAF in the development of airborne warfare myithe Northwest
Europe campaign. The RAF’s contribution is addréseerelation to
the basic Allied airborne operational concept, theny and varied
challenges that it generated, and doctrinal devedop during 1944
and 1945. The key air lessons gathered from oneatpe to the next
are also assessed, together with their subsegugaict on planning.
Via this approach, it is possible to establish anber of clear
continuities in the story of the RAF’s associatwith the airborne
medium, extending from the Allies’ first large-sealse of airborne
forces through to the end of hostilities. Yet thilving relationship
was complex, to say the least, and does not readigyn with the
generally accepted view of a regressive failur®®RKET that was
subsequently corrected in VARSITY.

There is a vast literature dealing with the higtof the airborne
forces, and with airborne operations in the Sedatodld War. Yet so
much has been published that it is, perhaps, alktsy to lose touch
with some of the fundamentals of the subject, eatst the elementary
question of why airborne forces should have beedeg at all. Yet
this is directly relevant to the first of the threperations with which
this study is concerned. While a number of argusmamre advanced,
there was one basic contention that effectivelyidist the issue in
Britain. Sooner or later, it would be necessarppen a second front
with Germany. Allied forces would have to attackaviey defended
beaches to secure a foothold on mainland Europe.sunh
circumstances, it would obviously be very usefuhifborne forces
could be dropped behind the enemy’s coastal de$emeesupport of
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The dlfflcultles involved in executing accurateliig in darkness,
after a long approach over water, as in Operatiod$KY, led to
many gliders landing short.

the amphibious landings.

The case appeared unanswerable, and so it wasmhatirborne
divisions — 1st and 6th Airborne — were generatefuffil this very
specific purpose. In the process, airborne operatwere effectively
subordinated to amphibious operations and amphsbianding
doctrine, which, in the British case, espousedctircept of the dawn
assault, exploiting surprise, rather than the lags softening up that
characterised American operations in the Pacifiat, Bif the
amphibious forces hit the beach at daybreak, whatrewthe
implications for the airborne? Clearly, they wouleed time to secure
their objectives before the beach assault begaithwheant landing
several hours before dawn, during the hours ofrdesk This was in
marked contrast to German airborne doctrine, whiah firmly based
on the principle of the daylight airlift, as nigtite landings were
deemed too difficult and hazardous.

Operations in North Africa at the end of 1942 oéfibonly limited
scope to test the concept, so it was not until @per HUSKY, the
landings in Sicily in the following year, that tAdlies were compelled
to confront the extreme complexity of the task tihaty had taken on.
Only then, in the most brutal circumstances imagimadid they begin
to comprehend the exceptional challenges involvedexecuting
accurate airlifts in darkness, after a long appnoaer water, in live
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operational conditions. In HUSKY, the simple trughthat the Allies
saddled themselves with an airborne delivery pieat tay far beyond
the capabilities of their aircrew, or indeed theer@w of any air force
then in existencé.

Predictably enough, HUSKY was followed by a vdita
outpouring of airborne lessons and doctrine papétany different
issues were considered, but there was a partigustmbng focus on
the airlift. It was accepted that air issues hatldaaddressed with far
greater care in future airborne operations, wittcimmore influence
being given to the theatre air commander. It haldetoecognised that
successful lifts and landings were weather dependiére high
command had therefore to rule on whether airborrmssions were
essential to the success of broader ventures, aschmphibious
operations. If essential, these other operationghimhave to be
delayed until weather conditions were suitabletter airlift® Aircrew
training, especially in night navigation, requirked greater attention:
‘Aircrews participating must therefore be trainex @an operational
standard. In particular, pilots require intensikaring in low flying,
navigation over sea, and in judging distances byntight. All the
aircraft crews must have some preliminary operatiexperience . "’

The post-HUSKY post-mortem was thus very thorougylt. it was
one thing to write lessons and doctrine papers;lampnting key
findings and recommendations was never likely to be
straightforward. How far, then, was it possibleeiploit the lessons of
Sicily in Operation NEPTUNE, the opening phase gefation
OVERLORD, in Normandy in 19447

The air command, control and planning provisiosialgished for
Normandy were unquestionably superior to the fraget machinery
employed before the Sicilian landings. Respongybitbr the airlifts
into Normandy was placed under the Air CommandeChief, Air
Chief Marshal Sir Trafford Leigh-Mallory. A so-call Airborne Air
Planning Committee was created to co-ordinate thiét avith other
parts of the plan and, at divisional level, for Btish operation, 38
Group and 6th Airborne Division set up a joint hgaalters to ensure
the closest possible collaboratibnYet a fundamental problem
remained: the Normandy airborne operation, like H¥Swould not
be treated as an operation in its own right. Ratheth the airborne
mission and the accompanying airlift would be medidind shaped
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around the amphibious landings in a manner thatvity largely

beyond the Air Commander’'s control. Leigh-Malloryell known

dislike of the American airborne plan provides owdvious

illustration. Despite his misgivings, he was congsklto accept the
plan in deference to the requirements of land cond®es such as
Montgomery and Bradley, and he had later to accodatgowholesale
revisions to their requirements only a few daysotefD-Day. His

concerns proved only too well founded: the Ameritamdings were
both inaccurate and widely dispersed.

In the British sector, the task facing 6th Airberivision was to
establish a bridgehead on the eastern bank of the River, and
subsequently to extend the eastern flank of théed\hssault area
outwards to the River Dives. The airlift task wagpected to be
reasonably straightforward where the central andh®on drop zones,
N and K, were concerned. The obvious exception thasoup de
main at Pegasus Bridge, but intensive mission-spegifeparation
involving 43 rehearsals ultimately allowed thisalimission to be
executed successfull).The landings at the northern drop zone, DZ
V, posed far greater problems. Here, the task waseutralise the
Merville Battery — a major threat to Sword beachr Ehe airborne,
this was a particularly awkward target, as it layckse to the sea.

The commander of 6th Airborne Division insistedtthe needed a
drop zone no more than two miles from the batt€osthe north was
the sea; to the west lay the Caen Canal and Ower;Riouth of the
battery, the terrain was wooded and undulating. dtlg flatter and
more open country lay to the east, but it was inmately adjacent to
the River Dives valley, which had been flooded hg Germans and
therefore posed a lethal threat to the heavily Hadgitish and
Canadian paratroops. Nevertheless, as there wasfeasible
alternative, it was in this area that DZ V was teda*

A direct route from England to the drop zones wdodve taken
the troop carriers over the Allied invasion fledts HUSKY had
shown, naval vessels were unable to distinguisivest friendly and
hostile aircraft at night, so there was a serioangér that Allied
shipping might open fire on the overflying trooprréers and glider
combinations? It was thus necessary to route the airborne armada
further to the east, in the direction of Le Hawé)ere there were
strong German anti-aircraft defences. To avoid berk, and to cross
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C-47s of the Cottesmore-based 37th TCS, 316th TCG
and WACO CG-4 gliders in June 1944.

the Normandy coast at the correct location, the RARsports would
now have to effect a sharp turn over water, in desk, before making
their final approach from the north-ed5tSuch manoeuvres had
caused considerable navigational problems duringk\J) and the
outline of the Normandy coast would offer littlesesance to the
aircrew. The coastline between the Orne and Diwtgaées is flat
and featureless and, while the ports of Cabourg@uidtreham are
distinctive topographical features, they are alsoteq similar in
appearancé'

If the aircraft were still on course when theydeed the coast, the
pilots charged with finding DZ V would have secortdsdo so. To
improve their chances, the Allies expended a cenalde effort on
raising the standard of air navigation during tin&t half of 1944. The
Pathfinder system was introduced to aid the looatiblanding areas
at night”> But the task of improving aircrew proficiency was
massively complicated by the immense scale of tremdndy
operation. This necessitated an extremely rapicmsipn of the air
transport fleet and a sharp acceleration of airctemining. The
inevitable result was that many undertrained anexperienced
personnel were committed to battle on D-B&yn the British case,
the division of tasking between the various dropemowas such that it
was necessary to assign the DZ V parachute drdp @roup, which
had only been formed in MaréhThe majority of 46 Group aircrew
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No 46 Gp having been formed as recently as Mardi4 18 crews
were still relatively inexperienced on D-Day.

lacked the experience of their 38 Group countesparhich included
familiarity with the Normandy coast derived from el Duties
missions:®

Then, finally, there was the weather issue. Thdiedl high
command might ostensibly have accepted that thHmmme lift was
weather dependent, but Eisenhower’s concerns ksivblere during
the approach to D-Day. His ultimate decision tanluthe operation
was based overwhelmingly on maritime rather tharr ai
considerations? The wind was too high for parachute drops, and
visibility conditions over the American sector iofhandy were also
unfavourable?

The Normandy airborne operations achieved pantiasion
success, a higher proportion of objectives beimgirgel in the British
rather than the American sector because of thdegraacuracy of the
British airlift. The British achievement was cappeday the
outstandingly successful seizure of Pegasus Bridgd, the main
airlift was sufficiently accurate to ensure the tca@ of the Ranville
area and the prompt relief of tbeup-de-mairforce. Yet this still left
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Above — Pegasus Bridge with
Horsas in the background
and, left, the same Horsas.

the bridgehead far smaller
than expected, and any hope
of pushing the eastern flank
s A : out to the Dives had to be
abandoned Th|s was partIy because the originalspheere probably
too ambitious and partly because the Germans tamtae rapidly
and in greater strength than the Allies expecteat, & further
significant reason is that the airlifts to the twotlying drop zones
were very much less accurate than the Ranville lift

In order to protect the security of the Pegasudder operation,
British airborne planners decided to reduce theetatflotted to the
pathfinders to the barest minimum — 30 mindtds. the south, in the
rush to set up their signals, one of the DZ K patldr teams failed to
observe that they had mistakenly been dropped aNORanville),
and many paratroops destined for DZ K thereforedddnin the
Ranville area too. To the north, at DZ V, the orgathfinder
equipment to survive the landings intact could betrecovered and
set up before the main lift arrived. As they neatteel coast, the 46
Group Dakotas drew AAA fire both from the invasifieet and the
Germans, which dispersed their formations; appliogclirom the
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northeast, some crews
mistook the  Dives
estuary at Cabourg for
the Orne Estuary atpesd
Ouistreham, and crossec:4
the coast too far east.#
Others, having arrived
over the correct area,|
found the DZ partially
obscured by smoke and
dust from a bombingZEzi = e
raid on the Memille  gjanced gun at the Merville Battery.
Battery, and were
unable to observe such pathfinder aids as wereiunirg >

In no time at all, they were past the DZ. A numbween turned
back in search of their objective, flying acrose thain stream of
troop carriers and adding to the confusion. Theonitgjof paratroops
dropped well wide of DZ V, and others were blownitbeast by the
strong northwest wind. There is still no agreenwmr the number of
casualties incurred in the drop, but it is cleaatthhere were
significant losses in the flooded aréadf 700 personnel originally
assigned to the attack on the Merville BatteryydriO could actually
be assembled; this proved sufficient to capturebtitéery, but not to
hold it. The supporting glider landings also fajle@aving the
Merville operation to be executed without sappertheir specialised
equipment? In their absence, the guns could not be placegkzialy
out of commission, and the Germans were able tairgpem after
they reoccupied the battery. Moreover, the Germatgined their
hold on the coast between the Orne and the Divethéoremainder of
the Normandy campaign. They only withdrew in thedadfe of
August®®

Typically, if we think of the Normandy airborne saions at all, we
tend to think of Pegasus Bridge and the wider Renarea. And yet
we must recognise that this represents only pattiefirborne story.
In the British sector, the landings at DZ K wentllyavrong while the
DZ V mission was a disastrous failure; in the Aroan sector, the
outcome of the airlift was similarly disappointingith the result that
many airborne objectives were not achieved, or wety secured
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with the support of troops from the landing beacl@&ssualties were
inevitably high. Although the Allies had devotedensive efforts to
improving the accuracy of airborne lifts after 8icimany of the
failures of Operation HUSKY were, in fact, repliedtin Normandy.
Once again, the RAF and the USAAF sought to endhed

appropriate lessons were identified and exploited.

Yet if Normandy demonstrated once again the exrdifficulties
involved in mounting accurate and concentratedoai® landings, it
also offered a solution. Operation MALLARD, the tsfh glider lift
on the evening of D-Day, reached Normandy befoghtfall and
achieved a degree of accuracy far beyond anythireyiqusly
witnessed by either the Allies or the Germ&h&his, in turn,
dramatically reduced the time involved in the addgmand
deployment of 6 Air Landing Brigade. Up to this piithe Allied
airborne forces had effectively been tied to nigpérations by their
use in support of dawn amphibious landings, but ahghibious
phase of OVERLORD had now been completed. Poténtial
therefore, the airborne would have more freedornhmose whether
they operated by night or day. The RAF retainedviber that, given a
sufficiently high level of training, accurate nigbyperations might still
be possible but, for the Americans, the argumeasuring daylight
airlifts now appeared overwhelming, assuming thailakility of
supporting air power to provide fighter escorts Rrak suppressiofy.

How, then, were the airborne to be used after ?DBhe British
had held one of their two divisions, 1st Airborne, reserve for
follow-up missions. The basic idea was that theuyldde deployed at
short notice to sustain the Allied ground advariweugh France and
towards Germany. Potentially, Allied forces mighg stalled by an
enemy defensive line or major water obstacle. If sertical
envelopment might provide a means to unhinge then&e defences,
allowing the advance to resurffeBroadly the same approach had
been applied by the Allies in North Africa latelif42. It had proved
difficult then, with the major losers being the &t 2nd Parachute
Battalion, under its new Commanding Officer, Lt Qohn Frosf? It
would prove no easier in the summer of 1944,

One particular problem was that airborne operatimok time to
plan. Especially time-consuming was the loadingnptamatching the
available airlift to specific units and cargoes. $ave time, 1st
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Airborne Division constructed a standard loadingnpthat could be
used in support of any operation on a one-sizegfitbasis. It could
be described as ‘lift plan heavy’, based, as it,was the entire
division, including much of the divisional commarahd support
infrastructure. It envisaged what was primarily léder operation
rather than a parachute landing and required arcda0@ assault
gliders in total, whereas the RAF possessed fetvan #00 tugs’
Hence, two lifts would be required, and it would dssential to use
troops from the first lift to defend the landingeas, pending the
arrival of the second. Not one of 1st Airborne’sethbrigades would
be conveyed in its entirety by the first fift.

In the context of a short-distance cross-Chanpetation against
weak opposition, there might be no great objectmthis approach.
However, in a deeper operation, closer to the Gerhmartland, it
appears far more hazardous. Potentially, theredvogila longer delay
between the two lifts because of the greater distanvolved, and
enemy forces would have more time to react befoeesecond lift
arrived. The troops deployed by the first lift woube dangerously
exposed. Arguably, 1st Airborne Division’s loadipdan was not
sufficiently mission-focused. In an airborne opieratthe mission is
not to deploy a particular number of personnel, inat to hold drop
zones. Rather, it is to capture such tactical eratonal objectives as
have been specified as quickly as possible. Inurmtijon with ‘lift
plan heavy’, it would have made sense to develidipplan light’,
based on brigades rather than the division. Theas wufficient
capacity for two complete brigades, and all thejuipment, to be
carried in a single lift. Unencumbered by the DZedee task, both
brigades so lifted could have been dispatched inatey to execute
their primary missions.

Attempts to use the airborne in support of operatiin Northern
France came to nothing; throughout the summer, essoe plans
were proposed and then cancelled. During this gderibe Allies
sought to unify the airborne forces by creatingstFillied Airborne
Army, under the command of Lt Gen Lewis Breretammprising the
British and American airborne divisions, RAF and A&F troop
carrier and glider forces, and other elements sashthe Polish
Parachute Brigade. It was agreed that, in futueraimns, the RAF
would be used almost entirely for the British gtiddt; US troop
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Op LINNET would have involved double-tows for ttfgdliders.

carriers would convey the British parachute brigade well as their
own. In late August, after the breakout from NorehanFirst Allied
Airborne Army was allocated to the support of Mantgery’s 21st
Army Group. The first operation subsequently plahmeas named
LINNET, and targeted the French/Belgian border faot from the
Channel; LINNET would have involved all the forcésat later
participated in MARKET; it was an operation of masgher than
depth. The lift plan envisaged three daytime lifigo large-scale lifts,
with double-tow for the American gliders, would l@unted at dawn
and late in the afternoon of the first day, whilthimd and smaller lift
would be flown on the morning of the second dayl. tAtee lifts
would be completed in around 24 hours from H-Houhe time at
which the first airborne troops were actually lashfe

LINNET was delayed by the weather and then caedglafter
Allied ground troops overran the drop zones. Aingoplanning then
shifted to the first operation to target Arnhem aNgmegen,
Operation COMET, drawn up early in September. Tla@ jnvolved
only 1st Airborne Division and the Poles — depth ot mass. Their
tasking extended across a huge area, immediatghcead to the
German frontier, and encompassed a multiplicity tafctical
objectives. It is highly unlikely that COMET woulthve succeeded.
Two daylight airlifts were to be flown at eitherceof the day? This
was problematic, to say the least, as the objectiag so far inside
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German-occupied Holland. Having reached the Dutohst; the
Allied transport aircraft would have to transit 90 miles of
enemy-held territory, where there was abundant A#A a functional
radar-based integrated air defence system. By asintAllied radar
coverage did not extend to Arnhem and Nijmegenit 8@s arranged
that the transport formations would have the supgescort fighters

in considerable numbers; there would also be baparols, and
extensive counteFlak operations were planned by both the RAF and
USAAF 2

Evasive routing was another essential featurbe#irlift, to guide
the vulnerable troop carriers, tugs and glidersuadoknown Flak
concentrations and away from roads where mdllié might have
been deployed. The route selected was somewhdtetesduth of
Arnhem, and required a sharp northeast turn aftétertogenboschr.
However, from this point, a final approach towaodsitral Arnhem
would have passed directly over thiak defences of both Nijmegen
and Arnhem itself® The Allied transport aircraft would have been
flying low and slow, straight and level. In the éacof Flak, there was
the potential for very heavy losses. This factavvjted part of the
basis for the RAF's contention that the drop zosmed landing zones
should be located outside Arnhem, belfak was not the only
consideration in this respect. It also transpired the apparently open
country south of the town was in fact poorly suitedlarge-scale
glider landings, being typical Dutch polder landtersected by
hundreds of drainage ditches. After the innumerathficulties
encountered in Normandy and Sicily, it was impdssib contemplate
a major glider landing in such extensively subddddountry’’

The arguments against landing near the Arnhem bodde were
accepted by Lt Gen F A M ‘Boy’ Browning (Deputy &t Airborne
Commander and British Airborne Corps Commander) thedclosest
possible alternative was chosen, near Wolfhezegrseniles to the
northwest?® The commander of 38 Group, AVM Leslie Hollinghurst
remained unhappy. He disagreed with the entire equnof staging an
airborne operation against such deep objectivdsaad daylight and
retained his belief that high casualties were YJikdleigh-Mallory
nevertheless decided that the operation shouldeprfe

COMET was, like LINNET, delayed by the weather aheén
cancelled. It was cancelled due to intelligenceé th&S Panzer Corps
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Appointed as GOC 1st Airborne
Division in 1941, Maj (later Lt) Gen
FA M ‘Boy’ Browning became the
leading figure on airborne matters
within the British Army, but in 1944 he
had never actually led airborne troops
into battle and his grasp of the air
dimension was limited in the extreme.

(9 and 10 SS Panzer Division) had
been sent to the Arnhem area to rest
and refit. On the morning of 10
September, Montgomery met Brown-
ing and Lt Gen Sir Miles Dempsey,
commander of Second (British) Army, to discuss fineire of the
plan®® Quite apart from the threat now posed by the tBoPainzer
Divisions, Browning and Dempsey were well awarehaf drop zone
problem at Arnhem by this time, and it is very likehat Montgomery
was too* The solution, potentially, was to switch the opiera to
another Rhine crossing point, but Montgomery waterd@ned to
retain Arnhem as the objectile.

So Browning proposed the merger of LINNET and CAOMHEsing
the three divisions assigned to LINNET and the LENINairlift plan,
but the COMET objectives — mass and depth combihed.
Montgomery enthusiastically embraced the scheme seclred
Eisenhower’'s approval later the same day. At ttages there was no
consultation with any of the other major stakehddat Airborne
Headquarters in England. Lt Gen Brereton, the Aca@riairborne
divisions and the Allied air forces all remaineds$iully ignorant of
the events that were unfolding in Belgium. Theyydieund out when
Browning returned to the UK, revealed the enlargathem plan, and
announced that it had already received Eisenhowettsorisatiort?

The airborne part of plan was soon to be named KER
although it is better known by the combined airleorand land
operation name MARKET GARDEN. It quickly began taravel.
Consider the basic concept. MARKET relied on theFR&nd the
USAAF to fly 35,000 troops and huge quantities gdiipment around
300 miles, across different command, communicatiod weather
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zones, deep into enemy-occupied territory and righto the German
frontier. And yet, despite the plan’s critical deagence on the two air
forces, neither had been approached in order ablest whether, in
fact, the LINNET airlift could be recycled in the ammer that
Browning envisaged. Unfortunately, the three sewiomy officers

simply did not understand how the combination ofssnand depth
would impact on the plan. Arnhem and Nijmegen wjest too far

from the UK for such a massive multiple-lift opéoat to be viable;

the Germans would be left with ample time to mahkilbefore the
airborne build-up was completed.

The basic problem became clear at the very fiestrpng meeting
held at Airborne Headquarters after Browning's metto Britain. It
was at this meeting that the USAAF troop carriemo@nder, Maj
Gen Paul Williams, pointed out that, given the &xange involved, it
would be impossible to double-tow the American glgl- a technique
central to the tight LINNET timetabf. The American glider
deployment rate would therefore be hal{®#Vorse was to follow.
Soon after the meeting broke up, Williams’ stafficoided that their
troop carrier force could not mount two lifts ineoday at full strength
within the hours of daylight, as the LINNET plandharoposed. This
was again because of the greater distance involwed, hence the
increased transit time and the reduced turn-ardimd in the UK;
moreover, fewer daylight hours would be availabjeridd-September,
compared with late August, when LINNET was deviSed.

They also feared that the proposed dawn takeebi&dule would
leave the operation vulnerable to weather disrapt# problem that
had already contributed to the cancellation of LENINand COMET.
Consequently, instead of reducing the scale of gbeond lift to
proportions that could be managed within the LINNtitfietable (but
potentially drawing out the airlift across sevemabre smaller lifts),
they proposed mounting one full strength lift peydn the middle
hours of the day, when weather and visibility wikely to be most
favourable. As planned, this would extend the faitimetable from
the H plus 24 hours envisaged for LINNET to H piéshours’®

Hollinghurst was confident of the RAF’s ability éxecute two lifts
at either end of the operation’s first day — 17 t8eyber — but
Williams insisted on the single lift plan. Eventowd prove him
correct on weather grounds alone, as foggy comditiwould have
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prevented a dawn take-off by 38 Group and 46 Gauphe 17tH?
But two lifts that day would have made little diace in any case.
The fundamental problem was simply that the opamati objectives
were too deep, given the scale of airborne liftunegments and the
number of aircraft available. It was for this readbat, earlier that
month, Brereton had recommended deploying FirsiedllAirborne
Army to the Continent before attempting an operato far to the
east, but there was no opportunity to implemens thiminently
sensible recommendation before MARKET was appré¥ed.

Despite this, the airlift timetable has since beeahe subject of
much criticism, but the greatest controversy whie Arnhem air
plan is concerned surrounds the location of theifapareas. It was
soon agreed that 1st Airborne would use basichbysame DZs and
LZs that had been selected for Operation COMETtablyi enlarged.
There was no alternative. Indeed, if anything, #rguments for
landing at Wolfheze were now stronger. Allied ihiggince, both
Army and RAF, was reporting a considerable builds@iflak around
Arnhem, and there were concerns that this was n@rem
coincidenceé’ Potentially, via some breach of operational séguit
seemed possible that the Germans had got wincediltied plan, and
that Flak defences were being augmented specifically to teouhe
impending airborne assadft.Furthermore, whereas COMET had
divided 1st Airborne’s 600 gliders between Arnhend aNijmegen,
the entire lift would now target Arnhem, accentngtihe need for
large, open landing areas. Only the larger fieldsediately west of
Wolfheze satisfied this critical requirement, amdyadhen by a narrow
margin®

Nevertheless, the fact remained that this plambioed with the
extended airlift timetable and 1st Airborne Divisi® pre-arranged
loading scheme, would tie the British airborne moextended DZ/LZ
defence task at a location miles away from they @bjective — the
Arnhem road bridge. Around half the troops brougtt Arnhem by
the first lift would be used to hold the landingar Out of five and a
half battalions (and numerous divisional elemerispught into
Arnhem on 17 September, only two would actuallyseat to the
bridge®*

How successful was the air plan? On MARKET’s fidsty, the
RAF and USAAF between them prevented any interfexdoy the
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Luftwaffe and the combination of evasive routing ardak
suppression kept aircraft losses to the absolutémmim. The airlift
staged on 17 September was the most successfatrarideployment
to be mounted by the Allies in the Second World Wdre airborne
were delivered with unprecedented accuracy to tb&is and LZs.
The daytime lift allowed for more compressed lagdirand, for the
airborne troops, assembly and unloading, at fodrgjth, in a fraction
of the time required in Normandy on the night & 3lne. Although
slightly delayed and subjected to more enemy iaterfce, the second
lift was also very successful. Thereafter, the Wweaturned decisively
against the Allies, causing the third lift to beesad out over several
days and impacting adversely upon air operatiorgs\ariety of other
ways, too, but the weather would also have intedewith any
notional alternative airlift timetable. The MARKE3chedule did at
least provide for the first two lifts to be com@dtbroadly according
to plan®

The success of the first two MARKET lifts is woldtressing, as its
true significance is ignored in virtually all histes of the operation.
Control of the air allowed the Allies to stage #difts in daylight;
the daylight lifts ensured accuracy; accuracy, ntba@ anything else,
led to the rapid and complete assembly of airbamo®ps and
equipment on the ground. This, in turn, allowed thajority of
airborne units to secure their tactical objectivé® proportion of
airborne tactical objectives captured was signifilgahigher than in
Normandy>® It was primarily for this reason that MARKET carse
close to success. The problem was that the planireghall airborne
tactical objectives to be captured; even a veryitdich degree of
mission failure could jeopardise the entire undentg

In no previous large-scale airborne operation h@f@ per cent
tactical mission success been achieved — or amytlike it. Why
should Allied commanders like Montgomery and Brawgnihave
believed that such a feat might now be possible?dsic fact is that
they vastly underestimated the speed and scalehef German
response to the initial airborne landings. As weehaoted, Allied
intelligence had located 2 SS Panzer Corps in e area early
in September 1944, but its component divisions vke@vn to have
suffered heavy losses in Normandy and during theesyuent retreat;
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The landing ground at Arnhem
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The Arnhem bridge photographed on 19 September.

they had very few tanks, and it seemed unlikelyt tihey would
present a significant threat once Operation COMES enlarged into
MARKET. Of 2 SS Panzer Corps, Montgomery later wrowWe
knew it was there. But we were wrong in supposhag tt could not
fight effectively. Its battle state was far beyaat expectations.’ In
other respects, too, Allied intelligence assessmgmtoved too
optimistic. Following the initial landings on 17 @ember, the
Germans succeeded in mobilising many more trocgs #éxpected in
the key Arnhem and Nijmegen sectors, with remakkabpeed.
Organised intoad hoc battle-groups, they were rapidly deployed
against the airborne, giving the Germans a nunieaideantage that
fatally undermined some of the most elementary rapsions
underpinning the MARKET concept.

From 19 September, the main effort of both 38 @Gramd 46
Group was switched to resupply at Arnhem. The lopabf the
resupply drop zones reflected the expectation ttstt Airborne
Division would take up positions not only at theddoridge but also
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on a long perimeter line all around Northern Arnhdrafore major

German counter-attacks began. Instead, the dropszerere soon
largely overrun and ringed witllak; British resupply plans and
ground-to-air signals equipment quickly fell intei@an hands. The
results are well known. The majority of the 55 wift lost by 38

Group and 46 Group during MARKET fell victim tlak on resupply

missions, including the Dakota flown by Flt Lt Ddviord, who was

posthumously awarded a Victoria Cross. Not a siagleraft from the

two groups emerged from the operation entirely atisd. Most of

the supplies fell straight into German hands, odéal in areas that
were beyond the reach of 1st Airborfe.

The worst day of all was 21 September, when a lgumission
was launched without escort fighters, which hachlireunded by the
weather, and the transports were intercepted bizufievaffe In total,
23 aircraft were shot down and 61 more sustainedade® Out of
ten aircraft dispatched by No 190 Sgn, only thretirned. By this
time, the justification for continuing these futieissions was being
challenged, and there was no resupply on the 2#&tensibly because
of the weather. The last mission of any scale Wwasrf on the 23rd;
again, only a tiny fraction of the supplies actyafbached 1st
Airborne Division®!

Most of the major lessons identified after MARKETailure were
meticulously applied by the Allies during the preggons for
Operation VARSITY, the following March. The singleardinal
failure in MARKET lay in the area of command anatol. It should
never have been possible for Montgomery, DempsdyBaowning to
devise the operation in isolation and secure Eeerhis approval for
their plans without consulting the other key stailtdars within First
Allied Airborne Army. Montgomery had little knowlgé or under-
standing of airborne operations, and was totallypedeent on
Browning for advice; and yet Browning had neverually led
airborne troops into battle and his grasp of thedanension was
limited in the extreme. He was, after all, a Guards, with absolutely
no professional expertise in air matters. In VARSI by contrast,
command and control was more effectively integratsith senior
land, airborne and air commanders being intimait@plved in the
planning process from the very beginnfig.

Whereas MARKET GARDEN had been scrambled togetter



Pontoon bridges over the Rhine at Rees.

exceptionally short notice, a lead time of severanths provided
ample scope for most aspects of the VARSITY plabesubjected to
detailed scrutiny and deliberatiGhThe airborne plan was far less
ambitious than the Arnhem plan: the objectives ta)y a short
distance across the Rhine, and the landings weteimany case,
scheduled to commence until the first river cragsirhad been
successfully completed by British ground forcesenipsey’s Second
Army — under the auspices of Operation PLUNDEFEinally, a
highly detailed intelligence assessment of thengtteand dispositions
of German forces in the area was prepared befer@pleration was
launched?

Beyond this, the difference between the challethgé confronted
the RAF at Arnhem and the task they faced in VARSEDBuld hardly
have been more pronounced. Although the bulk ofui8e9th Troop
Carrier Command deployed into France for VARSITE,Group and
46 Group remained in the UK, but they were moveditéields in
East Anglia to reduce distance and transit timéominimum. Their
routing followed the shortest possible course actbe channel, and
virtually the entire flight took place within frielty skies. They had
only to make the briefest of incursions into hest@lirspace before
releasing their gliders into a largely rural aré&ermany and turning
for home. The main problem facing the Allied airdes lay in
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Operation VARSITY: Chalk 356, LZ 'P', one of thBBtySgn Horsas
allocated to the 53rd (Worcestershire Yeomanry)htiegiment,
Royal Artillery with what appear to be German prisos in the
foreground.

implementing one of the other key lessons of MARKBamely that
airborne operations should be mounted via a siagligt. Primarily,
this meant reducing the demands of the airbornisidis to sensible
levels, but some enlargement of the air transplegtfwas also
necessary, at a time when aircraft and manpoweuress were being
stretched to the limf€ Ultimately, the two RAF groups were raised to
a combined total of 440 aircraft — about 60 moranttihey had
possessed at Arnheth.

How successful was the RAF mission in OperationR&ATY?
Some 35 gliders did not reach the release point mhaénly to
slipstream problems and broken tow-ropes — famiharzards in
longer-distance operations. Others were releasedo@thigh an
altitude, their tugs having been forced higher op flight safety
reasons in the congested airspace over the Rhinie; certainly
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complicated the landing
task. But the vast majority
of gliders were cast off at
the correct location and
altitude® The landings

nevertheless went badly
wrong; indeed, they were
something of a failure by
comparison with the main
British glider missions in

Normandy and Holland.

Operatlon HUSKY hlghllghted the neell(T seekmgf t% e>r<]pI0|t tT]e
to avoid obscuring LGs with smoke, but ssons of Arnhem, the

: : : llies neglected the less-
happened again at the Rhine crossing. ons identified after Sicily

and repeated the mistake made in the Merville Battssault in
Normandy: they subordinated all other consideratiol the
requirement for landing areas that were close ® dhjective’
Moreover, before VARSITY was launched, there wasuificiently
detailed consultation between First Allied Airborsemy and Second
Army. Consequently, between them, they failed tat gme aspect of
the Second Army Rhine crossing plan that very alsip had the
potential to jeopardise the success of the airbopseation.

To shield their preparations for the river crogsirom German
eyes, Second Army generated possibly the largeskesrscreen in
history; it was maintained for no fewer than nirsg/sl over a front of
more than 50 miles. One airborne lesson recordeat &peration
HUSKY had been that DZs and LZs should be site@rtsure that
they were not obscured by smoke or fires on thergi® but this
eminently sensible recommendation had apparenty lbergotten by
March 1945. Had the airborne operation been comathbg a British
officer such as Browning, who had worked closelthv8econd Army
in the past, the smoke screen might possibly haea ldentified as a
hazard But Browning had been removed from his post after
MARKET, leaving VARSITY to be commanded by an Ancam,
Lieutenant General Matthew RidgewZytt may be that Ridgeway did
not maintain a comparable working relationship vadécond Army’s
senior staff.
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Even then, the consequences might not have besnsuserious
without another factor — an unfortunate intervemtiby the
commander of the Glider Pilot Regiment, Brig Geofgeatterton.
Chatterton was a key personality within the Alliearborne
community and had played a vital role in the carathind expansion
of the British assault glider force. Of particulaste was his role in
training the aircrew who so brilliantly executect tRegasus Bridge
landing on D-Day?® But, in VARSITY, Chatterton made a
fundamental mistake. He concocted a plan for lapdith Airborne
Division’s gliders in relatively small tactical gips immediately
adjacent to the objectives of the personnel thesewarrying”* This
was completely at odds with past experience, whadhdemonstrated
the advantages in terms of air navigation thatweatfrom the use of
a small number of large and easily visible 'Zs.

Chatterton’s scheme would have taxed the aircréwe landed so
successfully in Normandy and at Arnhem, but muchhef Glider
Pilot Regiment had not returned from Arnhem. Therefat minimal
notice, it had had to be reconstituted using suahpower resources
as were available — chiefly aircrew from the RABewe pool. These
new recruits were then given the standard glidet pefresher course
(having never received the basic training) and soowimentary
infantry instruction’® With such obviously ‘green’ pilots making up a
high proportion of his force, Chatterton should dabserved that
most elementary planning principle — keep it simglestead, he
needlessly complicated an already very difficuskta

During the final approach to the Rhine, visibiligmained at least
adequate for the gliders and their tugs. But thenty to the east of
the river, where the release point and the LZs weoated, was
substantially obscured by Second Army’s smoke scremd by
smoke and dust generated by the 4,000-gun artibaryage and the
ongoing battl€! After cast-off, descending through the dense smoke
the pilots circled and tried to pick out their gesd landing points,
only to be confronted by a murderous hail of airtiraft and small-
arms fire from the Germans. In no time, the tatttan disintegrated,
leaving the British glider force to be disperseérma large area. Many
gliders fell victim to the German gunners or créaided, and others
were raked with fire as soon as they touched déwn.

The majority of glider-borne cargoes were desttoge damaged
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or could not be recovered and deployed in battid, 27 per cent of
the glider pilots became casualties. The casualy sustained by 6
Air Landing Brigade in Operation VARSITY totallegproximately
40 per cent, most of the losses being incurrednduthe actual
landings®® the 2nd Oxfordshire and Buckinghamshire Light ifg
lost half their strength in a period of about 20nmes® After a
recovery effort extending over several days, thalfequipment losses
included 46 per cent of 6th Airborne Division’s se 44 per cent of
their trailers, 44 per cent of their carriers, hhk#ir light tanks, 29 per
cent of their 75mm Howitzers, half their 25 poursdé&s6 per cent of
their 17 pounder anti-tank guns, 29 per cent oif tBegounder anti-
tank guns and 56 per cent of their Dodge 3/4 tompoe carrier§!

Luckily, the operational implications were not esjally grave.
The British paratroops landed far more accuratelg #e glider
landings, ironically enough, received invaluablepsart from the
many American paratroops who were dropped in amothe British
LZs.®> Moreover, although the intensity of the anti-aftr fire
substantially exceeded Allied expectations, Gernmaaistance quickly
collapsed on the ground. Hence, most airborne tibgcwere soon
secured and the vital link-up with Second Army \aakieved without
difficulty. PLUNDER-VARSITY succeeded but it was,enhaps,
something of a sledgehammer to crack a nut. Themes wbvious
attempts in the subsequent after-action reporfday down the true
extent of the British glider-landing debacle, aridstexercise in
sanitisation continues to colour historical assesgm of Operation
VARSITY to this day®®

Conclusions

The RAF's experience across the three airborneratipas
addressed in this paper was clearly very mixedNémmandy, the
successes of the Ranville mission and Operation M¥RD were
marred by the disaster that occurred at DZ V. Athem, the RAF
made a vital contribution to the Allies’ most sussiil airborne lift of
the war, only to be confronted by a bitter and eimducritique of the
air plan. In VARSITY, the RAF again fulfilled theimission very
creditably, but the glider landings were ruined by series of
elementary tactical planning failures.

Why should this story have been so complex andalated? How
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can the absence of more consistent developmentdvahce, from
one operation to the next, be explained? The imtiablem lay with

the post-HUSKY airborne lessons studies. They ctyradentified

many vital lessons, but without questioning thedasncept of using
airborne troops to support dawn amphibious landigs many of the
problems that arose during HUSKY actually stemmeamf this

concept. It was thus hardly surprising that ideattaifficulties should
have been encountered in Normandy, given the obv&imilarity

between the two operations. Thereafter, the aidbaroncept was
changed. However, in seeking to implement the eeviapproach,
Montgomery and Browning largely ignored earliestass, which had,
among other things, emphasised the need for amaplé time, for
integrated command and control and for prompt freliehe airborne
troops by ground forces. Moreover, their plan inggzbgarticularly
narrow and exacting constraints upon those subsdguesponsible
for planning at the tactical level.

Without prior consultation, the air forces werskiad with a lift
that combined unprecedented scale and depth witbrosracted
daylight transit through hostile airspace to ohjext only just short of
the German border. Historians have tended to atigaiethere were
several ways in which they might have discharged tbrmidable
undertaking, ignoring or misrepresenting key plagnionsiderations,
as well as the steadfast determination of both R and the
USAAF to avoid the mistakes of Sicily and Normanbhytruth, in the
prevailing circumstances, there was no viable @édtiive to the
approach that the Allied airmen adopted — an agprdhat finally
yielded the accurate and concentrated landingsh#theluded them in
the past, substantially increasing the scope feranborne forces to
fulfil their missions.

Nevertheless, this achievement was overshadoweldebfact that,
ultimately, MARKET failed. Its aftermath duly witesed another
search for lessons, which correctly identified méggtures of the plan
that might, ideally, have been different, but fdileo capture the
context within which some of the original plannidgcisions were
taken. Particularly notable in this respect was ‘kedict that the
Arnhem landing areas were too far from the roaddai Superficially,
the case might have appeared valid, but it wasanobmpanied by
any careful consideration of the factors that ledhe selection of the
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Wolfheze DZs and LZs — the intelligence on Gernkdak and the
requirement for large, firm and open fields capaiflaccommodating
600 assault gliders — and it did not identify argble alternatives.

And so, when Operation VARSITY was planned, thecdéor
landings close to the airborne objectives cameviaryshadow almost
every other factor. Consequently, on 24 March 1®¥gjsh forces
mounted their largest single glider landing of thar into LZs that
were shrouded in thick Allied-generated smoke aed protected by
German anti-aircraft defences; moreover, this dagnassignment
depended predominantly for its success upon nairceew, who had
received nothing more than a glider pilot's referskourse before
becoming guinea pigs in Chatterton’s doomed takctieading
experiment. The MARKET baby — the successful aidifvas ejected
with the bath water, and the overriding importarsésequently
attached to tactical requirements on the groungctffely placed the
airborne cart in front of the air force horse. Hsafor this reason that
the RAF's final large-scale airborne lift of thec®ad World War
ended in another shambolic glider landing.
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RAF REGIMENT PARACHUTE UNITS 1942-1950
Graeme Deeley

Graeme Deeley joined the Parachute Regiment in
1988 but due to training accidents transferredhe t
Intelligence Corps in 1992. After serving with
5 Airborne and 16 Air Assault Brigade, his lastrfou
years were spent at Honington as the Intelligence
Warrant Officer of the Joint CBRN Regiment. He
left the Army in 2012 and is currently an
Intelligence Officer with the Wiltshire Police
Human Trafficking Team. Graeme’s father was a R&FtRVarrant
Officer and this led to the publication of his seddookNever Not
Ready, a&History of RAF Regiment Parachute Units 1942-2012

The formation of the first RAF tactical parachutet resulted from
the assessment of the Axis threat to Iraq by AVMyiHde Crespigny
MC DFC, who was appointed AOC Irag in January 1942
considered that the German line of advance wouldhbeugh the
Caucasus from Russia which, if successful, woulckdten the
security of the oilfields and the pipeline to Ptiles This advance
would be through both desert and mountainous cpuwwitich would
be channelled by numerous road and rail bridgestamaels. These
vulnerable points would be ideal targets for pauméehtroops to
destroy and thus slow the advance. By using naivsonnel it would
be possible for them to blend into the local popotaafter carrying
out their tasks and they would be able to gainl witlligence when
making their way back to Allied lines. Prior to msve to Iraq the air
vice-marshal had requested that Sgn Ldr Maurice rittem, the CO
of the Parachute Training School, brief him on th&ning and
employment of parachute troops.

Upon arriving in Iraq, de Crespigny authorised thaning of a
company strength unit of the RAF Levies in the phatde role. No 1
Paratroop Company was formed in June 1942 at Hajahahhe first
two British officers attended a parachute coursethat Parachute
Training School (PTS) at Kabrit, Egypt followed fuyther training at
the PTS in India. Both also qualified as Paraclutaping Instructors
and parachute packers. In preparation for the plrsabotage role,
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A Valentia dropping a trainee parachutist in theddlie East.

the British CSM and an SNCO completed a guerribafare course in
Gaza. There was no PTS in Iraq so equipment hée tacquired by
whatever means presented themselves. Noting ttafiibound for
India stopped over at Habbaniya, Wg Cdr Newnhara oisit to Iraq
in 1943, formed the impression that equipment dedtifor the
schools in Egypt and India had been acquired in sterjous
circumstances’.

In order to ensure that the right kind of men &gapfor parachute
training, no special privileges in terms of pay pmomotion were
offered. This did not deter approximately one tlaaoas men from
volunteering. The company comprised three Assypkltoons and
one Kurdish. The only aircraft available for panaightraining were
three old Vickers Valentias. These could carry aipmienty men and
the roof was high enough for an average sized matand upright. A
hole was cut in the floor though which the men doubke their exits.

After the defeat of German forces at Stalingradd aheir
withdrawal from the Caucasus in February 1943 tiveat to Iraq
from the north was removed. Since the contingencyhich the Para
Coy had originally been formed no longer existédyas offered to
the GOC Middle East. In July 1943 the Coy was tdcto the 11th
Parachute Battalion of the 4th Parachute Brigadé&lwlwas then
completing its training in Syria. On 13 Septemb@243 the 11th Para
Bn moved to Cyprus in preparation for an operatimrcapture the
airfield on the island of Cos. Only the Bn HQ andCAy jumped on
the operation due to a shortage of aircraft andegh&inder, including
the Levies, were held in reservEhis is probably the first time an
RAF parachute unit was ready to seize an airfigjd plarachute
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Left: Sgt Benyamin Shlimon is said to have beerydoegest soldier
in the British Armed Forces; having joined the Iragvies at 14 years
of age, he volunteered to become a parachutistaa lager. Right:
Sgts Dankho Yako and Awia Yacube; the latter water la
commissioned, served with the Levies until thepasided in 1955
and finally retired from the Iragi Army, as a majam 1972.

assault. Shortly after the airfield was taken, #sweinforced by
British Forces including RAF Regiment light antraaft (LAA)
guns. However, the airfield was retaken by the G&srthe following
month in a combined airborne and sea assault.

On 17 December 1943 the Coy was detached fromi itie Para
Bn, which moved to England, and early in 1944 itumeed to
Habbaniya. In August 1944 the Coy was deployeddly,|initially
under RAF Regiment Command but on 6 October thegegb
2 Commando Brigade under command of Brigadier TrcHll, for
an assault on the town of Sarande in Albania. NdRd@al Marine
Commando was to assault the port; No 2 Army Commanmds to
attack a German battery on a hill to the north eadhe town and
Partisans would cut the road into Sarande frometist. The Levies
were ordered to take Monastery Hill, Point 264, tiigh ground
overlooking the town from the South East, by lagdon a beach,
codenamed Parachute Beach, and assaulting tHeohillthe enemy’s
rear. The attack was scheduled to commence at d430receded by
a 30 minute bombardment by the Royal Navy.

At 0130 hrs on 9 October the Levies paraded aldagsix
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Landing Craft Infantry (LCI) and were issued witheir rum ration
before sailing. Two and a half hours later theydkth undetected at
Parachute Beach. The Coy OC, Major Hudson, repotited the
Germans were in well-constructed defensive postieith plenty of
medium and light machine guns, small mortars angklaupplies of
ammunition. The assault took the Germans complételurprise and
ninety-six men were captured. Maj Hudson assedssdiftthey had
been alert it would have required a battalion-sined to take this
position. Fg Off Joe O’'Sullivan, the first RAF ReQfficer to serve
with the Para Coy, stated that the speed of tharamtvwas due to the
Levies who, having come from mountainous areasaq, lwere well
used to this type of terrain. The Germans wereabote in being
surprised by the speed with which they advancedtl@dCoy found
itself being strafed by RAF fighters, shelled by tRoyal Navy and
ambushed during the link up with the Army Commandiace they
had been shot up by the Navy, the Army and RAFpalthe same
day, the Levies subsequently regarded themselvegxpsrts in
combined operations.

The Coy remained on the hill until the morningtieé 12 October
when they were relieved by 40 Commando. Back atbdech Brig
Churchill informed them they were being returnedtaty for another
operation. He congratulated them on their succedseapressed his
sorrow that they were being taken away from his roamd. Three
Levies had been killed and nineteen wounded inatsault. Three
more men later died of their wounds whilst in htagh Italy.

On 11 November 1944 HQ Land Forces Adriatic (LFAfprmed
HQ Balkan Air Force (BAF) of their intention to ude Para Coy for
Operation FAIRFAX, the invasion of Greece. They evey form part
of a brigade of mountain troops, acting as a flgnird with the SBS
and the LRDG but they could also be used for aghate operation.
However, on 6 December the Coy was flown to Grdeceinforce
the RAF Regiment's No 1321 Wing.

Following the liberation of Greece, the Greek Camiat Party
had attempted to seize power ahead of the arrivathe Greek
Government in exile. This had led to fierce figlgtinetween British
Forces and ELAS, the military wing of the Commuiitstrty. Initially
the Coy was to provide the guard force for Greekdpers of War
and there were many incidents of escape attemptiarest. On 12
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December the RAF Reg-
iment was relieved by the
- 2nd Bn of the 4th Hamp-

shire Regiment and they
agreed to include the
Levies in a more active
role. They were involved in
house clearing operations
supported by Sherman
tanks, armoured cars of No
2908 Sqgn, RAF Regt and
A:I;oyal Engineers. During
ne operation a British
fficer was wounded and
ptured by ELAS and
‘?a er died. Only his beret
was located and attempts
were made to exchange
him for Greek PoWs but this was unsuccessful. He neplaced by Fg
Off Sandy Mead of the RAF Regiment. Three Assyrnaembers of
the company were also killed including the Assyri@ompany
Sergeant Major, WO2 Gewergis Zorzan. Six membethetompany
were Mentioned in Despatches for their service ireeGe. WO2
(CSM) Hutton was recommended for an immediate BhjitMedal
which was turned down by HQ BAF and he was not esmrsidered
for a lesser award. This highlighted the difficedtiof recommending
awards for Army personnel who were serving undeFRAmmand.

The Para Coy left Greece by sea on 30 Januaryt avas decided
that they should return to Iraq and they finallgiveed at Habbaniya in
April 1945, There they were addressed by a senfGiceo who
congratulated them on their performance, althobghédlso contained
a hint of jealousy and expressed some concernthigatmnen might
behave in an arrogant manner due to their experiehbattle. Since
parachute training aircraft were never formally oedited to
Habbaniya, personnel were sent to the 6th Airb@ivesion’s PTS at
Aqir in Palestine. Joint training was also conddotéth units of the
6th Airborne Division who were currently engagednternal security
operations in Palestine.

Maj Guy Hudson presenting RE Laz
Adam to Air Mshl Medhurst, Cin(f)
RAFME at a parade of four RAF Regcii
Sgns and the Parachute Company h
in Cairo on 18 March 1945Courtesy
the Hudson family)
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In January 1946 Maj Hudson handed over commarghtoLdr R
C Hart, RAF Regt and on 31 July 1946 HQ Leviesassa directive
that all units would now be titled in accordanceghwRAF policy;
battalions therefore became wings, companies besaumedrons and
platoons became flights. On 5 August 1946 Sgn LduHivan took
over command of the Para Sgn. He was already aerierped
parachutist having commanded No 2810 (Parachute)itsdhe Far
East.

On 21 December 1946 the Parachute Squadron wasalfgr
disbanded but formed the nucleus of the Wing SpeService
Squadron. The disbanding of the squadron was retetid of the
British Airborne Force’s association with Iraqgi Borne Forces. This
continued into the 1970s when Iraqi parachutigisnded courses at
No 1 PTS at Abingdon. The RAF Levies were everyuditbanded in
1955 when the British left Iraq, leaving many o tAssyrians with a
feeling that they had been abandoned, despite Itheil service. The
majority of the Assyrian Levies fled Irag and ssdtin Australia and
the USA. However, some remained and joined the Wapy, later
suffering persecution under Saddam Hussein’'s regBoeme Levies
remained in the south in the Basra area. A membiod| Sqn, RAF
Regt recalled that during its tour in 2004, he waled to the front
gate of Basra Air Station where a former membethef Levies had
reported upon hearing that the RAF Regiment haallfimeturned.

A British officer who served with the Levies, aitigh not with the
Para Company was Maj Gen John Frost CB DSO MC, wbold
become a prominent figure within British AirbornerEes. He stated
that ‘to this day | feel | never had the privilegfdeading better mer.’
These are significant words of praise from a maro vilkd the
parachute raid on Bruneval in February 1942 andncanded the 2nd
Battalion of the Parachute Regiment at Arnhem 419

About the same time that the Levies Para Coy wadoged to
Italy another RAF Regiment unit was being formedAugust 1944
Capt Colin Irving—Bell, a fluent Italian speakertviNo 1 Special
Force of the Special Operations Executive (SOE)earmadequest to
Col H M Salmon MC, the Commander RAF Regiment i th
Mediterranean Allied Air Force (MAAF) for a smalethchment of
Regiment personnel to be trained as parachutistgrder to support
operations in ltaly. They were required for a sfecoperation,
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codenamed CEDARTOWN, which was to attack targetsthe
Brenner Pass, a vital logistics route through thesArom Austria into
Northern Italy. Capt Irving-Bell stated that thegns having difficulty
in getting suitable personnel from Army units aredhad previously
had some contact with the RAF Regiment and was ewérthe
capabilities of its men. From the large numberatiateers, Fg Off M
J ‘Mungo’ Steele and thirteegunnersrom No 2721 (Field) Sgn were
selected. They were promptly flown to Bari to umer period of
intensive training prior to joining No 1 SpecialrEe (SF). They were
joined later by nine moreolunteer gunnerfrom No 2771 Sqgn and
placed under command of Sgn Ldr Nicholas Cely-Tiavi a RAF
Regiment Staff Officer from HQ Desert Air Force amdluent Italian
speaker. Sgn Ldr Cely-Trevilian was known amongsthlleagues as
Cely, and consequently this group of volunteersabex known as
‘Cely Force'. He already had experience of workimga small
detachment ahead of main forces whilst serving With2721 Sgn in
the Western Desert, for which he had been Mentionddespatches.
Fg Off Steele had also been Mentioned in Despatfiresperations
with the same unit.

Despite intensive training, including parachutingd 40 mile
marches, Cely Force had still not deployed openatip by the end of
October and it appears that they never did actukdploy in support
of No 1 SF. Many SOE and Special Forces operatigare cancelled
during this period due to enemy activity, the alosenf reception
parties on the Drop Zones and/or bad weather.rikpsrted that one
planned Special Forces operation in northern Itas aborted no
fewer than ten times after the aircraft had takiénEmemy activity is
the likely reason why the Brenner Pass operatios egencelled. Col
Salmon reported in late October that;, ‘Kesselrimgonveniently
moved his Headquarters to the spot they were gwmirdrop on!* A
later operation to block the main railway throudje Brenner Pass
was mounted in late February 1945 by a twelve-metaahment from
the 2nd Special Air Service Regiment. This opematiovas
unsuccessful and two members were captured andutexiecCapt
Irving-Bell later deployed on another operation avas also captured
by the Germans.

In November 1944 Cely Force was returned to RAMRiRent
control as a Special Duties Section (SDS) with N@8L Wing. In
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AVM William Elliott, AOC BAF, accompanied by OC 83&/g, Wg
Cdr Robert Fleming-Smith, and (left) Brig GeorgevipaCommander
Land Forces Adriatic, inspect the Special Dutiesti®a prior to its
assignment to the SBS.

early December 1944 OC 1328 Wing discussed withctmmander
of the Special Boat Service, Lt Col The Earl JeiddSO MC, the
lessons learnt from No 2908 (Field) Sqgn’s role sthdupporting the
SBS in Greece in September/October 1944. Followihgs,

arrangements were made with Chief of Staff LFA t@aly Force
should be attached to the SBS.

In late January 1945 Yugoslav partisan forcesuradtthe port of
Zadar. Despite the restrictions on Allied forcegming on mainland
Yugoslavia, the partisans agreed that they wouldktitefrom air and
sea support co-ordinated from within Yugoslavisheatthan from
Italy. This led to Operation ACCOMPLISH, which inded the
deployment of No 2914 (LAA) Sgn to accompany a e#iing and
rearming party to the airfield at Prkos, near Zadadar became the
location for HQ LFA and HQ SBS whose squadrons cenued
operations in the islands off of the YugoslaviaastoCely Force was
initially attached to ‘S’ Squadron for operationa the islands of
Cherso and Lussino.

On the night of 20/21 March 1945 Sqgn Ldr Cely-Tiian
accompanied a fourteen-strong SBS patrol on a veadhing and

ks < -
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ambush operation on the Island of Cherso, which ti®se to the
Istrian Peninsula and dominated the approachdsetmtinland. They
conducted nightly patrols, mounted from the neastand of Levrera.
Sqgn Ldr Cely-Trevilian reported:

‘It was great fun; | enjoyed it enormously; | weag a patrol-
man of course, for the experience. | expect yol hal’e heard
that we were lucky enough to get the Commandeheftivo
Islands (CHERSO and LUSSINO) a Naval Captain, Daictmr
and his driver and staff car — a very useful cbotion! We
also caught a military motor barge and a caiqueshad up a
three tonner carrying troops, causing damage asubttées — or
so it is believed; unfortunately it got away. Bathr scraps
were somewhat one-sided and rather unsporting! tBet
experience was most valuabfe.’

Operations continued in April and included a patomder Flt Lt
Steele, landing by rubber dinghy early on 3 AptiBagna Cove on
Cherso. Their mission was to conduct a reconnaigsah Lorenzo,
Smergo and San Vito in order that attacks coulctdmeied out on
enemy positions. This reconnaissance was to be leteripy the night
of 5/6 April when they would either extract thenves or call forward
patrols to carry out the raids. They observed as@daeing used by
Italian Fascist troops and were then reinforcethieyremainder of ‘B’
Patrol and seven SBS personnel. Prior to the dsdlaailltalians were
given the opportunity to surrender which they ategp After
collecting items of intelligence interest the panmeturned to the bay
with seven prisoners.

On 18 April Cely Force conducted its last operatmd deployed
four recce patrols in order to gain intelligencépto launching an
attack on enemy positions. One patrol, comprisiusg) §qn Ldr Cely-
Trevilian and Cpl Herlihy, landed at Tomosina Bayl @&pent the next
day observing the approaches to the town of NesesiWhilst
planning the attack for later that evening theyeosd a 600-strong
partisan force, who, having taken Ossero had appesh Neresine
and attacked the enemy positions. The unexpextadl of this force
caused the cancellation of the planned attackethexiing. By 22 April
the partisans were able to confirm that Cherso lamgsino islands
were now fully occupied by Yugoslav troops therefall forthcoming
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operations were cancelled.

On 8 May, following the announcement of the undiowil
surrender of the German Forces, OC SBS addressedthdéim after
which celebrations were held which culminated inrahks listening
to a broadcast by His Majesty the King. The follogviday, OC 1328
Wing was told that all projected SBS operationsemegr cease, and
that the SDS could be released to participate iner&imn
FREEBORN, the deployment of the wing to Austria. ZInMay the
Wing HQ arrived in Klagenfurt, Austria. The SDS when disbanded
and all ranks posted to squadrons within the wiagn Ldr Cely-
Trevilian was again Mentioned in Despatches andsemently
appointed OC 2771 (Field) Sgn, which he took teftaie in March
1946.

As Cely Force was being disbanded another paractwit was
being raised in the Far East. In 1945 the RAF Regirin the Far East
comprised ten wings which included sixteen Fieldu&tjons and
twelve LAA Squadrons. On 4 June 1945, No 2810 (iebgn
received a signal ordering it to move to Agartaénging further
instructions. It was to be re-roled in order to mup the RAF
Airborne Commando, another newly formed unit thaswesponsible
for co-ordination of air support to forward groumaits. The Airborne
Commando was officially formed on 23 June 1945 later changed
its title to the Airborne Control Unit. This unibsorbed all the Visual
Control Posts (VCP) that were responsible for tlding-in and
directing of air support for the Chindit Specialré® who operated in
the long range penetration role and also with wericlandestine
services such as Force 136 of the SOE. A directivihe employment
of RAF Regiment personnel in support of the Airlm@ommando
stated:

‘The function of the RAF Regiment Field Squadronl Wwe to
protect RAF personnel and to hold and protect dtdiinarea
behind the lines while an air strip is being comstied or
repaired and while fly in or pick-up operations taking place.
This Squadron will only carry out small scale operss on
which the regular Airborne Forces will not be eregig

In the opinion of the CO of the Airborne Comman&mn Ldr
(soon to be Wg Cdr) Thomas Tull, it was necessasflot a squadron
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to the role as this was the smallest self-contaimed in the RAF
Regiment; however, it would not be the intentionuse the entire
squadron at any one time. It was also argued disatiey were already
operationally trained troops, they were the mostable personnel
available for the task of protecting the VCPs. Amotargument was
that a field squadron had an integral mortar sectitnich would be
ideal for use in target indication when the VCPsenaperating with
local patriot forces. Sgn Ldr Tull was already exgyeced in airborne
operations. He had jumped with a RAF VCP detachrattathed to
the Composite Gurkha Parachute Battalion from SB#rachute
Brigade during Operation DRACULA (the abortive arbe and
amphibious attack to retake Rangoon) in May 194%e mission of
the Gurkha Para Bn was to neutralise a Japanaergprbattery at
Elephant Point. Sgn Ldr Tull's eight-man team haaiped in the first
wave with the Pathfinder element ahead of the rdeip. One of the
British Gurkha Officers who jumped with the maindgowas Lt
GeorgeFoskett. He later transferred to the RAF Regimextwaas the
first Flight Commander of No 1 (Parachute) FlightNo 63 (Rifle)
Sqgn which was formed in 1948.

On 4 July 1945 Sgn Ldr H Sullivan arrived to takenmand of the
squadron. Over seventy airmen, and all but oneceffichose to
transfer to other units as they did not want to m@mce parachute
training. These men were replaced with volunteessnfother RAF
Regt units in the South East Asia Command. The dignawas to
move immediately to a concentration area at RAFiidp&t and co-
locate themselves with the Airborne Commando whatkr moved
onto Begampet.

On 5 August 1945 Wg Cdr Tull met with Brig Poethmmanding
5th Parachute Brigade, in order to discuss the ositipn of teams
for the forthcoming airborne contribution to OpeatZIPPER, the
invasion of Malaya and Singapore. It was decided tbur airborne
teams and twenty RAF Regt personnel were to be faseth airborne
operation with 5 Para Bde. Seven other teams veededp to join up
with parties of guerrillas and levies, raised byrdeo136 agents.
Shortly after returning from completing his paraghgourse, LAC
Alan Barkes recalls:

‘I remember an officer whose command was “| needheéh.
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Personnel of No 2810 Sqgn prior to a parachute fregrjump, the CO,
Sqgn Ldr H Sullivan, in the centre.

Follow me. From now on you will receive no mail andl not
be writing home.” We were then told that our stayld be for
an hour, a day, or more and we were told to sleequr clothes
(including our boots!) and that we had to get cesds down by
10pm. As the officer told us “Any time now lads ahds is IT.
We are an advance party and will be parachuting the
Malayan jungle and there may be some bitter fightitn the
middle of the second night he came and told us & woving
out and we were to board a Dakota at a nearbyripirai/e
could not believe that, as we reached the airciaftvas
announced by an officer that THE WAR WAS OVER! The
Americans had dropped the two big bombs. The Jaeahad
surrendered’.

On 14 August 1945 the Japanese surrendered utiooradly
following the attacks on Hiroshima and Nagasakisjie the news of
the surrender the squadron received an urgentls@nd6 August
1945 from Wg Cdr Tull that all personnel who had nompleted
parachute training were to proceed immediately Ad- RChaklala as
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some VCPs were still
going to be dropped as
planned. Another VCPE=4
was attached to the ™
Commando Brigade.
Sgn Ldr  Sullivan,
wrote in the squadro
diary:

‘The sudden end offf ™
the Japanese War -
found the personneldd”
of the unit with
mixed feelings.
Very few were
really glad and the main worry was that parachuséning
would be discontinued before the whole unit wamé@ They
were still very keen and expressed regret that theyld not
get a “go” at the Jap. Those already parachutenedaiare
interesting. They have a standard of morale highan when
they went on the course and, since attending theseol realise
why. The course is well run and the instructorsraagnificent.
The superiority one feels on completion of a jurapcessfully
IS unbelievable. At the moment, jumping is all titaik about
and future jumps all they think about. The unimi€omplete
Field Squadron, all parachute trained, young,jitrip happy”
and keen to have a crack at anythihg.’

On 29 August Wg Cdr Tull arrived at the Squadratihhe brief
that they were now required for Operation MASTIE#€ operation to
find and recover internees and prisoners of wae RAF Airborne
Control Unit was to provide twenty teams for theeigiion. These
were to comprise one officer, two wireless opematord two medical
personnel. Two officers and 56 Airmen from No 2&dnh would be
held in Ceylon and at Jessore in reserve in oalegibforce the teams
should it be necessary.

Cpl Lionel Groome, a Sgn Nursing Orderly was oh¢he group
that deployed to Ceylon; however, there was a laeckparachute
trained medical personnel so he joined a seven-team which

Sgn Ldr Sullivan, OC 2810 Sqn, accepting
the surrender of Japanese officers.
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included an Army Medical Officer and four Dutch diefs. They were
dropped into Soerabaya, Java on 18 September 1Bdb. his

subsequent actions Cpl Groome was awarded theaMillledal. His
citation read:

‘On 29th October, following various incidents, tBatish party

became the object of all types of small arms firke party
withdrew to a hotel which was organised as a defernsosition

with the aid of a platoon of Rajput Rifles. Snipibgcame
intermittent and on 29th October, the Indonesiaredena
frontal attack on the hotel, and the party wasddro withdraw
from the front of the hotel. Casualties were sustdiby IORs
(Indian Other Ranks) and Corporal Groome tendeirstl did

under fire. Later, when a Bren gunner became aatigsu
Corporal Groome, although a nursing orderly, toe&rdhe gun
and handled it with such efficiency that he consitiy helped
to repel the Indonesians, who were prevented fregching the
upper floors of the hotel. Corporal Groome thencpealed to
render first aid to the wounded, and, while so dpimas taken
prisoner. He was released on 3rd November 1945’

On 25 September the re-organisation of the squabezk to a
regular Field Squadron commenced. It was annouti@dhey were
to move to Singapore under HQ Malaya as the Comniaskrve,
deployable, by parachute if required, to reinfootker RAF Regt
units. The squadron was also tasked with a cereahguoard role. All
personnel who were not yet parachute qualified,waind still wished
to be so, were attached to the Airborne ControltUrior to
proceeding to Chaklala with orders to catch up withsquadron once
they had completed the course. As with the Armyts Bara Bde and
despite many close calls, the squadron never &ctdeployed on a
parachute operation. Despite this it impressed n@mnected with
Airborne Forces. One report stated:

‘The OC No 3 PTS, Chaklala, W/Cdr Shields and Inistri
uctors, have expressed the greatest admiratiothéoR.A.F.R.
personnel passing through the school. They compera with
the original army volunteers of 1941 who, it apgeavere as a
whole, the best paratroop material so far encoadtér
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On 12 October the squadron embarked at Calcuttbetin its
move to Singapore. Conditions on board were vemyr @mnd some
Army units marched themselves off in protest. OrO28ober the ship
docked at Singapore and the squadron moved to ri¢phehere it
joined No 1324 Wing, RAF Regt. Here they discoveltes extent of
Japanese atrocities, including the hanging of yairig on lampposts.
On 28 October 1945 the squadron was ordered to tamaints
parachute role and training was to be resumed. Memies main role
was mounting ceremonial guards and anti-lootingugiis, They
provided the guard at the residences of the Londid &ountbatten
and Air Marshal Sir Keith Park, CinC ACSEA, and mtd Guards
of Honour for various Royal and other dignitariehowvisited
Singapore.

Although the War had ended the RAF Regiment waslved in
numerous operations in Indonesia in the latter bfalf945 and 1946.
In June 1946 a flight from No 2810 Sgn was flownSomatra to
assist local forces in rescuing civilians who wkegng interned in a
rebel camp in Padang. Fifty-two prisoners were asded and ten
Indonesians captured in a dawn raid which achiegethplete
surprise. The flight also carried out another rard an Indonesian
camp several weeks later in which nineteen Indamsswere killed
and five captured.

By the end of 1946 all RAF Regiment squadronshim Ear East
had been disbanded except for No 2810 (Field) Sgiohwemained in
Singapore until 1947 when its role was taken owerthe newly
formed squadrons of the RAF Regiment (Malaya).

In 1947 HQ 38 Group was tasked with investigatitige
requirement for an air transportable capability &or RAF Regiment
wing. It was subsequently proposed that No 2 Wirith vts HQ at
Netheravon, would be selected for the air transytet role. No 2
Wing comprised No 15 (LAA) Sgn, co-located with théng HQ; No
63 (Rifle) Sgn at Upavon and No 16 (LAA) Squadrom&tchet. No
63 Sgn was to re-role so that its flights couldldgy parachute,
Horsa and Hamilcagliders, or land in aircraft such as the York and
Dakota. The LAA squadrons, equipped with 40mm B®fjuns, were
to train in order to be able to deploy their gurigralanding in
Hastings or Valettas. Both of the LAA units alsomed small
parachute elements and trained personnel to lamtidsr.
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A 40mm Bofors being unloaded from a Hamilcar byIHGLAA) Sgn
personnel(RAF Regiment Museum)

All personnel who volunteered for parachuting wesquired to
complete a week of physical training which was aated within
their respective squadrons prior to attending thesi® Parachute
Course at No 1 Parachute Training and Glider Tmgintchool at
Upper Heyford. The first course for No 2 Wing pensel was
completed on 13 May 1948. These men parachutedNietberavon at
the end of their course in conjunction with ExeeddEPHISTO. The
MEPHISTO series of exercises was regularly condlbtethe School
of Air/Land Warfare at Old Sarum. In November 19Ki®, 63 (Rifle)
Sgn conducted Exercise NOVICE, which involved tharaehute
Flight jumping into Salisbury Plain from Dakotasdasecuring an
airstrip for the rest of the squadron to land bgeyl the next day. A
subsequent demonstration included a Hadrian laratinigunloading a
mortar team, the glider subsequently being recalverg being
‘snatched’ by a Dakota.

In June 1948 there was a proposal by Air Chf Msleissor that
that the RAF Regiment should take over the funstiohthe Glider
Pilot Regiment (GPR) and of the air despatcherthefRoyal Army
Service Corps. The Director General of Ground Defenoncurred
with respect to the GPR, but not the air despattd The men of the
GPR were not mere pilots, being described, foramst, as ‘Total
Soldiers’ by General Sir John Hackett who had conded the 4th
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Parachute Brigade
at Arnhem. After a
glider pilot had
- landed his aircraft
- they had no means
of returning to
their departure
1 airfield and were
required to fight
- 3 alongside the men

B B = " _they had just
No 63 Sgn personnel jumping from a DakOtatransported into

with equipment bags. battle. The officers

and NCOs of the GPR were, therefore, subject tostén@e high
standard of selection and training as all otheaglaute and glider-
borne units within the Airborne Division. Slessadga got no further,
however, and the GPR remained with the Army untidlisbanded in
1957.

The two Sections of No 63 Sqgn's No 1 ParachutghEliwere
commanded by FSgt Norrie Chapman MM and Sgt JimriackB
MM. FSgt Chapman had won the Military Medal, andere
Mentioned in Despatches, whilst serving in Italyl &rance with the
5th (Scottish) Btn of the Parachute Regiment. SgtiBhad won his
MM whilst serving as the Troop Sergeant Major wi#B (Royal
Marine) Commando. Coincidentally, both men had kaexorated for
actions during which they had covered the withdtaafdheir men to
safety with the use of Bren gun fire. This is alee case with Cpl
Groome of No 2810 (Para) Sgn. Flt Sgt Chapman wtaikt serve
with No Il (Field) Sqgn after it had converted tetharachute role and
would become the Squadron Warrant Officer.

Although the parachutists of No 2 Wing had congalethe course
at No 1 PTS, they were not officially authorisedtbg Air Ministry to
wear parachute ‘wings’ on their uniforms. Howeube men did wear
their badges above the right breast pocket of theitledress jackets.
The case for RAF personnel to be permitted to \wassichute badges,
other than Parachute Jump Instructor badges, wlidseshg argued in
the early 1950s when Medical Parachute Teams wereefl in the
Middle East. However, it was 1962, when No Il (B)eBgn was re-
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roled as a parachute squadron, before the Air RKiniginally
approved the wearing of parachute ‘wings’ by RAFspanel. Prior to
this there were many operationally qualified per&rserving in the
RAF who had to justify their right to wear theirrpahute badges.
These included many former Parachute Regiment aedi& Forces
personnel who had transferred to the RAF afterwhe One such
officer was Lt Andy Roberts who had fought with tbred Btn of the
Parachute Regiment at Arnhem. He transferred tdRihE Regiment
in 1949 and retired as a squadron leader in 1978.

In 1950 the wing lost its air transportable conmant. Apart from
a degree of confusion over an operational parachofte for the
Regiment, it was concluded that the LAA squadroB&fors guns
were unsuitable for movement by Hastings and, kessithe guns
issue, there was, in any case, insufficient aiddpacity to transport
the squadron’s other vehicles. Another adverseifagas that, due to
the war in Korea, priority had to be given to deferof the USAF
airfields at Sculthorpe, Lakenheath and Mildenhafiainst the
possibility of sabotage.

All the wartime capabilities mentioned above comé to be
covered by current RAF Regiment parachute unitslINggn is still
deployable by parachute and gunners serve in tlexi@pForces
Support Group as well as the Tactical Air Contraltles of 16 Air
Assault Brigade.

Notes:

1 Frost, Maj Gen JD CB DSO M®; Drop Too ManyBuchan and Enright, 1982).
2 Report to Maj Gen Sir C F Liardet dated 31 Octdl$i4 (Col Salmon papers,
RAF Regt Museum).

8 Report from Sgn Ldr Cely-Trevilian to OC 1328 WiRAF Regt (Col Salmon
Papers RAF Regt Museum).

RAF Airborne Commando Directive with Force 13&6N@ AIR 2/10076).

Letter to the author from Alan Barkes, No 2818r@) Sqn.

F540, No 2810 Sgn, RAF Regt, August 1945 (TNA 2R8R103).

Citation held in the personal file of L GroomeAlRRegt Museum).

Report by Sgn Ldr H Sullivan (TNA AIR 2/10076).
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AIRBORNE DELIVERY WING — CURRENT PARACHUTING

CAPABILITIES
Wg Cdr Wayne Loxton

Wg Cdr Loxton joined the RAF in 1986 for a first
tour as PEdO and CSRO at Chivenor. He became
a PJl in 1989 and served as such with No 1 PTS,
5 Airborne Brigade and the Joint Services Para-
chute Centre. To date his subsequent carer has
embraced tours with the RAF Det to SF and the
Parachute Test Team at Boscombe Down,
interspersed with staff and/or training appoint-
ments at Halton, Cosford, DSF, HQ PTC, HQ 22

Gp and the JSCSC. Along the way, he managed that Gréain
Team at the 1994 World Formation Skydiving Changiigs. He is
currently OC Airborne Delivery Wing at Brize Norton

Introduction

The aim of this paper is to outline two of thereat parachuting
capabilities that operate at opposite ends of gextsum; first, low
level parachuting and, then, high level parachutemgd, more
specifically, High Altitude High Opening (HAHO). ldoing so | hope
to highlight the overall contribution of Airborne elivery Wing
(ADW) and the RAF by providing personal accountssome of the
Parachute Jumping Instructors (PJI) involved wiith development of
these parachutes. These accounts are personabrapiand are not
necessarily official Defence policy, but they dotbe context.

Peter Hearn

Peter Hearn

Before we review these capabilities, it is
appropriate to acknowledge the contribution that
one of the earlier speakers has made to airborne
forces. There are a number of important pioneers
of military parachuting and the airborne
capability; Louis Strange, Maurice Newnham and
other men of vision, but there is one important
name missing and that is Group Captain (Retired)
Peter Hearn. Charlie Shea Symonds of Royal
Aero Club fame regards Peter as one of his
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heroes. | can echo that sentiment and | have tchpimyself that my
name is on the same Commanding Officers board asah Peter
Hearn. He was awarded the Air Force Cross in 19&1 the

development of military free fall training and hesvthe founder of
the ‘Big €', the first UK parachute display teandaorerunner of the
RAF Falcons. As a true pioneer of military and lci free fall

parachuting, he competed in the 1960 World Changhips and
along with his skydiving partner, he was the fpstrachutist in the
UK to have the skill to pass a baton in free féle inspired a
generation of men and women who wanted to fly thhothe air —
although to use the famous Toy Story quote, whateaély do is ‘fall

with style’. Whilst Andre Jacques Garnerin may havarted it all,

Peter and his band of PJI adventurers certainhtiédd bit along the
way.

Airborne Delivery Wing

Airborne Delivery Wing took over from No 1
Parachute Training School (PTS) as the lead
parachute training formation in November 2009.
Whilst No 1 PTS still exists, it is now a delivery
squadron within the ADW. The original badge
has been modified, although the Pathfinder
Torches suspended from a parachute have been
retained along with the famous motto
‘Knowledge Dispels Fear’. In modern parlance,

; ADW contributes to the ‘generation of the

The ADW's badge force’. Within this context the wing is a ‘force
element’ of the ‘Air Manoeuvre pillar’, currenthommanded, via the
Station Commander at RAF Brize Norton and Air GificAir
Manoeuvre, by AOC 2 Gp. Its functions are: to jmlewdirect in-situ
operational support to UK airborne units; to enatile National
Contingency capability for Joint Helicopter Commandtlavy
Command and Air Command parachuting units; andetivet initial
and continuation training for the Defence paractgutommunity.

Low Level Parachuting

The current static line round parachute that weasdlociate with
mass para drops is rather imaginatively called Htwsv Level
Parachute — the LLP. Originally made by Irvin Parges, it is now
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made by Airborne Systems . ;
Group. It has an all up mass

of 350 Ibs and had an

original operational clear- . ~

ance of 250 ft above ground -

level (AGL), although,
following a series of live
test jumps in 1997, theg
clearance was raised t
400 ft AGL. Under training
the LLP is used from
between 600 ft and 1000
depending on the jump®
platform. It is an excellent|
parachute and since its
introduction into service in
the early ‘90s, it has neve
malfunctioned.

The 250 ft Trial

In a previous life, | was fortunate enough to bd/@ of the
Parachute Test Team at Boscombe Down and one ofiviheest
jumpers that used the LLP at 250 ft without wearmgeserve.
Although wearing a reserve would have been useletizat height, |
must admit that psychologically ‘not wearing a resé was a big
deal. To place some perspective on the altitudagine looking at the
centre of the London Eye — that is just under 258nf it was from
this height, on 17 September 1997, that the jump made from a
C-130K over Lac Ganguise in the South of France.

The ‘boffins’ at Boscombe Down had calculated thiat all
probability we were unlikely to reach terminal vty from that
height and that there was a good chance of surinvtile event of a
partial malfunction. For that reason, we were ungeed to jump over
water and, despite the 90°F heat, wear full bodigwits to keep any
possible broken bones in place. Whilst it was vexgiting to leave
the aircraft at 140 knots and to see your own shaolo the water
below you during the throw forward phase of the logment, the
concept was unfortunately flawed for a number asoms.

>

The 250 ft drop over Lac Ganguise
onl7 September 1997
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The notion that an aircraft could acquire a Dragn& (DZ) at
250 ft was based upon old doctrine and in realibdenn air defence
systems mean that it would be extremely diffi¢alfly at that altitude
safely. In addition, DZs are rarely flat fields angually have
undulating terrain, so it is impossible for thecedw to guarantee
250 ft without actually flying considerably highérhis was another
reason why the descent was made into water. THhigyabiguarantee
250 ft during the trial was vital because whilsé thLP had never
malfunctioned during testing, the worst case felpldyment sequence
was around 190 ft; add this to the knowledge tlegt pressure
altimeters fitted to the C-130 fleet had a +/-7@rftor and the maths
simply don’t add up and, if the environment wasigerenough for
the aircraft to reach the DZ at 250 ft, then it Wdolie possible to take
the extra split second to pop up to 400 ft, whiobuld be safer in
every respect. This extra height allows the parasthio carry out his
in-flight drills correctly, kick out of the inevitde twists, lower his
equipment and, crucially, provides sufficient heigbr a viable
reserve parachute. All of this is relevant becausdike an ejection
seat parachute, which is a ‘fit to survive’ systehg airborne soldier
requires a ‘fit to fight' parachute, so landing twists or with his
container fitted that could break his ankle is@ibsue.

Operational Relevance

So where does this fit in operationally? There araumber of
analysts and operators who are very clear that passhuting has no
place in modern warfare. They could be right arel ghospect of a
thousand or more troops dropping from a large fdetircraft within
the near future is pretty remote. However, | supdgiest it is rather
premature to dismiss it outright.

The recent coercive effect that the French hagping into Mali
was significant and | was fortunate to spend same in Corsica with
the French Legionnaires fronReme Regiment Estranger de
Parachutiste§2REP)who inserted into the Operatierand try telling
them that there was no operational effect! The Wl Isimilar
experiences in Afghanistan and Iragq and let uderget the ‘Support
and Influence’ effect that No 2 Sgn RAF Regt hadlamuary 2001
when they were inserted by static-line round pargehnto Sierra
Leone as part of Operation SILKMAN. The low levarachuting
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High level parachuting can involve free fall (lebtf) HAHO (right).

capability features within a number of current Defe Strategic
Assumptions and 16 Air Assault Brigade, who arephime users of
the LLP, are very clear what their role is — ancaphuting within the
concept of air manoeuvre is very much part ofattipularly when it
involves interoperability with another nation.

High Level Parachuting

The opposite end of the spectrum is High Altitiidigh Opening
or HAHO parachuting. This involves exiting an adtitrat very high
altitudes and travelling long distances, using @ygand navigating
under the canopy using the Global Positioning 3ygt€PS) to land
accurately, as a group, on a chosen target. TheertuHAHO
parachute is called a Blue Track 80 (BT80), a ddnrre of a tandem
parachute system made by Aerazur in France. Theé Bi&8 been in
service since 2005 and, with a simple deploymegtdiange, it can
be used in either free fall or static line modehds an all up mass of
350 lbs, but with the addition of a shock atteraratdevice on the
static line, it can carry up to 420 Ibs.

As you can imagine, exiting an aircraft at higtitade using a
parachute that is attached to the aircraft, cagrgionsiderable weight
and wearing oxygen is pretty demanding and the ingeshocks can
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be extreme. In order to reduce this shock the pataaeployment is
staged and progressive in nature and it can tate X seconds as
opposed to the usual 3 second counts normally $edcwith
parachuting. The complexity of the static line sguaonfiguration
also taxes the Military Aviation Authority, whichs i currently
grappling with the problem of how to regulate pargmg within a
post Haddon-Cave environménThey need not worry too much, as
military parachuting is extremely well regulatedhin the AOC 2 Gp
Air Safety Management Plan. Whilst it is very diffit to regulate the
chaos of lines and material in a disruptive aiwflon terms of risk
management, each of the nine different parachutees)s that are
currently in service are assessed and managed tiyolwighin the
same Duty Holder process as a C-130 or Voyageradirc

HAHO Origins

As with most great ideas, there was an elemeffibrtdine in the
development of the HAHO capability and a numberR&F PJls
played a significant role in the process. In 1986ts Ali Macdonald
and Phil Kelly, from the Parachute Test Team atcBose Down
were tasked with reviewing the new ram air squaraghute that was
to replace the suite of round parachutes that wenently being used
for free fall - High Altitude Low Opening. As part of this triahe
scientists were concerned about the opening cleistads of the
square parachute at altitude and what would haggle parachutist
operated his parachute shortly after exit. So @ tbe tested, first
with dummies and then live.

Prompted by the recent retirement from Servicethef GQ360
parachute that was the initial HAHO parachute nbe WO (Retired)
Ali MacDonald put pen to paper to write an accurateount of the
development of the parachute and its use for oQeyeairs. His work
is as yet unpublished, but with his blessing | wlolike to share his
personal account of one of the descent profileshistorically may be

1 Charles Haddon-Cave QC was appointed to conduatdependent review into

the broader issues surrounding the loss of a NinXat230, in Afghanistan in 2006.
Presented to the Secretary of State in October,280® subsequently published as
HC1025, among its several recommendations was #h&blesshment of a ‘New
Military Airworthiness Regime (under the control @ independent Military
Airworthiness Authority)’.Ed.



131

quite significant:

‘On 16 Oct 1980, Kelly andg*§
MacDonald boarded a C-130 for @i s
25,000 ft serial over Fox Covert D
The [othel] troops exited at 25K ang
free falled down to 5K Dbefore
operating their parachutes. The aircra
then descended to 17K to despatch g
We jumped out and operated the ne
square parachutes at 15K, which
this time was the highest altitude th
we had ever deployed a squa’” Sgt Ali MacDonald.
parachute. They opened fine ar _

equipped with a Silva compass and 10 miles fromDHEewe
headed for the Covert. Thethel] troops had already landed
and had packed up ready to leave, only to be sagiby the 2
PJls that were on their aircraft arriving on the DZcomplete
silence and unannounced. During the subsequentsdien and
trip back to their unit the way ahead was beingnidated.’

| have been privileged to be involved with testpayachutes and
was involved in the initial trial that brought thaurrent HAHO
parachute into service. | had a few ‘dodgy’ opesjrgarticularly on
one German system that was immediately discardedihere is a
second account in Ali’s script that had me shiwgrilthe scientists
were also concerned that the rigging lines of theaghute would
freeze when being used at high altitude and onsomnge, Kelly and
Macdonald were deliberately despatched into cunimdbus cloud.
Ali recalls:

‘The parachutes would buck violently in the clodtbar-frost
would form on the rigging line and on our faces tteedle of
the Silva compass would spin aimlessly and iceighast would
form on the canopy and then break away, fallingoakr us.
However the parachutes held together and the lbpildf ice
would always break up owing to the constant flexofgthe
canopy cells. [...] That day we really earned theafl.12
trials pay!



The cold is still a problem and from
those early days bespoke high altitude
parachute clothing systems have been
developed, along with locking cleats on the
parachute risers which ensure that a
parachutist does not have to use his hands
above his head throughout the descent, as
temperatures of -54°C at 33,000 ft are not
uncommon.

All of that early HAHO work was
=y conducted in free fall with short free fall
Sgt Rex Pritchard. delays.and_ it was another three years before

a static line square system was fully
developed and once again RAF PJls from BoscombenDuayed a
key role. At the higher altitudes, the openinglod parachute needed
to be slowed down and a range of deployment irdnilaevices were
developed by PJIs such as Sgts Davey Jones anétRebtard, who
was, incidentally, the very last RAF servicemanréceive the Air
Force Medal in 1993.

These devices and packing methods successfullyweslothe
deployment sequence and reduced the opening shidokgever, on
one such occasion, the parachute did not operatie agiplanned and
during one of the early GQ360 static line descemt5,000 ft, Sgt
Pritchard had a nasty shock. Immediately after, dXéx’s canopy
blew up and split right down the middle; after airg his reserve, he
found himself drifting under a round canopy witmitied steering.
Thankfully, 30 minutes later he landed safely, antltoo far from his
intended DZ. However, all was OK with Rex becaus¢his stage,
trials pay had increased to £1.38 per jump! Usiagnd reserves
severely limited the application of HAHO parachgtinvhich
prompted the development of a square reserve ahay tave have
parachute systems that have exactly the same nranreserve
parachute, making them inherently safer. It alsotams the integrity
of the operation as the parachutist can rejoinphisol with relative
ease.

Operational Relevance
Operationally, the utility of HAHO parachutingestirely credible,
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although of course the
environment still has to be
relatively benign and targets
within extensive air defence
systems are not a realistic
proposition. But the capa-
bility is most certainly

viable, especially in the
environments within which

we have been operating of
late. Our current capability
also allows for the insertion
of a non-parachuting spec-
ialist, or a large bundle of
equipment using a com-
patible tandem parachute
system. The BT80 parachute
is due to be replaced in

The tandem capability conferred by th%015 and high-glide can-
BT80 parachute. opies with 6:1 glide ratios
are being explored- these

are, in effect, para-gliders that open like paréehult is, however, a
complex technology, especially when there is a reecarry heavy

weights and attach a static line to the aircrafit @ne of the most
significant advantages of a higher glide canoghas it can be used at
lower altitudes, which reduces the reliance on exygystems.

These canopies, coupled with more advanced GP% baite
literally taken HAHO parachuting to new levels atidngs have
certainly come a long way since MacDonald and Kaibdvertently
ventured into the realms of stand-off parachutimbijlst navigating
across the cumulonimbus filled skies above SalisBlain, equipped
with a simple Silva compass taped to their cheapst
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AFTERNOON DISCUSSION

Wg Cdr Jeff Jefford. | have two questions. For Wg Cdr Loxtern
your first film clip we saw parachutists leavingdarcules via the side
door. As a layman, | would have gone off the ramfhy use the
doors?

Wg Cdr Wayne Loxton. Using the doors you can drop a continuous
stick of forty-five parachutists — from each sidlising the ramp it's
batches of twelve to sixteen at a time. The lingitiactor is to do with
the opening characteristics of the individual phtaes.

Wg Cdr Jeff Jefford. Thank you. And for Seb Ritchie — you told us
that, post-D-Day the RAF was confined to gliderditogvand we
stopped dropping parachutists. Was that a resamanestraint or some
sort of political decision?

Seb Ritchie.We did continue to drop Pathfinders but beyond iha
was just gliders. | think it came down to a serssiblivision of

responsibilities within 1st Allied Airborne Army wd¢h was set up in
1944. The Americans had used the Horsa on D-Dayhadd't really

enjoyed the experience. Post-Normandy they wantéling more to

do with Horsas so it made sense for the Britishutilise all of the

available glider lift on the understanding that theericans would

use their capacity to deliver parachutists.

AVM Peter Dodworth. May | first congratulate the team on what has
turned out to be a fascinating day — | knew litifehis. We heard, in
the context of MARKET GARDEN for instance, of thensiderable
losses in aircraft, men and equipment and thecditfes involved in
recovering casualties, rescuing people and so efor8 such a large-
scale operation was mounted, would someone catrgroassessment
to compare and contrast the proposal with othesvedyloing it? Any
military operation is bound to involve casualtiag hirborne assaults
do seem to have been inordinately expensive.

Seb Ritchie. With respect to the three operations that | add@sn
my presentation, | have not found any evidenceutigest that there
had been a comparison exercise of the sort thatdgsaribe. It may
have been done in other cases, but not in those.thr
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Sir Rupert Smith. As to the specific issue of the estimation of
casualties, | am confident that, certainly by 19t will have been
done as matter of course, because it is a cripieaining issue for the
medical staff. There is, of course, an expectatibnasualties. They
are, after all, inevitable, but one would not knogly expect to lose
an entire unit. In the case of the RAF, for examitlés not assumed
that an entire squadron will bgermanentlycommitted; tasking is
more likely to be expressed in terms of numbersicfraft to be
available, or the number of sorties to be flowrr, giay. It is the same
in the Army. It makes no sense to knowingly peramtentire unit to
be destroyed, so the aim is to preserve at leastleus so thar it can
be rebuilt. That was one of the reasons why tHaraling battalions
were as strong as they were — it permitted themoterate the
anticipated level of casualties. So there is —thdse — an expectation
that you will sustain casualties when conductirghhisk operations.

Here is another thought. When one goes throughmidneuals and
reads of the planning processes of that time,dbimes apparent that
war is, in many respects, an ‘industrial’ procesd am WW Il there
will have been an assumption that the national hirvery’ would be
able to provide the necessary replacements inrbethand equipment
in order to fill the gaps in the ranks. Today, olicse, we simply do
not have the production lines or large stockpilekl lin depots — and
we do not conscript — so we can no longer everktinirthose terms.
That said, | believe that the generals of WW |l @vapt unconscious
of this issue. Their personal experience of heaggds, through their
having been the platoon commanders of the Firsid\Watar aside, it
was apparent from D-Day onwards that we were béggnto run out
of infantrymen. In fact UK Ltd was running out ofanpower — we
were having problems finding enough people to henrhines — and,
with the establishment of air superiority we bedanre-role air
defence units into infantry in order to maintaimr Gghting strength.

In short, | think that there has always been ascimusness of
casualties but tempered, in the past, by a greallargness to tolerate
them.

Steven MasonWe have heard something of the German experience,
notably in Crete, and of our own later operationsmif HUSKY
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onwards. To what extent, if any, were we able &wriérom what the
Germans had done?

Ritchie. Our knowledge of what the Germans had done in Hdlla
and the low countries was pobut for Crete it was excellent. The
allies had done a detailed analysis, facilitatect@&gtured documents,
interrogation of prisoners and so on. So we werticdy well aware
of what the Germans did, but how far that influehoar planning is
another question. You have to ask yourself — doesdly want to do
what the Germans did on Crete in view of the vezgJy casualties
that they had sustained there? Perhaps it was moneatter of
avoiding doing what the Germans had done.

Air Cdre Graham Pitchfork. Another one for Seb. | was doing some
work on D-Day recently and | was struck by the ektef the
preparatory training — large scale exercises —amsiaés — that were
conducted. In particular the RAF did long rangehnigavigation
exercises, sometimes with a glider on tow. By astirl believe that
the Americans confined their efforts to formaticgaders. On the
night, of course, some of the Americans ran intd &ather which
broke up formations and that may explain, at l@agart, why their
drop was so scattered. Do you have any thoughtisat®

Ritchie. What you say is true. There was a different apgrodbe
RAF had more highly trained individual aircrew venthe Americans
adopted a ‘mass’ approach. Their aim was to gebasy aeroplanes
in the air as possible and they simply lacked #q@acity to train, to an
appropriate standard, all of the men who would havity them. That
said, although there was less emphasis on trair@nigt was done
prior to D-Day, although there were two fundamemptablems. One
was the sheer scale of the enterprise, the othertisa difficulty in
replicating operational conditions but, despites thinere was, | think,
an assumption that it would be ‘alright on the tiigihat the operation
would only be launched in good weather and that theuld be able
to cope withFlak — somehow. That turned out not to be the case, of
course, but the last thing you want to do is ma&ing so realistic
that you start taking casualties during exerci§ss.| think that the
shortcomings arose from the scale of the operatitich meant that
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some corners may have had to be cut in training,the difficulty in
simulating the conditions that would actually be@mtered.

Richard Bateson.Do you think that one of thmain factors driving
MARKET GARDEN was the need to eliminate the V2 lelrsites
that were bombarding London and Antwerp, rathenttiee thrust
towards Wesel.

Ritchie. That was certainly an argument deployed by Mon&pym
while he was promoting the northerly route and, riobefore

MARKET GARDEN was launched he received a message fihe

Chiefs of Staff underlining its significance witkspect to the V2s.
Even so, the Second Army commander, Lt Gen Dempsagted to
move the operation further south, and there is semidence that
Browning shared this view. The head of intelligerate21st Army
Group later recorded that Montgomery rejected tleaiof a more
southerly route because it would have meant shatieg Rhine
crossing with the Americans, which was the lastghihe wanted to
do.

Wg Cdr Malcolm Ward. | have a question on the RAF's new low
level parachute — the LLP which looks remarkably like the Russell
lobe parachute that my father used to jump withth@ 1930s. He
described the Russell lobe as an excellent canapwith a dodgy
opening system so | was intrigued to hear thatLiblé can take up
190 feet to open, even with a static line. Can aryexpand on the
evolution of the canopy and its opening sequence?

Wg Cdr Wayne Loxton. The shape of both the Russell lobe and the
LLP canopy is fundamentally different from that tbk ‘traditional’

PX type that Peter referred to earlier. The deplaynsystem involves

a mini-pilot ‘chute that comes out first to becoregffect, a second
static line that actually inflates the main canepyand 190 feet is
actually quite good for a round canopy. For theorécwe are very
close to half a million descents using the LLP andhas never
malfunctioned.

Bob Kershaw.We haven't said anything about heavy drop capgbilit
Are we still in the business of delivering heavyawens by air? — and
can anyone else do it?
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Loxton. That's an interesting one. The limiting factor la¢ tmoment

is the C-130J which is not cleared for dropping Med Stressed
Platform— MSPs — so we can't do it right now, and neither tan

Americans. We are currently limited to 1-ton loadhjch is an issue,
of course — it is being looked into, as is the AMIO@vhich is not yet

cleared for heavy loads. It is a problem, but we raot alone — there
aren’t many air forces able to drop MSPs at the emmt’s just not

like it was back in the days of 5 Airborne Brigada or fifteen years
ago.

Mike Meech. It seems to me that one of the lessons learned from
WW Il was that, in general terms, small drops werebably more
successful than large drops. The Russian experigrae similar.
Nevertheless, after the war the Russians built uigmificant
parachute capability while we reduced ours. The Weaas also
maintained a significant parachute capability. Bg t1980s it was
more or less the case that, in the event of WWwH#, would have
inserted small teams probably using HALOHigh Altitude Low
Opening- techniques while the Americans were planning taimho
large scale drops, all guns-blazing, with gunshigicbhpters in
support. Quite different operational philosophiés.that the same
today?

Roger Annett. In the research that | have done on Burma in WW I
and on Operation HERRICK in Afghanistan it is cléarme that
today’s Chinook has become yesterday’'s Dakotaadtdvery similar
capacity — even greater in terms of troops if tlaey standing up,
which is the case in the RAF’s Chinooks — but is,haf course, the
great advantage of being able to land verticalthink that this is one
of the reasons why things have changed. With thieddk you are
able to mount all sorts of operations that coully tiave been done, if
at all, by parachutists in the past. Wg Cdr Loxtwede the point that a
parachute capability is still there and it certaihbs a use for certain
limited operations, clandestine activities for epden but the
Chinooks have actually delivered tens of thousasfdsoldiers— by
air.

Sir Rupert Smith. Nevertheless, there is, | think, a confusion of
concepts as to how one might use ‘air’ — the ‘tank’ — on the
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modern battlefield. Personally, having decided whavanted to
achieve, | found it best to analyse it under threadings. There was
the use of air ‘to battle’ and its use ‘into bdttlethe difference being
that the first was more of logistic consideratioheneas the second
involved delivering soldiers by parachute or hgltew or aircraft
ready to fight — so they have to arrive fully armaad in combat
formations so that they can go into actionmediately— there is no
time to ‘sort things out’. Finally, there is theeusf air ‘in battle’, by
which | mean close air support by fixed wing aifcrand/or
helicopters — like the Apache. The advantage ohtligopter is that it
can be used almost like an armoured fighting vehidbking
advantage of dead ground and so on. Once you hegsee the
helicopter as a kind of tank, of course, you neeleck it up with the
equivalent of an armoured personnel carrier to supihis vital air
weapon system operating in what amounts to a tegmkes
environment. That creates all manner of C2 problamthe machine
switches back and forth between being an aeroplemea tank —
something that we haven't quite worked out yet. Bhibever does
work it out will have a battle-winning capability.

My apologies for that harangue — it's a hobby bafsat | have
been riding since the late 1980s.

Time to wind up | think. I, for one, and | thinkat | can speak for
all of us, have had a most interesting day andulavéike to thank all
our speakers for their contributiongpplause

It says on the programme ‘Closing Remarks’, sdlllmake some.
The first | have delivered already but there i store to the business
of learning to use the ‘air flank’. | think that wean learn from the
past that, if we want to ‘manoeuvre’, we need tosider ‘reach’, as
in MARKET GARDEN, and achieving the right ‘densitgn the
objective — as we did, or perhaps didn't do, on flamks of the
Normandy invasion. And it is always going to beadabce between
the two. Reading between the lines of what we Heard today, you
can sense the generals and air marshals of WWiligtrto get the
reach versus density equation right. The balandevdsm them is
relative, both to each other — and to your oppdserapability — and
there is never an easy right answer.

And then there are the C2 issues. Who is goirigetmn command?
Who is going to decide the balance between reach demsity?
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Should it be the air force — centrally controlleithnassets directed to
where they are needed? But, once committed, shiobbétome a land
force, which implies decentralised control? How ya effect that
change- and when? We saw some aspects of this duringdvenae
across northern Europe.

My last observation concerns the comparison betvwibe armed
forces of today and the situation when airbornecdsrwere first
introduced. In relative terms, compared to the #iements within
the Army, airborne forces have been a growth ingiuster since the
early 1940s. The Parachute Regiment is a muchrlgmgpgportion of
today’s infantry than it was when | joined the Arnas is the Army
Air Corps, which is far more significant and, indepowerful than it
used to be. And, albeit speaking as a soldier,inkthhat that is
probably true of today’s RAF as well, with helicepgt and transport
aircraft representing a far greater proportion bé tfront line,
compared to combat types, than ever used to beabe. Which is
interesting, isn’t it? In short, airborne forcesv&deen a considerable
success story.

| have had a cracking day and with that, to usejahgon — ‘Red
On. Green On. Go! — home.

A CORRECTION AND AN APOLGY

The photograph on page 66 of the Societyidcan publication is
captioned as having been taken at Cottesmoretualfc shows four
Vulcans of the Coningsby Wing (Nos 9, 12 and 35s3@m the ORP
at Wittering. The occasion was a press briefingténh by the Air
Minister, Mr Hugh Fraser, and AOCinC Bomber Commahid Mshl
Sir John Grandy, on 11 February 64 to publicise achpabilities of
the V-Force, its successful switch to low-level opsd the
introduction of BLUE STEEL.

The cartoon on page 112 of the same publicatioruldhbave
acknowledged the artist — Gary Weightman — an donisor which
the Editor apologises.
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BOOK REVIEWS

Note that the prices given below are those quotedybthe
publishers. In most cases a better deal can be obiad by buying
on-line.

Exocet Falklands— The untold story of Special Forces Operations
by Ewen Southby-TailyoulPen & Sword; 2014. £25.00.

Major Ewen Southby-Tailyour's name is already firrassociated
with the Falkland Islands and with his authoritataccounts of many
aspects of the 1982 war, notably the amphibiousatip@s in which
he played an important part. He writes with graatharity on that
conflict and this new book adds to his reputatiemom start to finish,
it is clearly and pleasingly written, at an eartage setting out the
political background to the conflict and the stgateand tactical
implications of the air-launched Exocet system.

Exocet Falklandpresents a detailed description of plans to locate
and destroy the Argentine Exocet capability on greund. The
significant threat posed to the Task Force by alhdmf missiles was
recognised at the outset of the conflict. In tHid-page book, with its
44 b/w plates and 14 maps, all of its implicati@ams clearly set out,
by way of context to the operational planning thant on in an
attempt to eliminate it at source.

Ewen Southby-Tailyour skilfully paints a storytbe planning and
preparations to mount an air-landed assault onAtigentine Naval
Air Base at Rio Grande, forward deployment airfiddthe Argentine
Super Etendard Exocet carriers, by the Special éSokercules of
No 47 Squadron. More than once, the author dismi¢lsis as an
attempt by a glory-seeking SAS to replicate theeBbé Raid in 1976.
More generally, he is critical of avoidance of tbemmand and
control arrangements of Operation CORPORATE andhibdires of
planning caused, in his view, by excessive secradded to that, he
points to what he describes as the neglect by ptario consult those
who would have to execute the resultant missions. ddticism is
unstinting and, in places, personal.

The mounting of Operation MIKADO, the air assaal Rio
Grande, was to take place with the benefit of prgnound
reconnaissance by patrols from the SAS, insertechddicopter in
Operation PLUM DUFF. He is lavish in his praisetftd RN and RAF
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aircrew involved in both operations. Equally, hesatébes in detalil,
and with justifiable admiration, the conduct of tErocet attacks by
the Argentine pilots and, similarly, the successhef Argentine Navy
in achieving a working integration of Exocet anc&uEtendard. The
outcome of PLUM DUFF is well known and perhaps wpsging and
the book’s assessment of the likelihood of succkad, MIKADO
been launched, is sobering.

Exocet Falklandsis well worth reading, mainly for its careful
account of the planning and part-execution of aesaf operations
intended to take out the Exocet threat to the faske. However,
eyebrows may be raised by the way in which theaighotherwise
faultless, account is flavoured by a great numbiexsaes anabiter
dicta in which inter-Service rivalries are ventilated. mjaof these
may reflect tensions then existing within the SpkcForces
community and will be of broadly passing interastréaders of this
Journal. Others will be of more immediate interestthose of us,
members of the Society, who will recognise the soaed black and
white opinions of many Royal Air Force crewrooms! nhay be
sufficient to whet the would-be reader’'s appetitaytiote a few lines
from the final pages of the book:

‘Among the Royal Air Force hierarchy (unlike the eSpl
Forces Flight aircrew) lessons were there to batified rather
than learnt — and thus ignored or implemented qugined.’

So there!
AVM Sandy Hunter

Observers and Navigators and other Non-Pilot Aircrev in the
RFC, RNAS and RAF (2011 Edition)by Wing Commander C G
Jefford. Grub Street; 2014. £40.00.

The original 2001 Edition of Jeff Jefford’s bookded with the Air
Force Board's decision to amalgamate all the ndéot-phircrew
categories under the catch-all titles of Weaponstesys Officer
(WSO) and Weapons Systems Operator (WSOp). Justadd later
the training of commissioned WSOs, ie navigatomss {precipitately,
as events are now showing) terminated and the M#igBranch
effectively disbanded. A simple addendum to thel2B@ition would
have been a worthy addition to public knowledge wkleer, the
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author has used the opportunity to considerablaed@nd refine the
book.

At this point this reviewer needs to ‘nail his @ols to the mast'.
After navigator training in the early ‘70s he satvieur flying and
three staff tours on the Buccaneer Force as amays@avigator and
QWI. His final flying tour was as the last OC thér Aavigation
School at RAF Finningley (for just a fortnight) atite first OC the
Navigator and Airman Aircrew School at RAF Cranwell

On opening the 2011 Edition the quality of theduation, when
compared to the original edition, is immediatelyident. Using a
lighter, but better quality, paper has enabledxgaesion from 273 to
401 pages, but without an excessive increase éaiz weight. Not
only has this permitted significant extra text te a&dded, but the
photographs are generally larger and in all caseshntlearer than
before, and more have been added.

While on the staff of Finningley’'s No 6 FTS in I97Jefford
produced a monograph entitled history of basic Observer and
Navigator training since 1914which took a chronological approach
to the subject and provides the skeleton upon wiidh book is
based. However, expanding the subject to incluideoalpilot aircrew
categories in the RFC, RNAS and RAF poses sigmfichallenges in
how to examine detail whilst retaining the ovethhust of the book.
By structuring the book on the policy decisions tbe various
ministries and services he has been able to writeharent narrative
whilst still covering the specifics in detail. Tlehapters themselves
are not strictly chronological, either internally with respect to each
other. However, to help the reader each chapteb&es divided into
sections on specific topics and these are listethencomprehensive
Contents pages at the start of the book.

Although not done in this second edition, the boo&n
conveniently be broken down into epochs, the bfsivhich is WW 1.
This is covered in Chapters 1 to 14 which addresstolution of the
observer in terms of role, status and training withoth the RFC and
RNAS. Of note is the section on pages 32-33 dealuity the
Bailhache Report of 19M8hich recommended that ‘observers should
receive promotion without having to become pilatd ¢hat a corps of
observers be formed with a regular establishmerddegt for
promotion among themselves.’ Jefford uses thistheme throughout



144

the book and refers to it in the final sentence.&0lighter note, on
page 53, he quotes from the evidence given to th#éh&he

Committee by the DGMA, Sir David Henderson, whenstaed that
all observers can be recommended for a Flight Camdera
appointment (and thus promotion to captain) but tiay can only be
so appointed if they re-train as pilots, which cblbhve come straight
out of an episode of ‘Yes Minister’.

The second epoch is the inter-war years and thg gaars of
WW Il in which the impact of the decisions of tgriod were felt.
This is covered in Chapters 15 to 21. Chaptersrntb1®6 have been
significantly expanded to examine the decisionrtpley only part-
time non-pilot aircrew, the impact of this in terroé the lack of
emphasis on the art of air navigation, the evente@bgnition of the
problems caused and the reintroduction, in 193theebbserver.

The third epoch, WW Il from 1942 to 1945, is caakin Chapters
22 to 26, Chapter 27 covering mainly the twin-wipadge debate.
This is a significant expansion on the first editioom 24 to 57 pages.
The debates behind the creation of the new airccategories,
especially that of the navigator, are covered itaitlalong with their
selection, status and training. However, one hasefer back to
Chapter 21 for a discussion of the evolution oftinge air navigation.

The fourth epoch is the Cold War, covered in Chiap28 to 36
although Chapters 32 to 36 also contain post-Coldr \Wetails
including discussion of the non-navigator aircreades. Chapter 28 is
another significantly larger chapter than previguslealing with the
mercifully short-lived 1946 Aircrew Scheme. The m#irust of these
chapters is the evolution of the role of the nawg# the fast jet and
maritime patrol forces and the recognition of themofessional
equality with pilots. Perhaps because of his V-Eoemd training
backgroundleff has missed out a significant level of autlyotitat
experienced fast jet navigators had — that of beireg Authorising
Officer. In this case, and because there were westick Buccaneers
for the QFIs to hog, the most experienced stafigewrs on No 237
OCU could find themselves authorising a studenotpiith just
1 hour on type, to fly as captain on an exercisavhith they would
themselves then fly with him as the instructor!

The post-Cold War epoch is covered in the lattet pf Chapter 36
and most of Chapter 37. Here the lack of archiearses, except for



145

one RAF Personnel and Training Command briefingepagn the
introduction of the WSO and WSOp categories, besoamparent.
For example, the ‘further contraction of the RAEfarred to on p344
was actually the outcome of the 1994 Defence C8sigly and the
disaggregation of fast-jet navigator training toeth different bases
was on cost grounds — Cranwell was simply a sudtddalse for the
residual Dominies and Bulldogs. The impact was thase students
came under the command of three different FTSsat different
times in their training and were not always seefiRAF Valley as
having the same priority for flying hours as thglot contemporaries.
That said,Observers and Navigatorss the result of a most
impressive piece of research. It is very readableerms of both style
and structure, despite covering a vast range aégopt one level it is
a chronological history of the non-pilot aircrewabches. This is
achieved through examining the operational requéres) the rapidly
developing technology and issues of pay, status autlre. At
another level it is a history of air navigation; aavigators and their
training and employment. It is also a critique dfitary and political
bureaucracies and their entrenched unwillingnedsam from their
previous mistakes. Finally, it is a critical sodmigtory of the RFC and
RAF. All modern air forces have a degree of biagatals pilots, and
most camouflage it by issuing two-wing badges to-pibot aircrew.
Jeff concludes that the RFC and RAFs’ particulatiiational bias,
signified by its retention of a single-winged flgirbadge, has been
sustained and damaging. However, none of this astriiom the
valour and professionalism of generations of ndotmircrew from
WW 1 to the present day and beyond.
Gp Capt Chris Finn

Vulcan Boyshby Tony Blackman. Grub Street; 2014. £20.

So now it’s the turn of Vulcan crews to stroll domemory lane to
join the swelling ranks of the ‘Boys Brigades’ ofi@@aneer, Hunter
and Victor men — watch this space for the Valiartis 222-page
hardback is pretty much what one would expect.e8ixtstand-alone
essays on different aspects of the aeroplane’sica® seen from
various vantage points within the Vulcan communithat is unusual
in this case is the considerable, and to this vestiewelcome,
imbalance in favour of rear crew members, as distirom pilots.
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Pilots do have their say, of course, and thereanributions from an
industry test pilot, as well as a standard issud- R&-pilot who
subsequently became a captain, running on to eml8gqoadron and
Station Commanders. Highlights, to me, were: twooaats, by the
AEO and the flight test observer, of the abandorifigKA891 in
1959; the experience of participating in the SAC mBing
Competition from the point of view of a Nav Radarli966 and the
Plotter, Jim Vinales, of the crew which won the MNation Trophy in
1974; some less well-publicised aspects of OpardiORPORATE,
including engineering issues, ‘Monty’ Montgomerytsials and
tribulations while commanding the Vulcan DetachmamtAscension
Island and David Castle’'s excellent account of rdmar suppression
missions, BLACK BUCKSs 4, 5 and 6, including the elision into Rio
with just minutes of fuel left in the tanks. Thaseemuch more, of
course, TACEVAL, RED FLAG, the RAF Detachment afu@f AFB
and the Vulcan's swan song as a stopgap tanker.

| spotted very few errors: unless special provisi@applied at
Waddington, it will have stood down from QRA withet rest of the
V-Force from midnight on 30 June 1969 (not 31 Ddoem- p76);
SACEUR stands for Supreme Allied Commander Europet (
Strategic Air Command Europe — p95); the edge ajckpit is surely
the coaming (not a combing — pp40 and 198) andbéoghaph on p35
has been printed upside down, but there are nougtnof these
wrinkles to cause concern.

For anyone who flew, or flew in, V-bombers thisokowill
certainly ring some bells. Phil Leckenby’s desdoiptof the clapped-
out Morris J2s provided to transport crews on aéeM/addington (we
had equally past their sell-by date Standard Vamtyuat Scampton) is
very amusing but was a classic example of a parsous air force
coming very close to spoiling the QRA ship for dploath of tar.
Another example of parsimony was the RAF’s refusgbay the full
‘duty rate’ of mileage allowance for crews requitedtravel in order
to fly from a different airfield, which clearly #itrankles— as it does
with me. Readers may recall that the differenceveen a claim on a
F1771, as distinct from a F1651, was consideralittes+eviewer had
worn an RAF uniform for twelve years before he inaucceeded in
persuading anyone to authorise one of the lattenTagain, the
insensitivity of the Service bureaucracy is hightegd by two
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members of the crews that brought home two of ihghies from the
1974 SAC Bombing Competition being handed on thgival letters
from the Air Secretary notifying them that theinsees would shortly
no longer be required. But it's not all doom andagh — there’s Mel
James’ tales of the ‘stolen’ refrigerator at Wideker and of his
encounter with a ‘Senegalese’ policeman at Dakau {yill have to
read the book), and Phil Leckenby’s descriptiorhigf (Australian)
Nav Plotter ‘losing it’ in a spectacular fashionevhhe discovered that
his watch had stopped which screwed up his paimgihk pre-
calculated astro plan.

Recommended. It's not as much fun as the equivai@ome on
the Buccaneer, of course, because Vulcans justt diten that. But
there is much to enjoy — especially if you are Bokte veteran.

CGJ

1 Group Bomber Command — An Operational Recordby Chris
Ward with Greg Harrison and Grzegorz Korcz. Penwof&l, 2014.
£25.00

Chris Ward continues to work his way through tietdries of each
of Bomber Command’s Groups. Having already covéted 3, 4, 5
and 6, this latest volume deals with No 1 Gp. Whilere are some
minor differences in style within the series, pg@dadue to the
influence of different collaborators, they have ladlen written to a
similar format. What follows, therefore, inevitabliyaws heavily on
the reviews of the books devoted to Nos 3 and 5tGgusappeared in
Journal 45.

This 330-page hardback sets out to present aruacod Bomber
Command’'s war as seen through the prism of No 1lufso
operations. It is presented in two parts, the sgécand larger, part
consisting of statistical facts: a list of AOCs hwvitlates; a list of
stations with dates of occupancy by individual stjaas; some basic
numerical data — numbers of sorties flown, brokewnrl by aircraft
type, and selected records of the ‘most bombingatjpas flown’,
‘most sorties flown’ and ‘highest percentage losaasiety. Each
squadron is then dealt with in a similar fashionCOs, bases,
statistical data and ‘pecking order’, in the setied No 12 Sqgn, for
example, is noted as having flown the 22nd higbestall number of
sorties in Bomber Command, the 14th (out of 59hégg number of
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Lancaster sorties in Bomber Command and the 6thafoid) highest
number of Lancaster sorties in 1 Group. There aseemumbers like
these, the exercise being repeated for the Wellingtra, along with
totals of operations (broken down as bombing, ngramd ‘other’)
and sorties flown, aircraft lost and percentage Ik of this number-
crunching is rounded off, for each squadron, withisa of every
individual aircraft that it took on charge during®WI with a note on
its fate/disposal. These numbers are remarkable;1RoSqgn, for
example, worked its way through no fewer than 9#tl&s 139
Wellingtons and 223 Lancasters.

The first part of the book is a chronological a#ike which, in
essence amplifies the annexed data, in that irdedbe comings and
goings of COs and the movements and re-equipmentitd, along
with a varying amount of detail on the operationsunted and the
losses sustained. The author acknowledges that ofuitie statistical
data has been drawn from Middlebrook and Everi8Bsmber
Command War DiariesSimilarly, the details of casualties will surely
have been extracted from Bill ChorleyBomber Command Losses
while much of the information relating to individuaeroplanes will
have been derived from the publications of Air &nt All of these
sources feature in the bibliography but, oddly etuthis omits
Webster and Frankland’s official history.

No 1 Gp began its war by taking its Battles torEmwhere it lost
its identity to become the Advanced Air Strikingré® Nevertheless,
the author does devote some space to this epibatidy page 9 we
are already into 1941 with the group reconstitutedhe UK and
operating Wellingtons. The nature of the heavy bem&ampaign
makes it inevitable that from then on the narrativedesperately
repetitive. | found it almost impossible to readtheut losing
concentration — page after page tells the sameg stegr and over
again with only the dates and targets changingpuf have invested in
any other volumes in the series you will, of coufsel that much the
same incidents crop up in each book and they gainadnevitably,
described in very similar, often the same, terneg-No 1 Gp did not
mount the first of the ‘1,000 bomber’ raids aloweesich volume tells
the same story. Repetition aside, in terms of syrtehave no
complaints about the writing of this volume; | roetil only two typos
and, unlike the earlier books, in this one the taleroken down by
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month, which makes it rather more user-friendly. Bhyly serious
reservation is that the book suffers badly from peysonal bugbear,
the ‘and his crew’ syndrome, which effectively cigms six out of
every seven men to anonymity. That just seems @ptobe at best
overly casual and at worst so dismissive as toidrespectful.

So is this book good, bad or indifferent? Wekelihe others in the
series it is good, in that, being based on repetablbeit entirely
secondary, sources (there are no references to ORBshe
bibliography), it is, | think, safe to assume tkiz¢ annexed data will
be reasonably accurate. But there is no really infavmation, and no
attempt at analysis so no significant new conchsiemerge. Rather
than, ‘is it any good?’ therefore, a better questitight be ‘what is it
for?’. This book is, in essence, an exercise imrasging, collating
and presenting dates, numbers and statistics. &g sue second half
is a potentially useful, if somewhat esoteric, refee source, but my
impression of the first half is of an oft-told talgld yet again. It all
feels a bit ‘recycled’.

The other question, of course, is ‘should | b®. iwell, if you
need to have readily available the sort of spesgdliinformation
tabulated in the mega-annexes, then yes (althowgt of it is already
available elsewhere). But not if you are lookingr fa new
interpretation or a deeper understanding of the Hawnoffensive,
because you will find that the narrative addsdittl that respect.

CGJ

Covert Radar And Signals Interceptionby Peter Jackson and David
Haysom. Pen & Sword; 2014. £19.99.

It gave me a great deal of pleasure to read tik lbbecause | had
the privilege of knowing Eric Ackermann when we wdoth at RAF
Watton in the early 1960s. He was then a senior lmeenof the
Central Signals Establishment (CSE) and | was theod Engineer
Officer with No 51 Sqgn, by then based at RAF Wytout fully
supported by the Installation Squadron within C&Rvatton. | never
had the chance of knowing very much at all about'&rearlier
experiences. This book has been a fascinatinghtsitp a very wide
and intensely interesting career.

Eric was closely involved in a wide variety of ris&ds intercept and
electronic warfare activities during WW Il. That kostarted at the
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Telecommunications Research Establishment (TRE)nwitewas
located at Worth Matravers, near Swanage. As tiassg¢d, he flew as
a Trials Officer and as an Observer with No 109 8qmmany sorties
over France and Germany. Some of these sortiesassoeiated with
the investigations into the German ‘beams’ leadimghe successful
counter-measures developed by TRE and operated doy3INWGg.
Flying over hostile territory on a frequent basiaswthe reason why
Eric was commissioned in the RAF Volunteer Resewigh effect
from 11 September 1940. Other sorties over hogtitatory were
associated with the evolving enemy air defenceegysind its use of
radar within the Kammhuber Line, delivering Grou@ntrolled
Intercept instructions to night fighters. This wdr&d material benefit
to Bomber Command, which benefit would have beemdédter if Air
Intelligence in London had not been such an obStnicto the
dissemination of the information.

A partly saving grace was the presence of R V d@seAssistant
Director of Intelligence/Science (ADI/Sci) who hte ability and the
authority to cut through red tape and embeddedopotd based on
previous policies. It seems that Ackermann becalosely involved
with ‘RV’, who appeared to use him as a roving stigator wherever
there were scientific radio or radar problems. G&af of the book
addresses Eric’s extensive work in North Africa,thwiSIGINT
collection and analysis. This is just one of theaarwhere available
archives offer little support for his contributiolo some major
intelligence acquisitions. Readers who are wellbrimfed in this
subject may question some of the assertions whiehbased on
circumstantial evidence, but | would qualify that daying that Eric’s
work was of a very secure nature and the availatakives offer little
illumination of his extensive career. | am comfbtéaaccepting the
statements by Aileen Clayton in her widely acknagled bookThe
Enemy is Listeningfor example, where she describes Eric’'s work
tracking German radar signals. The extent of Eriejgutation and
achievement may be measured by the award of a &ddegal,
recorded in théondonGazetteon 14 January 1944.

There are a number of factual errors which maysgerate a few
readers, for example:

* Page 170boedid not come into operational use in Decem-

ber 1941; the firsbperationaluse was on 20 December 1942;
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the target was Lutterade a@boewas used by Mosquitos of

No 109 Sqgn.

* Page 25: The radio signals that the book clainfsat@ been

detected ‘in September 1939’ were land-based, Iplgsfiom

den Helder, and part of the German ‘beam systerad usr
bombing raids; this site is mentioned later (at)p@ba Special

Duty target. The reference to RV’'s bodkost Secret War

should have been more careful; the watch acros€tiggish

Channel was actually from September 1940 (not 1888)the

Admiral Graf Speelid not sail through the Channel on her route

to the South Atlantic. She left Wilhelmshaven onAligust

1939 and sailed north along the Norwegian coast thed

through the Iceland-Faroes gap.

* Page 53: The claim that Eric Ackermann was reptesgn

Air Intelligence DDI4 is unlikely. The appointmemris Al4

Middle East at that time, based in Cairo, was alywawrived

officer, Sgn Ldr Betton-Foster.

« Page 66: To say that Peenemiinde was a ‘launclssiteis

to miss the point that it was the important designd

development site for the V1 and the V2 weapons.

There is an interesting chapter on the subje¢hefflying bombs
and the most sensitive mission to Poland to exan@nd hopefully
collect, debris that was available from German ebctest flights.
Winston Churchill and the Crossbow Committee halty fangaged
with the mission and secured the agreement ofrStalie fact that
Eric was part of that mission, at the direct irstign of RV, speaks to
his capability and reputation. | would not challerige suggestion that
Eric was in the Missile Team because of his knogdedf radio
directional beams (page 74), but it is quite eromseto say that this]
was how the flying bombs were sent on their way .tifat time we
were quite clear about the guidance method fohebut we were
uncertain about guidance for the V2. | make specifite of the BIG
BEN sorties flown by 100 Group, conducted becahsestispicion of
radio guidance was high up on the list of optidriee German
Wasserfallrocket test-bed did have radio guidance and tlds an
unfortunate coincidence in time which led our assent of V2
guidance astray for a while.
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We then move into post-war and Cold War activitiekting to
SIGINT mainly from sites in Germany. One of thesfitasks was to
collect as much technical equipment as possibla fB@rman sources,
as that would make an important contribution toti8hni technical
intelligence and research. Eric was in charge ofAanScientific
Research Unit that worked on that project, ultidyateorking again
for RV.

That led on to extensive work with the evolvingesial int-
elligence collection sites along the border witle tWarsaw Pact,
mainly based with No 646 Signals Unit at Obernk&rthNo 646 SU
and the other ground stations in the chain coltedtctical and
strategic SIGINT on a continuous basis; as is ntdtsf in the book
(page 143), airborne signals collection was trarisig@he original
reference by Professor Aldrich (page 139) that titat Sigint in
peacetime presented a problem . . ." was itselive@érfrom earlier
archives in February 1946 (see TNA Air 40/2591) aad quite valid
when it was first written by the Air Ministry DD d®igs(B); but it
related to an early post-war period when the Colar Wad not really
started. That changed after the Berlin Blockad&é948. In order to
protect the expanding ground-based intercept &¢tag the Cold War
evolved, the whole endeavour was under the deeyeslr. Almost
certainly, outside of SIGINT channels, there wolld no direct
attribution as to the source site, which alwaysa@ed anonymous.
Sadly there is very little detail in the book abadlie specific
achievements of No 646 SU. Knowledge of that materiay well
still exist, but not in the public domain. The Vjtaoverarching
principle was to protect how we knew what we knBwople such as
Eric Ackermann would have contributed to the techhisolutions,
equipment specifications and installations andrtbeération.

Chapters 9, 10 and 11 cover the Cold War period,they are
related to more administrative, domestic and familgtters. During
that period, Ackermann was promoted to wing commanand
became OC 646 SU. However, | do note that withire National
Archives some folders that would have had potentiggrest and
value are marked as ‘Not Available’ because of wa@mage and
asbestos contamination; | found that curious amdagps expedient.

Eric returned to the UK in 1959 when he was postedRAF
Watton, working with CSE and No 51 Sqgn. He retifiemn the RAF
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and continued working with CSE as a member of ttierfiific Civil
Service. | do feel that the records of CSE may Wwalle yielded more
information about Eric, but | must again note titas a very sad fact
that many records of CSE were destroyed only aylesrs ago as a
consequence of cost-savings at RAF Waddington. uldgvevonder,
even now, if any retained records of meetings, mchaps within the
Air Historical Branch archives, could have bettemiinated work by
CSE and No 51 Sqgn with which Eric was involved.

Eric Ackermann left CSE in 1965 to become the He&dhe
Military Satellite Communications Group within thdoD Defence
Signals Research and Development Establishmethgirearly stages
of the British Skynet military communications pragrme. He
subsequently accepted an appointment to the Brisibassy in
Washington DC in 1967; and then with US CommunaretiSatellite
Corporation from which he finally retired in 1988adly he died on
27 April 1986, aged only 66.

My overall opinion of this book is that it is vegpod, but | believe
that a work of this nature should, wherever possibhve footnotes to
clarify matters of fact and to cite sources, ay thmvide the reader
with a degree of confidence in the information prded. Here, they
are lacking. That said, while the book does contigood many
assertions, circumstantial claims and some errdrdact, it is,
nevertheless, a remarkable reconstruction of theneike and quite
exceptional career of Eric Ackermann GM. | applde authors for
their efforts in unearthing the material that help® create the
narrative.

Wg Cdr John Stubbington

My Secret Falklands War by Sidney Edwards. Book Guild Pub-
lishing, 2014. £7.99.

The story of Group Captain Sid Edwards’s rolehia Falklands
War may only now be told, the baulk period of tleecslled ‘Thirty
Year Rule’ having expired. On Easter Sunday 1982 did friend
ACAS Ops, the then AVM Ken Hayr, secured his appoant as ‘a
direct military link’ between the United Kingdom érChile. His
account of his dispatch to Santiago after a coapldays of intensive
briefing and of his activities in Chile casts light aspects of the war
which have long been the subject of rumour andidpgon.
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Edwards’s selection for these ‘special covertahitivas due, he
was assured, not merely to his friendship with diremarshal, with
whom he had been a flight cadet, a member of thees@ranwell
entry and Hunter pilot. He had diplomatic and ingehce experience
and, critically, had served as Air Attaché in MddrClearly, this
‘network’ made for a smooth working relationshigtiwhis boss. His
acceptability to the Ambassador in Santiago wasradsy a splendid
report on his qualities from the Permanent Underr&ary at the
Foreign Office. By his own account, his excelleppaBish and
background as a Hunter pilot made for easy acceptdy the
hierarchy of the Chilean Air Force.

A detailed review of a slim volume of this somisj 96 pages,
including 10 b/w plates and 7 maps, risks spoilihg surprises it
contains. Suffice it to say that the author receunith a mixture of
pride and admiration, his cooperation with the &l Air Force for
which he has an understandably high regard. Hisuaatdn particular
of the mounting of Nimrod R1 ELINT sorties from @&n soil, the
use of RAF Hercules in Chilean markings and theehugnportant
sharing of air defence information with the Taskdeéomakes com-
pelling reading. That a British portable radar aadsociated
communications were established in short ordemirttern Chile to
supplement cover from the Chilean radar at Puntmas is testimony
to his personal successand to the agility of the UK MoD in 1982, a
sentiment not always associated with that augsstution!

Group Captain Edwards highlights difficulties ofxcessive
security as, for example, when Air Marshal Hayr mad known in
advance of the aborted SAS reconnaissance of Ramderair base
which required explanation to the Chilean authesitiand to the
media. In another incident, a failure by the Chileair defence
organisation to recognise the Nimrod R1 sortieSresdly’ resulted
in an interception and could have led to the dogmihthe aircraft.

Throughout the book, the author's admiration fisr fiellow flight
cadet knows no bounds. On one occasion he writgs[ier] was a
great leader, but also a very kind and thoughtfahmLater, at the
time of the interception of the Nimrod by Chiledghters, he noted
that ‘Ken was quite agitated’, an aspect of higrisdd mentor not
unknown to others of us who once worked for him!s Hiwn
contribution to the successful outcome of the Falls War was
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clearly significant, as reflected in his account thie rapturous
welcome he received at the highest level on higmefrom Santiago.
Whether his conclusion is valid that, without thedghof Chile the war
would have been lost, is for the reader to deditkvards’s book is
easily read and worth reading.

AVM Sandy Hunter

Listening In by Dave Forster and Chris Gibson. Hikoki Publicas;
2014. £29.95.

This book’s sub-titleRAF Electronic Intelligence Gathering Since
1945 pretty well sums up its content, although | wobldre inserted
‘airborne’ after ‘RAF’. There are incidental refemes to sundry
ground-based signals units but the focus here isthen use of
aeroplanes. It is, in short, an account of theviiets of the Central
Signals Establishment (CSE) and Nos 192 and 51 Sgml it is the
first serious attempt to chronicle their work.

Listening Inis a handsome 192-page A4 hardback and the fact tha
it is a Hikoki publication certifies the quality ¢iie reproduction of
the 100+ informatively-captioned photographs. Thaeskide pictures
of (probably) every individual Lincoln, Washingto@pmet, Canberra
and Nimrod used by the units concerned and these fuather
amplified by precise side elevation line drawinggli¢ating the
locations of the various aerials that were spoa®dhe electronic fits
evolved. Because the activities of No 51 Sqn haenlrlassified one
has always been curious about what was hidden thehegse subtly
changing lumps and bumps and this book answers méarthese
questions. Along the way we learn a great deal athe@udevelopment
of the intelligence gathering equipment and thebjenms that needed
to be overcome. In the early days, for instancerethwas no D/F
capability and when it did begin to materialiseréh@vere problems
over its accuracy which took time — years — to ovsre.

| cannot claim to be an expert in this field — ity nature, few
people can — but only two points caused me to r@iseyebrow. One
of the oddities about some of No 51 Sqn’s Canbewnas that they
were unique in having a white panel in the roofh& cockpit blister.
A caption on page 129 says that this was a sunsheskential for
high-altitude and tropical operations . . .” Sinte Canberra was
operated globally under such conditions by manyfaires for more
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than half a century, indeed the RAF flew
Canberras from Singapore (less than 90
miles from the equator) for fifteen years,
and all of them without providing such
sunshades, | found this rationale a little
unconvincing, even disappointing; | had
been hoping for something far more
The ‘sunshade’ that app-€xotically ‘electronic’. The second query
ears to have been &oncerns the book's date of 1 November
unique feature of No 511951 for the formation of Nos 192 and 199
Sqn’s Canberras. Sgns, which is odd as it is about four
months later than most other referentes.

These minor issues aside, the authors providengixte detail of
the sorties flown, including in many cases, mapswéfg notional
routes. This information is not confined to thessia north-west
European Cold War and embraces, for instance, tiddI® East
(confirming the oft-rumoured employment of Washorgt in the
context of the Suez crisis), the Gulf and the FastEnotably during
the Indonesian Confrontation of the 1960s. Along ttay we are
given a lot of insight into the degree of politicantrol that was
exercised over these activities, as it was somstimecessary to
cancel, or modify, a sortie in order to avoid, dnimise the risk of,
provoking an incident which might exacerbate arealy tense
international situation or disrupt diplomatic ndégobns. There was a
lot more politics involved in the equipment progras) leading to
repeated struggles over the provision of apprapi&roplanes. These
were invariably won by virtue of the value and dfyabdf the technical
information being derived and the fact that outigghio pool this with
the Americans gave us access to their, much lairgetijgence take.

The capabilities, and limitations, of the aeropkrthat the RAF
was obliged to use for this very specialised roke w&ell described
although, and unsurprisingly, the detail does berdess compre-
hensive in the Nimrod era. While the Nimrod was atisfactory
platform, the RAF had always hankered for sometlewen larger and
at various times had considered the Vickers V.1l@d@ptations of the
VC10 and had first contemplated adopting the Bo&ibig as long ago
as 1962 — fifty years before it acquired the RCY3Bivet Joint.

There will be more to tell about the later openasi flown by

L w
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No 51 Sgn buListening Inhas revealed a great deal about the conduct
of airborne electronic intelligence gathering intloe 1980s and
provides some insight into more recent years. Mockhis will be
new to most readers. Strongly recommended.

CGJ

A History of the Mediterranean Air War 1940-1945, \ol 2 by
Christopher Shores and Giovanni Massimello with dellsGuest,
Fank Olnyk and Winfried Bock. Grub Street; 20140 £0.

This, the second of, what is projected to be vaseolume series,
opens with theAfrika Korps having already retaken Cyrenaica,
establishing itself at Gazala in February 1942 emdks with the Battle
of Mareth in March 1943. As the lengthy list of laats indicates,
while Chris Shores is an acknowledged expert ortinvar British
aviation, and this is his project, he has drawrvihean the expertise
of collaborators who are specialists in the explaif the Italian,
German and American air services. The result isoagrehensive an
account of day-to-day operations as is ever likelgppear in print.

Graham Pitchfork gave the first volume an enthsigiareview in
Journal 54 and | fully endorse his opinion. Thatlides an obser-
vation to the effect that, while the book setstouprovide an account
of all aspects of the war in the air, it still fee little like Fighters
Over the Deserplus some extra bits. There are certainly chapters
focusing on heavy bomber and maritime operations thbese feel
comparatively superficial, as they lack the finetadedevoted to
describing fighter engagements and the many persenallections
provided to amplify the actions of individual figit pilots. This
imbalance is most marked when it comes to idemifyindividuals.
The occupants of the back seats of Beaufightersmanmged; anyone
other than the pilot of any other multi-seat aesioplis simply lumped
together anonymously as ‘and crew’.

The structure of the content is strictly chronidayy each day’s
combat claims and actual losses are tabulatedirdgrae, providing
detail such as the unit, the pilot's name and aftdype along with,
where known (and in most cases it is), the aireraftrial number, the
time and location of the claim/loss and a briefenot what happened.
Where appropriate (and again, in most cases thee is a narrative
description of the day’s activities, sometimes ingrto several pages
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and sometimes including comments on the introdoctb tactical
innovations, mistakes made, lessons learned anohsdhe metic-
ulous international research has permitted the mtyjof claims and
losses to be reconciled, highlighting, once agdime inherent
optimism of all fighter pilots. To take just oneagxple, on 3 June
South African pilots claimed to have shot downJar87s whereas the
Germans lost only four while the Germans claimedRe40s versus
actual losses of only five. The claims will all lealveen made in good
faith, of course, but this is far from being anladed case and the
tabulation ofall claims provides scope for some interesting remisio
of reputations.

This is a densely written doorstop of a book armbhntains such a
huge amount of information that the occasional akistis almost
inevitable and a close reading of the text doesalsva few slips, for
example: on p34 the entry for the loss of Lt BideBAAF Hurricane
has been duplicated at the expense of the detdéiing to Lt Finney
who was shot down in the same engagement; an émtriBritish
Claims’ on 23 March 1943 (p549) appears to haven lmeeitted; the
Zwichy pump on p568 should be a Zwicky pump; thétigh Claim’
on 7/8 June, tabulated on p658 is actually a ‘@ritCasualty’; and on
p660 the move of ‘79 Sqgn to LG140’ on 5 Februar¢2 8hould read
‘70 Sgn to LG104'. There is one anomaly that isttkeldifficult to
rationalise away; on p89 the calibre of the tankdus$lurricane’s
cannon is stated, correctly, to be 40mm, but orOp8%d p450 it is
37mm. But in 736 (yes — 736!) closely typeset pabesincidence of
inaccuracy is remarkably low, and such problemsd@asoccur are
pretty obvious because most are in the nature efsgghts or typos
rather than being factual errors.

The illustrations are as impressive as the writtement. There are
more than 100 informatively captioned photographghie first 300
pages- | stopped counting after that. Some will be faanibbut many,
possibly most, are being reproduced for the firaef certainly in an
English language publication. The quality varidscaurse, reflecting
the quality of the original wartime image, but tiegroduction in all
cases is first rate.

The book is rounded off with a really compreheasimdex
permitting the reader to find all references torgveamed individual
(so no bomber navs or gunners) broken down by maity, every
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unit broken down by air service and every locatioall of which
makes the book extremely user friendly as a wonlef#frence.

Strongly recommended. #&ur de force- only five moreto go . . .
CGJ

! The primary source documents for the key datesemying unit
formations, disbandments, renumberings and thedikethe Secret Organ-
isation Memoranda published in the SD155. SD155286/51 states that
Nos 192 and 199 Sqgns were to form at Watton on @y 1951
(AIR10/5471). That said, while it is not disputddat the F540 for CSE
(AIR29/2161) does record the formation of the twmadrons with effect
from 1 November 1951, it is evident that local metkeeping left something
to be desired. It is, for instance, January 1952rkethe squadrons begin to
appear on the distribution lists of corresponddmeiag generated at Watton
and it is not until then that the two squadronseappto have begun to
maintain ORBs of their own. The waters are furtimeiddied by the fact that,
notwithstanding CSE’s date of November, the AirfiSé Medmenham had
been referring to Nos 192 and 199 Sqgns in HQ 90s GRB since mid-
September (and possibly earlier). Perhaps the otdasecrecy within the
signals intelligence community was such that no adly knew what was
going on! While 1 November certainly appears toehbegen thele factodate
at unit level, unlikely as it may seem in our tidyst Century RAF, it is just
possible that those missing four months could be&coracial in any future
dispute over relative seniority between units agdJuly really should be
acknowledged. It is, incidentally, the date recegdiby AHB.Ed
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Postscript

This note is offered simply as an observation whighy be of some
interest, not as a criticism. On page 98 Af History of the
Mediterranean Air War, Vol 2here is photograph of a Spitfire V
captioned ‘. . . which carries a single number [pripr to receiving
squadron code letters’. It also has the top ofats fuselage painted
white, but this attracts no comment. These higibiity marking
actually indicate that the aeroplane was one ofnttwain 700 Spitfires
that reached Egypt by being flown in stages aaressral Africa from
Takoradi to Khartoum then down the Nile valley tai®. This was
usually done in batches of half-a-dozen or so withBlenheim
providing navigation.

Above, Hurricanes, and below, Blenheim escorts ingarthe
temporary white tailplane, top decking and singlight number
applied to aeroplanes using the trans-Africa fawute.
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ROYAL AIR FORCE HISTORICAL SOCIETY

The Royal Air Force has been in existence for nibes ninety
years; the study of its history is deepening, aodtinues to be the
subject of published works of consequence. Fretntadn is being
given to the strategic assumptions under whichtanjliair power was
first created and which largely determined poliayd aperations in
both World Wars, the interwar period, and in tha ef Cold War
tension. Material dealing with post-war history new becoming
available under the 30-year rule. These studies impmortant to
academic historians and to the present and futwembars of the
RAF.

The RAF Historical Society was formed in 1986 toide a focus
for interest in the history of the RAF. It doeslgoproviding a setting
for lectures and seminars in which those intereistélde history of the
Service have the opportunity to meet those whoiguaated in the
evolution and implementation of policy. The Socidglieves that
these events make an important contribution tg#renanent record.

The Society normally holds three lectures or sensira year in
London, with occasional events in other parts oé ttountry.
Transcripts of lectures and seminars are publighéte Journal of the
RAF Historical Society, which is distributed fred charge to
members. Individual membership is open to all wath interest in
RAF history, whether or not they were in the Sesvialthough the
Society has the approval of the Air Force Boards ientirely self-
financing.

Membership of the Society costs £18 per annunfantlder details
may be obtained from the Membership Secretary, Vdg Colin
Cummings, October House, Yelvertoft, NN6 6LF. T788 822124.
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THE TWO AIR FORCES AWARD

In 1996 the Royal Air Force Historical Society ddighed, in
collaboration with its American sister organisatidhe Air Force
Historical Foundation, th@wo Air Forces Awardwhich was to be
presented annually on each side of the Atlantiacgéoognition of
outstanding academic work by a serving officerionan. The British
winners have been:

1996 Sgn Ldr P C Emmett PhD MSc BSc CEng MIEE
1997 Wg Cdr M P Brzezicki MPhil MIL

1998 Wg Cdr P J Daybell MBE MA BA

1999 Sqgn Ldr S P Harpum MSc BSc MILT

2000 Sqgn Ldr A W Riches MA

2001 Sqgn Ldr C H Goss MA

2002 Sqgn Ldr S | Richards BSc

2003 Wg Cdr T M Webster MB BS MRCGP MRAeS
2004 Sqgn Ldr S Gardner MA MPhil

2005 Wg Cdr S D Ellard MSc BSc CEng MRAeS MBCS
2007 Wg Cdr H Smyth DFC

2008 Wg Cdr B J Hunt MSc MBIFM MinstAM

2009 Gp Capt A J Byford MA MA

2010 Lt Col AM Roe YORKS

2011 Wg Cdr S J Chappell BSc

2012 Wg Cdr N A Tucker-Lowe DSO MA MCMI

2013 Sqgn Ldr J S Doyle MA BA

THE AIR LEAGUE GOLD MEDAL

On 11 February 1998 the Air League presented thealR&ir Force

Historical Society with a Gold Medal in recognitiof the Society’s
achievements in recording aspects of the evolutbrBritish air

power and thus realising one of the aims of thegueaThe Executive
Committee decided that the medal should be awgvdaddically to a
nominal holder (it actually resides at the Royal Force Club, where
it is on display) who was to be an individual whadhmade a
particularly significant contribution to the conduaf the Society’s
affairs. Holders to date have been:

Air Marshal Sir Frederick Sowrey KCB CBE AFC
Air Commodore H A Probert MBE MA
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