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COVER PHOTO 

Tipsy S.2 c/n 29 displayed in the Musee Royale 
de lArmee et d'Histoire Militaire in Brussels 
painted as prototype OO-TIP. The type is fea-
tured in the Head-on View series in this issue. 
(Bob Ronge) 
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HEAD-ON VIEW - WHAT IS IT? Number 47 

Looking a little like a scaffolder's nightmare, this inventive design shared slow speed with STOL 
performance in the 1960s and excelled at special missions although only eight were built. Full 
details next time, (via JM Collection) 

In this issue . . . 
A warm welcome to Archive's 34th year to all 
existing and new subscribers. This year should 
see a number of new series get under way, as 
well as more one-off pieces of historical 
research. With the resources of Air-Britain and 
its formidable team of researchers at our dis-
posal, we shall continue to extend the width 
and breadth of our historical remit. 

This issue includes a major contribution by 
Martin Best in his epic series on the history of 
civil aviation in China. The involvement of Civil 
Air Transport with Kuomintang fighters in 
Burma is a little-known episode in the strug-
gles of the Korean War period. 

From the Archives returns with the fruits of 
some investigations by Ian Callier in the 
archives of the Bristol Aeroplane Company. It 
is always pleasing when the historical record is 
finally put right. 

Michel Barriere brings us to the F.194 and 
F.195 in his continuing history of the Farman 
F.190 series. An increasing proprtion of the 
focus is military as conflicts proliferate in the 
late 1930s. 

There are also further instalments of the histo-
ries of the French and Yugoslav Civil 
Registers. 

As well as thanking all our authors, and Dave 
Partington's continued input especially in 
finding illustrations, I would like to thank Sue 
Bushell who takes time off from editing Air-
Britain News to draw maps so expertly for the 
China series. 

Looking ahead, I am hoping to commence a 
uniquely authoritative survey of German civil 
aviation in the years 1955-1960 in an upcom-
ing edition. Anyway who has photographs of 
German civil aircraft from that period is urged 
to get in touch. 

Robert Swan 

CD REVIEW: 

Frank's Flight; Janic Geelen, NZ Aviation Press. 
CD, ISBN 9 421021 465370 
Price: £12.95 from A-B Sales Department. 

This CD tells the story of Frank Stewart, who took part, as pas-
senger and photographer, in the MacRobertson Mildenhall -
Melbourne Air Race of 1934 in Dragon Rapide ZK-ACO "Tainui". 
All the Race entrants and preparations are covered, with details 
of each competitor's result, photos and commentary from news 
reports and Frank's own diary of the flight, other aircraft encoun-
tered before and during the journey; all in the form of a 14-part digital slide show. There are over 
700 illustrations on this CD including photos, maps, news items, adverts and 3-view drawings. 
Ultimately Frank Stewart continued in a different aircraft to Auckland becoming the first person to 
make the continuous journey entirely by air. This unique collection on CD tells the whole story as 
the record of a participant who was not one of the 'big name' fliers. Pure digital nostalgia! (DP) 
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COMPLETE CIVIL REGISTERS: 15 

X- UN- YU- YUGOSLAVIA 
With thanks to the following for their contribu-
tions to this issue: 
John Wegg, Vojislav Jereb and Ognjan 
Petrovic. 

Right: YU-BAC was one of several Boeing 
Stearmans delivered in 1959 for Privredna avi-
jacija, the Agricultural Aviation division of JAT. 
The actual identity of this example is not 
known but in Yugoslavia the Stearmans were 
all commonly known as PT-17s. (Foto centar) 
Below: YU-BAI is one of two Stearmans in the 
Belgrade Airport museum collection, seen 
here at the Batajnica AF base air show on 
15.6.97. Its true identity is still in dispute. (O M 
Petrovic) 

The post-war Yugoslavian Civil Aircraft Register (continued) 

YU-BAB Boeing N2S-3 Stearman c/n 75-7118 .59 
Ex BuNo 07514; noted in Register as 226755; Privredna 
avijacija JAT, CofR 265; heavy damaged 21.2.64, 13.2.65, 
18.3.65 and 25.7.65; crashed 23.6.68; damaged 15.2.71; 
heavy damaged 1.2.74 and wfs by JAT 19.2.74; crashed 
1.2.75 near Backo Novo Selo, Serbia (not repaired). 

YU-BAC Boeing N2S Stearman ? .59 
Noted in Register as 12297; Privredna avijacija JAT, CofR 
266; crashed 3.3.62; damaged 25.2.64 and 25.8.64. 
Cancelled. 

YU-BAD Boeing N2S-3 Stearman 75-7614 .59 
Ex N5115N, BuNo 37993; noted in Register as 225631; 
Privredna avijacija JAT, CofR 267; damaged 27.1.60, 
19.7.61, 23.7.67, 14.3.72 and 18.4.73; reg eld on JAT 
request 22.5.74. Now in Aeronautical Museum at "Nikola 
Tesla" Belgrade International Airport 

Above: The first prototype of the Utva 56/60 family. YU-BAF was an 
Utva 56 agricultural, tourist and ambulance high-winged monoplane, a 
4-seater. powered by 240/260 hp Lycoming GO-435 C2B2. It was the 
creation of the company design team B.Nikolic, Dj.Petkovic and N. 
Dimitrijevic. C/n 00672, it is seen at the factory in 1960. (Utva) 

YU-BAE Boeing N2S-3 Stearman 75-7527 .59 
Ex BuNo 07923; noted in Register as 226309; Privredna 
avijacija JAT, CofR 268; damaged 16.3.60. 7.8.62, 
23.5.66, 22.5.73 and 18.8.73; eld on JAT request 19.2.74. 

YU-BAF Utva 56 00672 .60 
Ff 22.4.59; Utva Privredna Avijacija (i.e. Utva Agricultural 
Aviation), Pancevo, Serbia, CofR 277; crashed (hit the 
water) in Vardar River, Skoplje, Macedonia 2.8.60. 

YU-BAG Piper PA-23-250 Aztec 27-334 1.1.61 
Ex N6830Z. Government of Croatia, Zagreb, .61, CofR 
317, CofA 17.4.61; Zetatrans, Titograd, Montenegro 
7.8.70, Industriaimport, Titograd .71; Pan Adria, Zagreb 

Above: A line-up of JAT Boeing Stearman cropdressers, YU-BAI, BAC and BAH identified, at Belgrade in the early sixties. 
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YU-BAH 

YU-BAI 

YU-BAJ 

YU-BAK 

YU-BAL 

YU-BAM 

YU-BAN 

YU-BAO 

YU-BAP 

YU-BAR 

YU-BAS 

Left: The second Utva 60AG. YU-BAL 
c/n 00674. with the company test pilot 
Kosta Bojovic at the controls during 
tests at the Pancevo factory airfield. An 
under-fuselage spreader is fitted, with a 
wind-driven generator at the starboard 
wingtip. (K Bojovic) 

Below: Piper Aztec YU-BAG at 
Belgrade in the mid-80s when it had 
already carried YU- marks for over 
twenty years. Now 50 years old it is still 
current in Hungary! 
(M Micevski) 

21.1.86; International Functions, Budva, Montenegro 
25.6.90; to RC-BAG .92, 9A-BAG, HA-YCG current. 

Boeing N2S-4 Stearman 75-4930 .61 
Ex BuNo 55693; noted in Register as 75-349, also incor-
rectly quoted as 75-12349; Privredna avijacija JAT, CofR 
321; damaged 15.1.62, 20.3.65 and 18.8.73 (not 
repaired). Cancelled. 

Boeing N2S-4 Stearman 75-4931 .61 
Ex BuNo 55694; c/n incorrectly quoted in register as 75-
12360; Privredna avijacija JAT, CofR 322 (renewed 
1.1.68); JAT Pilot School, Vrsac, Serbia, 16.10.78; wfu 
18.1.86, eld; now in Aeronautical Museum, Belgrade. 

Cessna 310F 310-0149 26.8.61 
Built .61, ex (HB-LBN), (N5849X); Government of 
Slovenia, Lubliana, CofR 325, CofA 2.9.61; Zrakoplovni 
centar "Wing of Kvarner" (Air Center "Wing of Kvarner 
Gulf), Rijeka, 27.5.69; private, Belgrade, 22.7.85; private, 
Slovenia 16.11.89; To SL-CAF, S5-CAF. 

Utva60AG 00673 10.8.62 
Prototype Utva 60; built 61, owned by Utva Privredna 
Avijacija; Zrakoplovni centar, Osijek, Croatia (Air Center 
Osijek), CofR 326; damaged several times .62-66; eld. 

Utva 60AG 00674 22.8.62 
Built .61, owned by Utva Privredna Avijacija; Zrakoplovni 
centar, Osijek, CofR 327; burnt 25.12.62 near Ada, Osijek 

LET L-200A Morava 170717 8.5.62 
Built .62; AC "Stanko Bloudek", Lubliana, CofR 330, CofA 
8.5.62; AC Lubliana .78; wfu, stored at Lubliana, Slovenia 
and under restoration as S5-MBA. 

Antonov An-2S 
(Kiev-built); "Poljoprivredni 
Becej, Serbia, CofR 332; 
owner's request 17.6.74. 

117014 .62 
kombinat" (Agro-Combine), 
crashed, wfu, regn eld on 

YU-BAT 

Utva60AG 00675 31.7.62 
Built .62; Pan Adria, CofR 334; cr 14.4.66 Drenje village, 
Osijek; officially w/o 30.6.65, cancelled. (Dates reversed?) 

Piper PA-22-108 Colt 22-8729 .62 
Built .61, ex N10F; Pan Adria (US Export CofA 18.1.62), 
CofR 338; crashed 17.7.69 and wfu; cancelled .69. 

Antonov An-2 unkn 5.12.62 
(Kiev-built) .62; "Agrohemizacija" (Agro Chemical Use), 
Skopje, CofR 339; crashed and burnt 14.12.65 Ljugbunar 
village near Djakovica, Serbia, regn eld .72. 

Utva 60AG 00676 6.3.63 
Built .63.; Zrakoplovni centar, CofR 369; heavy damaged 
8.12.63 Vrbanja village Osijek; regn eld 20.9.66 on Utva 
request; some parts (wings, tail, engine, u/c etc) used for 
Utva 65 c/n 0695 owned by the same owner. 

Utva 60AG 00678 20.5.63 
Built .63; Zrakoplovni centar Osijek, CofR 462; Utva 

Above: The early Antonov An-2 imports in Yugoslavia were mostly 
Russian (Kiev) built aircraft. One such was YU-BAY of the Agro Union 
Pancevo, seen here receiving a wash and brush-up from a group of 
boys in July 1963. (Foto centar) 

Privredna Avijacija 3.8.71; regn eld 11.4.84; wfu and 
stored in Slovenia. Displayed in disco in Lubliana. 

YU-BAU Utva60AG 00679 4.6.63 
Built .63; Zrakoplovni centar Osijek, CofR 467; crashed 
9.3.66; wfu and regn eld. 

YU-BAV Utva60AG 00677 4.6.63 
Built .63; Zrakoplovni centar Osijek, CofR 468; crashed 
1.4.64 Osijek. (and/or cr 31.12.64?) Cancelled. 

YU-BAW AeroAe-145 19-019 10.6.63 
Ex OK-NHG; Pan Adria, CofR 474, CofA 3.7.63; 
"Agrocentar" Varazdin (Zrakoplovni centar Varazdin), 
Croatia .70; crashed 28.5.83 and dbr; regn officially eld on 
operator's request 1.8.84. 

YU-BAX Antonov An-2 117313 13.6.63 
Kiev-built .63; Poljoprivredni savez Pancevo (Agro Union), 
Pancevo, Serbia, CofR 475; Privredna Avijacija JAT, 
Belgrade 1.8.68; crashed 18.3.86 Simanovci; regn eld 
12.4.86. Note: c/n officially quoted in Register as 163124. 

YU-BAY Antonov An-2 117314 13.6.63 
Kiev-built .63; Poljoprivredni savez Pancevo, CofR 476; 
damaged 1.4.64; Privredna Avijacija JAT 1.8.68; regn eld 
on JAT request 19.2.74. Note: c/n officially quoted in 
Register as 150127. 

- to be continued... 
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The Tipsy S Series HEAD-O N V IEW No.46 

The Tipsy S series refers to the open-cockpit single-seat ultra-light 
sporting monoplanes designed by Ernest Oscar Tips and built initially 
by Societe Anonyme Avions Fairey at the former SEGA (Societe 
Enterprises Generales Aeronautiques) factory at Gosselies, Belgium. 
The prototype was known as the Tipsy S, later S.1 to distinguish it from 
the production version. It had a wooden structure with a fuselage 
covered with stressed-skin plywood and the wings, tailplane and 
control surfaces being fabric-covered. The engine was a 25 hp 2-cylin-
der Douglas Sprite, initially of 600cc which, allied with the light airframe, 
produced a remarkable performance. 

Above: G-AFRV, c/n 29, is preserved in the Musee Royale de I'Armee 
et d'Histoire Militaire in Brussels, painted to represent the prototype 
OO-TIP. From this angle the distinctive shape of the wings may be 
seen. (Bob Ronge) 

prototype first flew with an 11 hp Douglas which in 1936 was changed 
to a 25 hp AVA two-stroke, then to a Belgian design the Sarolea 
Epervier of 25-27 hp and finally back to an Aero Engines (Douglas) 
Sprite of 20 hp. The accompanying photographs illustrate two different 
fitments. 

First flown by Fairey test pilot A J Eyskens at Gosselies on 11th May 
1935, the prototype was appropriately registered OO-TIP and recorded 
as c/n 20. Flights totalling 11/2 hours were made on the first day and no 
adjustments or modifications were required. Entered in the Belgian 
light aeroplane trials at Kiewit-Hasselt in June 1935, OO-TIP flew 101 
km (63 miles) in an hour, consuming only one gallon of fuel. 

Sources concerning engine data vary considerably. It is said that the 

From May 1936 OO-TIP was based and flown in the UK, first being 
seen in public at the RAeS Garden Party at Heathrow on 10May36, 
flown by C S Staniland. It remained active in the UK until scrapped in 
1938 at West Mailing, probably as a result of an earlier accident at 
Heston. OO-TIP did not receive a Belgian CofR and was never regis-
tered in Britain although it did gain an Authorisation to Fly in June 1936. 

In early 1936 the first production model S flew from Gosselies to Paris 
in 1% hours at an average speed of 
157 km/hr (97.5 mph) in still air. This is 
assumed to be OO-ARH, c/n 21. The 
production version was the Tipsy S.2 
which achieved a better payload and 
performance from the same basic air-
frame using higher-powered engines. 

Span: 
Length: 
Height: 
Wing area: 

7.47m (24ft 6in) 
5.72m (18ft 9in) 
1.45m (4ft 10in) 
9.5m2 (100ft2) 

Left: Prototype OO-TIP with the 2-cyl 
Sprite engine fitted. The fuel gauge 
float can be seen just ahead of the 
windscreen and the low ground clear-
ance is evident. (JM Collection) 
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Above: Head-on view of 00-TIP showing bracing wires for tailplane and undercarriage legs, with tall pitot mast above port mainwheel. The engine 
appears to be an in-line type with a prominent exhaust pipe on the port side. (JM Collection) 
Left: A second head-on view of 00-TIP with a horizontal 2-cylinder Sprite fitted and a noticeably smaller propeller. Probably later than the first photo 
and taken in the UK. (JM Collection) 

Empty Weight: 

Max Weight: 

Maz speed: 

Cruise: 

5.1 130kg (286.5 lbs) 
5.2 160kg (352 lbs) 
5.1 241kg (531 lbs) 
5.2 280kg (617 lbs) 
5.1 140 km/hr (87 mph) 
5.2 165 km/hr (102.5 mph) 
5.1 113 km/hr (70 mph) 
5.2 128 km/hr (80 mph) 

Performance included a still-air take-off distance of 145m (480ft). 

The S series had a wooden l-section main spar with an auxiliary box 
spar, ply-covered on the leading edge of the S.1 and to approximately 
% chord on the S.2. The remainder of the elliptical wing was fabric 
covered. The fuselage was of four spruce longerons and frames, 
covered with birch ply stressed skin. The fin was integral with the fuse-
lage and it and the wire-braced tailplane had ply leading edges with 
fabric cover, the rudder and elevators also being fabric-covered. The 
main undercarriage of a generous 7 foot track consisted of two sepa-
rate forks attached to the main spar where they were fitted with rubber 
shock absorbers and enclosed in aluminium fairings with wheel spats. 
Aluminium was also used for the 
firewall bulkhead, fuel tanks and 
cowlings. Cockpit seating allowed 
room for a parachute to be worn 
and a small amount of luggage to 
be carried. Both sides of the 
cockpit aperture hinged down-
wards for access from the wing. 

Belgian production of the S.2 
almost exclusively' used the 
locally-produced Sarolea Epervier 
engine of 32 hp (although some 
sources rate the Epervier at 25 -
27 hp and identify the 32 hp model 
as the Albatross). British produc-

tion was by the Aero Engines company who used their own (formerly 
Douglas) Sprites of 25 - 28 hp between 600 and 750cc. Also flown in 
the S.2 were the 40 hp 4-cyl in-line Train and the 25 hp AVA 4-cyl two-
stroke. 

Twenty production S.2s were laid down at Gosselies although it seems 
that only 19 were completed. The perceived success and performance 
of the S.2 led to licences to build being granted to firms in France, UK, 
Spain, Switzerland and South Africa according to contemporary press 
reports. However, the only licence production to take place was in the 
UK although a few examples were exported as the production list 
shows. 

The Tipsy Aircraft co, Hanworth, was formed in June 1937 to manufac-
ture two-seat Tipsy B models and as such had no direct connection 
with the earlier construction of the S.2 in Britain although it was linked 
with their ownership as a sales agent after that date. Production was in 

Below: Another view of the in-line engine which shows the twin mani-
fold exhaust system and, with tail raised, minimal ground clearance for 
the large propeller. (JM Collection) 
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Above: Prototype 00-TIP flying from Harmondsworth in 1936. The 
symbol on the rudder represents the EOT initials of the designer. (JM 
Collection) 
Below: G-AENF was the first UK-registered example and appears to 
be powered by the Sarolea engine originally fitted as OO-ASA. The 
'pilot' seems to be wearing a protective suit and headgear in what is 
essentially one of a series of staged advertisements for an asbestos 
supply company. He may be fireproof but the AA badge on the fuselage 
perhaps offers alternative assistance! (JM Collection) 

the hands of Aero Engines Ltd of Kingswood, Bristol, which had been 
formed in June 1935 to build aircraft engines, including the Douglas 
designs, in the former Douglas motor-cycle premises. Completed air-
craft were flown from Whitchurch airfield. Nine S.2s were laid down as 
part of an initial batch but three of these were not completed - a dis-
appointing figure said to be the result of two UK crashes and of glue 
problems. Only two Bristol-built examples achieved Authorisations to 
Fly. 

Back in Belgium, a cabin version of the S.2, OO-DOR c/n 38, with 
Sarolea engine achieved a top speed of 174 km/hr (108 mph). It is 
claimed elsewhere that five enclosed coupe versions were built but so 
far we have only positively identified one other, OO-ASE which was 
sold to Poland. The cabin glazing was in a Perspex-type material and 
the fuselage top decking was built up to streamline the installation. 

Another one-off was OO-ASD c/n 31 which was fitted with a 40 hp 4-
cyl Train in-line inverted engine and was demonstrated in the UK by 
Brian Allen Aviation but did not result in any sales. Three Belgian-built, 
and registered, examples with Sarolea engines were imported and reg-
istered in Britain, one of which is believed to have been converted to an 
Aero Engines Sprite. Other sales from the Gosselis line included two to 
France and one each to Switzerland, Sweden, Poland, South Africa, 
Italy and the Netherlands East Indies. 
The UK market for single-seat lightplanes before the war appears to 
have been strictly limited but for a few local designs of limited success 
such as the Chilton DW1. Two seats were preferred, preferably with 
enclosed cabins, and the Tipsy B developed from the S.2 may have 
been a popular answer had the war not ended production after 15 

Below: The Sprite engine on the prototype required a pull-string start 
Below: Starboard side view of OO-TIP with in-line engine. This, and the but production models used impulse starters. (JM Collection) 

two photographs on the previous page, may have been taken in Belgium 

during engine trials before the prototype came to the UK. (JM Collection) 
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Above: The fourth production S.2 registered in 
Switzerland as HB-OFO receiving plenty of attention with 
cowlings removed and cockpit doors open. 
Left: C/n 32 OO-ASE was fitted with an enclosed cockpit 
and was later sold to Poland as SP-ASE. 
Below: The third Belgian-built import OO-ASJ became 
G-AFFN and is seen visiting the RAeS Garden Party at 
Heathrow on 8.5.38 along with Sopwith Pup G-EBKY. It 
was stored at Heston during the war but did not fly again 
afterwards, (all via JM Collection) 

examples were built. 

Two examples still exist in Museums; G-AFVH was stored 

during the war and soon afterwards returned to Belgium 

where it is now displayed in the Brussels Air Museum in the 

guise of the prototype OO-TIP; and in Sweden SE-AFT 

found a home in Svedino's Bil- och Flygmuseum. 

Below: The fifth Kingswood-built S.2, G-AEXL attracting 

attention at a summer meeting in 1937. (via JM Collection) 
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PRODUCTION: 

C/n Registration Date 

Belgian production at Gosselies: 

20 
21 
22 
23 
24 
25 
26 
27 
28 

OO-TIP 
OO-ARH 
OO-ARI 
OO-ARJ 
OO-OFO 
OO-ARL 
OO-RVW 
OO-ARK 
OO-ASA 

5.35 
.36 
18.6.36 
27.7.36 
.36 
8.8.36 
8.36 
28.8.36 
10.36 

29 

30 

OO-ASB 

OO-ASC 

4.37 

12.36 

31 
32 
33 
34 
35 
36 

37 
38 
39 
40 

OO-ASD 
OO-ASE 
OO-ASF 
OO-ASH 
OO-ASI 
OO-ASJ 

OO-ASG 
OO-DOR 
OO-ASL 
OO-ASM 

17.7.37 
10.37 
30.1.37 
11.6.37 
6.39 
2.38 

_ 
5.37 
8.37 
-

UK Production at Kingswood: 

101 
102 
103 
104 
105 
106 
107 
108 
109 

G-AEOB 
G-AESU 
G-AEWJ 
G-AEXK 
G-AEXL 
G-AEYG 
G-AEYH 
G-AEZV 
G-AEZW 

14.1.37 
27.4.37 
3.37 
29.6.37 
4.37 
5.37 
5.37 
7.37 
7.37 

Remarks 

Model S prototype. UK AtoF No.7, 3.6.36 Fairey Aviation,Cr Heston .38? Scrapped West Mailing .38. 
Sold abroad 6.3.36; F-AOXB regd 7.8.36. 
'taken by enemy', regn eld 26.3.46. 
Destroyed, regn eld 26.7.39. 
Ntu, to CH-452 ntu, HB-OFO 30.5.36; cr Bevaix 23.5.37, regn eld 8.12.37. 
'taken by enemy', regn eld 26.3.46. 
Regn eld 16.6.37; F-AOZX regd 13.8.36. 
CrHaren 11.11.37, regn eld 17.11.38. 
Regn eld 25.11.36; G-AENF regd 29.10.36; S.2 UK demonstrator, AtoF No.118, 14.1.37 to 26.7.39; to 
Neville Browning 18.8.37 and flown during war; Regn eld 5.1.48 and burned. 
Regn eld 8.4.37; G-AFVH regd 7.6.39; AtoF No.161, 8.7.39; stored during war; regn eld 27.7.49 and 
delivered to Brussels Air Museum, displayed as "OO-TIP". 
Regn eld 5.3.37; SE-AFT regd 28.10.38, expired 25.10.40; eld 31.12.51, displayed at Svedino's Bil- og 
Flygmuseum. 
40 hp Train engine; 'taken by enemy' regn eld 26.3.46. 
Sold abroad 26.4.38; SP-ASE. Coupe. 
'taken by enemy'?, regn eld 26.3.46. 
Sold abroad 11.6.37; ZS-ALM regd 7.37, impressed by SAAF as 1480, 3.40. 
'taken by enemy'?, regn eld 26.3.46. 
Regn eld 3.3.38; G-AFFN regd 8.3.38, AtoF No.147, 9.3.38; regn eld 1.12.46, dismantled Heston, regd 
19.2.51 but scrapped Blackbushe 2.53, regn eld 14.4.59. 
Ntu. Believed not built. 
Coupe. Destroyed during war, regn eld 26.3.46. 
Regn eld 30.9.37; l-PARO regd 20.6.37, CofA 20.6.39. 
Ntu; to PK-SAV 7.38; cr Darmo 16.7.38. 

Originally regd with c/n T.51; AtoF No.120, 21.12.36; Scrapped Hanworth 12.37. 
AtoF No.128, 22.4.37; cr Walsall 2.5.37, regn eld 9.37. 
Cr Broadstairs 6.6.37. 
Scrapped Hooton 8.37. 
Wfu .37. 
Wfu .37. 
Ntu, not completed. 
Ntu, not completed. 
Ntu, not completed. 

Note: One unidentified Belgian-built example reported sold to Spain. 

Below: An unidentified Gosselies-built S.2 cabin model with Sarolea engine in a photograph published in early 1937. It could be a pre-registration 
shot of OO-DOR but that had a 'lightning flash' paint scheme.(via JM Collection) 
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Above: Displayed on the Tipsy stand at the 1937 
Brussels International Exposition, this cabin model S.2 
with a 30 hp Sarolea is believed to be 00-DOR and is 
notable in showing a float fitted in place of the port 
undercarriage leg to promote the concept of an ultra-
light seaplane. Behind on the left is an S.2 reportedly 
fitted with a 50 hp Walter Mikron and just visible on the 
right is Tipsy B 00-DON which had a 40 hp Train 
engine, (via JM Collection) 
Left: Stored by Fairey Aviation during the war. G-AFVH 
is seen making a post-war appearance at White 
Waltham on 18.1.47. The tailplane has bracing struts 
replacing wire and the pitot mast has been reduced in 
height. (Aeroplane via JM Collection) 
Below: G-AESU was the second UK-built S.2. 
powered by a 24 hp Aero Engines Sprite . but it had an 
extremely short career before being written-off. (via JM 
Collection) 
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Above: OO-ASD was the Train-

engined demonstrator shown in the 

UK by Brian Allen Aviation. The invert-

ed in-line engine was fitted with four 

short exhaust stubs visible in this 

view, (via JM Collection) 

Right: C/n 30 was sold as SE-AFT 

and registered in Sweden in 10.38 but 

this photograph appears to have been 

taken in 1936 or 37 as the Junkers W 

34 SE-AEF behind was written off in 

12.37. The Tipsy however still sur-

vives at Svedino's Museum at 

Sloinge. (via JM Collection) 

Left: The first produc-
tion example, S.2 00-
ARH which has a neat 
exhaust layout, proba-
bly indicating a 4-cylin-
der AVA 2-stroke 
engine is fitted at the 
time. 
Below: Another uniden-
tified example but this 
time captioned with 
details of its 25-30 hp 
AVA 1,080 cc engine 
with almost identical 
exhaust layout to that of 
OO-ARH. (both via JM 
Collection) 

Below: Seen on a visit to Brooklands, G-AEWJ lasted for about three 
months before it crashed at Broadstairs and did not aspire to an 
Authorisation to Fly in that time, (via JM Collection) 
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FROM THE ARCHIVES... 

BRISTOL AEROPLANE CO 
Recent research in the archives of the Bristol 

Aeroplane Company has revealed some fascinating 

and hitherto unknown details about aspects of the 

testing and production of Bristol aircraft. 

IAN CALLIER has provided this account. 

Right: This undated photograph shows the first and 

second prototype Bristol Britannias on the production line 

at Filton in early 1952. (Bristol Aeroplane Co via JM 

Collection) 
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The documents above and on the next page 
have recently been uncovered in the archives of 
the Bristol Aeroplane Company. 

Bristol Brigand 

It was known that two Brigand aircraft were sup-
plied to the RAF to replace airframes supplied to 
Pakistan. Initially it was suggested that both 
WB228 and WB236 were assembled from spare 
components lying at Filton, subsequently WB228 
was attributed to c/n 12901. From this document 
it can be seen that the company considered 
WB236 to be c/n 12901 and that no c/n was 
attributed to WB228. 

Bristol Britannia test airframes 

When the Britannia fleet was laid down, it was 
customary to test only sections of the aeroplane 
but following the Comet 1 saga, it became 
mandatory to tank-test a complete airframe. At 
that time, late 1954, construction of series 102 
fleet aircraft was well advanced. The need for a 
water-tank specimen was immediate and only by 
taking an aircraft in production could this urgency 
be satisfied. 

The Bristol Aeroplane Company held a press 
briefing in April 1955 announcing that a Britannia 
100 fuselage was fully-installed in a 'tank' at 
Farnborough but the exact tests required had 
not yet been laid down by the ARB. This series 
100 fuselage was stated by Bristol to have been 
built from various components taken from the 
production line (no c/n was issued to this test 
specimen). So we have: 

Britannia short-fuselage test specimens 

1: 12875 wing & forward-fuselage hangared at 
Filton and used for systems tests - the nose 
being used to repair G-ANBC in 1959. 

2: The series 100 installed in a water-tank at 
RAE Farnborough from early 1954 and observed 
outside of the tank Sept 60 till Aug 66 
and maybe later. 

2013/012 



Left: A Britannia 100 
series static test air-
frame in the water tank 
at Farnborough. It was 
tested to the equivalent 
of 20,000 flying hours 
representing some 
5,000 flights. (Charles E 
Brown via JM 
Collection) 

3: Additionally, at 
Filton, the nose of ill-
fated G-ALRX ( 12874) 
lingered on and was 
used for installations 
and training. This nose-
section moved to RAF 
Lyneham, then Brize 
Norton Spring 1971 as ' 
Sirius If & to Boscombe 
Down in 1975. Then, 
during 1994, to the 
Bristol Aero Collection at 
Kemble. 
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Britannia long-fuselage test specimens 
(both at Filton) 

1: The Water-tank fuselage at Filton from 
1955. 

Probably at completion of tests this item went to 
the RAF Air Transport Development Unit at 
Abingdon in 1966 (one photo is alleged June66 
but RAF records say Dec66). Here it was fitted 
with a pseudo RAF 72" x 88" freight door utilis-
ing external hinges. In 1972 it moved to Air 
Movements Training School, Brize Norton 
where it acquired the name 'Pluton'. It was out 
of use by May76. For sale June77, it moved to 
Brize Norton dump Jan78 then b/u early 1981. 

2: Also at Filton the 'Functional test specimen' 
fuselage. 

Following completion of use, this was moved 
Jan 65 to Aviation Traders ATEL Southend for 
use in the ATL99 'large cargo door' design 
work, and was finally b/u April 71. 

From the document on the left the following can 
be seen, with the aircraft registration info 
beneath in italics. 

13207 
Bristol Aeroplane Co doc. (Order note 
19Feb53) Type 175 Mk 200 freighter version 
G-INFO Pdf: G-AMYK Bristol type '175' 
Britannia. Regd.25Feb53. Cx on 11Mar55 as 
PWFU. 

13207 Subsequently, from G-INFO Pdf: was 
registered G-AOFA as series 300LR on 
21Nov55, revised to series 312 on 9Mar56. 
The Pdf sheet: was re-titled 17Aug56 as G-
AOVA still as series 312. It was never actually 
registered series 311 although it flew with that 
on the roof. 

13208 
Bristol Aeroplane Co doc. (Order note 
19Feb53) Type175 long passenger version. 
Marked as 'Cane 17Aug55 - not to be re-used'. 
13208 did not reappear. 
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G-INFO Pdf: G-AMYL Bristol Type 175 'Britannia' 
Regd.25Feb53. Cx on 11 Mar55 as PWFU. 

13209 
This has until now been an unknown airframe but here it 
is (Order note 19Feb53) ... as 'Britannia M.R.A. for 
Canada'! 
Marked as 'Cane 17Aug55 - not to be re-used'. 13209 
did not reappear. 
G-INFO is not applicable 

The airframes 13208 & 13209 had been under con-
struction for two years & it can be seen that these were 
still raising costs until 17Aug55 when noted 'not to be re-
used by commercial dept'. These are likely to be the two 
300 series test-fuselages installed at Filton. One in the 
water-tank and the second as structural test specimen'. 
There is no justification, in some publications, for credit-
ing G-AOVB with two c/n, 13208 (note 17 Aug55 says 
'not to be re-used') & 13230. In the case of 13207 & 
13234 originally G-AMYK & G-ANGK these were 
reworked into later aircraft without duplication of c/n. 

13234-13238 Bristol Aeroplane Co doc (order #611251). 
Batch of 5 series 250 freighter version laid down for the 
potential BOAC order (thwarted by IATA). The first, 
being G-ANGK. 
G-INFO Pdf: G-ANGK Britannia Bristol 175 Mark 250 
Regd. 23Nov53 Cx11Mar55 

13234 et seq. Subsequently, these were progressed as 
series 310: 4X-AGC, G-AOVD, G-AOVE, G-AOVF, G-
AOVG. 

Whilst 13207 G-AOFA was registered as Britannia 
300LR, G-AOFB-OFJ were never registered but simply 
'put aside for the Britannia 300LR fleet '. Various inac-
curate tie-ups between these registration & c/n have 
been published. With changing BOAC requirements, 
foreign orders & prospective foreign orders, maybe even 
Bristol had not finalised a sequence. 

NOTES 

The early production 302 fuselages were too far 
advanced to re-skin but the last two (12925/12926 
prospectively G-ANCI /CJ but not registered as such), 
were converted to thicker skin. These, were re-input in 
the 312 production sequence as G-AOVH/OVI. 
Be warned, the G-INFO computer listings have been 
varied from the original Pdf files! 

Bibliography: Flight, April55, Feb57, etc. 
Credit: John Battersby Paul Jackson, Jim Jobe. 

Above: An airborne view of G-ALRX, the second flying Britannia proto-
type, during its short career, (via JM Collection) 
Left: The water tank fuselage from Filton at Brize Norton where it had 
been used as a training aid (Paul Jackson) 
Below: G-ALRX lying in the mud of the Severn Estuary following its suc-
cessful forced landing on 4 Feb 1954. (via JM Collection) 

• : : * . . - < . -

Above: First Series 310 G-AOVA equipped with Proteus 755 engines which departed 
26.11.57 for Singapore to test engine icing solutions in monsoon conditions. It is 
marked series 312 in the photo although it was actually a series 311. 
Below: G-AOVA marked as series 311 with the outboard engine marked Proteus 755. 
From the photo reference number this is quite a bit earlier than the image above, prob-
ably early 1957. (both Bristol Aeroplane Co via JM Collection) 
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The Development of Commercial 
Aviation in China PART 17 

Civil Air Transport Operations in Burma, 
1QK1 A QK.A EDITED BY MARTIN S BEST, 

i7 0 1 - 1 »l 0 * 1 CHINA HISTORY RESEARCH GROUP 

Above: C-46 B-858 of Civil Air Transport about to evacuate a group of 
Chinese Nationalist soldiers from Burma in 1953 (Ian D Johnson col-
lection) 

Introduction 

This article continues the history of Civil Air Transport (CAT) by telling 
the story of two operations with Nationalist Chinese troops within 
Burma. These operations occurred in parallel with the war in Korea 
(see Part 16) and support of French forces in Indochina (to be covered 
in Part 18). 

Notes on sources 

As usual, information on CAT'S operations in Burma has been taken 
from Professor Leary's book Perilous Missions, augmented with data 
from Dr Leeker's e-books about Air America on the UTD website. 
Background on the political situation arising from Chinese Nationalist 
troops occupying parts of Burma has been taken from Foreign Office 
(FO) files in the British National Archives (TNA) and US Department of 
State Foreign Relations of the United States (FRUS) publications that 
are available online, as well as The Secret Army by Richard M Gibson, 
which draws on all these and other sources. Bibliographical details are 
given below. 

In these sources, the Chinese Nationalist troops are generally referred 
to as KMT (Kuomintang) troops. To be pedantic, this is a misnomer, as 
the Kuomintang is a Chinese political party then headed by Chiang Kai-
shek, the president of the Republic of China (ROC), i.e. Taiwan (previ-
ously known as Formosa). After many of these troops were evacuated 
to Taipei, the remnants were disowned by the ROC government and 
became known as Chinese Irregular Forces (CIF). 

The lengthy FRUS publications cover many other subjects and are 
edited but are easy to access, whereas the TNA/FO files are more 
focused on the problem of KMT troops in Burma but include all aspects 
of the case, including debates in the UN General Assembly and 
Parliamentary Questions in the UK. When the FO files were first 
released to the Public Records Office (PRO), certain sensitive docu-
ments were retained by the FO but most of these have since been rein-
stated, albeit with parts of some pages redacted, i.e. censored. It is 
these sensitive documents that are generally of most relevance to this 
article. There has been insufficient time to review all the relevant TNA 
files but all are listed below. Only FRUS files on Burma have been 
studied but additional information may possibly be included in FRUS 
files on Thailand and Laos. 

Geography of Burma 

Burma (now know officially as Myanmar) is a Southeast Asian country 
with East Pakistan (now Bangladesh) and India to the northwest, China 
to the northeast and Laos to the southeast, with the long mountainous 
border with Thailand running the rest of the way down to the southern 
tip. To the southwest there is the Andaman Sea but further north the 
Bay of Bengal. The Irrawaddy River rises in the Himalayas in the far 
north and flows south through Burma for 1,250 miles to fan out south-
west of Rangoon in a vast, fertile delta, into the Andaman Sea. The 
other principal rivers are the Salween and the Sittang, which run more 
or less parallel with the Irrawaddy to the east. In this article, we are 
mainly concerned with the area between the Salween and Burma's 
borders with Yunnan (China), Laos and Thailand to the east. [Capel 
p.250] 

Of a population estimated at 35,200,000 at the beginning of the 1980s, 
about 70% were Burman, the majority of the rest being Shan, Karen, 
Chin, Kachin, Chinese and Indian, each hill tribe or race having its own 
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History of Burma 

A national election was held in 1947 and Aung San and his 
Marxist-inspired Anti-Fascist People's Freedom League 
(AFPFL) won a landslide victory. Only three months after 
his election, while the constitution was still being written, 
Aung San and several of his supporters were assassinat-
ed during a council meeting. He was only 32 years old. The 
instigator of this tragic massacre was U Saw, a pre-war 
prime minister, imprisoned by the British for collaborating 
with the Japanese. He was executed. 

When Burma finally became independent in January 1948, 
it was U Nu, one of the original Thirty Comrades who was 
the prime minister of the first of Britain's colonies to sepa-
rate from the Commonwealth. Almost immediately, the 
many states and groups within the Union began to raise 
their individual claims. U Nu's government found itself in 
conflict with the hill people, who only paid lip service to 
unity; with two different communist parties; with the 
People's Voluntary Organisation (PVO, originally founded 
by Aung San); with the Mons; with the Muslim Arakanese 
and with a number of small, rebel groups each with a dif-
ferent aim. Civil war raged and insurgent tribes reached 
the outskirts of Rangoon. 

General Ne Win was appointed to be the Commander in 
Chief of the Armed Forces as well as Minister of Defence. 

U Nu and his AFPFL managed to hang onto power in the 
1951 elections, but internal schism disrupted his party and 
paralysed the government. U Nu decided that the only 
remedy was to appoint a caretaker government with Ne 
Win as its leader. 

For the next eighteen months, considerable progress was 
made in streamlining the government, improving adminis-
tration, starting an important modernisation programme 
and establishing social services. In 1960 U Nu and his 
Union Party were re-elected to government but once again 
the country fell apart. Minority states clamoured for seces-
sion and the government lost control. 

On 2nd March 1962, while the world concentrated on the 
Cuba crisis, General Ne Win led a peaceful military coup, 
took over the Burmese government, imprisoned U Nu and 
other leading political opponents and appointed a 
Revolutionary Council. A manifesto was published - The 
Burmese Way to Socialism - renouncing capitalism and 
proposing an idealistic socialist Union of Burma: a Burma 
for the Burmese people. 

For twelve years Ne Win and the Revolutionary Council 
sought to reform the country. All businesses and banks 
were nationalised; foreigners were denied any chance of 
exploiting Burmese wealth by being limited to 24-hour 
visas; campaigns were launched to indoctrinate the people 
in the Burmese Way to Socialism. 

Above: A map of Burma showing key locations and its position in rela-
tion to its various neighbours (Sue Bushell) 

distinctive appearance. [Capel p.245] 

The Shan States cover a vast area of mountains and plateaux east of 
Mandalay with China, Laos and Thailand as their eastern neighbours. 
They contain most of the Golden Triangle, notorious for its flourishing 
crops of opium poppy. In the days of the British Raj the Shan States 
came under the jurisdiction of a governor. When Burma was granted 
independence in 1947, the Shan States joined the Union of Burma with 
the promise of secession in 10 years if they wanted. [Capel p.368] 

U Nu and the others who had been imprisoned with him 
were released in 1968. They formed a National Unity 
Advisory Board and tried to reinstate a parliamentary gov-

ernment. When they were refused, U Nu travelled extensively, trying to 
raise foreign help for his National United Liberation Front (NULF). He 
won support from the Mons and the Karens and from some of the hill 
tribes, but Ne Win was too strong for him and he had to give up. He 
retired from politics and turned to translating Buddhist texts. 

On 2nd March 1974, twelve years after the coup, the Revolutionary 
Council was disbanded and the Socialist Republic of the Union of 
Burma was created, with Ne Win as president of the nation and chair-
man of the Burma Socialist Program Party. [Capel pp.280-281] 

Retreat from Yunnan 

By January 1950, most of Mainland China had fallen to the People's 
Liberation Army (PLA) of the People's Republic of China (PRC). One of 
the rapidly shrinking enclaves still held by the Chinese Nationalists was 
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Above: One of the Royal Thai Police fleet of Hiller UH-12Bs. (Ian D 
Johnson collection) 

the southern Yunnan city of Mengtze, some 40 miles north of where the 
Red River entered Tonkin, French Indochina. Lt. Gen. T'ang Yao knew 
there was little chance of holding off PLA formations closing in on what 
remained of his defeated army. Most of T'ang Yao's 30,000 troops 
would desert, surrender, or fall to pursuing PLA formations within a 
matter of weeks. Some 3,900 would reach the safety of internment in 
French Indochina and eventual repatriation to Taiwan. Another 1,500 of 
those defeated soldiers would make their way into a remote corner of 
north-eastern Burma's Shan State. [Gibson p.1] 

Operation PAPER 

"While determined to confine the war to Korea, if at all possible, Truman 
searched for ways to aid hard-pressed UN forces. He therefore proved 
receptive to an OPC scheme, which may have originated with Cox, to 
use Nationalist remnants in Burma for an attack on Yunnan. It was 
hoped the assault would stir up internal resistance to the Communist 
regime in a border province with a tradition of independence and cause 
Peking to divert some attention from Korea. CIA Director Smith, accord-
ing to one undocumented account of the episode, "vigorously opposed 
the plan, arguing that mainland China had troops aplenty, but Truman 
overruled him in a White House meeting and insisted that CIA carry out 
the operation." CAT was about to be put to work. 

"The origins of what became known as the Li Mi project went back to 
the last days of the Chinese civil war. In December 1949 scattered rem-
nants of Chiang Kai-shek's defeated army fled across the border from 
south-western Yunnan into Burma. General Li Mi led one of the largest 
contingents, some fifteen hundred men of the Kuomintang (KMT) 
Ninety-seventh Division. Harassed by the Burmese army, Li Mi eventu-
ally settled at Monghsat in the Southern Shan States, about eighty 
miles from the Thai border. Establishing a base camp and training area 
in this remote mountainous region, he called on other Nationalist sur-
vivors in Burma to join his Yunnan Anti-communist National Salvation 
Army (YANSA). By the end of 1950 Li Mi commanded some four thou-
sand poorly equipped troops. [Leary p. 129] 

"The initial CIA arms consignment left Kaohsiung at the end of February 
1951 aboard the cargo ship Chaiyi, operated by the state-owned 
Taiwan Shipping Company. The SS Chaiyi arrived at Bangkok on 10th 
March with a manifested cargo of 1,200 tons of sugar and other food-
stuffs. The sugar was an actual barter purchase by the Thai govern-
ment, but what was described on the manifest as pineapple, tea, and 
camphor powder was actually 20 tons of military cargo. A Bank of 
China official, Li Mi's Chief of Staff Ch'ien Po-ying, and an aid to Phao 

Siyanon, supervised 
unloading and 
storage of the 
weapons at a police 
warehouse at 
Bangkok's Khlong 
Toey port. At 
Taipei's request, 
subsequent CIA 
deliveries would be 
by CAT aircraft. 

"Before the Chaiyi 
shipment arrived, 
four CAT aircraft 
had picked up arms, 
ammunition, and 
other military items 
from stocks on 
American-occupied 
Okinawa and deliv-
ered them into the 
care of SEA Supply 
C o m p a n y . 
Thereafter, CAT 
assigned C-47 tail 
number B-813 to 
support SEA 
Supply's work with 
the Thai police. One 
of its original pilots 

had to be replaced after he accidentally shot himself. Eventually, the 
lead CAT pilot in Bangkok was "Dutch" Brongersma, a name associat-
ed in KMT correspondence with their opium shipments. 

"In early March, OPC chief Joost told Li Mi that four plane-loads of 
weapons were safely in Bangkok and would be delivered to Phao's 
police in Chiang Mai for transport into Burma. The initial delivery includ-
ed 200 light machine guns, 12 mortars, 150 carbines (.30 calibre), 4 
radio sets, and a large quantity of ammunition. Thai police had already 
sent the Chaiyi weapons by train to Chiang Mai, where they were con-
solidated with the airborne shipments and moved by police vehicles to 
the border near Mong Hang. 

"Using a police training exercise as cover, Phao Siyanon and officers 
from the ROC and US embassies in Bangkok escorted the weapons to 
the border. There, Ma Shou-i's mapang set out for Mong Hsat in 
company of two Americans known as "Major" or "Captain" James 
Stewart and "Lieutenant" Marks, and with Phao and an escort of Thai 
police officers. Stewart and Marks, if those were their real names, 
described themselves as CAT employees despite their use of military 
ranks. The two men were presumably former US Army officers then 
employed by the CIA. Stewart was a "China Hand" who spoke 
Mandarin fluently and other Chinese dialects passably. The man known 
as Marks was Stewart's primary radio operator. Both would accompa-
ny Li Mi's army into Yunnan to direct airdrops of additional weapons. A 
representative of the Military Attache's office in Bangkok, Sergeant Joe 
W. Huffman, was also in the American party, but did not go on to Mong 
Hsat. In return for police help, Li Mi's men delivered a large quantity of 
opium for Phao, whom a contemporary American diplomat described 
as "the principal opium dealer in Thailand". [Gibson pp.62-63] 

Mr Glutten, British Ambassador in Tokyo sent telegram No. 1200 to the 
FO on 2nd September, 1951: 

"My attention has been drawn to possibly significant coincidence of ref-
erence in paragraph 4 of your telegram No. 3898 Saving to Washington 
to a "Major Stewart, a former journalist who worked with U.S.I.S. in 
China in 1942". 

"2. A "Jim Stewart" was until February this year working for U.S.I.S. in 
Korea. I believe that he then left United States Government service to 
join one of the privately sponsored "Free Asia" anti-Communist move-
ments in the United States. This man is known to have worked for 
U.S.I.S. in Kunming up to at least beginning of 1945." [F0371/92142 
FB1019/541 /G] 

"Rangoon newspapers also printed accounts of the crashed helicopter 
(origin not identified) sent to retrieve Li Mi, "Major Stewart," and another 
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Above: CAT C-46 B-860 is undergoing engine maintenance at Tokyo 
in 1953 in this splendid photograph (JM Collection) 

Caucasian." [Gibson p.105] 

Telex from Air Ministry, London to Air Attache, Bangkok, 7Sep51: 

"Two helicopters are reported to have been in contact with Chinese 
Nationalist forces in Burma near Chinese frontier early in August. One 
is said to have crashed and burned. Only aircraft of this type known to 
be in area are three Siamese Westland-Sikorsky's. 
"Para 2. Grateful if you could throw any light on this matter. Any 
inquiries you make should be most discreet because of possible impli-
cations of Americans." [F0371/92142 FB1019/59/G] 

"If OPC hoped to transform Li Mi's ragtag army into a force capable of 
invading Yunnan with even the slightest chance of success, modern 
weapons would have to be provided. CAT of course was the perfect -
deniable - agent for the covert airlift. Operation PAPER began in early 
February 1951. Three C-46s and a C-47, flown by Captains Robert L 
Brongersma, Charles E Hayes, Robert C Snoddy, and Harold W Wells, 
picked up arms and ammunition from CIA stocks on Okinawa and 
carried them to Bangkok on 7th February, the first of many such flights. 
Handling arrangements in Bangkok was Sherman B Joost, head of Sea 
Supply Company, the CIA's commercial cover organisation in the Thai 
capital. A Princeton graduate and one of the top combat commanders 
of OSS Detachment 101 in Burma during World War II, Joost expedit-
ed supplies in the Li Mi project, while operational control remained with 
Cox. [Leary pp. 129-130] 

"CAT stationed a C-47 at Bangkok's Don Muang airport to transport the 
weapons to Chiang Mai or Chiang Rai in northern Thailand. From there, 
the Thai border police arranged delivery to Li Mi. Initially, Chief Pilot 
Rousselot and Snoddy flew the C-47. After Snoddy accidentally shot 
himself in the leg while playing with a pistol, E C Kirkpatrick took over 
as co-pilot. Arthur D Wilson and "Dutch" Brongersma later replaced 
Rousselot. 

"Li Mi moved out of Monghsat in April and marched 175 miles north to 
Mongmao, CAT airdropping supplies en route. The KMT troops 
invaded Yunnan in early May. All went well at first. Li Mi advanced sixty 
miles into the border province, joined local guerrillas, and threatened 
the airfield at Mengsa. But local Communist units soon reacted sharply 
and effectively. The Salvation Army was back in Burma by the end of 
the month, having suffered heavy casualties. [Leary p. 130] 

"A second major incursion into China came two months later. CAT air-
drops enabled Li Mi's subordinate, General Liu Kuo-chuan, to set up a 
staging base at Mongyang, ninety miles north of Monghsat. In July Liu 
led some two thousand men across the border and headed toward 
Menglong. Within a week, Communist forces had chased Liu's shat-
tered column out of Yunnan. As discipline and morale collapsed, the 
dispirited Nationalist troops fund it less dangerous and more profitable 
to plunder peaceful Burmese border villages than to fight Communists. 

"The Li Mi project had accomplished little. There had been no general 
uprising in Yunnan, and Peking had not diverted troops from Korea. 
Support of the Nationalists had only poisoned American-Burmese rela-
tions. Ambassador David M Key, who had not been briefed about the 
covert operation, cabled a scathing report from Rangoon to 
Washington on 15th August: 

"This adventure has cost us heavily in terms of Burmese goodwill and 
trust. Participation by Americans in these KMT operations well known 
to GOB [Government of Burma] and constitutes serious impediment to 
our relations with them, a fact which has become only too apparent to 
all of us here. Denial of official US connection with these operations 
meaningless to GOB in face of reports the constantly receiving from 
their officials in border areas that KMT troops are accompanied by 
Americans and receiving steady supply American equipment, some of 
which dropped from American planes, and of reports from their 
Bangkok Embassy of American support activities going on in Siam, 
which is an open secret there. Thus American participation in KMT 
operation, which have brought chaos to eastern Shan States and have 
been conducted in flagrant disregard Burmese sovereignty, cannot but 
make a mockery in Burmese eyes of our officially expressed desire to 
aid in the restoration of internal stability and to strengthen Burmese 
independence ... 

"What the original justification may have been for these operations ... it 
now seems obvious, as far as can be determined here, that they have 
failed to achieve useful results commensurate with the harm they have 
done to our interests in Burma. For this reason I feel strongly that the 
time has come to call a halt to any further American participation in 
these operations and recommend that the Department endeavour by all 
means at its disposal to bring this about." 

"Assistant Secretary Rusk vigorously supported the cover story. After 
an "exhaustive investigation," he replied to Key on 22 August, the State 
Department was able to authorize the ambassador "categorically to 
deny to GOB that there is or could be in future any official or unofficial 
US Govt connection with this force." The department, he promised, 
would take action to prevent "gunrunning" by private American citizens. 
CIA Director Smith took a similar position with the British, stating that 
the United States government had no association with Li Mi, although 
he suspected the existence of some American "free lance" support of 
the Nationalists, possibly connected with General Chennault. [Leary 
pp. 131-132] 

"Disguising such a large operation proved impossible. Reporter 
Seymour Topping had little trouble penetrating the flimsy veil of 
secrecy. During the summer of 1951 he traced CAT aircraft from their 
refuelling point in Saigon, to Sea Supply in Bangkok, to Li Mi. He went 
to Rangoon and informed embassy personnel. "They were incensed," 
he recalled, "considering the whole operation an act of folly from the 
United States standpoint." Topping filed a dispatch from Singapore that 
"evoked a chorus of protests around the world," but had little practical 
effect. 
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Above: The map shows the locations of the principal airfields in the 
region which were involved directly or indirectly in CATs evacuation of 
fighters from Burma in the period 1951-54 (Sue Bushell) 

"Insistence on the tattered cover story continued to create credibility 
problems for American diplomats. The most painful episode came in fall 
1951 when a group of Junior American Foreign Service officers in 
London, believing the official line on Li Mi, managed to convince their 
British counterparts that it would be useful if the British ambassador 
and American charge in Thailand called on Prime Minister Phibun 
Songgram and gave joint assurance of non-involvement. 

"The British ambassador objected because in an earlier conversation 
with Phibun, the prime minister volunteered the information that the CIA 
had asked for facilities to support Li Mi, and Phibun had readily agreed. 
When the ambassador raised his eyebrows at this disclosure, Phibun 
said: "Why are you surprised? Aren't you just as interested in killing 
Communists as I am, or as the Americans are?" When advised of this 
conversation, the embarrassed American diplomats in London dropped 
the joint assurance proposal. 

"The Li Mi project had little to commend it, but the scheme has to be 
seen as a natural product of the times. It came during the "Hot Button" 
era at OPC, when the philosophy was "don't just stand there, do some-
thing, even if it's wrong." Anxious to confine the war to Korea, Truman 
had few weapons to use against the Chinese heartland. As one intelli-
gence officer explained, "Li Mi might not have been much, but he was 
all we had." Perhaps American officials allowed themselves to believe 
that Li Mi might stir up enough trouble in Yunnan to have an impact on 
the Chinese effort in Korea. They were wrong, and American-Burmese 
relations suffered." [Leary p. 132] 

Leeker (Japan p.23) shows a picture of CAT C-47 XT-813 at Chiang 
Mai on 23rd February 1951. 

"A Civil Air Transport pilot David Lampard told Captain W. Gordon at 
present Marine Superintendent of Colon Steamship Company that the 
United States Army are flying ammunition and medical supplies from 
Ikinauo [Okinawa?] to Bangkok in CAT. aircraft. Flights are made 
twice a week and Lampard has so far made two flights. 

"2. These supplies are said to be sent from Bangkok to Nationalist 
Guerrillas operating in South China. They are loaded into the aircraft by 
army personnel not below the rank of sergeant. Lampard is an ex 

R.A.F. Flight Lieutenant." [FO371/92140 FB1019/3/G] 

The following information was included in a Summary of Reports sent 
by the British Consul in Tamsui, Taiwan, based on information provid-
ed by the French military attache there: 

"4. (End March) Reconstruction by the Nationalist of the airfield at Mong 
Hsai [Mong Hsat] in Burma (99015, 20035) begun in February has just 
been completed. The first aircraft to land, a Dakota, arrived on 10th 
March carrying 20 Nationalist officers from Bangkok. The aircraft had 
American markings (White Star). It had not taken off from Bangkok but 
another airfield in Siam. 

"5. (February) Since the beginning of 1951, several types of aircraft 
including single engined fighters (Mustang and Thunderbolt) and twin 
engined transport (Curtis Commando C.46), all with KMT markings (12 
pointed star on blue circle), have flown a dozen times over Kunming 
and other villages along the Yunnan railway line, especially Amichow 
and Mengtsz. They appeared in ones, twos and threes, flying very low. 
They did not fire their guns or drop bombs on Yunnan, and no A.A. 
guns fired on them." [F0371/92141 FB1019/29/G] 

"3. Some of these arms arrived in Bangkok by sea on the S.S. 
"American Hawaii", and some were flown in from Okinawa in unmarked 
CAT . 'planes. These planes were loaded by Army personnel not 
below the rank of sergeant who were told that the ultimate destination 
of the arms was K.M.T. troops in South China. Although some of these 
shipments can be explained away as being destined for the Siamese 
Police via the American under-cover organisation called "The Sea 
Supply Company" there is little doubt that a considerable proportion of 
them were intended for and have passed on to the K.M.T. with the 
cooperation of the Siamese police." [F0371/92141 FB1019/34/G] 

"CAT. Communications Officer boasting that CAT . pilot Steve Kusak 
had been engaged recently in Air Lift involving landing as distinct from 
air drop to Yunnan Nationalists." [F0371/92141 FB1019/42] 

"... on 31st July aircraft number B.813 landed at Chiensai [?] and left 
after fifteen minutes and that five American airmen were said to have 
landed from the aircraft. 

"2. My Air Attache has verified that aircraft B.813 belongs to CAT. and 
has been in Siam for some months, ..." [F0371/92141 FB1019/43/G] 

The following, described as a summary of recent Top Secret reports, is 
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Above: This photograph illustrates the cramped and dangerous condi-
tions which the Chinese Nationalist soldiers had to endure on board the 
C-46 which is flying them to safety. (Ian D Johnson collection) 

included in FO Saving telegram No. 4842 to the Washington embassy 
of 27th September, 1951: 

"2. The Sea Supply Company in Bangkok is directed by an American 
citizen, Willis H. Bird, who served in O.S.S. South-East Asia during the 
war and is now the largest operator in arms traffic in Bangkok. 

"3. The Sea Supply Company has not only arranged the supply of the 
K.M.T. forces in Burma but is also responsible for supplying arms to the 
Siamese police, and training that force. These services to the Siamese 
police are supplied free of charge and are said to be financed by the 
United States Government. Bird is in constant contact with General 
Phao, Director General of the Siamese Police.. 

"4. Bird's activities aroused the suspicion of the United States Military 
Attache; this was resolved by reference to Washington. 

"5. General Li Mi is now in Bangkok and has been in contact with Bird 
and with the Siamese police. He is said to have asked Bird for the fol-
lowing: 

(a) money for guerrilla expenses on a scale similar to that of the 
Siamese Army; 
(b) arms and equipment sufficient to raise the fighting power of his 26th 
Army Corps to that of a fully-operational Combat Corps; 
(c) a complete uniform for each man, including winter clothing; 
(d) medical and wireless equipment. 

Bird is said to have passed these requests to the United States author-
ities." 
[FC371/92142 FB1019/69/G] 

"As YANSA prepared for a long stay, the airfield at Mong Hsat became 
a terminus for support flights from Taiwan. The summer of 1951 saw a 
sharp increase in sightings of mysterious flights parachuting weapons 
and other equipment into Mong Hsat. There were CAT cargo aircraft, 
primarily twin-engine C-46 Commandos, C-47 Skytrains, and the less 
common four-engine C-54 Skymasters. For flights transiting Saigon or 
Danang, pilots filed false flight plans to Rangoon. Cooperative French 
officials would not notify Burmese authorities of the flights and would 
later destroy the paperwork. Such subterfuge was unnecessary for 
similar flights through Thailand, where authorities were less concerned 

over procedural niceties. 

"In his haste to move into Yunnan 
in early 1951, Li Mi had not both-
ered to improve Mong Hsat's 
primitive airfield that the Japanese 
army had built during its World 
War II occupation. After years of 
neglect, its scarred 4,400 foot 
earthen runway was unusable. 
After being driven back from 
Yunnan and facing curtailment of 
overland supply deliveries, Li Mi 
put his engineers to work renovat-
ing the airfield. Using locally fabri-
cated tools and conscript labour, 
they had resurfaced and length-
ened the unpaved runway to 
5,000 feet by January 1952. 

"Burmese government reports 
and press accounts claimed that 
twin-engine aircraft were landing 
and taking off from Mong Hsat. 
The authors, however, had found 
no evidence that any such flights 
actually landed there. A C-47 
could perhaps have used the 
airstrip during the dry season or 
breaks in monsoon rains, but the 
larger C-46 would have been too 
heavy for the runway. The airfield, 
however, made an excellent para-

chute drop zone. 

"As Li Mi's troops rebuilt Mong Hsat's airfield, political circumstances 
were changing. The large scale aerial re-supply that they had expect-
ed was not in the cards. In keeping with Washington's decision in 1951 
to back away from Li Mi's army, Civil Air Transport's owners (the CIA) 
vetoed further supply missions to Mong Hsat. Chiang Kai-shek sup-
ported Li Mi's request for such delivery of weapons and ammunition but 
sided with his air force's view that such deliveries in non-Chinese terri-
tory risked international opprobrium if detected. 

"As an alternative to using CNAF aircraft, Chiang Kai-shek's adopted 
son Chiang Wei-kuo suggested using Fuhsing Airlines, a fledgling 
company established in March 1951 with covert support from the 
Ministry of National Defence (MND). At the time, Fuhsing operated a 
single surplus US Navy PBY Catalina - a twin-engine amphibious, 
long-range patrol bomber converted for general purpose use. Based 
upon available documents and interviews with Li Mi's veterans, the only 
verifiable accounts of multi-engine aircraft landing at Mong Hsat were 
Fuhsing's Catalinas. 

"Purchased and operated with secret MND funds, Fuhsing's Catalina 
made its initial flight from Taiwan to Mong Hsat in February 1952. Soon 
thereafter, the MND funded the purchase of a second Catalina. Over 
the next 17 months, Fuhsing's Catalinas completed thirty of the 2,900-
mile roundtrips between Tainan and Mong Hsat until their final trip on 
27th August 1953. Several additional flights were aborted due to 
weather or mechanical problems. The long-range Catalinas took off 
from Tainan, Taiwan, at night and flew southwest low over Hainan 
Island to avoid radar detection. They then crossed Vietnam, Laos, and 
Thailand to reach Mong Hsat 14 hours after takeoff. Return flights were 
also at night, passing over the Chinese Mainland in a direct line 
between Mong Hsat and Tainan. The need to carry extra fuel for the 
lengthy flights, however, limited payloads to only 1.3 tons. 

In late May and early June 1953, Tai An-kuo went to the United States 
to seek assistance for Li Mi from the Eisenhower administration and 
wealthy Chinese-Americans, especially those with ties to Yunnan. 
Fuhsing's two PBYs had by then made 25 flights between Tainan and 
Mong Hsat. Tai An-kuo claimed Li Mi was paying for the flights with 
private funds but the US embassy in Taipei confirmed that the MND 
was covering the bills. Tai An-kuo told the Americans that, as of June 
1953, Fuhsing's PBYs had delivered 30 tons of supplies. Another 150 
tons furnished by Chiang Kai-shek's government were on Tainan await-
ing delivery. Tai An-kuo said that the airline wanted to replace its 
ageing Catalinas with a C-87 Liberator Express. That plan, however, 
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Above: Three Westland-built Sikorsky S-51s were purchased by the 
Royal Thai Air Force. WS.51 Mk.1A (G-AMJW), G-17-2 was delivered 
to the RTAF as 305/53 and survived to be preserved in their museum 
where it was to be seen in December 1998. second in this row behind 
the Sikorsky H-5 in the foreground. (Stewart Lanham via JM 
Collection) 

never came to fruition. [Gibson pp.100-103] 

"After their decision in August 1951 to withdraw at least Li Mi's regular 
army troops from Burma, the State Department and CIA had gained 
Defense Department's support for a three-step removal plan: (1) the 
CIA would discontinue supplying Li Mi's army, (2) the Defense 
Department would cease its monthly cash subsidy to Li Mi, and, finally, 
(3) the State Department would persuade Chiang Kai-shek to remove 
his army from Burma. There was no timetable for those three steps and 
completing them would prove a long and arduous journey. 

"The CIA appears to have ended its support for Li Mi in November 
1951. After returning to Bangkok from his consultations in Washington 
in January 1952, Stanton confirmed to his British colleague Wallinger 
that Washington had decided to curtail firmly "the over-enthusiastic 
activities of certain groups [the CIA and SEA Supply]" and that 
Americans were no longer involved with Li Mi's army. In a subsequent 
conversation on 2nd February, Phibun told Wallinger that no supplies 
for Li Mi's army had gone through or flown over Thailand for the previ-
ous "three months." He also claimed that Li Mi was in Taipei and would 
not be allowed to return to Thailand. In fact, Li Mi was at the time in 
Mong Hsat after travelling through Thailand during January. 

"While the CIA may have ceased supplying Li Mi's army, related CAT 
support flights apparently continued. In February, Stanton complained 
to the State Department's coordinator for covert operations about 
recent "mysterious flights" by CAT airplanes. He asked that any such 
flights through Thailand be stopped. The CAT flights of concern to 
Stanton may have been those transporting regular CNA cadres to the 
Yunnan Anticommunist University. British and American consulate per-
sonnel in Chiang Mai had reported twin engine C-47s flying to northern 
Thai airfields by way of Tourane (Danang), French Indochina. When 
queried, French authorities in Saigon said the C-47s flights, "always full 
of Chinese male passengers in civilian clothes," had begun in October 
1951. Civil Air Transport collusion with French officials to ignore inter-
national flight regulations requiring identification of onward destinations 
prompted Paris to warn that CAT was jeopardising its transit rights by 
violating flight regulations. 

"Meanwhile, Li Mi continued to come and go freely through Thailand. 
He had gone to Taipei in December 1951 but returned in January 1952, 
travelling directly to Chiang Mai by CAT aircraft and continued overland 
to Mong Hsat. When the Bangkok Tribune cited "reliable sources" 
saying Li Mi was back in Kengtung, Phao Siyanon claimed he must 
have slipped through Thailand using an alias. He then asked whimsi-

cally that the Burmese provide a photograph of Li Mi to assist in identi-
fying him. Phibun's government reiterated denials that it was support-
ing KMT troops, said firmly that Thailand had closed its border with 
Burma, and claimed authorities would disarm anyone entering 
Thailand. American diplomats described Phibun's public statements 
and parallel private assurances as "pure fiction." Phao was reluctant to 
close the border to smuggling, a lucrative source of income for his 
police. However, by early 1952, he was distancing himself from Li Mi so 
as not to alienate his American benefactors at a time when he was jock-
eying for power with RTA commander Sarit Thanarat." [Gibson p.114-
116] 

TNA file FO 371/101173 dossier FS1041/12/G includes a 3-page 
minute entitled "Reinforcement of K.M.T. in Shan States" dated 18th 
February 1952 by the British Air Attache in Bangkok. Paragraphs 8 & 9 
therein read as follows: 

"8. The only CAT. aircraft which have been regularly on DON MUANG 
airfield for the last month or so are the two C.47s which are clearly 
marked CAT. and are on charter from the old Siamese Company 
T.A.A.S., with Siamese registrations." 

"9. Other CAT. aircraft which have called at DON MUANG between 
1st January, 1952 and 15th February 1952 are: 
6th Jan. B.847 - C.47 (DC3) 

B.848 - C-46. 
18th Jan. B.846 - DC3. 
20th Jan. B.860 - C.46. 
22nd Jan. B-389 - DC3. 
27th Jan. B.389 - DC3. 
3rd Feb. B.848 - C.46. 
4th Feb. B.817 - C.47 (DC3) 
10th Feb. B.860-C.46 

B.817-C.47 (DC3) 
C.46 aircraft are known as "Commando" and C.47 and DC3 "Dakota"." 
[FO 371/101173 FS1041/12/G] 

Some comments: 
1. The two TAAS C-47s may have been HS-TAC & HS-TAD but oper-
ated later than suggested in the Part 16 article. 
2. B-847 was an Air America Helio 395 Super Courier not registered 
until Jan62, so is probably a "mispole" for a C-46 or C-47 with a differ-
ent B-number. 
3. Similarly B.389 is also a spurious registration. (B-300 series regis-
trations were allocated to Winner Airways from the 1960s.) 
4. Otherwise these are well known CAT registrations. 

Letter from Bangkok to FO, 17th March 1952 (Summary of reports 
received from HM Consul at Chiengmai): 

"2. Aircraft. According to local gossip, Chinese planes fly over MAUNG 
FANG frequently, both by day and night, and carry out parachute drops 
into MONG HSAT. On Wednesdays and Saturdays another type of air-
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Above: This photograph of a CAT C-46 illustrates how the burdened 
soldiers entered the aircraft (Ian D Johnson collection) 

craft flies over. This is presumably a reference to the 4-engined aircraft 
mentioned in paragraph 3 of Mr Wallinger's letter..." [FO371/101173 
FS1041/13] 

Telegram No. 88 from Mr Speaight, British Ambassador in Rangoon, 
10th March 1953: 

"Evidence confirms that flow of arms to K.M.T. has increased recently. 
From October to December 1952 only two aircraft landed at Jebg Hsat. 
Since January 1953 aircraft identified as Catalina type have landed at 
the rate of two per week. Suspect aircraft flying non stop from Taiwan 
during the night bringing arms ammunition and domestic equipment. 
Arms include Lee Enfield, Springfield, Mauser and Garan rifles, 
Japanese rifles re-bored in Taiwan, also Brens and Browning light auto-
matics 60 and 80 mm mortars six Bazooka and six Bofors light A.A. 
guns. Further information will follow when available." [F0371/106685 
FB1041/32] 

Telegram No. 91 from Mr Wallinger, British Ambassador on Bangkok, 
13th March, 1953: 

"Have no (repeat no) reports of increased aerial activity over Siam, No 
(repeat no) suspicious movements of aircraft have been observed 
through Don Muang." [F0371/106685 FB1041/32] 

From MOD, London to G.H.Q. FARELF, DEF 763, 7th September, 
1953: 

"Your FEDSEC 84 Paras. A and B certain CAT aircraft including aircraft 
registered number B 124 are known to land at Bangkok about twice a 
week. They are believed to be carrying supplies from Formosa to KMT 
in Burma. Evidence regarding flight schedules is entirely circumstantial 
but we accept reports as probably true. 

"2. Consul Chiangmai has referred recently to local reports of four 
engined aircraft flying over Chiangrai repeat Chiangrai in a north west-
erly direction and coming from the south east. We accept these reports 
as quite probably true and referring to direct supplies by CAT aircraft 
from Formosa. 

"3. Ministry of Civil Aviation inform us Civil Air Transport Company 
(CAT.) is Civil Airline operated by General Chennault from Formosa 

and that fleet consists of 

23 C46 (Commando) 
8 DC3 (Dakota) 
1 PYB (Catalina) 
1 DC4 (Skymaster) 

Latter is four engined aircraft operating on scheduled 
route Hong Kong to Bangkok. No commercial traffic is 
accepted for this run and return trip is operated by C46 
not repeat not by DC4. 

"4. Evidence regarding nature of cargoes is purely cir-
cumstantial but we accept fact that small arms, ammuni-
tion, uniforms, medical supplies and food have at various 
times been dropped at Mongshat and elsewhere. 

"5. There is some circumstantial evidence that western 
enterprises as American owned company operating in 
Formosa are acting as technical advisers on special oper-
ations to the Nationalist Government and may be involved 
in this traffic. Late NLO Tamsui has however expressed it 
as his opinion that Chiang Kao Chek assumed personal 
responsibility for all matters connected with supply of 
arms to KMT in Burma. 

"6. Reference your Para. C since 1951 it is believed that 
bulk of supplies from Formosa have been delivered by 
Air-Drop. Other supplies reaching KMT by land routes 
from Chiangmai and Chiangrai are now believed to be 
reciprocal trade connected with opium traffic for which 
Bangkok is principle centre in South East Asia. Nature of 
these supplies not known but would undoubtedly include 

medical supplies of Foreign origin. There has been some suggestion of 
complicity of American owned sea supply company in Bangkok in this 
traffic. 

"7. On question of supplies from Manila we can only refer you to Mr. 
Whitteridge's telegram to Foreign Office No. 270 of 28th July, 1953 
repeated Singapore. 

"8. Above has been prepared in conjunction with Air Ministry." 
[FO371/106689 FB1041/198/G] 

The following is the text of a letter and enclosure from the 
Headquarters, Far East Air Force, R.A.F. Changi, Singapore to The 
Under Secretary of State for Air at the Air Ministry dated 6th 
September, 1953: 

"Sir, 
"Air Supply from the Philippines of the K.M.T. in Burma 

"I have the honour to forward at the Appendix to this letter, a survey of 
recent information on the air supply of the K.M.T. in Burma. 

"2. For sometime it has been thought that the K.M.T. in Burma have 
been provided with supplies flown in to the airfield at Monghsat, but 
there was insufficient evidence to confirm this belief. From recent infor-
mation it is concluded that the K.M.T. in Burma are receiving some sup-
plies from the Philippines, and that these supplies are dropped at 
Monghsat by aircraft which return to the Philippines without landing." 

Appendix: 
"Air Supply from the Philippines of the K.M.T. in Burma 

" 1 . For some time it has been thought that the K.M.T. in Burma have 
been provided with supplies flown in to the airfield at Monghsat but 
there was insufficient evidence to confirm this belief. Recent reports 
which are summarised below give further information on this subject. 

"2. In a report (7J/HOUSEHOLD 761/86) dated 22nd July, 1953, it is 
stated that on 8th July a four engined aircraft from Manila ferried arms 
and ammunition to Monghsat. Similar information was received from 
two other sources, but the reliability of one is poor. 

"3. In a report (E.1 OFFSHOOT/6957/64) dated 14th August, 1953, 
information is given about the jointly owned American/Nationalist 
Chinese Airline known as Civil Air Transport (CAT.) which indicates 
that: 
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(a) CAT. aircraft are used for clandestine operations over Communist 
China. 

(b) The aircraft used for this are B.17s, B.26s, and D.C.6s flown by 
American civil pilots assisted by Chinese crews. 

(c) These aircraft are based in Japan and operate from Formosa to 
drop agents in South East China, and from Japan or South Korea to 
drop agents in North Korea, North China or Manchuria. 

(d) The aircraft used for these flights are believed to be unmarked and 
every effort is made to retain C.A.T.'s cover as a purely civil airline out-
wardly unconnected with the United States Air Force. Nevertheless 
crews going on these missions are briefed by the U.S.A.F. in Japan. 

(e) General operational control is exercised from the CAT. office in 
Tokyo, but some operations are controlled from the US civilian organi-
sation "Western Enterprises Limited" in Formosa (TAIPEI) and its 
branch agency in Siam (BANGKOK) known as "Sea Supplies Co.". The 
use of "Western Enterprise" and "Sea Supplies" for clandestine pur-
poses by the United States Authorities is well confirmed." 

"4. 2 D.C.6 aircraft from which all national markings had been removed 
were seen at Clark Field, a U.S.A.F. base in the Philippines, by a 
member of this Headquarters' Intelligence Staff on 6th/7th July, 1953. 
At the same time he was informed that the B-29s there were recon-
naissance and re-supply aircraft. 

"5. From the information available at this Headquarters, it is considered 
that the airfield at Monghsat is unsuitable for the operation of D.C.6 air-
craft. However, D.C6s have a range of approximately 4000 statute 
miles which would enable them to fly from the Philippines to Monghsat 
(1,500 statute miles) and return without landing to refuel. They could 
therefore drop supplies at Monghsat without landing to refuel. They 
could therefore drop supplies at Monghsat without landing. 

"6. From the above mentioned reports it is concluded that the K.M.T. in 
Burma are receiving some supplies from the Philippines and that these 
supplies are dropped at Monghsat by aircraft which return to the 
Philippines without landing." [FO371/106690 FB1041/211G] 

The following letter dated 12th September, 1953, was sent by the Office 
of the Commissioner-General for the United Kingdom in South East 
Asia (based in Singapore) to the Foreign Office: 

"Please refer to your letter FB.1041/181G of August 14, about K.M.T. 
forces in Burma. I now enclose a copy of a study which the J.I.C. (F.E.) 
have today completed on this question. We have taken a good deal of 
trouble with this paper, particularly with paragraph 4, which deals with 

Above: Foshing Air Transport Corp Consolidated Canso XT-1402, one 
of two bought from Air France and overhauled by the airline in New 
York before delivery to Formosa, (via JM Collection) 

the question of supplies. This is not only for our own satisfaction, but 
also because I have lately had some conversation, which I refer to 
below, with Terry Greene of the United States Consulate General here, 
about the whole question of the K.M.T. in Burma, and this particular 
point about the source and means of supplies. 

"2. Our conclusions are by no means definite. The great majority of our 
reports on this point ... [redacted] ... taken with reports from other 
sources, build up into a fairly convincing picture of the supplies from 
Formosa - first in light aircraft staged through Siam and secondly flown 
direct in four-engined planes (D.C.6s or the equivalent) - there is no 
first-class evidence about either the routes, the frequency of flights or 
the type of supplies. It does, however, seem to be established that 
there is no evidence that we can accept, even with reserve, of deliver-
ies since May this year, nor is there any real evidence to suggest that 
Manila is either a source of supply or a staging point on the supply-
route. In fact, if we assume that the source of supply are the K.M.T. in 
Formosa, or an American agency working for them, I can see no 
reason why the aircraft should have to stage by Manila, and personal-
ly I am satisfied that the unmarked D.C.6 which one of our R.A.F. offi-
cers saw on 6th and 7th July, which I referred to in my letter of 25th 
July, was not connected with the K.M.T. in Burma, though it may have 
been one of a fleet used for other kinds of illicit expeditions, probably 
over China proper. 

"3. I mentioned above that I have recently talked to Jerry Greene about 
the K.M.T. The last occasion was on the 2nd September, when after an 
exchange on some points of detail, he went on to say with some seri-
ousness that the State Department were concerned at the number of 
unfounded stories which were going round, about supplies to the 
K.M.T. in Kengtung, and about the extent to which some kind of 
American connivance was assumed. They therefore hoped that we 
would check all such stories as carefully as possible, and in so far as 
we were able, use our influence to see that they were discredited where 
they deserved it. I said that I quite appreciated the State Department's 
views, and that he could be assured that all reports on this subject were 
carefully checked before they were given any circulation by the 
J.I.C.(F.E.). I shall make this point again, when I give him a copy of our 
paper." 

"BRITISH DEFENCE CO-ORDINATION COMMITTEE, FAR EAST 
STUDY OF RECENT DEVELOPMENTS - KMT IN BURMA 

Report by the Joint Intelligence Committee, Far East 

History 
"The KMT troops in Burma are based on the remnants, approximately 
3,000 strong, of the Chinese Nationalist Army from Yunnan which took 
refuge in the Shan States in late 1949. Apart from an abortive incursion 
into Yunnan in 1951 the KMT gave no trouble until late 1952, when they 
began to attack villages and military posts. An offensive operation was 
undertaken by the Burmese Army in April 1953 to capture the KMT 
base at Monghsat, but after encountering unexpected resistance the 
attack petered out. 
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Above: The map shows the locations of the KMT camps in Burma and 
various places involved in the subsequent evacuation plans. (Sue 
Bushell) 

Organisation and Strength 
"2. The KMT strength in Burma is estimated to be 12,000 of which not 
all are fully armed or equipped, and of which 9,000 are former refugees. 
Probably 10,000 are concentrated in the Shan States, with the largest 
element including the headquarters and organised hard-core of possi-
bly 3,000, in the area of Kengtung. During 1953 there has been a ten-
dency for elements to disperse from the Shan States to the north and 
south, and there are now groups approximately 1,000 strong in the dis-
tricts of Bhamo and Thaton/Amhorat. A large proportion of the present 
force is of local origin and racially has little in common with the majori-
ty of Nationalists in Formosa and probably owes little political loyalty to 
the Nationalist cause. Hence they are unlikely to co-operate in their 
evacuation to alien soil. 

"3. Although the KMT retain a nominal military organisation, they 
appear to operate usually in loose groups of not more than battalion 
strength and probably only the hard-core is under effective control. The 
outlying detachments appear to be little more than bandit gangs with no 
subordination to the central forces. 

Sources of Supply 
"4. Air supply. 
(a) It was accepted at the Tripartite Intelligence Conference in June, 
1953 that commercial aircraft had been flying supplies from Formosa to 
the KMT in Burma. Since that date we have received several isolated 
reports of uncertain reliability which indicate that this traffic may have 
continued: these reports also refer to traffic from Manila but the evi-
dence on this aspect is wholly inconclusive. We accept that Monghsat 
airfield is probably unserviceable for any but light aircraft but reports 
show that supplies have been dropped in the area; 

(b) Reports up to May 1953 strongly suggest that supplies were being 
flown to the KMT in Burma from airfields in Siam. 

(c) Supplies which have reached the KMT by air are reported to have 
included medical supplies, small arms, mortars and bazookas. Such 
supplies are not considered adequate in themselves to maintain the 

KMT forces. 

(d) We have no direct evidence to show whether there 
have been any recent changes in the volume of air supply. 

"5. Supplies by Land. Well established smuggling routes 
exist between Kengtung and Northern Siam. There have 
been reports of petroleum, kerosene, food, clothing, 
medical supplies and perhaps ammunition reaching the 
KMT from Northern Siam. The traffic was previously 
carried on with the connivance of the Siamese police. 
Recent attempts by Siam to close the frontier have proba-
bly resulted in a decrease but the clandestine movement 
of supplies almost certainly continues on a reduced scale. 

"6. Other Sources. Considerable stocks of arms and 
ammunition were left in Burma after the war and have 
found their way into the hands of the KMT. Arms have also 
been captured by the KMT during attacks on government 
forces. 

"7. Smuggling. 
(a) The KMT have a large measure of control over the 
opium traffic from Yunnan and through Kengtung. 
According to an estimate made by JIB (London) in 
February 1952, the value of the opium crop smuggled from 
Yunnan in 1951 was estimated at £5,000,000 in the Wa 
States and £65,000,000 abroad. Although supplies from 
Yunnan are likely to have decreased, they and the local 
crops are probably adequate to make the KMT forces 
largely self-supporting financially. This in itself is a power-
ful incentive to remain in the area. 

(b) An additional source of income is the smuggling of 
wolfram which is carried on in conjunction with the Karens. 

"8. In the past supplies have probably been made avail-
able from political motives. Even should the political incentive disap-
pear the remnant groups have probably sufficient financial potential to 
make the task of supplying them attractive to unscrupulous commercial 
interests. 

Present Potential 
"9. During the last year there has been considerable improvement in 
the efficiency of at least the hard core. Their morale has also improved 
and has resulted in increased activity since late 1952. 

"10. The KMT forces do not present a threat to Communist China, and 
alone are probably incapable of making further major incursions into 
Burma. They do, however, effectively control large areas of Eastern 
Burma, and the Burma Army would probably find it impossible to elim-
inate them at present by military action. Should the KMT strength be 
materially decreased, the remnants would nevertheless remain a threat 
to local security. 

Negotiations for Evacuation 
"11. After the Four Nation Committee in Bangkok announced agree-
ment on a plan for evacuation on June 23, no progress was made 
owing to the refusal of the Field Commanders to evacuate. They 
refused to listen to the deputy of their former Commander, General Li 
Mi. Finally on August 7, General Chiang Kai Shek sent his personal 
representative, Dr. Shae Yu Lin, to the KMT headquarters at Monghsat. 
The latter is reported to have secured agreement to a limited evacua-
tion and to have instructed the Chinese Nationalist Delegate to the 
Committee to implement it, Even if this is so the first batch for evacua-
tion would probably not exceed 500. 

Attitude of Chiang Kai Shek and the Chinese Nationalist Government 
"12. It looked at one time as though the Chinese Nationalist 
Government were faced with a genuine problem of insubordination, 
either from Li Mi or the Field Commanders. They may therefore have 
temporised on the earlier stages of the negotiations. It now seems from 
Chiang's despatch of a personal representative to Monghsat, that they 
are now sincerely trying to carry out the agreement. It is possible 
however that the Chinese Nationalists intend to stage only a token 
evacuation on order not to risk U.S. censure when the Burmese raise 
the issue in the next General Assembly. 

"13. A further complicating factor is the Nationalists' desire to get a 
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promise written into the agreement of repatriation for civilian Chinese 
detained by the Burmese for helping the KMT. The Burmese maintain 
that this is a separate problem, but it is unlikely that either side would 
allow the agreement to breakdown on this issue. 

"14. Chiang has told the U.S. Ambassador at Taipeh that when all the 
troops who are willing have been evacuated, he will issue a statement 
dissolving the remainder of the Army. 

Conclusions 
"15. We conclude that:-
(a) The Nationalist Government is now convinced of the necessity of 
securing at least a partial evacuation. 

(b) The bulk of the KMT in Burma have strong incentives to remain 
where they are. Mainly as a result of their smuggling activities they can 
remain self-sufficient. A supply of arms is necessary to their continued 
survival against military or police operations. 

(c) For the above reasons evacuation is unlikely to be accepted by 
more than a small proportion. The majority will remain in Eastern 
Burma where they will attempt to retain control of the opium traffic. 

(d) As a matter of expedience they may join groups of other insurgents 
or bandits and remain a considerable local threat to the security of 
Eastern Burma. 

(e) Even after evacuation of the hard-core the clandestine supply of 
arms necessary for the survival of the remnants may continue owing to 
the large profits to be made. 
[FO371/106690 FB1041/207G] 

Telegram from Sir A Grantham, Governor of Hong Kong, to the 
Secretary of State for the Colonies, No. 757, 9th October, 1953 (first 
paragraph only): 

"I have no reason to believe that any supplies are reaching the Chinese 
nationalists in Burma by shipment through Hong Kong or by scheduled 
airlines staging through the colony. It is possible that some small 
amounts might be carried by such non-scheduled operators as Civil Air 
Transport, but no evidence has so far been found. Snap cargo exami-
nations are being carried out from time to time and these will be 
increased." [FO371/106690 FB1041/231] 

Letter from British Embassy, Rangoon, 30 September 1953: 
"... recent reconnaissance of Monghsat airfield showed it to be desert-
ed ..." 
[FO 371/106691 FB1041/240] 

Burma appeals to the United Nations 

Operation Heaven 

"On the afternoon of 6th June, I Fu-de and Foreign Minister George 
Yeh met privately at the latter's home to review plans for Operation 
Heaven. The foreign minister, who took notes in his own hand to main-
tain secrecy, explained that Chiang Kai-shek intended to withdraw 
1,500 to 2,000 of Li Mi's least capable irregulars posing as CNA regu-
lars. That subterfuge was intended to persuade the United Nations of a 
sincere effort without degrading YANSA's military capabilities. The 
remaining several thousand troops, including actual CNA regulars, 
would then don KNDO uniforms. 

Operation REPAT 

Evacuation Phase I 

"Unaware of Operation Heaven's planned cancellation, Li Mi and his 
generals ensured that the November-December 1953 evacuation was 
rife with chicanery. From Bangkok, Liu Yuan-lin worked to limit evacu-
ation to 2,000 of YANSA's least useful personnel, to prevent the 
Burmese from occupying major base areas, and to surrender as few 
serviceable weapons as possible. Li Mi in Taipei, I Fu-de and Li Wen-
pin in Bangkok, and the "jungle generals" in Mong Hsat accepted even 
those goals grudgingly. 

"As evacuation neared, the JMC brushed aside I Fu-de's objections 
and permitted a Burma Army liaison officer from Tachilek to join 

Committee members on the Thai side of the border at Mae Sai. Ten US 
Army observers, including demolition specialists sent to dispose of sur-
rendered arms, also joined the Committee's team at the border. On 
29th October a JMC press release announced that 2,000 "foreign 
forces" would evacuate and that Taipei would disavow those who 
remained. On 2nd November, I Fu-de confirmed that Taipei had agreed 
formally to the evacuation plan negotiated by the JMC in Bangkok. 

"By early November, some fifty diplomats and international journalists 
were on hand as more than 2,000 potential evacuees moved into posi-
tion on the Burma side of the Tachilek-Mae Sai border crossing. On 7th 
November, a CNA officer posing as Li Kuo-hui led the first group of 152 
unarmed evacuees into Thailand. From Mae Sai, they were taken to a 
reception centre at Mae Chan, about 30 miles south on the road to 
Chiang Rai city. After receiving medical examinations, inoculations, 
and new uniforms, they were moved by trucks and buses to Lampang's 
airport for flights to Taiwan. 

"The JMC had accepted a bid from Civil Air Transport to fly evacuees 
to Taiwan, and the Thai had provided pierced metal matting to make 
Lampang's unpaved airfield useable for heavy C-46s. Al Cox, the 
airline's general manager in Hong Kong, and his Bangkok agent Willis 
H Bird assured the JMC that their C-46s could move 100 passengers 
daily non-stop to Taiwan. The operation would require at most 25 days, 
weather permitting. Without a hitch, the first evacuees arrived at Taipei 
on 9th November to a warm public welcome staged by the government. 

"The following day's evacuees included numerous Burmese civilians 
posing as YANSA soldiers. Fifty-two had already crossed into Thailand 
when Burmese authorities turned back nearly forty others that could not 
speak Chinese and bore distinctive arm and leg tattoos common 
among Burma's Shans. The New York Times reported that, initially, 
some of the Shans said they had been recruited only the previous 
week. After ROC officers spoke with them, they belatedly claimed to be 
YANSA veterans from Yunnan. Taipei's representatives thereafter pro-
hibited press access to evacuees. 

"Evacuation resumed at the Tachilek-Mae Sai crossing without incident 
on 13th November. Lu Kuo-chuan and Li Kuo-hui arrived shortly there-
after. They met briefly with US ambassador William Donovan, who had 
replaced Stanton in early September. On 22nd November they then 
caught a evacuation flight to Taiwan, as did Ch'ien Po-ying. At 
Washington's request, the GUB extended its ceasefire until 1st 
December. 

"The evacuation moved slowly, however, as KMT officers allowed only 
a trickle of evacuees to depart. As of 23rd November, the 976 evac-
uees that had crossed into Thailand had handed over only 40 rifles and 
carbines (of which just eleven were serviceable) and 167 rounds of 
ammunition. Explaining that paucity of surrendered weapons, YANSA 
officers claimed to be gathering weapons at Mong Hsat for later 
turnover. Rangoon complained that weapons not removed from Burma 
would soon be in the hands of anti-government insurgents. On 24th 
November, State Department officials in Washington told Ambassador 
Wellington Koo of "apparently deliberate delays and non-compliance 
with evacuation agreement" and asked pointedly that subsequent evac-
uees surrender weapons. 

"By the end of November 1953 only 1,421 evacuees, including 13 
general officers, 294 other officers, 44 female troops, and 200 depen-
dents had passed through Mae Chan. None of Li Mi's original Eighth 
Army and only a handful of Twenty-sixth Army regulars were among 
them. Thereafter, pressured by Washington, the Nationalist Chinese 
picked up the pace of evacuation even as Rangoon extended its cease-
fire until 21st December. On 6th December, Li Wen-pin told the JMC 
abruptly that the evacuation would end in two days. Despite its sudden 
end, Phase I saw 2,260 evacuees - 1,925 putative soldiers and 335 
dependents - cross from Tachilek to Mae Sai. Few of those were of any 
combat value, however, and the 200 weapons, 331 rounds of small 
arms ammunition, and six mortar shells they surrendered for destruc-
tion were mostly unserviceable." [Gibson pp.154-156] 
***** 
"Operation REPAT - the evacuation of Nationalist troops from Burma -
could not match the drama of Dienbienphu (to be described in Part 18). 
Nevertheless, the airlift ranks as one of the major achievements of 
Cox's presidency. Despite the fiasco of 1951 [see above], the CIA had 
continued to support Li Mi, although Taipei assumed responsibility for 
the Yunnan Anti-Communist National Salvation Army (YANSA). 
Reinforcements from Taiwan, flown in by CAT, increased Li Mi's force 
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/Above: This photograph demonstrates the de-lousing which had to 
take place before the KMT fighters were allowed to board their evacu-
ation aircraft, in this case CA T C-46 B-858. (Ian D Johnson collection) 

from six thousand to eight thousand men by summer 1952. In August 
two thousand troops made a foray from Mongyang into Yunnan. They 
were beaten back into Burma within a week. Li Mi returned permanently 
to Taiwan in October 1952, turning over command to General Liu Kuo-
chuan. In was clear by early 1953 that the KMT irregulars were more 
interested in carving out a permanent sphere in Burma and controlling 
the drug trade in the Golden Triangle than in fighting Communists. 

"The Burmese government, impatient with Washington's feeble efforts 
to pressure Taipei into resolving the festering problem, terminated the 
American aid programme in March 1953 and appealed to the United 
Nations for help. Nationalist China's delegation denied any association 
with the troops despite overwhelming evidence to the contrary. After 
passing a watered-down resolution condemning the presence of 
"foreign troops" in Burma, the UN approved an American proposal and 
created a Four Nation Military Committee (United States, Burma, 
Thailand, and Nationalist China) to investigate. Ambassador William J 
Donovan, former OSS chief [see Part 13], conducted negotiations in 
Bangkok that led to an evacuation agreement. CAT, in its overt role of 
commercial air carrier, received the airlift contract. [Leary PM p. 195] 

"The evacuation posed major operational difficulties for CAT. Because 
political problems prevented refuelling stops in French Indochina or 
Hong Kong, auxiliary fuel tanks had to be placed in the bellies of eight 
C-46s to make possible the 1,678-mile trip. Even with the added fuel, a 
Thailand-Taiwan non-stop flight would place the aircraft at the limit of 
their range. [Leary p. 196] 

According to Dr Leeker [Japan p.28] the eight C-46s fitted with long-
range tanks were: B-866 c/n 22366, B-872 c/n 32878, B-874 c/n 33132, 
B-876 c/n 33153, B-136 c/n 22465, B-148 c/n 22510, B-150 c/n 22526, 
plus one more. Rosbert (p.204) shows a photograph of CAT C-46 B-
858 and the tail of B-874 with following caption: "Health authorities were 
very thorough in their quarantine procedures. Soldiers were part of an 
evacuation from Lampang, in northwest Thailand, to Taiwan." 

"An advance guard of fifty KMT soldiers reached the Thai-Burma 
border at Tachilek on 8th November, 1953. Thin and hungry, the troops 
carried a large portrait of Chiang Kai-shek but no weapons. 
Ambassador Donovan welcomed the group, saw them boarded on 
trucks for the ninety-rriile ride to Lampang, then fired off a testy cable to 
Taiwan, demanding that the troops be instructed to bring out their arms. 

"CAT began Operation REPAT from a short, grass airstrip at Lampang 
in Northern Thailand as soon as the morning fog cleared on 9th 
November. Appropriately, Chief Pilot Rousselot, who had delivered the 

initial load of arms and ammunition to Li 
Mi in February 1951, was at the controls 
of the first evacuation flight. After nearly 
nine hours in the air, Rousselot landed 
at Taipei's Sungshan airport, where his 
tired passengers received a gala 
welcome. 

"The airlift continued until 8th December. 
CAT carried 1,925 troops and 335 
dependents to Taiwan. Despite pressure 
by Donovan, UN observers reported 
only an "insignificant amount of small 
arms and crew-served weapons — 
turned in." The rifles that were brought 
out, Burmese officials complained, were 
model 1907 antique pieces; also, some 
of the evacuees were Shan and Lahu 
tribesmen, not Chinese. Urged by the 
Burmese government, the UN passed a 
resolution on 28th November, calling 
upon the United States to work for 
removal of the remaining KMT troops." 
[Leary PM p. 196] 

Evacuation Phase II 

"Further negotiations brought about a 
second evacuation. Using the airfield at 

Chiang Rai, CAT carried out 2,962 troops, many of them armed, and 
513 dependents between 14th February and 20th March 1954. Smaller 
groups crossed into Thailand over the following months and were flown 
to Taiwan on special CAT charters. In all, CAT airlifted to Taiwan 5,583 
soldiers, 1,040 dependents, 1,000 rifles, 69 machine guns, and 22 
mortars. Most flights made the lengthy non-stop trip without incident, 
although several were forced to land at Hong Kong. The British 
imposed tight security, ringing the troops during refuelling; officially, 
they averted their eyes to the incidents. 

"Operation REPAT meant profits for CAT: the airline collected $128 for 
every evacuee. The money was welcome because Cox faced continu-
ing financial woes." [Leary PM p. 196] 

"Li Wen-pin had announced an end to the initial evacuation upon learn-
ing of Chiang Kai-shek's secret order of 5th December directing Liu 
Yuan-lin to scrap Operation Heaven and evacuate as many troops as 
possible. Foreign Minister George Yeh told the Americans Chiang Kai-
shek had first advanced the evacuation timetable after seeing an inter-
cepted telegram from Li Mi ordering his Mong Hsat generals to stop 
releasing troops for evacuation. Li Mi had apparently got wind of Ch'en 
Ch'eng's memorandum of 26th October recommending abandonment 
of Operation Heaven. Liu Yuan-lin's primary loyalty was to Chiang Kai-
shek, whom he had served throughout his entire career. He assured 
the President he would do his best to carry out his orders and made a 
serious effort to persuade YANSA troops to accept evacuation. His 
heavy-handedness in doing so, however, angered subordinates and 
sowed the disunity that later plagued him after he assumed formal 
command of Li Mi's former army. 

"Meanwhile, Taipei moved ahead with the reinvigorated effort ordered 
by Chiang Kai-shek. Liu Yuan-lin proposed a new round of evacuations 
to begin in January 1954 and continue over several weeks to allow 
troops from North Burma to reach the Thai border, 800 miles distant 
through rugged terrain. George Yeh asked the Americans to persuade 
Rangoon to institute a general ceasefire, rather than a limited cessation 
specific to certain transit corridors, and to extend it for three months. He 
also asked that Washington pay evacuees' local debts and allow sur-
rendered weapons to be sent to Taiwan. Sebald recommended from 
Rangoon that any ROC proposal to the Burmese be simply transmitted 
through US diplomatic channels, leaving Rangoon and Taipei to work 
out a deal without American pressure. Both Donovan, in Bangkok, and 
Assistant Secretary of State Robertson in Washington supported 
Sebald's position. 

"On 19th December, the Americans passed Taipei's proposal for a new 
round of evacuations to Rangoon. It asked that the ceasefire be extend-
ed to allow evacuation of 3,000 troops at an initial rate of 150 evacuees 
every second day, increasing to 150 daily. Taipei's message also 
offered to evacuate its two northernmost base areas, Mong Mao and 
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Above: A rare photograph of unmarked CAT C-47 XT-813 at Chiang 
Mai on 23 Feb 1951 (UTD Kirkpatrick via Ian D Johnson Collection) 

Pang-yang, before 28th December and to send surrendered weapons 
to Taiwan. Rangoon accepted Taipei's proposed ceasefire through 
February, but limited it to areas east of the Salween River. While 
Rangoon agreed to let the JMC send surrendered weapons to Taiwan, 
it rejected the Committee's proposal that they share evacuation costs. 

"The Burmese were logical in insisting upon limiting the ceasefire to 
areas east of the Salween River, where YANSA units were generally 
not co-mingled with Burma's domestic insurgents. Such a ceasefire 
would not interfere with Tatmadaw operations against the latter. 
Conversely, a general ceasefire in Western areas where Li Mi's troops 
were operating alongside Karen and Mon insurgents would mean a de 
facto cessation of hostilities against domestic insurgents. Smarting 
from the November-December evacuation fiasco, Tatmadaw manoeu-
vre units prepared to move on Mong Hsat if the ceasefire failed to 
produce further evacuations. 

"As the evacuation progressed, Taipei asked Washington to cover 
YANSA's claims for evacuation expenses, including a $214,000 
payment demanded by Mong Hsat's generals as a precondition to com-
mencing Phase II of the evacuation. The money was officially for oper-
ational expenses, back pay for troops, costs incurred during Phase I of 
the evacuation, and a $15 payment for each evacuating soldier in lieu 
of compensation for privately owned arms, ammunition, and animals. 
Unofficially, there were several senior YANSA pockets to be stuffed. On 
I st February, Washington approved a $75,000 advance payment to the 
Mong Hsat generals. The JMC then approved bonus payments to 
future military evacuees and retroactive $15 bonus payments to those 
already evacuated. 

"The first 150 Phase II evacuees, including twenty-four women and 
nine children, were processed through Tachilek without incident on 
14th February and continued by motor vehicle to the processing centre 
at Mae Chan. The following morning, they were driven to Chiang Rai's 
airfield and put aboard chartered CAT aircraft for Taipei. With Phase II 
off to a good start, Rangoon extended its ceasefire from 28th February 
until 31st March 1954. 

"As evacuations progressed, Kyaw Zaw's Burmese brigade resumed its 
eastward advance from Mong Ton supported by artillery and UBAF 
Seafire aircraft. Weakened by the ongoing evacuation, YANSA units 
retreated with little resistance. On 15th March, the JMC announced that 
"foreign forces" would abandon the four remaining base areas of Mong 
Hsat, Mong Yang, Mong Yawng, and Pang-yang by midnight. A 
Burmese battalion occupied Mong Hsat five days later and the rest of 
Kyaw Zaw's brigade captured Pungpahkyem and drove 400 KMT 
troops to shelter in Thailand. The Burmese then paused to consolidate 
their positions and secure their supply lines. By the end of June, as 
monsoon rains grew heavy, Burmese construction crews had finished 
a road from Mong Ton to Mong Hsat. The former KMT airstrip at Mong 
Hsat quickly began receiving cargoes of light military vehicles and road 
building machinery as the Burmese prepared for post-rainy season 
fighting. 

"Just before the Burmese occupied Mong Hsat, the last group of Phase 
II evacuees crossed the border on 18th March 1954. Apart from spuri-

ous Nationalist Chinese charges of Burmese ceasefire 
violations, Phase II was completed with few problems. 
The official count was 3,478 evacuees - 2,965 soldiers 
and 513 dependents. Lt. Gen. Yeh Chih-nan, who had 
led Twenty-sixth Army remnants into Burma in 1950, 
was the senior evacuee. The JMC declared the opera-
tion completed on 20th March but left a team at the 
border to process stragglers. Washington then asked 
Taipei for a statement promising to stop supplying and 
to disavow all remaining troops - reiteration of the pre-
vious year's JMC press release and ROC statements 
at the UNGA on 29th October. There was no ROC 
response. 

"On 5th April 1954, the Burmese were ready to send 
179 POWs and 175 refugees by six Union of Burma 
Airways aircraft to Thailand. I Fu-de demanded 
Rangoon pay for the airlift. The Burmese refused. The 
JMC agreed to settle the matter by negotiation and the 
United States eventually paid the bill. On 18th April, 

Union of Burma Airways C-47s delivered military prisoners from 
Mandalay to Lampang from where CAT aircraft flew them to Taiwan. 
On 21st and 22nd April, the process was repeated from Meiktila for 
civilian Chinese refugees. Rangoon continued to hold Sino-Burmese 
prisoners to be dealt with under Burmese law." [Gibson pp.156-160] 

Evacuation Phase III 

"In late January 1954, with Phase II still underway, the JMC turned to 
the task of removing YANSA's forces west of the Salween River in 
Burma's Kayah, Mon and Karen states. Tatmadaw operations against 
Karen insurgents in those areas had trapped 1,500 KMT troops com-
manded by Lt. Hen. Li Tse-fen. Approximately 800 of Li Tse-fen's sol-
diers wanted to evacuate but the JMC had to postpone helping them in 
the face of ongoing Burmese operations against nearby Mon and Karen 
units. The KMT and its allies blamed each other for attracting a deter-
mined Burmese offensive. 

"In late February 1954, the JMC was finally able to evacuate Li Tse-
fen's willing soldiers through Thailand. Burmese forces slowed their 
advance to permit evacuation but rejected a ceasefire over a wide area 
that would benefit Karen and Mon fighters. That left any YANSA troops 
wanting to evacuate without a place to assemble separately from com-
rades-in-arms choosing to continue fighting alongside the Karen and 
Mon. 

"The Committee suggested that evacuating KMT troops go through the 
small border town of Palu, which was safely south of Myawadi and 
distant from advancing Burmese troops. Taipei agreed, but the 
Burmese and the Thai were noncommittal. On 11th March, as the 
Tachilek-Mae Sai evacuation was winding down, the JMC asked for a 
ceasefire around Palu. Lt. Col. Tun Sein's Burma Army brigade in the 
Tenasserim agreed to allow the KMT to depart directly from Palu into 
Thailand. The Thai, however, insisted on waiting until the Tachilek-Mae 
Sai evacuations were complete and using the contested Myawadi-Mae 
Sot crossing rather than Palu. Any evacuation would thus depend upon 
Burmese control over Myawadi and environs. 

"Meanwhile, Tun Sein's light infantry brigade was moving on Myawadi. 
It captured KNDO headquarters at Hlaingbwe on 28th March in heavy 
fighting against a mixed force, a majority of which was CNA regulars. 
By early April, Burmese ground forces were finally nearing Myawadi. 
Accepting the inevitable, Karen and YANSA troops abandoned that 
border town on 17th April without a fight. 

"With Myawadi secured, the Burmese extended their ceasefire around 
Palu until 30th April and agreed to a safety corridor north to Myawadi 
and across the border to Mae Sot, Thailand. Evacuees would surren-
der their weapons on the Thai side of the border for shipment to 
Taiwan. Chartered Thai Airways flights would then fly the evacuees 
from nearby Rahaeng (today known as Tak) to Lampang, where they 
would board CAT aircraft for the flight to Taiwan. Rangoon accepted 
the JMC plan on 27 April on condition that it be implemented by 5th 
May and that after 15th May there would be no further ceasefire exten-
sions. 

"Evacuation through Myawadi and Mae Sot began on 1st May and 
moved quickly without incident. By 7th May the last of 764 troops and 
nine dependents crossed into Thailand. Civil Air Transport flights to 
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Taiwan carried 817 troops and 20 dependents, the extra passengers 
accounted for by stragglers from other sectors and KMT personnel that 
had been assisting the JMC. Of the Tenasserim evacuees, 350 were 
officers, again reflecting YANSA's rank-heavy structure. The number of 
surrendered weapons, a mix of American, European, Japanese, and 
Chinese manufacture, again was not commensurate with the number of 
evacuating troops. The discrepancy, however, was no worse than in 
Phase II. The weapons and ammunition, 7.7 tons including packing, 
were eventually shipped by sea to Taiwan. 

Evacuation Phase IV 

"Approximately 5,000 Nationalist Chinese troops, mostly irregulars, 
remained in Burma after the Phase III withdrawal. To encourage further 
evacuations, the JMC set up a phase IV team at Chiang Dao, in Chiang 
Mai province. There was, however, little interest in pursuing further 
evacuations. U Nu was generally pleased with results already achieved 
and the Tatmadaw was confident it could handle the remaining KMT. 
From Taipei, Li Mi announced completion of the withdrawal on 29th 
May, and dissolved his Yunnan Anticommunist National Salvation 
Army (YANSA). Taipei then asked the JMC to declare the evacuation 
concluded. On 3rd June, as he left Bangkok for Taipei, Li Tse-fen 
issued a press release declaring that all YANSA troops willing to leave 
had done so and that relations had been severed with those remaining. 
[Gibson pp.160-161] 

The United Nations General Assembly (8th 
Session) 

"On October 29, the General Assembly adopted, by a vote of 56 to 
none with no abstentions, with the Chinese Representative not partici-
pating, Resolution 815 (IX), which noted with satisfaction that nearly 
7,000 persons had been evacuated from Burma, expressed apprecia-
tion to the United States and Thai Governments, declared again that 
the foreign forces remaining in Burma should submit to disarmament 
and internment, urged all states to prevent the furnishing of any assis-
tance to them, and again invited Burma to report on the situation to the 
General Assembly as appropriate. For the record of the October 29 
meeting, see U.N. document A/PV.496; the text of the resolution is 
printed in Department of State Bulletin, November 8, 1954, pages 710-
711." [FRUS, No. 175, p.242] 

Final Report of the Joint Military Committee 

A copy of the final report of the JMC, published by the United Nations, 
is included in TNA file F0371/111968 dossier DB1041/55. The follow-
ing tables of data are included therein. 

Thailand 

"A C-47 owned by Civil Air Transport and on charter to Sea Supply, 
who were in turn under contract to the Thai Police, was returning to Don 
Muang after para dropping Police from Naresuan Camp, Hua Hin on 
20-Oct-54. For whatever reason the aircraft crashed into the sea 600m 
off Hua Hin at around 8pm killing 6 of 7 on board. The survivor appears 
to have been the captain, Harry Kaffenberger. Noted as fatalities are 
Phan Pherngtoh (Leading Aircraftsman), Banchong Suchiva (Police 
private), James McCarthy Jr (a US citizen), Wei Tze-Kan (co-pilot), 
Aswin Tungkhadeja (Police Lt. Col.), plus one other un-named." 
[Bangkok Post 20Oct54/SMD 16Jan2004] The C-47 was B-811, which 
crashed on 20Oct54. 

Evacuation of Chinese Nationalist troops from 
French Indochina 

The following information is included in a Foreign Office minute dated 
3rd March, 1953: 

"The New Times of Burma of the 18th February states that "according 
to latest news from travellers coming down from the border", the 
Chinese Nationalist authorities in Taipeh are negotiating with the 
"Government of Indo-China" for the release of 3,000 KMT internees 
who, it is hoped, will be allowed to join the KMT force in Kengtung. 
According to the report, there are 35,000 KMT troops interned in Indo-
China, 32,000 being on "De Phu Quoc, west of Saigon", and 3,000 on 
I Tre Island, near Nha Trang. It is also stated that in 1951 some of the 
internees from I Tre were sent to work in the coal mines of Tongking, 
but were withdrawn owing to the presence of Viet Minh forces in the 
vicinity, they were then in some cases put to work on rubber plantations 
near Saigon. 
2. Other Rangoon newspapers say that the release of the whole 35,000 
KMT has been requested and at least one asserts that the French 

Exhibit 5: Total Evacuated Foreign Forces 

Report of Evacuating Personnel 

Intermediate 

Troops 
Male 
Female 
Dependents 
Adults 
Male 
Female 
Children 
Male 
Female 
Totals: 

1st Phase 
7Nov-8Dec53 

1857 
68-

1 
137 

95 
102 
2260 

2nd Phase 
14Feb-21Mar54 

2871 
91 

14 
241 

141 
117 
3475 

3rd Phase 
1May-9May 54 

800 
0 

1 
12 

3 
4 
820 

Int 
* 

12 
0 

1 ** 
2 

1 
1 
17 

3 April 1954 - 7 Male Troops and 1 Female Dependent 
17 April 1954 - 2 Male Troops, 3 Dependents and 1 Civilian 
21 April 1954-3 Male Troops 

' One Civilian (not Dependent) Assistant to Gen. Lee Wen-bin 

Total Prisoners evacuated on 18 April - 177 

Refugees evacuated on 21 April 1954 - 175 
Refugees processed during 2nd Phase 
and departed from Bangkok - 11 
Total Refugees -186 

Total Foreign Forces Evacuees 
Total Prisoners 
Total Refugees 

6623 
177 
186 

Sub Total 
Total 

6800 

Chiengmai 
14Aug54 

43 
0 

2 
3 

1 
2 
51 

Total 

5323 
159 

19 
355 

241 
226 
6623 

6986 

Extract from JMC Final Report [A/2740 page 8, F0371/111968 DB1041/55] 
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Above: This map shows the loca-
tions of the internment camps in 
Indochina. (ISue Bushell) 

authorities are favourably disposed 
to the proposal. 

3. The figure of 35,000 internees 
given by the Rangoon newspapers 
is higher than our own data indi-
cate: at the time when these troops, 
having crossed into Indo-China 
before the advance of the Chinese 
Communists at the end of 1949, 
were interned by the French, their 
numbers were reported to be 
29,000. Viet Minh propaganda, 
however, says that some thou-
sands of KMT have maintained 
themselves in the hills of Tongking, 
with, of course, according to the 
Viet Minh, French connivance; if 
there be some thousands still at 
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Exhibit 6: Consolidated Weapons and Ammunition Requisition 

Weapons and Ammunition 

Weapons 
Pistols 
Carbines 
Rifles 
Small Arms, Automatic 
Machine Guns 
Mortars 
Totals 

Ammunition 
Small Arms 
Mortar, HE 
Hand Grenades 

First Phase 
7Nov-8Dec53 

10 
9 
168 
10 
1 
2 
200 

327 
12 
0 

Second Phase 
14Feb-21Mar54 

15 
454 
214 
90 
48 
15 
836 

28,451 
124 
38 

Third Phase 
1May-9May54 

2 
115 
92 
31 
20 
5 
265 

19,786 
21 
1 

Chiengmai 
24Aug54 

2 
10 
10 
0 
0 
0 
22 

688 
0 
1 

Total 

29 
388 
484 
131 
69 
22 
1323 

49,252 
157 
40 

Weapons Shipped to Taiwan 

Pistols 
Carbines 
Rifles 
Small Arms, Automatic 
Machine Guns 
Mortars 
Totals 

First Phase 
7Nov-8Dec53 

0 
0 
0 
0 
0 
0 
0 

Second Phase 
14Feb-21Mar54 

13 
452* 
204 
90 
48 
15 
822 

* Two (2) carbines were dismantled for parts. 
Extract from JMC Final Report [A/2740 page 9, F0371/111968 DB1041/55] 

large in Tongking, then the total of KMT troops now in Indo-China 
would not be far short of the 35,000 suggested. 

4. On several occasions since their internment, rumours have circulat-
ed that the Nationalists at Taipeh were seeking their release and their 
repatriation to Formosa, but such rumours may have been nothing 
more than a reasonable speculation based on the known facts. The 
present spate of rumours may have no better foundation. 

5. Fairly detailed information about the KMT internees has lately been 
given by Mr. Homer Bigart, the American newspaper-correspondent, 
who is generally regarded as being, for a journalist, fairly dependable. 
His information differs in some particulars from the report in the New 
Times of Burma. He states (New York Herald Tribune, Paris ed., 9th 
and 10th February) that there are 25,000 KMT interned on the Isle de 
Phu Quoc, off the southwest coast of Cochin-China; according to his 
information, all the KMT internees are now on this island except for 400 

volunteer workers in the rubber plantations of Cambodia, 2,000 in the 
Tongking coal-mines, and a handful of senior officers who are detained 
separately at the seaside town of Kep, on the Cambodian coast. Health 
conditions on Phu Quoc are not very good; a number of cases of beri-
beri have occurred, and two years ago there was an outbreak of 
plague; there is a disconcerting amount of tuberculosis. Nevertheless, 
says Mr. Bigart, of the 25,000 KMT, about 12,000 are still good fighting 
material; they keep themselves fit and in training by practising with 
wooden rifles, wooden machine-guns, etc. Viet Minh guerrillas are at 
times active on Phu Quoc, and a hundred or so desertions have 
occurred amongst the KMT; but Mr. Bigart is firmly convinced that the 
KMT will not, apart from such isolated incidents, be invited to participate 
in the Vietnamese civil war, owing to the fear and dislike which 
Vietnamese feel towards all Chinese. 

6. It will be seen from the above that, apart from discrepancies on 
points of detail (such as whether any KMT are still employed in the 
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Above: Union of Burma Air Force C-47B marked as UB714 at 
Bovingdon prior to delivery (A. Piercy via JM Collection) 

mines of Tongking), Mr. Bigart makes no reference to any negotiations 
for the release of the internees, and he is more likely to be well 
informed on the subject than is anyone in Burma. It is, indeed, unlikely 
that the French would extend any favour to such a proposal: they 
would, by doing so, incur the wrath of the Chinese Communists, and 
this they are anxious to avoid; they would increase the chaos near the 
north-west border of Indo-China; and they would gain no compensato-
ry advantage. On the other hand, there is sometimes a slender foun-
dation of truth underneath journalistic rumours, and it is not inconceiv-
able that the French might connive at small scale escapes from Phu 
Quoc. [FO371/106762 FF1041/2] 

Telegram No. 65 sent from Tamsui to Foreign Office on April 24, 1953: 

"The French Charge d'Affaires has informed me that on April 18, he 
received from the Ministry of Foreign Affairs note agreeing to the return 
of all internees on Phu Quoc including the sick and incapacitated. The 
matter is now under consideration by the Quai d'Orsay." 
[FO371/106762FF1041/3] 

Telegram No. 190 was sent from Saigon to Foreign Office on July 4, 
1953: 

"Communique issued July 2 announces that the 30,000 soldiers 
interned on Phu Quoc have been repatriated to Formosa in convoys of 
Chinese ships commencing on May 24. 1,000 have opted to remain 
and work in Indo-China. 

"2. Communique states that following United Nations Resolution of 
April 23 about repatriation of Chinese Nationalist troops in Burma, 
French Government decided to agree to Taipei's demands, and nego-
tiations which had been going on for several months in Paris were thus 
completed." 
[FO371/106762 FF1041/6] 

The following was included in telegram No. 191 of the same date: 

"French succeeded until ten days ago in keeping movements remark-
ably secret, to avoid premature Communist reaction. The disposal of 
this tiresome problem will help to clear the decks should they attempt 
to negotiate with the Chinese People's Government. [F0371/106762 
FF1041/7] 

The following message was sent from NLO, Tamsui to Admiralty DNI 
on 6 July 1953: 

"Total number of troops arrived from Indo-China that are suitable for 
active service is 16,23p. 

"2. These have been allocated as follows:-

(a) Navy and Marines 4,300 
(b) Administrative Command 318 Officers, 2377 Men. 
(c) 52nd Army 215 Officers, 1760 Men. 

(d) 80th Army 147 
Officers, 1,108 
Men. 
(e) 50th Army 205 
Officers, 1,590 
Men. 
(f) 8th Army 37 
Officers, 376 Men. 
(g) Officer Cadets 
472 
(h) Not yet allocat-
ed 3,325 Officers 
and Men. 

"3. Above was 
passed to me by 
A s s i s t a n t 
American Military 
A t t a c h e . " 
[FO371/106762 
FF1041/7] 

As far as we know, all the KMT troops interned in French Indochina that 
were repatriated to Taiwan went by sea, not air, so there was no direct 
involvement of CAT. 

The Privateer incident 

"As Liu Yuan-lin and the bulk of YAVA retreated into Laos, aircraft from 
I Fu-en's 34th Special Operations Squadron continued to supply Tuan 
Hsi-wen's forces along the Thai-Burma border. On 15th February 1961, 
things went badly wrong during a resupply mission by one of the 
squadron's Consolidated Vultee PB4Y-2 (P-4) Privateer aircraft. The 
Privateer was parachuting weapons to the Fifth Army near Doi Tung 
when, at about 2:00 pm, the pilot of an unarmed UBAF Cessna aircraft 
saw soldiers spreading a signal cloth and setting off smoke markers 10 
miles north of the Thai border. The pilot made his report upon landing 
at Kengtung, from where five Hawker Sea Fury fighters were support-
ing Operation Mekong. When three of these Sea Furies arrived over the 
suspected drop zone at 4:05 pm at an altitude of 7,500 feet they saw 
an olive drab Privateer fly in below them from the east. 

"The Privateer dropped two large cargo parachutes as the Burmese 
flight leader radioed orders for it to divert and land at Kengtung. The 
Privateer turned south in a dash for the Thai border as its 20 mm tail 
cannons opened fire. The three Sea Furies, also armed with 20 mm 
cannons, quickly overtook the slower Privateer. On their second pass, 
both Peter Noel and his wingman radioed that their aircraft had been hit 
by cannon fore. The wingman managed to return safely to Kengtung 
and crash-land with large portions of his aircraft's tail shot away. Noel 
was less fortunate. He landed his crippled Sea Fury in rice paddies 
about four miles inside Thailand but died when it burned on impact. 
Subsequent investigation showed 20 mm projectile holes in the fuse-
lage and corresponding fragments in the wreckage. 

"The surviving Burmese flight leader made a final pass at the Privateer 
as it entered Thai airspace, losing altitude with its left wing and fuse-
lage aflame. Four minutes after the battle began, the crippled Privateer 
crashed on the slopes of Doi Tung two miles inside Thailand. It hit the 
top pf a ridge on a southwest heading, bounced to a second ridge, and 
then struck a third before falling into a ravine and burning. The 
American and Thai officers who inspected the wreckage reported that 
the Privateer bore no national marking. Four bodies in the wreckage 
were too badly burned to identify and there was no sign of the 12 guns 
normally mounted on that model aircraft. 

"As the Privateer went down, two of its crewmen parachuted to safety. 
Thai police quietly delivered the one that landed in Thailand to the ROC 
embassy in Bangkok. The second crewman landed in Burma, where 
Fifth Army troops rescued him a week later, malnourished but other-
wise in good condition. Thai officials handed Noel's body over to 
Burmese authorities at Mae Sai and allowed Burma's consul in Chiang 
Mai to inspect the crashed UBAF Sea Fury. They barred him from the 
Privateer's crash site, however, alleging that the air battle had taken 
place in Thai, rather than Burmese, airspace. 

"Investigation by Washington revealed that the United States had pro-
vided the Privateer to the ROC as a MAP item, The aircraft, however, 
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had not been supported under MAP since 
mid-1958, when it was transferred to the 
34th Special Operations Squadron and the 
ROC intelligence budget began supporting 
it. 

"In Bangkok, Ambassador Hang Li-wu told 
his American counterpart that Thai authori-
ties had cooperated with both ROC officials 
and KMT troops from Doi Tung to cover up 
the origin and nature of the downed aircraft 
and its mission In the field, a senior RTA 
officer and local villagers told Americans that 
Thai police had allowed KMT soldiers from 
Doi Tung to remove pieces of the wreckage 
and several weapons before a joint Thai-
American team arrived for an official inspec-
tion. That team recovered a number of 20 
mm shell casings from inside the Privateer-
indicating that it had been armed. Official 
Thai government statements claimed that 
there had been no survivors but police 
acknowledged privately that they had 
rescued one crewman and another had 
been seen in his parachute. 

"On 17th February 1961, Taipei announced 
that a chartered CAT civilian aircraft on a "mercy mission" carrying 
"food relief had last been reported over Southwest China. The follow-
ing day, a spokesman for the Free China Relief Association told the 
press that its four engine aircraft had been shot down by Burmese fight-
ers while delivering supplies to "Chinese refugees". The spokesman 
said the plane was unarmed and chartered, but refused to say by whom 
or to identify the aircraft type. [Gibson p.205-207] 

The only P4Y listed on page 129 of The Black Bats is "016" and there 
is no mention of this aircraft being shot down. Forsgren (page 15) indi-
cates that the Hawker Sea Fury FB.11 shot down on 15th February 
1961 was"UB-466". 

The KMT in Laos 

"In mid-January 1961, Taiwan's National Security Bureau (NSB) intelli-
gence chief Huang Teh-mei visited Bangkok and Vientiane for detailed 
discussions about relocating YAVA. He and his interlocutors discussed 
support for Liu Yuan-lin's troops in Laos by way of Thailand and con-
sidered the future of Tuan Hsi-wen's Fifth Army on northern Thailand's 
border. Among other things, Huang Teh-mei and Phoumi agreed that 
YAVA's troops should fight alongside FAR in Laos. They also agreed to 
establish logistics and communications facilities for CNAF aircraft at 
Vientiane's Wattay Airport. 

"In Washington's view, military talks between Phoumi and the 
Nationalist Chinese were dangerously provocative. On 18th January, a 
week before the PLA captured Keng Lap and Mong Paliao, US ambas-
sador Winthrop G Brown told Phoumi in "the strongest terms" that the 
USG opposed "any military participation" by ROC regular or irregular 
forces in Laos. Such activity, would, he warned, give Peking a pretext 
for intervention. Phoumi denied collaborating with Taipei and insisted 
no armed KMT were in Laos. When asked about Nationalist Chinese 
aircraft seen in Vientiane, Phoumi claimed China Airlines had leased 
them to Veha Akhat, the Lao national air carrier, to undertake onward 
distribution of "humanitarian" aid from Taiwan. American suspicions 
about that story were understandable given Veha Akhat's previous role 
in providing cover for CNAF aircraft. 

"The aircraft of concern to Ambassador Brown came from China 
Airlines' inventory but were operated by Taiwan-based 34th Special 
Operations Squadron. By early February 1961, two C-46s and two C-
47s from that squadron had been repainted as Veha Akhat aircraft and 
were flying out of Vientiane. Two had no seats and those in the others 
could be easily removed. Their "civilianised" CNAF crews stayed at the 
ROC consulate and flew both scheduled passenger flights and "special 
missions" - much like Civil Air Transport. 

"Once the bulk of Liu Yuan-lin's army had taken refuge in Laos or holed 
up along the Thai-Burma border, Huang Teh-mei again flew to 
Vientiane. After his Bangkok stopover, the NSB intelligence chief 

Above: An image of a Royal Thai Police Hiller UH-12B with another in 
the background (Ian D Johnson Collection) 

arrived secretly at Wattay Airport on 7th February as the only passen-
ger aboard a CNAF C-54. The ROC consul whisked the general to the 
consulate to meet secretly with Phoumi. The airport's tower recorded 
neither the plane's arrival nor its departure 45 minutes later. [Gibson 
pp.214-215] 

"Phoumi's attempt to mislead the Americans occurred even as CNAF 
aircraft continued to ferry cargo from Taiwan to Pakse and Sawanakhet 
in southern and central Laos. From these towns, 34th SOS crews used 
ROC aircraft with Veha Akhat markings for further distributions. Two C-
46s were making daily flights to Luang Namtha in Houa Khong 
province, to deliver weapons and supplies to the Nationalist Chinese. 
Holt told Phoumi that Washington wanted those troops, especially the 
regular CNA Special Forces, to leave Laos promptly to prevent them 
from being used in Laos' civil war and possibly pushing Peking into 
open intervention. Phoumi agreed that most of the "refugees" should 
leave Laos, but he wanted to retain four or five former YAVA battalions 
to fight alongside Lao forces. Meanwhile, in Bangkok, Ambassador U 
Alexis Johnson urged Sarit not to assist ROC re-supply operations in 
the tri-border region. Neither Phoumi nor Sarit proved receptive to 
Washington's wishes." [Gibson pp.215-216] 

"Taipei would take the lead in evacuating Liu Yuan-lin's army in 
Operation Spring Morning. The Americans were willing to fund and to 
help broker behind-the-scenes arrangements with Thai and Lao offi-
cials, but Washington wanted to avoid the overt role it had played in the 
1953-54 evacuations. Chiang Ching-kuo assumed overall responsibili-
ty for the evacuation but day-to-day operations fell to Vice Chief of Staff 
Lt. Gen. Lai Ming-t'ang, whose office supported and controlled Liu 
Yuan-lin's army. Point man for the Americans in Taipei would be CIA 
station chief Ray Cline. 

"While Operation Spring Morning planning went forward, Washington 
insisted that Taipei announce publicly its plan to withdraw all respon-
sive military forces from the tri-border region. Otherwise, the Americans 
threatened, they would encourage the Burmese to make a unilateral 
announcement of Taipei's intentions. Taipei avoided that embarrass-
ment through a China News article on 5th March citing "high sources" 
as saying the ROC would, as in 1954, withdraw its troops from the tri-
border region on a voluntarily basis. The government announced offi-
cially the following day that it would assist "anti-communist Chinese 
escapees" wishing to evacuate to Taiwan. 

"Lai Ming-t'ang and his team arrived in Bangkok the day of Taipei's 
March 6 withdrawal announcement to discuss the pending evacuation 
with prime Minister Sarit and RTA commander Thanom Kittikachon. On 
7th March, the Thai cabinet approved a joint ROC-RTG evacuation 
committee chaired by Air Chief Marshall Thawi Chulasap, an old friend 
of Lai Ming-t'ang and RTARF Supreme Command chief of staff. The 
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committee consid-
ered shuttling 
evacuees from 
Lao airfields to 
Chiang Mai or 
Udorn for onward 
flights to Taiwan. 
Lai Ming-t'ang 
preferred Udorn's 
airport, which was 
in northeast 
Thailand and 
closer to Taiwan. 
W a s h i n g t o n , 
however, rejected 
that plan for fear 
of compromising 
sensitive US oper-
ations related to its efforts 
Chiang Mai. 

in Laos. Evacuation would be through 

"From Bangkok, Lai Ming-t'ang and his staff flew to Chiang Rai, briefly 
visiting a KMT logistics base at Chiang Saen, and then crossed the 
river to Laos and YAVA headquarters at Ban Kwan. There, on 9th 
March, he privately discussed the withdrawal order with Liu Yuan-lin 
while his deputy briefed YAVA's senior staff. Liu Yuan-lin then joined 
acting YAVA chief of staff Lo Wen-huan in planning evacuation details. 
Lai Min-t'amg subsequently briefed key YAVA commanders, except for 
Third Army commander Li Wen-huan, who claimed poor road condi-
tions prevented him from reaching Ban Kwan. 

"Lai Ming-t'ang and his team of IBMND officers explained that Taipei 
wanted evacuation to be voluntary but warned that international pres-
sure would preclude government help for anyone deciding to remain 
and fight for the FAR. From Chiang Saen, Lai Ming-t'ang returned to 
Chiang Rai and gave the same message on 12th March to a noncom-
mittal Li Wen-huan. Leaving Chiang Rai, Lai Mint-t'ang flew to Bangkok 
by RTAF aircraft to meet with Thawi Chulsap and other Thai officials. 

"Lai Ming-t'ang then flew from Bangkok to Vientiane and briefed 
Phoumi Nosavan on his Ban Kwan and Bangkok meetings. Phoumi 
asked that as many KMT troops as possible remain in Laos as 
"refugees" and that those leaving hand over their weapons to his FAR. 
The Chinese officer replied that Taipei was washing its hands of those 
troops that did not leave - giving tacit approval to Phoumi's plan to 
recruit them. Departing soldiers, however, would have to take their 
weapons with them into Thailand for onward shipment to Taiwan. 
Phoumi later told the Americans deceitfully that Taipei rejected his 
request to leave some of its troops in Laos. 

"Before Lai Ming-t'ang left Laos, Operation Spring Morning evacuees 
were trekking overland to cross the Mekong River into Thailand and 
board trucks for Chiang Rai. From there, CNAF aircraft would take 
them to Chiang Mai, with its long runway and large stocks of aviation 
fuel provided by the American MAAG in Bangkok. Washington covered 
RTG expenses by reimbursements through the ROC, minimising visi-
bility of the American role. 

"Operation National Thunder, the actual airlift portion of Operation 
Spring Morning, got underway on 14th March when a CNAF C-119 left 
Taipei for Bangkok with I Fu-en and a 38-man supervisory team. That 
team joined Lai Ming-t'ang the next day at an evacuation centre estab-
lished at Chiang Mai's airport. Three days later, the first two CNAF C-
46 evacuation aircraft departed for Taipei carrying only combatants. 
Later flights removed YAVA's dependents and weapons. In Taipei on 
17th March, a government press release said it had begun evacuation 
of "anti-communist escapees in the Burma-Laos-Thailand border areas 
who desire to come to Taiwan." 

"The operation began slowly due to delays in getting evacuees in place 
and obtaining sufficient fuel supplies. Plans called for evacuating 400-
500 personnel daily but, as of 19th March, only 290 had departed. 
Another 700 waited in a makeshift camp at Chiang Mai's airport. By 
20th March, as Lai Ming-t'ang returned to Taipei, railway tank cars of 
aviation gas were arriving at Chiang Mai and the pace of evacuation 
quickened. By 21st March, nearly two thousand KMT troops had 
departed from Chiang Mai. 

"In Laos, Luang Namtha's airfield served as one of two assembly 

Above: There are no known photographs of C-46s in Kuomintang 
markings. The closest we can get is this image of Confederate Air 
Force C-46 c/n 22486 painted up to represent one. (JM Collection) 

centres from which evacuees were airlifted directly to Chiang Mai. From 
the second assembly area, further south at Ban Houei Sai, the KMT 
crossed the Mekong to Chiang Rai province for processing. After being 
trucked to Chiang Rai city's airport, they flew on to Chiang Mai. 

"The two primary assembly points in Burma were for the Third Army at 
Ban Tha Ton, in Chiang Mai's Fang district, and for the Fifth Army at 
Ban Tham, in Chiang Rai's Mae Chaem district. Few from these two 
armies, however, were interested in leaving. In Laos, large numbers of 
potential evacuees from Luang Namtha proved equally unenthusiastic. 
Many drifted away from their temporary camps or were recruited by 
FAR agents working along both sides of the Mekong. 

"By 27th March, about 1,000 of the CNA Special Forces regulars had 
been evacuated to Taiwan's Lungtan Special Forces Centre in 
Taoyuan. All other evacuees were housed temporarily at Wujih Military 
Centre near Taichung, where the MND was selecting soldiers of suit-
able experiences, languages, and ethnic origins for a new Special 
Forces group. Those not retained in uniform were resettled as civilians. 
The US International Cooperation Administration paid for up to four 
months of care at Wujih for those leaving the military and provided 
building materials, agricultural tools, seed and technical advice for 
resettlement. 

"By 30th March, nearly 4,000 KMT soldiers and their dependents had 
left Chiang Mai for Taiwan. Most of those remaining were Third and 
Fifth Army personnel dispersed along Thailand's borders. Opposite 
Burma, around Ban Fang and Ban Tha Ton, more than 2,000 soldiers 
of those armies, including a number of child soldiers as young as nine, 
were refusing to evacuate. 

"In Laos, hundreds more chose to stay on as FAR mercenaries. On 4th 
April, ROC officers set 12th April as the official end of the operation. 
The government information office in Taipei announced on 6th April 
that 4,211 "anti-Communist escapees" had voluntarily evacuated to 
Taiwan since 17th March. Of those, 821 were civilians. At the urging of 
Washington and Bangkok, Taipei kept the evacuation going to reassure 
the Burmese. The 4,211 figure remained unchanged. 

"Liu Yuan-lin resigned as YAVA's commander-in-chief on 12th April 
and three weeks later flew from Bangkok to Taipei by commercial 
airline. By that time, the increasingly powerful Chiang Ching-kuo was 
bypassing his father's favourites and naming his own men to trusted 
positions. Liu Yuan-lin was not one of those so favoured. With little 
future in the army, he retired, wealthy after years of profitable commer-
cial pursuits in Burma. 

"Lai Ming-t'ang's evacuation team departed for Taiwan on 15th April, 
leaving a small team to assist the ROC military attache in handling 
stragglers until the end of April. The last evacuee reported on 27th April 
and joined 84 others at Chiang Mai. By CNAF count, the Operation 
Thunder evacuated a total of 4,388 soldiers and civilians - fewer than 
half of Liu Yuan-lin's army." [Gibson pp.218-222] 

For more information on the CIA's secret war in Laos, please see the 
author's article, The CIA's Airlines, in the Spring 2002 edition Air-Britain 
Digest. 
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Fleet lists 

A fleet list for many 
184.) 

Foshing Airlines: 

regl 
XT-1401 
XT-1402 
B-1403 

reg2 
B-1401 
B-1402 

CAT piston-engined airliners was 

Consolidated PBY-5A Catalina 

model 
Canso A 
Canso A 
PBY-5A 

[CF 01Apr2002; DL 28Jan2009] 

Foshing Airlines: 

reg. 
B-1407 
B-1409 
? 

model 
C-47B 
C-47B 
? 

c/n 
425 
22020 
933 

Douglas C-47 Dakota 

c/n 
26696 
32991 
? 

p/i 
43-49435 
VR-HDA 
? 

p/i 
F-BBCC 
F-BBCD 
F-BCJH 

d/d 
-1960 
24Jul61 

The third C-47 could be registered as either B-1405 
fleet list. G 
in Laos on 

Royal Tha 

s/n 
(H.1-1/93? 
H. 1-2/93? 
H. 1-3/93? 
H. 1-4/96 
[MSB] 

ven the dates, B-140J 
19Feb61 

i is more likely. This 
. We will consider Fosh 

included in Part 16 (Archive pages 2012/183-

fate 
wrecked by typhoon, Taipei, 03Sep56 
missing between Matsu & Taipei, 01Oct58 
to B-825? 

fate 
toXW-PAD 1960 
toXW-TAE 1965 
? 

or B-1408, which are both gaps in the current 
may be the C-47 that crashed with Veha Akhat 

ing Airlines in a future article. 

i Air Force: Westland-Sikorsky S-51 

c/n del date p/i 
) WA/H/20 n/a 

fate 
G-17-1, (G-AMAK) NTU, w/o at Yeovil 07Jun50 

WA/H/26 11Aug50 G-17-2, (G-AMAS) 
WA/H/27 11Aug50 G-17-3, (G-AMAT) 
WA/H/120 19May53 G-17-3, (G-AMJW) preserved at RTAF Museum 

Royal Thai Police: 

s/n 
212487 
293789 
319895 
315883 
349516 

c/n 
12487 
13740 
19895 
20349 
26777 

Douglas C-47 Dakota 

model 
C-47A 
C-47A 
C-47A 
C-47A 
C-47B 

date 
25Sep58 
? 
09Apr54 
25Sep58 
1994 

[Gradidge Vol.1 p.76; WAFD7 p.649] 

Royal Thai Police: 

Serial num 
s/n 
101 
102 
103 
105 
116 

HillerUH-12B 

bers 101 to 116 including: 
c/n 
131 or 
497 
496 
505 
726 

Additional c/ns: 498 

date 
156 

p/i 

fate 
to RTAF 
to RTAF 

notes 
in Sep70 as L2-33/13 ex N9144H 
in Sep70 as L2-34/13 ex FLC 20Apr48 

derelict at Kai Tak ex VR-HET via W H Bird 
? ex NC34960 
preserved at RTP museum as "219789" from 1983 

ex RTAF L2-43/18 

fate 
? 
to G-ATZB 
to G-ATZG 
to G-ATLG 
to G-AVAJ 

, 499, 500, 501, 502, 503, 504, 701, 724, 725. 
The RTP also had UH-12E s/n 1001 to 1008. (See WAFD7 p.676.) 

Union of E 

s/n1 
UBT-701 
UBT-702 
UBT-703 
UBT-704 
UBT-705 
UBT-706 
UBT-707 
UBT-708 
UBT-709 
UBT-710 
UBT-711 
UBT-712 
UBT-713 
UBT-714 
UBT-715 
UBT-716 
UBT-717 
UB731 
UB735 
UB736 

urma Air Force: C-47 Dakota 

s/n2 
5701 
5702 
5703 
5704 
5705 
5706 
5707 
5708 
5709 
5710 
5711 
5712 
5713 
5714 
5715 
5716 
5717 

model 
? 
C-47A 
C-47A 
C-47B 
C-47A 
? 
C-47A 
C-47A 
C-47A 
C-47A 
C-47A 
C-47B 
C-47B 
C-47B 

, C-47A 
? 
C-47A 
? 
? 
? 

c/n 
? 
19920 
13491 
25333 or 
13512? 
? 
12085? 
13387 
12915? 
12851? 
19831 
33174 
26570 
25309 
10239 
? 
19252 
? 
? 
? 

[Gradidge Vol. 1 p.50; JF; WAFD7 p.564] 

13888? 

p/i fate 
? ? 
XY-ABZ toN2271B 
XY-ACA to N2270Z 
XY-ACB ? 
XY-ACC DBR 13Nov49 
? ? 
XY-ACG ? 
XY-ACH to N2270W 
XY-ACI ? 
XY-ACJ ? 
XY-ACK to N2270N 
G-AOAL toN2271D 
G-ANZF ? 
G-ANZE to N2271C 
G-AODD to N2270M 
? ? 
F-OAMU to N2271F 
? Garden Rangoon Jul81 
? Gl Meiktila 2004 
? Pres Yangon Museum Dec06 

Veha Akhat Airlines 

"During the third week of January 1961, the 
CIA had arranged for the use of Taiwanese-
registered C-46 and DC-3, plus 26 Chinese 
crewmen. Both planes were listed as 
belonging to Veha Akhat Airlines, a 
Vientiane-based company with majority 
ownership by the Sananikone family. At 
0900 hours on 19 February, the DC-3, drop-
ping cargo near Padong, was downed by 
Pathet Lao gunners. One Lao kicker bailed 
out and was taken prisoner; the remainder 
of the crew, all Chinese, perished. The Veha 
Akhat programme was subsequently can-
celled." [Shadow War p.64] 

"In fact Veha Akhat was little more than a 
front for the Nationalist Chinese airlines 
from which it chartered six planes and pilots. 
On February 19, 1961, four days after the 
CAT/FCRA plane was shot down by the 
Burmese, a Veha Akhat C-47 leased from a 
Taiwan company was shot down over Laos; 
four of the six personnel aboard were said 
to be Nationalist Chinese officers (Bangkok 
Post, February 22, 1961, 1; Singapore 
Straits Times, February 22, 1961, 3). The 
same year Taiwan's second airline, 
Foshing, reported a decrease in its air fleet 
from three C-47s to two. Foshing Airlines 
was headed by Moon Chin, a former assis-
tant operating manager of Pan Am's China 
subsidiary, CNAC under William Pawley." [P 
D Scott via Google books] 

Veha Akhat and this crash are not listed in 
the World Director of Airliner Crashes by 
Terry Denham. These Taiwanese-regis-
tered aircraft have yet to be identified. We 
will consider China Airlines and Foshing 
Airlines in future articles in this series. A 
partial fleet list for Foshing is given below. 
See also: www.air-america.net/veha-
hist.htm. and 
http://en.wikipedia.org/wiki/Sananikone_Fa 
mily (underscore). 

Further research 

The author had insufficient time to review all 
the FO 371 files for 1952 listed below. (Of 
FO 371/101008 to 101012, only most of FO 
371/101008 was reviewed.) This may not 
matter too much as CAT was probably not 
active in Burma in 1952 and the story about 
KMT troops that year has been told in FRUS 
files and Gibson's book The Secret Army. 
Many of the FO 371 files reviewed were 
about Burma (dossier code 'FB') and there 
may be more relevant files in the 'FS' series 
for Thailand (Siam), although despatches 
from Bangkok and Chiang Mai are included 
in FB files. 

The author has not reviewed any of the 
Ministry of Defence files on Burma (listed 
below), as these are probably not of direct 
relevance to CAT operations in Burma but it 
is possible that intelligence reports from 
BSM staff may be included about resupply 
flights to KMT forces in Burma. (Some such 
reports are included in FO 371 files.) The 
FRUS files also include many discussions 
about the supply of arms to the Union of 
Burma but these have been considered 
outside the scope of this article. 
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Union of B 
reg 
XY-ABF 
XY-ACC 
XY-ACF 
XY-ACH 
XY-ACL 
XY-ACM 
XY-ACN(1) 
XY-ACN(2) 
XY-ACO 
XY-ACP 
XY-ACQ 
XY-ACR 
XY-ACS 
XY-ACT 
XY-ACU 
XY-ADB 
XY-ADC 
XY-ADD 
VR-HEN 

urma Airways: C-47 Dakota 
model 
C-47B 
C-47A 
C-47A 
C-47A 
C-47B 
C-47B 
C-47A 
C-47A 
C-47A 
C-47A 
C-47A 
C-47A 
C-47A 
C-47A 
C-47A 
C-47B 
C-47B 
C-47B 
C-47A 

c/n 
25288 
13512 
18914 
13387 
25818 
26979 
9043 
12073 
13026 
9131 
12579 
9629 
9877 
12981 
9334 
33517 
25793 
26089 
12793 

[Gradidge Vol.1 p.167; SEA79 

date 
1947 
? 
1950 
1950 
May50 
May50 
Apr50 
Feb51 
Feb50 
Apr50 
Apr50 
Feb51 
Apr50 
Apr50 
Apr50 
Apr54 
Jun54 
Jun54 
Apr49 

pp.137, 

fate 
to ET-AGT Dec77 
to UBAF as UBT-705 
? 
to UBAF as UBT-708 
w/o 10Jan53 
canx prior to 1973 
to G-AKNB Nov50 
to ET-AGV Dec77 
to ET-AGU Dec77 
to G-AOFZ Nov55 
w/o 02Sep55 
w/o 24May69 
canx prior to 1973 
to ET-AGW Dec77 
to YU-ACD Aug50 
w/o 19Mar57 
w/o 08Aug56 
to ET-AGX Dec77 
to F-OAHY 05Dec50 
leased from CPA 

193-194] 

It is perhaps not surprising that file CO 1035/72 has not yet been 
released by the FCO but maybe a FOIA request should be submitted 
to see if they might be willing to release any information on CAT oper-
ations through Hong Kong. 

Cast list 

Rangoon, Burma 
Prime Minister: 
Minister of Foreign Affairs: 
Armed forces commander: 
British Ambassador: 
US Ambassador: 

Jungle generals (KMT): 

Hong Kong 
Governor: 

UNu 
? 
NeWin 
Mr Speaight 
David McKendree Key 
William J Sebald (1954) 
William P Snow (1961) 
Li Mi; Liu Yuan-lin 

Sir Alexander Grantham 

Saigon, French Indochina 
British Ambassador: Mr Joy 

Singapore 
Commissioner-General for the UK in SEA: Malcolm MacDonald 

Taipei, Taiwan (Republic of China) 
President of ROC: Chiang Kai-shek 
Prime Minister: Ch'en Ch'eng 
Minister of Foreign Affairs: Dr George K C Yeh 
British Consul, Tamsui: ? 
US Charge d'Affaires/Ambassador: Karl L Rankin 
US Ambassador: E F Drumright (1961) 

Bangkok, Thailand 
Prime Minister: 

Police chief: 
British Ambassador: 
British Consul in Chiang Mai: 
Burmese Ambassador: 
US Ambassador: 

Sea Supply Company 

Field Marshall Phibun Songkhram 
Col. Sarit Thanarat (1957-1963) 
Thanom Kittikachon (1960s-1970s) 
Maj. Gen. Phao Siyanon 
Mr Whittington; Mr G A Wallinger 
Mr Steventon 
U Hla Maung 
Edwin F Stanton 
William J Donovan 
Sherman B Joost; Lt Col Willis Bird 

Kingdom of Thailand representative: Chatchai Chunhawan 
ROC representative: I Fu-de, Li Wen-pin 
Union of Burma representative: J Barrington 
[A full list of participants is included in Exhibit 3 of the JMC final report, 
TNA F0371/111968 DB1041/55.] 

Laos 
Defence Minister Phoumi Nosavan 

United Kingdom 
Prime Minister: Winston Churchill 
Secretary of State for Foreign Affairs: Anthony Eden; Selwyn Lloyd 
Minister of State for Foreign Affairs: Anthony Nutting 
US Ambassador: ? 

United Nations, New York 
Secretary-General: 
Burmese delegation: 
ROC delegation: 
Thai delegation: 
UK delegation: 
US delegation: 

? 
? 
TFTsiang(1953) 
? 
? 
? 

United States of America, Washington 
President: Harry S Truman 

Dwight D Eisenhower 
Secretary of State: Dean Acheson (Truman administra-
tion) 
Under Secretary of State: Walter Beddell Smith 
Assistant Secretary of State for Far Eastern Affairs: Dean Rusk 
Assistant Secretary of State: John M Allison; Walter S Robertson 
(from 8Apr1953) 
Ambassador of the Union of Burma: ? 
British Ambassador: ? 
ROC Ambassador: Wellington Koo 
[See also Gibson pp. xiii-xvi.] 

Chronology 

1947 
April 
July 
October 
1948 
January 

1951 
February 
April 
July 
1952 
August 
1953 
March 
April 
May 
September 
October 
November 

December 
1954 
February 
October 
1960 
? 
1961 
March 
April 
1962 
March 
1974 
March 

19 

4 

7 

23 
22 
17 
12 
9 

8 

14 
29 

14 
12 

2 

2 

Joint Military Committee (JMC), Bangkok 
Chairman: Col. Raymond D Palmer (US Army 
Attache) 

National elections 
Assassination of Aung San 
Nu-Attlee Agreement signed 

Independence granted to Union of Burma, 
U Nu prime minister 

Start of Operation PAPER 
First KMT incursion into Yunnan 
Second KMT incursion into Yunnan 

Third KMT incursion into Yunnan 

Burma appeals to UN General Assembly 
UNGA Resolution 707 (VII) 
First meeting of JMC in Bangkok 
Burmese delegation withdrew from JMC 
General Plan of Evacuation approved by JMC 
Start of Operation REPAT (first evacuation flight 
by CAT from Lampang) 
End of first phase of evacuation; UN resolution #? 

Start second phase of evacuation (from Chiang Rai) 
UNGA Resolution 815 (IX) 

Election victory for U Nu faction 

Start of Operation NATIONAL THUNDER airlift 
Official end of Operation NATIONAL THUNDER 

Military coup by General Ne Win 

Socialist Republic of Union of Burma created 

[See also Appendix A to DOS Intelligence Report No. 6507 in TNA 
FO371/111967DB1041/46.] 
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Abbreviations 

AFPFL Anti-Fascist People's Freedom Party 
BSM British Services Mission in Burma 
CAT Civil Air Transport 
CIA Central Intelligence Agency (US) 
CIF Chinese Irregular Forces 
c/n construction number 
CNA Chinese National Army (ROC) 
CNAF Chinese National Air Force (ROC) 
CRO Commonwealth Relations Office (UK) 
DOS US Department of State 
FAR Forces Armees Royales (Lao) 
FCO Foreign and Commonwealth Office (UK) 
FO Foreign Office 
FOIA Freedom of Information Act 
FRUS Foreign Relations of the United States 
GOB Government of Burma 
GUB Government of the Union of Burma 
IBMND Intelligence Bureau of the Ministry of National Defence 
JIC(FE) Joint Intelligence Committee (Far East) 
JMC Joint Military Committee 
KMT Kuomintang 
KNDO Karen National Defence Organisation 
MAAG Military Assistance Advisory Group (US) 
MAP Military Assistance Program 
MDAP Mutual Defense Assistance Program 
MFA Ministry of Foreign Affairs 
MJC Military Joint Committee 
MND Ministry of National Defence 
MNDO Mon National Defence Organisation 
NIE National Intelligence Estimate (US) 

NSB National Security Bureau (ROC) 
NSC National Security Council (US) 
NULF National United Liberation Front 
OPC Office of Policy Coordination (CIA) 
OSS Office of Strategic Services (US) 
p/i previous identity 
PLA People's Liberation Army (PRC) 
POW Prisoner of War 
PRC People's Republic of China 
PVO People's Voluntary Organisation 
ROC Republic of China (Taiwan) 
RTA Royal Thai Army 
RTAF Royal Thai Air Force 
RTARF Royal Thai Armed Forces 
RTG Royal Thai Government 
SEAD South-East Asia Department (FO) 
SEATO South East Asia Treaty Organisation 
TNA The National Archives (UK) 
UBAF Union of Burma Air Force 
UNGA United Nations General Assembly 
UNO United Nations Organisation 
USIS United States Information Service 
WEI Western Enterprises, Inc. 
w/o written off (crashed) 
YANSA Yunnan Anticommunist National Salvation Army 
YAVA Yunnan Anticommunist Volunteer Army 
[Gibson pp. xvii-xviii] 
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FRUS files 
East Asia and the Pacific: Burma, Volume VI, pp. 229-255, Foreign Relations of the United States, 1950, 
http://digital.library.wisc.edu/1711.dl/FRUS.FRUS1950v06 
Burma. United States Relations with Burma, United States Department of State, Foreign relations of the United States, 1951. Asia and the Pacific (in two parts), 
Vol. VI, Part 1, pp. 267-330. U.S. Government Printing Office, 1951, http://digital.library.wisc.edu/1711.dl/FRUS.FRUS1951v06p1. 
Burma. United States political and economic relations with Burma; United States concern with the presence of Chinese Nationalist troops in Burma, John P 
Glennon (editor). United States Department of State, Foreign relations of the United States, 1952-1954. East Asia and the Pacific (in two parts) (1952-1954), 
pp. 1-244; Thailand, pp.656-757, U.S. Government Printing Office, 1952-1954, http://digital.library.wisc.edu/1711.dl/FRUS.FRUS195254v12p2 . 
Burma. United States political and economic relations with Burma, United States Department of State, Foreign relations of the United States, 1955-1957. 
Southeast Asia (1955-1957), Vol. 22, pp.1-124, http://digicoll.Iibrary.wisc.edu/.../FRUS-idx?...FRUS195557v22... 
Foreign Relations of the United States, 1961-1963, Volume XXIV, Laos Crisis, Edward C Keefer (editor), United States Government Printing Office, 1994, 
http://history.state.gov/historicaldocuments/frus1961-63v24 

TNA files 

Air Ministry (code AIR) 
TNA ref. AM ref. 
20/7030 ID/53/1/384 

title in TNA catalogue 
Part 2 British Services Mission to Burma and Burmese National Air Force: policy (3 titles) 

year 
1948-1952 

Colonial Office (code CO) 
TNA ref. CO ref. title in TNA catalogue year 
1035/72 ISD 94/51/01 Activities of United States intelligence organisations in Hong Kong 1954-1956 
This file has not yet been released by the FCO. No other Colonial Office files on Burma have been found for this time period. (Burma was no longer a British 
colony.) 

Foreign Office (code FO) 
Note: FO "pieces" usually consist of a collection of dossiers with their own title and original file reference. In the cases below, TNA appear to have included 
the titles of many of the dossiers within their catalogue, so there are multiple titles with the same TNA file reference. 
Search keywords: Burma AND Kuomintang; Burma AND KMT, etc., 1950-1960. 
TNA ref. 
371/83106 
to 83108 
371/83109 
371/83113 

371/92140 
to 92143 

371/92962 
371/101008 
to 101012 
371/101173 

FO ref. 
Code FB file 1015/1-end 

FB file 1016 
Code FB file 10110 

File 1019/1-end 

FSfile 1022 
Code FB file 1041/1-end 

Code FSfile 1041 

title in TNA catalogue year 
Political and military situation in Burma 1950 

Military situation in Burma 1950 
Presence of Chinese nationalist troops in Burma; situation in Kengtung 1950 
- a southern Shan state on the Siamese border 
Report of presence of Chinese Nationalist (KMT) troops in Kengtung province of Burma; 1951 
arms supplies to the troops through Siam; UK/US discussions on question of persuading 
Chinese Nationalist authorities to remove the troops; US denial of support for these troops; 
map showing operations of KMT troops against Chinese province of Yunnan. 
Question of Siamese aid to Kuomintang troops in Burma. 1951 
Kuomintang troops in Burma 1952 

China New Agency allegations of US conspiracy to use Chinese Nationalist (KMT) troops 1952 
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F-1922 The French Civil Aircraft 
Register from 1922 Part 34 
By Bernard Martin, Dave Sparrow and Robert Esperou 

-Update 1930 (continued) 

We can now conclude F-AKxx series reserved for prototypes and 
used between 1930 and 1938. The remainder of the known regis-
trations are listed below, mostly without CofR numbers: 

Above: F-AKGH was the first type to carry the Kellner-Bechereau des-
ignation although here it is marked as Bechereau Type 23. The two-
seat tandem cabin monoplane was powered by a 95 hp Salmson 7Ac 
motor and wears the code C.T.17 of the Corps Technique for evalua-
tion purposes, (via JM Collection) 

New Registrations 
F-AKGE Romano 16 
Change of type to Romano 160. 

01 

F-AKGF Latecoere 300 1 
Etat Frangais; based Saint Louis, Senegal; named "Croix du Sud". 
[F/f 7.10.32]. Regd 9.8.33, CoR 3475. Lost Dakar-Natal 7.12.36. 

F-AKGH Becherau 23 01 

F-AKGJ Romano 6 01 
Type changed to Romano 60. Re-regd F-AJAB 

F-AKGK Dewoitine 337 01 

F-AKGO Breguet413 01 
Regd 11.12.33, CoR 3635. SA des Ateliers d'Aviation L Breguet, 
Paris. 

Above: The modified Romano R-16 trimotor F-AKGE was built in 1932 
and is seen here at Cannes in R-160 form in 1937. (via JM Collection) 
Below: F-AKGF was the big Latecoere 300 flying boat powered by four 
Hispano-Suiza HS-12 Nbr engines each of 650hp. Marked 'Hydravion 
Transatlantique' on the fin and named "Croix du Sud", this was the air-
craft in which Jean Mermoz disappeared in the South Atlantic on 
7.12.36. (via JM Collection) 

F-AKGP Nieuport Delage 590 

F-AKGU Morane 330 

F-AKGW Spad 510 

F-AKHA Dewoitine 333 
1934. Re-regd F-ANQA. 

01 

01 

01 

01 

F-AKHB Stinson SR.5A Reliant 9257A 
Ex N1418? Regd 26.6.36, CoR 4743. Etat Francais. 

F-AKHC Lockheed 9D-1 Orion 209 
Dbr following florced landing in Spain 12.8.36. 

F-AKHD Douglas DC-2-115B 1333 
Regd 30.8.35, CoR 4350. Etat Francais. Air France trials 10.35. 

Right: Lockheed 9D Orion F-AKHC, originally ordered by Michel 
Detroyat and re-engined with a 575hp Hispano-Suiza 9Va radial for the 
MacRobertson Race but rejected by him, was then owned by the 
French Air Ministry . It was damaged in a forced landing in Spain en 
route to Madrid on 12.8.36 but the wings were sawn off during the 
attempted retrieval, (via JM Collection) 
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F-AKHE RWD.9 
ExSP-DRE. 1935. 

F-AKHH Dewoitine513 
To French military as N314. 

F-AKHN Bloch 200 
To French Military as E012. 

F-AKHS Bloch 130A 
Change of type to Bloch 130B. 

F-AKHV Farman 199 
To F-AJZO. (?) 

F-AKHY Romano 82 

F-AKHZ Morane 405 

F-AKIA Caudron 445 Goeland 
To French Military as T246. 

F-AKID? Caudron 445 Goeland 
To F-AROV. 

F-AKID? Breguet 270 

F-AKIL Caudron 690 
To French Military as C008. 

100 

01 

01 

01 

1/7221 

01 

01 

1/8326 

2/8327 

010 

8/8425 

This ends the list of known 'experimental' marks. 

The 'normal' sequence of consecutive registrations (following 
F-AJZZ) continued in late 1930 from F-ALAA. It should be remem-
bered that F-ALxx registrations had been used previously, by the 
Latecoere company from 1920 to 1922 when they produced 
Breguet 14s (last regn letter A, E or U) and Saimson 2A2s (last 
letter I or O). Those aircraft that were still current in 1930-32 
retained their marks, otherwise the registrations were re-issued 
and as such are noted as (2) below. 

2614 F-ALAA Potez 36/14 
M.Fougere, Cherbourg. (28.10.30) 

1965 

2604 F-ALAB Potez 36/13 1967 
Aero-Club du Limousin, Limoges. (21.10.30) 

2598 F-ALAC Potez 36/14 2043 
M.Desmazieres, Paris. (17.10.30) Sold abroad 7.33. 

2633 F-ALAD Potez 36/14 
Paul Cabirol, Belleville. (29.11.30). 

2622 F-ALAE Potez 36/14 
Henri Coeffin, Rouen. (10.11.30) 

1968 

1969 

2634 F-ALAF Potez 36/14 1970 
Aero-Club de Romans, Romans. (29.11.30) Destroyed 2.35 

2624 F-ALAG Potez 36/14 1971 
M.Martin-Mai, Port Elisabeth, South Africa. (13.11.30) 

2635 F-ALAH Potez 36/14 
M.Gaudin, Paris. (29.11.30) 

1973 

2603 F-ALAI Potez 25/67 1299 
M.Outhenin-Chalandre, Neuilly. (21.10.30) Type change 5.33 to 
Potez 25/55 c/n 1/1299. 

2669 F-ALAJ Hanriot 14/23 309 
Aero-Club du Rhone et du Sud-Est, Lyon/Bron. (14.1.31) 

2620 F-ALAK Potez 36/14 
M.Fenech, Tunis. (5.11.30) 

2045 

Above: Previously illustrated on page 2004/023, Saimson 2-A2 
Limousine F-ALAO is an example from the 1920 Latecoere batch of 
registrations which was not re-used in 1930. (via JM Collection) 
Below: Potez 36/14 F-ALAV spent its career in Tunisia, then a French 
province, and is seen here at Tunis on 13.3.32. (via JM Collection) 

2611 F-ALAL Hanriot 14 P.3 
Initially 10.30 to Societe Aerienne St Quentinoise, St Quentin), 
then to Michel Dony, Paris 24.10.30 Destroyed 8.36 

2616 F-ALAM Potez 36/14 2044 
M.Jean Mermoz, Paris (based Toulouse). 31.10.30. Still regd [.58] 
to Aero Club du Dauphine, Grenoble. 

2606 F-ALAN Potez 36/14 2039 
Union Aeronautique du Cambresis, Cambrai. (23.10.30) 

166 F-ALAO Saimson 2-A2 56 
Regd in original series 11.6.20. Became Latecoere 3 prototype. 

2642 F-ALAP Farman 190 52/7222 
Ernest Moench, Paris (based Toussus-le-Noble, named "Alsa"). 
(6.12.30) 

2977 F-ALAQ Farman 192 
M.Esders, Paris. (28.9.31) 

14/7224 

2684 F-ALAR Farman 192 15/7225 
M.le Commandant Verdy, Paris. (27.1.31) Destroyed 10.1.37. 

2795 F-ALAS Farman 231 
Marcel Bailly, Tunis. (8.5.31) 

4/7223 

2636 F-ALAT Potez 36/14 2040 
Roland Buisset, Sars Poteries (Nord). (29.11.30) 

2704 F-ALAU Potez 36/14 
Aero-Club de France, Paris. (20.2.31) 

2041 

2672 F-ALAV Potez 36/14 2042 
Fernand Mosse, Tunis. (19.1.31) Regd 11.33 to Aero Club de 
Tunisie, Tunis 

2673 F-ALAX Potez 36/14 
Cie Air Union, Paris. (19.1.31) 

2685 F-ALAY Potez 36/14 
M.Menetrier, Lyon. (28.1.31) 

2046 

2047 

2682 F-ALAZ Potez 36/13 2048 
Andre Groux, Ingrandes-sur-Loire. (26.1.31) To EC-AUU 9.33. 

2750 F-ALBA(2) Potez 36/14 2049 
Societe des Aeroplanes H.Potez, Paris. (9.4.31) 
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Right: Farman 304 trimotor F-ALCA was named 
"Caillol-Roux-Dodement" in memory of the crew 
of Farman 197 F-AJJK who lost their lives in the 
Belgian Congo on 14.1.30 when returning from 
Madagascar. F-ALCA was itself flown to 
Madagascar in March 1931 by Goulette, return-
ing safely in May/June, but was lost without 
trace in 1933. (via JM Collection) 

2721 F-ALBB Potez 36/14 2071 
Aero-Club de la Somme, Abbeville. (16.3.31) 

2855 F-ALBC Potez 36/14 2072 
Societe des Aeroplanes H.Potez, Paris. (1.7.31) 

2686 F-ALBD Potez 36/14 
M.Lhuillery, Bonneval. (28.1.31) 

2687 F-ALBE(2) Potez 36/14 
C.Marot, Troyes. (28.1.31) 

Unkn F-ALBF Potez 36/14 
1931, owner unknown 

2073 

2074 

2075 

2732 F-ALBG Potez 36/13 2076 
Aero-Club de la Drome et de I'Ardeche, Montelimar. (23.3 31) 

2708 F-ALBH Potez 36/13 
Henri Carrouche, Paris. (4.3.31) 

142 F-ALBI Salmson 2-A2 
Regd in original series, not replaced. 

2077 

4595 

2709 F-ALBJ Potez 36/14 2078 
M.de Percy, Paris; later Boulogne sur Seine. (4.3.31) 

2716 F-ALBK Potez 36/13 2079 
M le Comte de la Salle, Casablanca, Maroc. (11.3.31) 

2612 F-ALBL Hanriot 14 P.4 
Aero-Club de I'Eure, Evreux. (24.10.30) 

unkn F-ALBM LeO 20.Bn.3 158 
Ex Fr.Mil S767. Liore et Olivier, Paris (based Villacoublay). (10.30) 

2745 F-ALBN Hanriot 431 9 
M.Outhenin-Chalandre, Neuilly. (3.4.31), for SGA. 

2901 F-ALBO(2) Hanriot 431 10 
M.Outhenin-Chalandre, Paris. (27.7.31), for SGA. 

2824 F-ALBP Hanriot 431 11 
M.Outhenin-Chalandre, Paris. (2.6.31), for SGA. 

2746 F-ALBQ Hanriot 431 12 
M.Outhenin-Chalandre, Neuilly. (3.4.31), for SGA. 

2772 F-ALBR Hanriot 431 13 
M.Outhenin-Chalandre, Neuilly. (23.4.31), for SGA. 

2699 F-ALBS Caudron 233 1/6526 
R Caudron, Issy. (19.2.31), 1.33 to Caudron 230. 

2697 F-ALBT Caudron 230 1/6527 
Maxime Maloine, Courbevoie. (13.2.31 )cr 3.37, rebuilt as Caudron 
270 F-AROB 

2743 F-ALBU(2) Caudron 230 10/6528 
Club Aerien de Tourisme Amateurs, Montrouge. (1.4.31) 

2683 F-ALBV Caudron 232 44/6529 
Club d'Avions Legers des Flandres, Lille. (27.1.31) 

2661 F-ALBX Caudron 232 45/6530 
Aero-Club d'Auvergne, Clermont-Ferrand. (5.1.31) Destr 8.34 

2668 F-ALBY Caudron 60 
Rene Caudron, Issy. (12.1.31) 

58/6531 

2739 F-ALBZ Farman 202 4/7226 
Societe des Avions H-M & D Farman, Billancourt. (31.3.31) Type 
change 4.33 to Farman 204 (6/7226). 

Unkn F-ALCA(2) Farman 304 1 
Societe des Avions Farman; named "Caillol, Roux et Dodement" 
(2.31) Lost without trace in 1933. 

2651 F-ALCB Morane Moth 60M 
Francois de Gournay, Paris. (15.12.30) 

40 

2814 F-ALCC Bleriot 110 1/4447 
SA Bleriot Aeronautique, Suresnes. (27.5.31) 

Right: F-ALCC was the 
Bleriot 110 "Joseph le 
Brix" which held many 
distance and duration 
records from 1930 
onwards. Details painted 
on the aircraft include a 
76 hr 34 min 10,601 km 
flight at Oram a New York 
- Bayrouth - Rayack 
record; Paris - Moscow -
Paris record; Paris - New 
York in 38 hr 20 min and 
a six-day circuit in the 
USA and Canada. 'It is 
seen here at Istres on 
16.2.35 prior to another 
distance attempt flown by 
Codos and Rossi, 
(via JM Collection) 
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Left: F-ALCJ was the second 
CAMS 58/3 flying boat. Powered 
by two Hispano-Suiza HS-12 Nbr 
engines in a central pusher/ 
tractor nacelle, it was put into 
service by Air France and named 
"Perche". Operated in the 
Mediterranean, it logged some 86 
flying hours before being with-
drawn from use in 1935. 
(via JM Collection) 
Below: Another CAMS flying 
boat, type 53/2 F-ALCD wearing 
Air Orient titles and named 
"Savoie". It is seen here in the 
Bay of Naples in early December 
1931 when en route from Beirut 
to Marseilles carrying Paul 
Reynaud, Minister of the 
Colonies, and his assistant 
Gaston Palewski after an official 
visit to Siam, India and Iraq, 
(via Robed Esperou) 

2765 F-ALCD CAMS 53/2 28 
Cie Air Orient, Paris; named "Savoie". (21.4.31) 

2696 F-ALCE(2) CAMS 53/1 29 
Cie Air Orient, Paris; named "Provence". (11.2.31) W/o 23.4.33. 

2807 F-ALCF CAMS 53/2 30 
Cie Air-Orient, Paris; named "Normandie". (22.5.31) Destr 5.35. 

2720 F-ALCG CAMS 56 31 
Cie Generale Aeropostale, Paris. (16.3.31) W/o 21.2.32. 

2771 F-ALCH CAMS 56 32 
Cie Generale Aeropostale, Paris. (23.4.31) To CAMS 53/1, 7.32. 

143 F-ALCI Salmson 2-A2 
Regd in original series, not replaced. 

4600 

3453 F-ALCJ CAMS 58/3 1 
Cie Generale Aeropostale, Paris; named "Perche". (19.7.33) Regd 
to Cie Air France, Paris. Wfu 5.35. 

3467 F-ALCK CAMS 58/3 2 
Cie Generale Aeropostale, Paris. (31.7.33) Regd to Cie Air 
France, Paris. Wfu 5.35. 

2785 F-ALCL Farman 230 4/7230 
M de la Rochette, Versailles. (1.5.31). Single-seat version for 
record breaking. 

2694 F-ALCM Farman 230 5/7231 
Ste Av. H-M & D Farman, Billancourt. (9.2.31). Increased span. 

2700 F-ALCN Farman 230 6/7232 
M.Quintaa Jean-Louis, Paris. (20.2.31) 

168 F-ALCO Salmson 2-A2 4504 
Regd in original series, not replaced. 

2666 F-ALCP Farman 231 5/7229 
M.de Clermont-Tonnerre, Paris. (9.1.31) 

Left: Being manoeuvered by 
helpful marshals, Farman 231 
F-ALCP was photographed at 
Heston on 1.9.32 on the occa-
sion of a weekend fly-in attended 
by 100 European flyers. This 
two-seat model was fitted with a 
4-cyl Renault 4 Pb of 95 hp and 
was later conveded to improved 
Farman 350 standard, 
(via JM Collection) 

2013/040 



Right: Hanriot 431 F-ALDC passed 
into the hands of the Societe Generate 
Aeronautique in December 1931 and 
was used for flight test purposes, 
including 1932 trials for wheel/ski 
undercarriage units. It was later State-
owned, 
(via JM Collection) 

Below: This Caudron 230 F-ALDF. 
seen outside an oversize hangar at Le 
Bourget, was the 1931-32 choice of 
the famous aviatrice Maryse Bastie. It 
is not possible to read the inscription 
on the fuselage but it could well be her 
name, 
(via JM Collection) 

Unkn F-ALCQ Farman 231 6 
Owner/operator unknown. 

2645 F-ALCR Hanriot 14/22 P.5 
Aero-Club de la Haute-Marne, Chaumont. (12.12.30) 

2667 F-ALCS Le0 213 
Cie Air Union, Paris. (12.1.31) 

F-ALCT Nothing known. 

3078 F-ALCU(2) Farman 194 
Etat Francais (26.2.32) 

8 

2815 F-ALCV Farman 231 

03/7235 

7/7236 
Roger d'Epied, Masleon (Haute Vienne). (28.5.31). 

2981 F-ALCX Farman 232 1/7237 
Aero-Club de Strasbourg, Strasbourg. (29.9.31) 

2688 F-ALCY Le0 213 9 
Cie Air Union, Paris. (30.1.31) 

2640 F-ALCZ Zodiac 1260m3 Balloon 183 
Aero- Club de I'Aube, Troyes (4.12.30) 

2786 F-ALDA(2) Farman 230 7/7238 
Soc Av. H-M & D Farman, Billancourt. (1.5.31) 

2787 F-ALDB Farman 231 8/7239 
Soc Av. H-M & D Farman, Billancourt. (1.5.31) 

2705 F-ALDD Caudron 230 
Marcel Kraft, Paris. (23.2.31) 

2713 F-ALDE(2) Caudron 232 
Aero-Club de I'Algerie, Alger. (6.3.31) 

2714 F-ALDF Caudron 230 
Mile Maryse Bastie, Clichy. (6.3.31) 

2717 F-ALDG Caudron 230 
Club d'Aviation Legers des Flandres, Lille. 

2729 F-ALDH Caudron 230 
Club d'Aviation Legers des Flandres, Lille. 

2740 F-ALDI(2) Caudron 230 
Club d'Aviation Legers des Flandres, Lille. 

2741 F-ALDJ Caudron 230 
M.Pauillac, Lille (1.4.31) 

2756 F-ALDK Caudron 232 
Club d'Aviation Legers Wright-Leon Bollee, 

2757 F-ALDL Caudron 230 
Club d'Aviation Legers des Flandres, Lille. 

2758 F-ALDM Caudron 230 
Club d'Aviation Legers des Flandres, Lille. 

2719 F-ALDN Caudron 60 
Rene Caudron, Issy. (14.3.31) 
(c/n quoted as 61/6542 believed incorrect) 

2/6532 

46/6533 

3/6534 

4/6535 
(13.3.31) 

5/6536 
(20.3.31) 

6/6537 
(1.4.31) 

7/6538 

47/6539 
LeMans. (15.4.31) 

9/6540 
(15.4.31) 

11/6541 
(15.4.31) 

59/6542 

2701 F-ALDO(2) Caudron 60 60/6543 
Rene Caudron, Issy (20.2.31) 
(c/n quoted as 62/6543 believed incorrect) 

2702 F-ALDP Caudron 60 61/6544 
Rene Caudron, Issy. (20.2.31) 
(c/n quoted as 63/6544 believed incorrect) 

2703 F-ALDQ Caudron 60 62/6545 
Rene Caudron, Issy. (20.2.31) 
(c/n quoted as 64/6545 believed incorrect) 

2747 F-ALDC Hanriot 431 
M.Outhenin-Chalandre, Neuilly. (3.4.31) 

14 

2715 F-ALDR Caudron 60 
Rene Caudron, Issy. (6.3.31) 

2718 F-ALDS Caudron 60 
Rene Caudron, Issy (13.3.31) 

63/6546 

64/6547 
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Left: The first Farman 306 
F-ALEE was one of the last 
Farman tri-motors to enter com-
mercial service, initially with 
SGTA and then with Air France 
with whom it was named 
'•Bleuet". 
(via JM Collection) 

2730 F-ALDT Caudron 60 
Rene Caudron, Issy. (20.3.31) 

2742 F-ALDU(2) Caudron 60 
Rene Caudron, Issy. (1.4.31) 

2822 F-ALDV Caudron 125 
Rene Caudron, Issy. (1.6.31) 

unkn F-ALDX Caudron 59 
Ex Fr. mil. M. Assorin. 

65/6548 

66/6549 

10/6466 

14/121 

2693 F-ALDY Hanriot 141 342 
Ex Hanriot 14 of Fr.mil. Ministere de I'Air/Etat Francais; loan to 
Aero-Club d'Auvergne, Clermont-Ferrand. (9.2.31) 

2655 F-ALDZ Hanriot 14/22 332 
Ex Fr.mil. Etat Francais for Aero-Club de I'Aisne, St Quentin. 
(23.12.30) 

4436 F-ALEA(2) Vernanchet 600m3 Ballon 182 
Georges Ravaine, Colombes (28.10.35) 

2866 F-ALEB Farman 192 17/7234 
Societe des Lignes Telephoniques et Telegraphiques du Nord 
Africain, Paris. (6.7.31) Re-regd F-APEB, 19.8.35. 

3017 F-ALEC Morane 230 65 
Societe des Aeroplanes Morane-Saulnier, Puteaux (23.11.31) 

2844 F-ALED Morane 230 152 
Armand Esders, Paris. (18.6.31) (Later to F-ARRD ?) 

2910 F-ALEE(2) Farman 306 1/7240 
Societe Generale de Transports Aerien (SGTA), Paris. (4.8.31) 

3007 F-ALEF Farman 305 1/7241 
Societe Generale de Transports Aerien (SGTA), Paris. (9.11.31) 

3064 F-ALEG Farman 250 1/7250 
Societe Generale de Transports Aerien , Paris. (30.1.32) 

2799 F-ALEH Farman 230 8/7251 
Societe des Avions H-M & D Farman, Billancourt. (15.5.31) 

145 F-ALEI Salmson 2-A2 
Regd in original series, not replaced. 

35 

3217 F-ALEJ Farman 230 9/7256 
Societe des Avions HMD Farman, Billancourt. (29.7.32) 

2819 F-ALEK Farman 231 
Leon Marchenay, Casablanca. (29.5.31) 

10/7257 

2663 F-ALEL Zodiac 1200m3 balloon 180 
Societe Zodiac, Puteaux (8.1.31) 

3488 F-ALEM Farman 360 1/7258 
Societe des Avions HMD Farman, Billancourt. (16.8.33) 

unkn F-ALEN Farman 74 5 
Societe des Avions HMD Farman, Billancourt ? 

170 F-ALEO Salmson 2-A2 
Regd in original series, not replaced. 

F-ALEP Nothing known. 

2788 F-ALEQ Farman 231 
Guy Cloitre, Tiaret, Oran. (1.5.31) 

60 

2839 F-ALER Farman 291 

13/7261 

2/7262 
Vicomte de Sibour, Paris "Safari IV". (15.6.31) 

2764 F-ALES Morane 191 54 
Cie Aerienne Frangaise, Suresnes. (16.4.31) 

2763 F-ALET Morane 191 55 
Cie Aerienne Frangaise, Suresnes. (16.4.31) 

585 F-ALEU Breguet-Latecoere 14 
Regd in original series, not replaced. 

125 

To be continued. 

Left: The only example 
of the Farman 250 four-
passenger transport was 
F-ALEG. The design was 
a scaled-up version of 
the F.230 tourer with a 
380 hp Gnome-Rhone 
Jupiter but was basically 
unstable and was never 
used commercially, 
(via JM Collection) 
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and its derivatives 
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Farman F.194 (Hispano-Suiza HS 6Mb) 
The F.194 resulted from the installation of a Hispano-Suiza HS 6 Mb 
engine of 250 hp in the fuselage of the F.190. It was the only in-line 
engine used for this aircraft. Despite the extensive and costly publicity 
produced by the Hispano-Suiza company, it met with little success and 
only four examples were produced. 

F.194 n° 1,c/n[7150], F-AJID 

Employing the fuselage of F.190 no 29, F.194 no 1 was assembled in 
December 1929. It was test-flown by Coupet during December 1929 
and January 1930. Also in January, it undertook trials with the S.T.I.Ae, 
attaining a speed of 193 kph. At the beginning of February Rabatel, a 
former Great War pilot (in the Stork Squadron) who had become com-
mercial agent for the Hispano-Suiza company, planned a flight to 
Ethiopia at the end of the month accompanied by Lefevre and Lotti. At 
the end of the month, he commenced blind-flying instruction at Farman. 
Simultaneously, he undertook certification flights in F.190 no 1. 

At the beginning of March, Lefevre and Lotti abandoned the project in 

Above: F-AJID, the prototype F. 194, was used by Rabatel and Massot 
for a commercial marketing trip through Europe to Ethiopia in 1930. 
(Artwork: Michel Barriere) 

favour of a Mediterranean tour in a Potez 36. Rabatel was then joined 
by Henry Massot. 

On 7 March 1930, the aircraft, which had been purchased by Hispano-
Suiza, was registered in the name of Henri Rabatel with CdN/Cdl 2359. 
Lucien Coupet piloted it for trials on 25 March 1930. On 29 March, 
piloted by Rabatel and Massot, F.194 no 1 took off from Le Bourget on 
a marketing trip which took it to Ethiopia where a commercial war 
between French motor manufacturers was raging. Mrs Rabatel, on her 
way to see her mother in Athens, accompanied them for the first 
stages: Marseilles (30/03), Rome, Belgrade, Bucharest, Sofia (05/04) 
and Athens (07/04). 

The two pilots then continued to Addis-Ababa via Aleppo (11/04), 
Cairo, Atbara and Djibouti (13/04). They had to wait for overflight clear-
ance before arriving at Addis-Ababa where they stayed until 27 April. 
They were met by the Ras Tafari (later Emperor Hailie Selassie) to 
whom Rabatel attempted without success to sell the aircraft; failing 

that, they went hunting. 
They then returned to 
France via Djibouti 
(28/04), Port Sudan 
(29/04), Aswan, Cairo, 
Beirut (07/05), Athens, 
Salonica, Novi Sad, 
Bucharest (13/05), 
Warsaw, Berlin and 
Brussels before arriving in 
Paris on 17 May 1930, 
having flown 23,000 km. In 
July, Mr and Mrs Rabatel 
made a further trip to 
Central Europe. 

In September 1930, the 
aircraft was sold to Gilbert 

Left: F-AJIE undergoing 
trials at the hands of 
Henri Rabatel at 
Villacoublay in December 
1929. (Collection Michel 
Barriere) 
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Left: The prototype of the F. 194 was F-AJID, fitted with the Hispano-
Suiza HS 6 Mb engine of 250 hp. This photograph clearly shows the 
distinctive shape of the engine, (via JM Collection) 

Lane, a playwright and cinema screenplay author who wrote under the 
pseudonym Gilbert Leslie; he had been a French pilot in the American 
Expeditionary Corps and a member of the American Legion. It was reg-
istered to him on 2 October 1930. Lane's plan was to fly to Addis-Ababa 
with a single intermediate stop at Cairo, to make a film documentary on 
Ethiopia and the coronation of the Negus. He then planned to continue 
to Cape Town. To achieve this flight, he equipped the aircraft with large 
additional fuel tanks in the cabin. 

F.194 no 1 was delivered to him after conversion on 16 October, and 

Lane immediately departed to Londn to prepare for his trip. His pilot 
was Pierre Nicolas, known as Silverbaum, a young sergeant from the 
34th Aviation Regiment, who had recently been discharged. On 23 
October, they were at Croydon to conclude their preparations and take 
on fuel. 

On the morning of 24 October 1930, the aviators made seven attempts 
to take off from Le Bourget in their overloaded aircraft. On the instruc-
tions of the airport authorities, they reluctantly discharged 600 litres of 
fuel. At 12.30, the aircraft took off with difficulty in a strong crosswind 
and swung to the southwest. Attaining an altitude of 50 metres , it 
crashed in the centre of Le Bourget town into a court building. The two 
aviators were killed in the subsequent fire. The airport firefighters, who 
had been following their attempts to take off, arrived rapidly, and fortu-
nately there was only one injury on the ground. The aircraft was listed 
as destroyed in the census of 21 November 1930. 

A consequence of this accident was a ban on overweight take-offs at 
Le Bourget. Subsequent flights had to depart with reduced fuel loads, 
Istres becoming the usual official point of departure for such expedi-

LeftThe second F.194 as originally tested by Rabatel in 1929. 
(Collection Michel Barriere) 
Below: The same aircraft wearing the distinctive livery of the Shell 
Company in 1930 while being used by Le Brix. (Artwork: Michel 
Barriere) 
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F.194no2, c/n 7151, F-AJIE 

Above: F. 194 No 2 F-AJIE in its third and final colour scheme follow-
ing its rebuild by Farman with an F.199 fuselage. It carries the badge 
of the Aero-Club of North Indochina on the nose. (Artwork: Michel 

In November 1929, F.194 no 2, destined for Joseph Le Brix undertook 
its acceptance tests, amid press coverage of the proposed expedition 
from Paris to Saigon by Le Brix accompanied by Jacques and Violette 
de Sibour in this aircraft. In December, Coupet made several flights in 
F.194 no 2 F-AJIE, and in early January 1930 it was submitted to 
S.T.I.Ae at Villacoublay. It is painted silver at the time, but in April the 
press announced a contract between Le Brix and Shell under which the 
aircraft would be painted in the company's red-and-yellow colours. In 
mid-May this was completed and Le Brix took delivery. 

On 13 June 1930, F.194 no 2 was registered to the Societe Maritime et 
Fluviale des Transports de Petrole with the CdN / Cdl 2415, and then 
in October it was transferred to the company Petroles Jupiter, a Shell 
subsidiary. It was equipped with fuel tanks with a total capacity of 374 
litres and a metal propellor by Ratier. 

Le Brix used the aircraft for a series of visits to Shell stations Shell at 
French airfields, but above all for rallies and public-relations events. On 
12 June 1930, he took part in the South-East touring aircraft rally. On 
the 13th, he won the Bordeaux rally, covering the route Le Bourget -
Marseilles - Rochefort - Bordeaux, 1540 km, at the commercial speed 
of 126km/hr. 

In August, he toured Central Europe, passing through Belgrade on the 
29th. In October, he visited Portugal, accompanied by a mechanic. On 
the 8th, he was met at Alverca par Portuguese Air Force officers and 
visited Amadora air base. He departed Lisbon for Bordeaux on the 
11th, completing the flight in 5 hours and 10 minutes, at a speed close 
to 200 km/hr. 

killed in the crash of Trait d'Union 2 in the Urals. 

In 1932, the aircraft was seriously damaged at Saint Genies de 
Comolas (Gard), incurring 60% damage. It was rebuilt by Farman and 
equipped with a new radiator. At the end of September, it was being 
reassembled at Toussus. On 6 October 1932, it was registered to Air-
Service and repainted in Farman colours. During the week of 10 to 16 
October, it was certified by the Bureau Veritas. 

Thereafter the aircraft was employed by Air Service, the aviation oper-
ations arm of the Farman group. On 14 July 1933 it was flown Toussus-
le-Noble - Ostende and back by J. Burtin with 4 passengers including 
the jockey M. Elliott. On 14 August, it participated with F.193 F-ALGN 
in the air show at Plouescat; it was piloted by Desaleux and transport-
ed 4 passengers. During the summer, it was used for the rapid trans-
port of newspapers to the palaces of Deauville and Berck and the 
Channel coast. 

On 30 March 1934, it was registered in the name of Louis Thomas 
Hais. 

On 10 November 1937, it was registered to the Aero-Club of North 
Indochina at Hanoi. By this time it had been modernised, the fuselage 
sporting large rectangular windows. 

On 11 September 1938, it was inspected by Veritas at Gia-Lam with 
374 flying hours. Its subsequent history is unknown. 

F.194 no 3, c/n 7235, F-ALCU 

In 1931, during the preparations for the Trait d'Union expedition, Le Brix 
made little use of the Farman; on 11 September 1931, Le Brix was 

Below: F-ALCU, the third F. 194, belonged to the French State and was 
used to transport the French delegation to the Disarmament 
Conference at Geneva in 1930. (Artwork: Michel Barriere) 

F.194 no 3 was ordered by the French state for Commandant Jean-
Toussaint Fieschi.the military attache in China, and adviser to Chiang 
Kai-Shek. In December 1930 the aircraft was being assembled, and 
was test-flown on 18 December. Fieschi, however, did not take deliv-
ery. 

F.194 no 3 was taken on charge in 1931 by the 34th Training Division 

F-ALCU 
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at le Bourget and was considered as belonging to the head of the aero-
space industry. Imposed on a standard Farman livery was a tricolore 
flag on the fuselage aft of the wing. On 26 February 1932, it was regis-
tered to the French state with CdN 1973 / Cdl 3078 and the registration 
F-ALCU, and placed at the disposal of Andre Tardieu, President of the 
Council. It was used to transport VIPs participating in the disarmament 
conferences taking place in Geneva, in particular Paul Boncour, 
Minister of Foreign Affairs and vice-president of the French delegation. 
On 4 March, the F.194 took Boncour from Geneva to Orly, piloted by 
Lieutenant de Vaisseau Hamel. 

On 5 January 1933, the F.194 flew to Villacoublay, piloted by warrant 
officer Carette. In 1936, it suffered an accident at Vichy in unknown cir-
cumstances. It was then painted in Farman blue and silver livery, with 
no distinctive markings. It is possible that it was no longer employed on 
technical missions on behalf of S.T.I.Ae. Whatever the case, its sub-
sequent fate is unknown. 

F.194no4, c/n?, EC-AAR 

In September 1931, an F.194 was tested and accepted by Coupet. 
F.194 no 4 had been purchased by Jose Canudas Busquets, owner of 
an airfield and an aviation company situated at El Prat de Llobregat. At 
the beginning of September, the aircraft completed its tests and was 
delivered to Portal. 

On 27 September 1931, Canudas flew it from Toussus-le-Noble to 
Barcelona; he was accompanied by his wife, the pilot Jose Maria 
Carreras, and by two representatives of the Aeronautical Club of 
Catalonia, Alfredo Domenech and Adolfo Subirana. 

With an unknown construction number, F.194 no 4 was registered EC-
AAR. On 3 October 1931, after an official presentation to the authori-
ties and the press, the Farman was named Manuel Colomer, a Catalan 
pilot who died crossing the Mediterranean, by the latter's sister, the 
aviator Maria Pepa Colomer. The ceremony was followed by an inau-
gural flight along the Mediterranean; the F.194, piloted by Canudas, 

Above: F. 194 no 4 in its final livery after requisitioning by Alas 
Rojas during the Spanish Civil War. It was abandoned at Nice 
in August 1936 following the bizarre incident related in the text. 
(Artwork: Michel Barriere) 

symbollically carried the 'godmother' of the aircraft, Mrs Montserrat, 
Maria Pepa Colomer, M. Ventallo, who represented the mayor, and a 
journalist. Subsequently demonstration flights were offered to the 
authorities and the journalists present. On 8 November, the Aero Club 
organised a free flight to the Costa Brava, the aircraft landing at 
Figueras where it undertook publicity flights all day. Thereafter, the 
Farman flew regularly each weekend, giving demonstrations or tourist 
flight, sometimes for free, over Barcelona or along the coast. 

Canudas intended the aircraft to establish a commercial link between 
Barcelona and Andorra, connecting the international airport of El Prat 
with Llobregat and Seo de Urgel where, in November 1931, a munici-
pal aerodrome was built, as well as three or four diversion fields en 
route. On 19 February 1932, Canudas obtained a non-exclusive con-
cession on the route for which a passenger service (at a tariff of 75 
pesetas from Barcelona to Seo de Urgel) and a cargo service (for 2 
pesetas per kilo) would be provided by the Farman and other aircraft at 
the airfield; mail transport was offered at the standard tariff once the 
route had been operating regularly for two months. This operation con-
tinued for some time, but traffic was insufficient to ensure the eceo-
nomic viability of the project. The Farman was no longer available for 
rallies or tourist flights along the Mediterranean coast. 

In 1935, the Farman was registered to the "Cooperativa de Treball Aeri" 
(air travel cooperative, a group of aero clubs and privately-owned air-
craft in Catalonia set up by Jose Canudas). 

On 2 January 1936, F.194 EC-AAR, piloted by Carreras, accompanied 
by his mechani Lorenzo Fornes and carrying as passengers Mr and 
Mrs Jover, set out for Spanish Guinea. Passing through Alicante 
(02/01), they reached Colomb-Bechar in Algeria on the 3rd after a stop-
over at Oran. They stayed for 48 hours for maintenance and while they 

awaited permission to cross the Sahara. On the 7th, 
they were at Reggan and then on the 8th arrived at 
Gao via Bidon, continuing on the 9th to Niamey and 
Cotonou. After flying Cotonou - Lagos - Douala on the 
10th, they arrived at Bata on 11 January. On 22 
January, departing from Bata, they landed at midday at 
the airfield of Santa Isabel; they departed the following 
day at 10 am for Bata, transporting the Governor-
General of the colony. There followed trips to Fernando 
Poo, Yaounde and Douala. On 27 February, with Jose 
Navarro, Director of Forestry, as passenger, they flew 
to Fort Lamy, reaching Zinder on the 28th and Gao on 
the 29th. On 1 March, they crossed the Sahara via 
Bidon and arrived at Reggan on the 2nd, then on 3 

Left: A rare photograph of the F. 194 EC-AAR after it 
was pressed into service in the Spanish Civil War. It 
is possible to see the end of the 'Cooperativa de 
Treball Aeri' titles on the left. The aircraft is being 
guarded by a member of the Republican militia 
seated on a vehicle bearing the titles Alas Rojas and, 
on the roof Aviacion del Pueblos, (via JM Collection) 
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Above: An unidentified F. 195 of the Venezuelan Air Force flies 
over the Venezuelan countryside c.1930 in the armed recon-
naissance role - note the exposed position of the machine-
gunner, (via JM Collection) 

March arrived back at Barcelona via Oran. 

In May 1936, the Farman participated in the Madrid National Rally. 

At the outbreak of the Civil War, the aircraft was requisitionned; used 
by the "Alas Rojas", it was based at Sarihena. In August 1936, the 
Farman featured in a bizarre and largely unexplained incident. On 
Sunday 16 August 1936 at about 15.30, a light blue monoplane with red 
stripes landed in the Toulouse area near the property of the Count de 
Palaminy, editor of the newspaper I'Express du Midi, a man of the polit-
ical right and little suspected of sympathy with the Spanish 
Republicans. The pilot unloaded two crates which he hid with the aid of 
two children, indicating that he would return for them that evening. At 
20.30 the crates, discovered by the Count de Palaminy, were trans-
ported to the gendarmerie; they had originated in a military depot in 
Barcelona and contained ammunition for the Mauser rifles used by he 
Spanish Army. The same day, the Catalan pilot Joan Balcells made a 
one-hour refuelling stop at Toulouse prior to departing to San 
Sebastian. The fog, and fear of running out of fuel, would have 
enforced this stop while flying along the Pyrenees in Basque territory. 
His aircraft, with markings similar to those seen earlier, was identified 
by the police as being the Gil Paso GP-2 EC-EEB belonging to Ramon 

Torres. The prevailing hypothesis is that he had prudently unloaded his 
cargo while he refuelled, with the intention of returning to it later, but 
that he abandoned this plan fearing discovery. A legal proceeding for 
infringement of customs regulations was later brought before a local 
court but it came to nothing. 

On the following day, 17 August, Balcells' passport was stamped at 
Perpignan prior to his departure back to Catalonia. Given the climate of 
the time, the failure of his mission would certainly have placed him a 
delicate personal situation on his return. He was seen at Lerida 
between 18 and 21 August, coming from Sarihena at the controls of 
Farman EC-AAR; on the pretext of needing to turn the aircraft into the 
wind, he asked the Civil Guards accompanying him to dismount and 
hold the wing-tips. He promptly took off towards the Mediterranean 
coast. 

On 20 August at 18.00, the Farman EC-AAR landed at Nice near 
California. Joan Balcells, who was piloting it, was not under suspicion, 
as his passport had been validated on the 17th at Perpignan, where he 
had claimed to have lost the aircraft's documents. Citing the need to 
shave, he abandoned the Farman and escaped the police; he presum-
ably reached Italy by train. 

Below: The second F. 195 of the Venezualan Air Force. With no 1, it 
participated in a National Day display in 1930 in this livery. 
(Artwork: Michel Barriere) 
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On 22 September, The Catalan government sent the pilot Enric Cera to 
Nice to recover the aircraft. F.194 EC-AAR was probably destroyed 
soon after. On 12 November 1940, F.194 no 4 EC-AAR was cancelled 
from the Spanish register. 

Above: F. 195 No 1 of the Venezuelan Air Force, seen here with the 
machine-gun turret installed, was destroyed in a landing accident on 2 
February 1931 at Barquisimeto, killing Venezuelan aviation hero: 
Lieutenant Vicente Landaeta Gil. (Artwork: Michel Barriere) 

Farman F.195 (Salmson 9Ab) 
The development of the Farman F.195 was undertaken in response to 
a request from Venezuela, who ordered 6 exemples in 1930. It was the 
F.192 militarised by adding a small turret on the top of the fuselage and 
two bomb-racks. 

Two aircraft appear to have been constructed and delivered in June or 
July. At the beginning of August, 3 other F.195 were accepted and a 
fourth was under construction. It was accepted on 10 August, then dis-
mantled for delivery. 

In Venezuela, these F.195 were used by the Escuela de Aviacion 
Militar (School of Military Aviation). They were painted in French-style 
green camouflage and numbered from 1 to 6. In a film made on the 
occasion of an inspection by the Head of Aviation, and the air display 
which accompanied it, you can see Venezuela's newly acquired air-
craft, notably the Breguet 27, Late 28 and F.195 numbers 1 and 2. 

The F.195 rapidly acquired a bad reputation; after two fatal accidents 
which claimed the national aviation heroes Vicente Landaeta Gil and 
Manuel Simon Rios, they were rejected by the Air Force for the role of 
trainer. 

In 1932, the 4 surviving F.195s were issued to the transport wing of the 
Air Force, responsible for transporting mail and humanitarian missions 
in remote locations. They completed 136 flights, covering a total of 
44,000 km in 545 flying hours over 4 months and transporting 8 tonnes 
of mail and cargo. One of them was destroyed during this period. 
Subsequently employed to set a military postal system following the 
collapse of Aeropostale and the withdrawal of Air France, they 
achieved a relative notoriety on these missions. 

! 
F.195 n° 1 

For Venezuelans, this was the most infamous F.195. It was destroyed 
in a landing accident during a flight from Maracay to Barquisimeto on 2 
February 1931. The pilot, who did not survive the accident, was a 
Venezuelan aviation hero: Lieutenant Vicente Landaeta Gil. The air-
craft was carrying 3 pasengers, Lt Julio Fortoul, Sub-Lt Alfredo Garcia, 
and Mechanic Angel Stopello, all killed. It was the first fatal aviation 
accident in Venezuela and the first to be the subject of an official 
enquiry. It was led by Robert Guerin, a French officer, technical adviser 
to the Venezuelan Air Force. His report concluded that the accident 
was caused by bad weather. The air base at Barquisimeto was then 
renamed in honour of the pilot. 

c 

F.195n°2a6 

F.195 nos 2, 3 and 4 were certified by Veritas during July and August 

Air-Britain Archive, published in the UK by Air-Britain (Historians) Ltd 

1930, no 4 being inspected in mid-August. Once accepted, the aircraft 
were dismantled for delivery. Nos 5 and 6 were probably delivered in 
October. The time of the F.195s in Air Force service was littered with 
accidents, two of which caused the destruction of the aircraft and the 
death of crew members. We can list the accidents, but the identity of 
the airframes involved is generally not known : 

F.195 n° ?, accident in 1930 

An F.195 suffered a minor accident in 1930 on take-off from the airfield 
of Bolivar, the stabiliser having hit a tree. The pilot, the sole occupant, 
was Captain Manuel Rios. 

F.195 n° ?, accident in 1930 

This aircraft suffered a minor accident (rudder jammed by a machine-
gun belt) at Macarai'bo in 1930. The pilot, Sub-Lt Jesus Zafrane, was 
accompanied on that day by Robert Guerin. 

F.195 n° ?, destroyed on 24/04/31 

In the spring of 1931, the loss of a second aircraft sealed the fate of the 
F.195 in the minds of Venezuelans because it caused the death of a 
major "figure" in national aviation. The aircraft, whose serial is not con-
firmed, crashed on 24 April 1931 in Lake Tacaruiga. The pilot, Manuel 
Simon Rios, was seriously injured and did not survive the accident. It 
took rescue teams 32 hours to reach the aircraft. The passenger, SubLt 
Jose A. Montalve, who was injured, was beside Captain Rios on the air-
craft's wing which was floating on the lake. The body of mechanic 
Arturo Betancourt was recovered two days later. The accident was 
attributed to bad weather and engine failure. 

F.195 n° 5 ?, destroyed on 12/12/32 

The third F.195 to be lost crashed nearChoroni on 12 December 1932. 
The crew, consisting of the pilot, Lt Antonio Maria Villegas, three 
mechanics, Charles Guivy (instructor), Juan Hurtado and Tulio 
Valencia, and the radio-operator Cesar Murraciole, was reported 
mising on return from a delivery flight Maracay - Tucaca - Maracay 
intended to repair an aircraft damaged at Tucaca on 9 December. The 
last radio message reported bad weather. Fishermen saw the aircraft 
fall from the sky near Choroni on 12 December at 15.30. It was not until 
24 December that rescue teams found what remained of the aircraft 
and crew: part of the engine, the Radio Operator's watch chain and a 
few other remains. 

to be continued.. 
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COVER PHOTO 
This issue's cover photo is of Douglas DC-7 
N73675 of International Airlines Inc. It illus-
trates Mike Draper's article about the contribu-
tion of Burt Katlin to aviation activities in Africa 
in the 1960s, the sequel to his earlier article 
about Hank Wharton. (Courtesy Ralf 
Manteufel) 
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HEAD-ON VIEW - WHAT IS IT? Number 48 

The next Head-on-View subject is a 3-seater with retractable undercarriage designed in secret 
during the war and placed in production when peace came. A few are still flying today. More details 
in the next issue, (via JM Collection) 

In this issue .. . 
This year's second edition includes two one-off 
articles and the first of a new series, as well as 
continuing with a number of well-established 
topics. 

2013 marks the 80th Anniversary of the first 
flight of the DC-1, precursor of perhaps the 
most successful transport aircraft of all time. 
Michael West provides a brief account of its 
origins and development. 

Mike Draper returns to the theme of enterpris-
ing American aviators in the 1960s by telling 
the colourful story of Burt Katlin, one of Hank 
Wharton's collaborators. 

Gliders have not been very well covered in 
Archive in the past so I am very pleased to 
present the first instalment of Richard 
Cawsey's history of gliding in Britain up to the 
outbreak of the Second World War. In this 
issue he reviews early developments up to the 
1922 Daily Mail Competition at Itford, with 
some scarce period illustrations. 

Martin Best's long-running series on the 
history of civil aviation in China has generated 
lively debate and much additional research. In 
this issue's Feedback section Martin adds to 
what was known at the time of publication of 
the first 13 parts. 

Michel Barriere's history of the Farman F.190 
series continues, as do the historical registers 
of pre-war France and post-war Yugoslavia. 

I am pleased to say that I have received a 
number of offers for new articles and series 
which should appear in upcoming issues. I am 
always keen to receive more! 

Thanks again to all our authors, and to Dave 
Partington for trawling his extensive archives 
to supply suitable illustrations yet again. 

Robert Swan 

APOLOGY 

The editor would like to apologise for the inadvertent publication in the Spring issue of a draft 

version of Part 17 of Martin Best's series on the Development of Civil Aviation in China rather than 

the intended final version of Part 17A owing to a misunderstanding. As a result, Part 17B has been 

cancelled by the author and any information which would have appeared in that part will feature 

in a future Feedback section. 
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Above: Lef L-200D Morava (L-200 L/b/sJ c/n 171418, Litis c/n 304-24 
(later 305-05), YU-BBI, Aerocentar Varazdin, Varazdin, Croatia, 
Yugoslavia, early eighties (Artwork ty O. Petrovid) 

With thanks to the following for their contributions to this issue: 
John Wegg, Vojislav Jereb and Ognjan Petrovid. 

The post-war Yugoslavian Civil Aircraft Register (continued) 

YU-BAA series: 3. Non-airline singles and twins, from 1959 (con-
tinued). 

YU-BAZ Utva60AG 00680 28.1.64 
Built .63; Zrakoplovni centar Osijek, CofR 503; crashed 
25.5.66; wfu, regn eld at owner's request 2.12.66 

YU-BBA Piper PA-25-235 Pawnee 25-2403 1.2.64 
Built .63, ex N6828Z; Pan Adria, CofR 504; crashed 
1.4.64, cancelled; restored as YU-BKH 22.1.76. Sold as 
HA-MJB. 

YU-BBB Piper PA-25-235 Pawnee 25-2424 1.2.64 
Built .63, ex N6815Z; Pan Adria, CofR 505; AC "Z. 
Zrenjanin", Zrenjanin, Serbia, 6.12.74; Re-regd SL-DBR, 
S5-DBR. 

YU-BBC Piper PA-25-235 Pawnee 25-2437 1.2.64 
Built .63, ex N6830Z; Pan Adria, CofR 506; To Trans-
Adria, then to PA Zagreb 10.1.85; Re-regd RC-BBC .92; 
9A-BBC, T9-RCA, E7-RCA, 9A-BDJ 

YU-BBD Let L-200D Morava 171229 20.6.64 
Built .64; Pan Adria, CofR 519; crashed 29.10.65; regn eld 
on Panadria request 8.2.66. 

YU-BBE Let L-200D Morava (L-200 Libis) 1714xx 10.8.64 
Libis-assembled, .64; Libis c/n 300-20 (originally), later c/n 
301-01 (adopted from the end of 9.64); Pan Adria, CofR 

Below: Piper PA-25-235 Pawnee c/n 25-2424 YU-BBB (M. Micevski) 

520; AC "Zagreb", Zagreb 15.3.68; Visa zrakoplovna skola 
(VZS) or Higher Air School, Zagreb 1973/74; Obrazovni 
Centar Zrakoplovne skole (OCZS) or Air School 
Educational Center, Zagreb, 1.4.77; regn eld on OZCS 
request 28.5.80; wfu, preserved Zagreb .92. 
Note: Total of 5 Let L-200Ds series 14 (s/nos 171411, 
'412, '413, '418 and '420) imported in kit form and assem-
bled by Libis Lubliana under the domestic designation L-
200 Libis and Libis own c/nos. YU-BBE and YU-BBH 
assigned to c/nos 171413 and 171420, or vice versa (no 
proved info about that). 

YU-BBF Let L-200D Morava (L-200 Libis) 171411 1.9.64 
Libis-assembled, .64; Libis c/n 301-21, later 302-02; Pan 
Adria, Zagreb, CofR 521; AC "Zagreb", Zagreb 15.3.68; 
AC "S.BIoudek" Lubliana .78; re-regd SL-CAH, S5-CAH 
eld 4.98, HA-LDG 

YU-BBG Libis L-200D Morava (L-200 Libis) 171412 25.9.64 
Libis-assembled, .64; Libis c/n 302/22, later 303-03; Pan 
Adria, CofR 522, CofA 16.9.64; AC "Zagreb", 15.3.68; 
VZS\ Zagreb, 1973/74; wfu, cancelled. 

YU-BBH Let L-200D Morava (L-200 Libis) 1714xx 17.10.64 
Libis-assembled, .64; Libis c/n 303-23, later 304-04; Pan 
Adria, CofR 523; crashed (catastrophe) 25.6.66; wfu and 
eld by Pan Adria 19.12.67 

YU-BBI Let L-200D Morava (L-200 Libis) 171418 10.7.65 
Libis-assembled, .64; Libis c/n 304-24, later 305-05; 
Yugoslav Federal Police, Belgrade, CofR 524, CofA 
1.4.65; Yugoslav Government, Belgrade 11.1.67; JAT 
School Center, Belgrade 4.12.69; AC "Osijek", 21.4.76; 
ZC Varazdin, 18.7.77; cancelled .90, sold as OK-RHH to 
Olimex. 

YU-BBJ PZL-M Antonov An-2 1G-4930 18.8.64 
Ex SP-ANL. "Agrohemizacija", Skoplje, CofR 528; Burnt in 
accident at Staro Dubrovo runway, 8.4.69; wfu .69 

YU-BBK Let L-200D Morava 171230 21.8.64 
Built .64; AC "Stanko Bloudek", Lubliana, CofR 529; the 
first Yugoslav CofA 26.5.70; destroyed in catastrophe 
23.8.78; regn eld on AC request 20.11.79 

YU-BBL AeroAe-145 19-011 24.8.64 
Built .64; ferry regn OK-190-11; AC Ajdovscina, Slovenia, 
CofR 530, CofA 9.11.64. Damaged landing at Ajdovscina 
8.86, stored, then restored. Re-regd SL-DAJ .92, S5-DAJ, 
then OK-DAJ. 

YU-BBM PZL-M Antonov An-2 1G-5123 20.10.64 
"Avioservis", Osijek, CofR 531; PA Osijek 1968/69; loaned 
to JAT 8.73; damaged 28.6.89; regn eld on PA request 
22.6.90; believed used for spares 
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Left: 
Beechcraft 
B55 Baron 
c/n TC-819 
Y U -B BY , 
Belgrade, 
1970s (M. 
Micevski) 

YU-BBN PZL-M Antonov An-2R 1G-5126 20.10.64 
Ex SP-ANI (2); "Agro Avio Servis", Osijek, CofR 532; PA 
Osijek 1968/69; damaged by rocket attack, Varazdin 
15.9.91. Cancelled. 

YU-BBX Piper PA-25-235 Pawnee 25-2808 .64 
Ex N7069Z; Pan Adria, CofR 543; crashed 29.12.67 
Budimci Village, Osijek; regn eld on Panadria request 
18.9.69. 

YU-BBO 

YU-BBP 

YU-BBR 

YU-BBS 

YU-BBT 

YU-BBU 

YU-BBV 

YU-BBW 

PZL-M Antonov An-2R 1G-5127 20.10.64 
Built .64; ex SP-ANL (4); "Agro Avio Servis", Osijek, CofR 
533; PA Osijek 1968/69; regn eld on PA request 10.11.80. 

PZL-M Antonov An-2R 1G-5128 20.10.64 
Ex SP-ANN (2); "Agro Avio Servis", Osijek, CofR 534; PA 
Osijek 1968/69; loaned to JAT 8.73 (loaned); damaged 
8.6.84; regn eld 11.6.85 by Federal officials; derelict at 
Osijek, .92. 

Boeing Stearman 
Ex 41-25599; JAT PA, 
Bavaniste, Vrsac; regn 
Belgrade 7.71. 

75-3106 .65 
CofR 535; damaged 8.5.69 

eld 27.1.70; wreck noted at 

Regn assigned in advance to Piper PA-25-235 (with CofR 
538), but not used. 

Boeing Stearman 75-3716 .65 
Ex BuNo 37979; PA JAT, CofR 539; crashed 3.4.68 
Dobanovci village, Serbia; wfu and regn eld on JAT 
request 18.4.68 

Boeing Stearman 75-4928 9.4.65 
Ex BuNo 55691; quoted in register as 75-12347, PA JAT, 
Belgrade, CofR 540; crashed 22.4.70 Jabucki rit, 
Pancevo; wfu 12.9.70, cancelled. 

Piper PA-25-235 Pawnee 25-2896 6.64 
Built .64, ex N7111Z; Pan Adria, CofR 541; wfu 23.1.79, 
cancelled. 

Piper PA-25-235 Pawnee 25-2936 8.5.65 
Ex N7142Z; Pan Adria, CofR 542; crashed 2.7.76 Budimci 
village, Osijek; regn eld on Panadria request 12.01.77; 
wfu. 

YU-BBY Beech B55 Baron TC-819 20.12.65 
Built .65, ex (HB-GBZ) reserved but ntu; Yugoslav Federal 
Police, Belgrade, CofR 547; Yugoslav Government 1.1.67; 
AC Lubliana 1.3.73; wfu, cancelled. 

YU-BBZ Utva 65P Privrednik 00691 .65 
Prototype, ff 8.6.65; Utva PA, CofR 548; AC "Mlada krila", 
Sombor, Serbia; regn eld on Utva PA request 28.9.79; wfu 

To be continued 

LYCoimtva 

TOD: Let L-200D Morava (L-200 
Libis) c/n 171411, Libis c/n 301-
21 (Later 302-02), Pan Adria, 
Belgrade, mid eighties (M. 
Micevski) 
Above: Utva 66P Privrednik c/n 
0691 YU-BBZ, Utva factory, 1965. 
The first prototype of Utva 65 
family. Note JAT emblem on the 
tail, although aircraft not officially 
used by this company (Utva) 
Left: Although it arrived too late for 
the last issue, this profile of short-
lived Utva-56 YU-BAF is an excel-
lent illustration of a rare aircraft 
(Artwork by O. Petrovib) 
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Burt Katlin's Story 
True to the indomitable nature of non-scheduled operations in the 1960s and 
having played a minor role in several of Hank Warton's escapades, Burt Katlin 

now takes centre stage. 
Based on Katlin's own recollections as relayed to and recorded by Michael Draper. 

At times highly lucrative, yet unpredictably unstable would best 
describe US non-scheduled charter operations during the 1950760s It 
came, therefore, as little surprise when, in the Fall of 1958, Burt Katlin 
was told that he was about to be furloughed until charter work picked 
up again in the following Spring. 

Burton "Burt" Katlin gained his Navigator's wings with the USAF and 
later joined Seaboard & Western Airlines as a junior navigator, but the 
news he received signalled that perhaps it was time to pull out of flying 
and take on a more stable ground-based role. To that end, and clearly 
with his navigational skills to hand, he successfully applied for a posi-
tion with Bendix Aviation, New Jersey to join a team developing auto-
pilot systems. But only the night before he was due to start with Bendix, 
Burt took a call from a former USAF colleague, Ed Siegman. 

Siegman was chief navigator for American International Airways, a 
newly-formed small US charter airline, based in Brussels. If he could 
get to New York's Idlewild airport first thing the next morning, Siegman 
suggested, Burt could hitch a ride aboard an AIA DC-4 and start as a 
navigator with AIA as soon as he landed in Brussels. To quote a 
modern anachronism, it was a "no brainer" and, after explaining his 
predicament to Bendix, Burt arrived at Brussels on 15 February 1959 

American International had been formed by a group of former Slick 
Airways pilots, including Urban "Ben" Drew, his brother Earl Drew and 
Roy Granger. (Note 1) The company began operations in 1958 with just 
one former Slick DC-4; by the time Katlin joined they had doubled their 
fleet and within the year the company fleet was said to have increased 
to eleven DC-4s, most of which were contracted to USAF/MATS work. 
(Note 2) 

Ben Drew was appointed company president; Earl had taken the role of 
Vice-President, Willis "Bill" Kennedy became chief pilot whilst the chief 
navigator role was held by Alex Merrick. Katlin would find himself reg-
ularly rostered with one of two company captains, Lucien "Lou" Pickett 
and Henry "Hank" Copes, both of whom would eventually feature in the 
Biafra story. 

Above: During 1966 International Airlines Inc took a short-term lease 
on DC-7 N73675. An enforced technical delay at Tokyo in September 
1966 denied Bud Katlin the chance of joining Hank Wadon on his ill-
fated gun-running flight to Eastern Nigeria. N73675 is seen landing at 
Berlin-Tempelhof on 17 July 1966. (Coudesy Ralf Manteufel) 

American International's specialty was long-haul freighting and often 
involved crews remaining on station for several weeks at a time. By 
today's standards, the "time on station" was grueling and certainly not 
a job for novices. The extract shown below from Burt Katlin's log (relat-

17.6.59 

18.6.59 

19.6.59 
20.6.59 

21.6.59 
22.6.59 
23.6.59 

24.6.59 

25.6.59 
26.6.59 

27.6.59 
28.6.59 
30.6.59 
1.7.59 

2.7.59 

New York - Gander 
Gander - Keflavik (Iceland) 
Keflavik - London 
London - Paris 
Orly (Paris) - London Gatwick 
London (Gatwick) - Athens (Greece) 
Athens - Bahrein Island 
Bahrein - Bombay (India) 
Bombay - Hong Kong 
Hong Kong - Bangkok (Thailand) 
Bangkok - Calcutta (India) 
Calcutta - Karachi (Pakistan) 
Karachi - Aden (Yemen) 
Aden - Cairo (Egypt) 
Cairo - Nicosia (Cyprus) 
Nicosia - Bahrain 
Bahrain - Bombay (India) 
Bombay - Bangkok (Thailand) 
Bangkok - Hong Kong 
Hong Kong - Singapore 
Singapore - Bangkok 
Bangkok - Bahrain 
Bahrain - Athens 
Athens - Basle 
Basle - Brussels 

8.46 hrs 
8.50 hrs 
6.00 hrs 
1.37 hrs 
1.40 hrs 
8.54 hrs 
9.47 hrs 
8.00 hrs 
14.00 hrs 

5.25 hrs 
7.01 hrs 
8.31 hrs 
8.22 hrs 
2.26 hrs 
6.08 hrs 
7.50 hrs 
8.55 hrs 
5.53 hrs 
8.16 hrs 
Unrecorded 
Unrecorded 
Unrecorded 
Unrecorded 
Unrecorded 

2013/053 



N/bM-oif-

. KPiNQ 

LI.A.U. Ann*x 9 Appendix \ 
(OUTWMD/KWAXU) 

• n « r - S f t t J ^ A J f i 

lfW> «*- Cnoury) 
. V «ntry tt__ (.£»?*»M>VII H - E . 

(Heu W Coim«r*) 

y v i t t s ; CTOggt-' 
D f C I - i S t f l l - U i 

K* dhiiwaUnc of tof'tof r M m n , 
, i™#, •H.tkfA ovnot rt>. ll^rtt Una ^ ^ 

ITINERARY O f AIRCRAFT 
(C«i—ndnj wk*Ro«W cf Or%ln o* tWi Hljni Ha.) 

PKUUUTiON Of HEALTH 

mm en f * r d d«rtne A t «*jht 

b (uirf. * v N"t vW ••*-&>. plefi ti. winruL—li 
ind piutc pfwJ-jxu. aiKurw of iwcuni, (unxji 
M M , ««M>i« al rail Mtd ferdtiur on board 
•*ft»a hf Slav *i arn-aij 

Tima of D*pww»_ 

Tim* of Arrwil 

CREW MANIFEST 

-pre. 
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Left: Burt Katlin 
helped Hank 
Warton out on a 
number of occa-
sions and was 
vital in clearing 
the lease of 
G e o r g e 
Batchelor's DC-4 
N6404. For the 
transatlantic 
crossing, Burt is 
shown on the 
Flight Schedule 
as Navigator 
whilst Hank's 
wife, Birke, acted 
as Purser! 
(Michael I Draper 
Archive) 

ing to 
N88939, 
from 
Airways) 
testament 
conditions 

C-54 
leased 

Slick 
bears 

to the 
facing 

these crews. 

Many of the sectors shown above were flown by what was described 
as a "heavy crew". For example, from 17 June the crew consisted of 
Captain Keeler, John Connell (relief captain), Bob Callodine (co-pilot), 
Gene Moberg (navigator) and Burt Katlin (navigator). A partial crew 
change at Gatwick on 20 June saw Richard Hatfield take over as 
captain, with Dick Johnson (relief pilot), Jim Connell (co-pilot), and 
again two navigators, Gene Moberg and Burt Katlin. After making two 
freight flights to India, N88939 was then flown empty to Singapore 
where it uplifted a number of Malayan jungle animals, destined for a 
zoo in Switzerland. 

The company carried a lot of strange cargoes during its time of global 
flying. But few jobs caused crews more concern than air-freighting 
thousands of rhesus monkeys from the Far East back to the US. They 
were a valuable cargo as all were destined for American laboratories to 
help produce vaccine for the treatment and prevention of polio. More 
often than not, a single load would involve up to 1,800 monkeys, all 
confined to small wooden cages. There was, of course, a downside; the 
fumes generated by a large number of monkeys urinating within such a 
tight space stifled the cabin air to an unbearable level, especially when 
staging through the hot climates of India, Pakistan or Dubai. Because 
these aircraft were non-pressurised, all of these flights were generally 
restricted to 8,000ft. To provide some meager relief for the crew, the 
furthest rear windows on both sides of the fuselage were removed 
beforehand and replaced by an open funnel that allowed, not just the 
pungent odour and obnoxious fumes to escape, but also enabled their 
handlers to get rid of dead monkeys over the ocean! 

Intercontinental US Inc and Interocean Airways 

Burt Katlin had an ear for good jazz. So much so that when stopping 
over at New York he would head for the New Yorker Hotel which, situ-
ated on 8th Avenue and 34th Street, offered an ideal base for seeking 
out good jazz. On one stopover, in 1961, Katlin learnt that the Harry 
James Band was in town and playing at a nearby club on nearby 
Lexington Avenue and 45th Street. Sam Firmature, the band's lead 
saxophone, was an old friend from Aviation Cadets and later in the US 
Air Force. For several days and nights Burt accompanied the band on 
a series of gigs at New Jersey colleges. New York night life had much 
to offer. However, rumours began to emerge that American 
International had stopped paying their bills. 

Anxious that American International would be unable to pay his 
increasing hotel bill (as well as for crew members Chris Rademaker 
and Marie-Jean Pieters), Burt called Earl D. Reese, a lawyer from 
California and who had become the airline's new President. Although 
he received an assurance that their hotel account would be settled in 
full the rumours continued to persist. Eventually, the company's certifi-

cate was withdrawn, a factor that inevitably led to the closure of the 
company. (Note 3) 

At the same time that American International was going bust, so a new 
charter company, Intercontinental US Inc was being formed in New 
York. The driving force behind the new company was its President, 
John "Joe" O'Connell. The four principle investors, each with a 25% 
share, were Henry "Hank" Pransky and three lawyers, Lawrence M 
Kesselman, Benjamin B Peck and Bernard Goldberg. Burt Katlin 
promptly made contact with O'Connell and was immediately offered a 
position in the new set-up which, he learnt, was planning an operating 
base at Brussels. 

Burt remained in New York for another three weeks before returning to 
Belgium. Technically, he was still employed by American International 
but on arriving in Brussels he found that, not only was the Melsbroek 
office closing down, but that there was no money left to meet the final 
month's salary cheque. 

Just as American International was closing its Brussels office, a new 
building was under final construction on the site of the old downtown 
Brussels North Station. It was almost complete and, at that time, the 
29-storey block was one of the tallest skyscrapers in Europe. This 
modern structure was designed with offices at the front and an apart-
ment complex to the rear. It just seemed right that Katlin should secure 
a tenancy and for the next thirty years the Center International Rogier 
building became both office and home. He was joined shortly after-
wards by "Hank" Pransky who, on seeing the block, rented an office for 
Intercontinental on the 4th floor of the same building. Pransky also 
brought news that Joe O'Connell had won approval for an additional 
airline certificate from Luxembourg and asked Burt Katlin to go to 
Luxembourg and help set up an office there for the new company, 
named Interocean Airways. Lou Pickett was taken on as Interocean's 
chief pilot. Hank Warton also flew occasionally for Interocean; he and 
Burt were long-standing friends since both had flown with American 
International. (Note 4) 

Interocean Airways began operations with a DC-4 (C-54A), N30069, 
leased from Transocean. A second aircraft, DC-4 (C-54B) N30045, was 
purchased from Intercontinental US in July 1960, followed by a third, 
TF-IAL, from Loftleidir a month later. By the end of the year, al! three 
had been transferred to the Luxembourg register as LX-ABC, LX-IOA 
and LX-IAL respectively. 

Much of Interocean's business was typical of non-scheduled opera-
tions. However, one occasion still sticks firmly in Katlin's memory. It 
was in mid-1960 when he was instructed to take a commercial flight to 
Rome and make contact with Sehor Cammelletti, the company's, han-
dling agent in Italy. Commelletti directed Katlin to a small but comfort-
ably modern hotel in a hilly residential area of Rome; that he should 
check in and simply wait until his aircraft arrived. The Interocean DC-4 
was expected, the agent had explained, within two or three days but for 
reasons never fully explained, the two-to-three days became two 
weeks. Katlin passed the time visiting ancient Roman sites, churches 
and museums by day and frequenting restaurants and night-clubs, or 
just sitting alone at an outdoor table on the Via Venito at night. 

When the DC-4 did eventually arrive at Rome's Ciampino airport Burt 
was tasked with planning and navigating a flight to Santa Domingo, 
Dominican Republic. In the meantime, the aircraft was fully-loaded with 
hundreds of low-profile wooden boxes secured to the cabin floor. Their 
required cargo documentation showed them manifested as "agricultur-
al equipment". 

Departure from Rome and the long haul across the Mediterranean and 
the Atlantic Ocean was uneventful and they landed at Bermuda as 
planned and on schedule. British customs officers routinely inspected 
the aircraft's cargo but, when opening a number of crates, what the offi-
cers found was not agricultural equipment. Instead they discovered 
arms and ammunition. Nobody, it seems, had taken time out to advise 
details of the flight, nor the nature of its cargo, to the British authorities 
in Bermuda. Since the DC-4 was US-registered and carrying a cargo 
that originated in Italy, the entire crew was immediately detained 
pending enquiries in Washington and Rome. 

The crew were checked into the luxurious King George hotel on 
Hamilton Beach but, surprisingly, allowed to wander freely around 
Hamilton's shops and night-life. 
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Only the next day when the local press 
reported the seizure of the DC-4 and that 
the crew, all named in the newspaper, did 
they learn that they were actually being 
held under house arrest! Nevertheless, 
later the following day, the US and Italian 
governments both approved certification of 
the aircraft's cargo and persuaded the 
Bermudan authorities to allow the DC-4 to 
resume its flight to Santa Domingo. From 
Bermuda, the DC-4 flew the long over-
water flight to Santa Domingo. Again, the 
flight was uneventful until the crew landed 
and stepped down from the aircraft. They 
were greeted like royalty by the Dominican 
military. 

As an experienced navigator capable of 
routeing over long distances, especially 
over oceans, Burt Katlin's services were 
constantly in demand. In May 1961, Hank 
Warton had flown to Belgium to seek a 
sub-contract deal with SABENA to support 
the airline's operation in the Congo. 
Warton called on Katlin to take on the role of navigator for the ferry of 
a leased DC-4 (N6404) out of Minneapolis to Brussels and on to 
Leopoldville. Like many of Warton's activities, it was not an event that 
ran smoothly and it needed Burt's intervention to placate the lessee and 
get the aircraft safely over to Europe and Africa. (Note 5) 

After what seemed an age of political unrest, the Belgian Congo had 
gained independence on 30 June 1960. It signalled a period of wors-
ening unrest, certainly prompted by Moi'se Tshombe who declared 
secession of the Katanga province on 12 July 1960. 

As Interocean Airways' business increased with its role in supporting 
UN in the Congo, so its parent company, Intercontinental US began to 
face an enquiry for alleged irregularities to procedures for uplifting indi-
vidually-ticketed passengers. In the light of these charges, 
Intercontinental formed a second subsidiary company in 1964 to take 
over Intercontinental's business. However the new company was 
denied an operating certificate. The situation worsened when 
Intercontinental's own certificate was revoked in March 1962, at which 
point Intercontinental ceased operations. 

Interocean Airways also leased an L-749A Constellation (which 
became LX-IOK) but it ended in disaster. On 2 October 1964, the air-
craft was entrusted to a newly-hired, but unproven, Dutch pilot to 
captain it on a cargo flight from Dublin to Addis Ababa, Ethiopia. 

The aircraft approached Addis Ababa too low and on realising this, the 
captain attempted to abandon the landing. In the process, the aircraft 
suffered multiple engine failure and crashed onto the runway. Jim 
Connell, one of Katlin's closest friends, was killed in the crash. 
Thankfully, navigator Les Lubash, albeit badly injured, survived and 
managed to escape the wreck. It marked Interocean's only fatal acci-
dent and the company never operated a Constellation again. 

After Interocean's Congo contract ended in 1965, Les Lubash - recov-
ered from his injuries - accepted a position as navigator with United 
Airlines in California but not long after joining, United decided to replace 

Above: During his stay in Brazzaville (French Congo) Burt Katlin 
managed to hitch a ride aboard a United Nations H-19A for the few 
miles across the Congo River to N'Jili Airport, in Leopoldville 
(Kinshasa). On other occasions he took the river ferry, (via Burt Katlin) 

their navigators with newly installed electronic navigation technology. 
Les then married Sandy Waters who had been the Sales Manager for 
Intercontinental Airways, the U.S. flag carrier sister airline to Interocean 
and opened a bohemian-style restaurant in Berkeley, California. 

Belgair and a C-46A 

Back when American International was finally closed down and US 
Intercontinental and Interocean Airways were both being established, 
Jerry Bomback, a respected mechanic with American International and 
Interocean, suggested to Katlin (and fellow navigator, Les Lubash) that 
if they could obtain the stock of DC-4 spares that AIA had abandoned 
in a hangar at Brussels airport, they would be able to restore much of 
it and sell them to other local DC-4 operators. The suggestion certain-
ly had merit, so much so that Katlin agreed to fly to Los Angeles and 
seek an agreement with the Earl D. Reese, American International's 
"Referee in bankruptcy". The deal involved the release of all AIA hold-
ings in Belgium on the understanding that American International's out-
standing debts to SABENA Airlines and the Brussels Airport Authority 
were settled in full. Katlin returned to Belgium whereupon he, Jerry 
Bombeck and Les Lubash formed Belgair Spril. 

No sooner had Belgair opened for business the partners successfully 
sold a number of spares to Interocean, as well as other C-54/DC-4 
charter operators in Europe. One of Belgair's first clients was Belgian 
International Air Services, formed by Charlie van Antwerpen (a Belgian 
businessman) and George Richardson (a jovial Scotsman with a han-
dlebar mustache). The proceeds from these early deals were sufficient 
to clear AlA's outstanding debts in Belgium. 

Burt Katlin continued to fly for Interocean whilst at the same time con-
tinuing to market his Belgair operation whenever the opportunity arose. 
On one visit to New York, in 1962, Katlin spent an evening partying with 

Ben Drew at the city's popular Key 
Club. 

A/C SERIAL NO. 4 2 - 3 6 7 9 

DESIGNATION C 46 A- MODIFIED 

OVERHAULED AND MODIFIED BY 

U.S. F.A.A. APPROVED REPAIR STATION 125 F 

MAY 1959 

BASIS OF CERTIFICATION: F.A.A. SPEC. 3A2 RIDDLE AIRLINES 

o 

Drew had founded Seven Seas Airlines 
several years beforehand and had 
become synonymous with the 1960s 
Congo UN operation, even supplying 
the Katanga forces during the 1960/61 
Congo conflict. But Drew found himself 
in hot water after air-freighting three 

Left: N9841F was originally built in 
1944 at Curtiss' Louisville facility as a 
C-46A-35-CU for the USAAF. In May 
1959 it was modified by Riddle 
Airlines. (Michael I Draper Archive) 
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Above: Stripped bare and devoid of any markings, C-46A N9841F, lies 
dormant at Brussels International Airport. Note the lack of de-icing 
boots, not needed for Congo operations but certainly missed on the 
transatlantic ferry. Note also, whilst C-46s were factory-equipped four-
bladed Curtiss electrically-operated propellers, many were converted 
post-war to take Hamilton three-bladed propellers, as was N9841F. 
(Courtesy, Burt Katlin) 

crated Fouga Magisters to Elisabethville on 16 February 1961, all des-
tined for the Katanga Air Force. As a result, Ben Drew liquidated the 
company in October 1961. (Note 6) 
Interocean began contract work for the United Nations in March 1961 
after Seven Seas Airlines was virtually kicked out of the Congo. In 
December 1962 the Congolese government entered into a contract 
with the American airline Aerovias Panama to provide air services for 
the government. Katangan secession finally ended in mid-January 
1963. 

Burt Katlin's evening with Ben Drew at the Key Club led to an unex-
pected outcome. Drew had casually mentioned that one of two C-46A 
Commando aircraft, previously operated by Seven Seas, had been 
confiscated by the government. Furthermore, Drew added, it could 
likely fetch $55,000 if somebody could get it released and flown to 
Europe. The C-46A in question was N9841F and had been seized by 
the Congolese authorities on 18 August 1961 after it had landed at 
Leopoldville, inbound from Elisabethville, the capital of breakaway 
Katanga. It is likely that the aircraft was held by the Congolese until the 
Katangan secession ended in January 1963. (Note 7) 

Back in Brussels, Burt Katlin mulled over the idea of retrieving the 
stranded C-46A. In many respects the C-46 is a large aircraft with two 
powerful engines and obviously a handful for a relatively inexperienced 
pilot. In his opinion there was one person who could help clear the way 
to getting the aircraft released and then to fly it out. He was Ray Hargis, 
a pilot whom Katlin had flown with during their American International 
days and later with Interocean. Burt later described Ray Hargis as "a 
pilot, not just possessing exceptional flying skills, but was also smart, 
adventurous and trustworthy. He also had a wealth of social skills, a 
factor that was likely get him close to the confused postwar Congo seat 
of power." Whatismore, Ray Hargis was, at the time, flying in Kinshasa 
and staying in Leopoldville. Katlin called Hargis and sought his help in 
negotiating a good price for the aircraft 

Quite how long it took Hargis to secure the release of N9841F is 
unclear. In the meantime Ray Hargis persuaded 'Chuck' Pollack, to join 

him as co-pilot for the ferry flight in view of his extensive flying time on 
C-46s. It was in April 1963 when Hargis and Pollack flew out of 
Leopoldville. Routeing via Kano, Nigeria and Algiers, N9841F finally 
landed at Brussels on 18 April 1963. Including the purchase of the air-
craft, the operation to retrieve N9841F and ferry it back to Europe had 
cost Katlin $25,000, 

When the C-46A landed in Brussels one of the first people Burt Katlin 
contacted was Ben Drew in New York. But Drew, as it turned out, could 
not find a buyer for it. In any case, another problem surfaced when 
Katlin studied the aircraft's paperwork which showed that Seven Seas 
Airlines had only, in fact, leased the aircraft. The registered owner was 
Al Schwimmer, then President of Israel Aircraft Industries in Tel Aviv. 
Fortunately when Katlin contacted Schwimmer and explained his 
predicament the Israeli agreed to transfer the title with no complica-
tions. (Note 8) 

Considering the extent of his financial outlay, Burt Katlin's need to find 
a buyer soon became desperate but the only offer he received was one 
from Chalmers "Slick" Goodlin. Goodlin, living in London at the time, 
offered just $25,000 for the aircraft, a sum that would have meant 
facing a severe financial loss. Eventually, in August 1965, an offer was 
secured from the Spanish charter company TASSA (Trebajeros Aereos 
del Sahara SA). Katlin recalls travelling down to TASSA's headquarters 
in Madrid - "the visit remains very clear in my memory as I was wined, 
dined and entertained by the very talented guitar-playing Director of 
Operations who had come over from Palma de Mallorca." 

Although headquartered in Madrid, TASSA operated charter flights out 
of Palma, but before the airline took delivery of Katlin's C-46, the air-
craft needed various repairs and other work specified by the potential 
buyer. 

Being close to Brussels airport was convenient. Katlin managed to 
coerce willing mechanics from the Belgian Air Force 15th Wing to 
moonlight on the aircraft. Unfortunately when the aircraft was ready for 
delivery to Spain, the Spanish buyer claimed that their plans had 
changed, rendering the C-46A unsuitable for them (Note 9). Under 
such circumstances, the company had, Katlin rightly believed, reneged 
on a straightforward deal and put the seller increasingly in debt. Just 
when it couldn't get worse, it seemed, a fortunate break came up. One 
of Burt Katlin's good friends, "Hank" Warton, recommended his trusted 
lawyer, a Mr Aronstein, who, amongst other clients, represented 
SABENA. On Katlin's behalf, Aronstein successfully secured legal aid. 
Shortly afterwards, Aronstein discovered that SABENA owed money to 
the Spanish operator and promptly secured a legal precedent stating 
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that Burt Katlin should 
receive his money as 
part of a revised 
agreement between 
SABENA and Aer 
Europa. In the mean-
time the C-46A 
remained unsold and 
grounded at Brussels. 

As has been docu-
mented elsewhere, 
"Hank" Warton had 
flown his DC-4M from 
Limburg to the small 
Italian airfield at 
Albenga on 19 Dec 
1965 despite having 
filed a one-stage 
flight-plan to 
Frankfurt, Warton and 
Orvis Nelson had 
planned to make a 
number of freight 
flights to Scandinavia. 
Nelson suggested to 
Warton, in the spring 
of 1966, that Katlin be 
allowed to fly the C-
46A to Albenga, join Hank's proposed flower run, and split the profits 
on a 50-50 basis. Although N9841F was flown down to Albenga, it is 
unclear whether or not the aircraft made any of the intended flights. In 
truth, it is almost certain that the C-46A remained grounded after its 
arrival at Albenga. In the meanwhile, Burt concentrated on developing 
his aircraft parts company, Belgair, although also continued to fly for 
Interocean. 

Above: Burt Katlin undertook a number of flights to the Congo during 
the civil war in the region. Interocean Aiways secured a lucrative United 
Nations contract, involving a number of leased and bought C-54/DC-4s. 
All-white DC-4 (C-54D) LX-TEL rests at Kinshasa Airport in March 1961 
whilst undertaking a UN charter flight. (Henry A. Warton) 

In September 1966, Burt took a call from International Airlines Inc in 
Amsterdam. International was one of several U.S. airlines that had 
been created and sponsored by the CIA in the early 1960s as a cover 
for their infiltration into foreign countries. The caller asked if Burt was 
available to navigate a DC-7 (N73675) from Paris to Tokyo and then to 
return ten days later. At first Burt was reluctant for two reasons; he had 
obligations with his business, Belgair but secondly was the question of 
his impending marriage. Nevertheless, Burt was happy to negotiate a 
deal and agreed to take on the flight only if he was guaranteed a set 
amount of flight pay for the ten days, or one hundred dollars a day for 
each day he was away, whichever was greater. As it turned out, the 
flight to Tokyo was uneventful and arrived on schedule. The aircraft 
remained, as planned, in Tokyo for ten days whilst the crew settled in 
to a luxurious stay at the Tokyo Hilton. 

Ten days later, with passengers boarded for the return flight, the DC-7 
took off and turned over Tokyo Bay but as it did so, one of the engines 
began to behave erratically and had to be shut down. Sensibly, the DC-
7 was flown back to Tokyo airport where, on inspection, the engine was 
deemed to be non-salvageable and a replacement was needed. Katlin 
recalls, "We contacted Japan Air Lines, who had recently flown DC-
7Cs, but they had already sold their entire fleet and had gotten rid of all 
the Wright R3350 engines they had. Our only solution was to have an 
engine shipped from the States, dismount the attached one, and mount 
the new one. This would take much too long to have the passengers 
wait, so International Airlines paid to have them flown back to Paris on 
a scheduled airline, and we were told to return to the hotel and wait until 
the aircraft was repaired." 

Dividing his time between the Tokyo Hilton and the USAF Officer's 
Club, Burt received an unexpected call from Hank Warton. Hank asked 
Burt if he would return to Europe and navigate his DC-4M to Nigeria. At 
first, Burt neither agreed nor declined; instead, he recalls "I called 
Howard K. Howard, the president of International Airways, reminded 
him that I was costing him $100 per day in expenses if the trip had been 
extended and asked if he preferred me to return to Europe. Howard 
acknowledged the' expenses agreement but then asked me to stay in 
Tokyo and return in the DC-7 after the replacement engine was 
installed." (Note 10) 

Forced to explain to Hank Warton that he couldn't, under the circum-
stances, join him on his DC-4M, Burt, remained at the Tokyo Hilton for 

a month before the DC-7 was finally repaired and ferried back to 
Amsterdam. For Warton, in choosing to go ahead without a navigator 
proved a costly mistake. The DC-4M crash-landed, as is well-known, in 
the Cameroons and the secret build-up of arms by Eastern Nigeria was 
no secret any more. Warton and his co-pilot, Orvis Nelson, did later 
admit to their mistake in attempting the flight without a navigator! 

Towards the end of 1966 Jerry Dobby (an aircraft maintenance spe-
cialist) called Burt Katlin from Miami. He said that he and Ben Peck, 
one of the four partners of Interocean Airways, expressed interest in 
buying Katlin's C-46A. A condition of the sale was that Dobby would 
first need to inspect the aircraft. Since the aircraft was now tied-down 
at the Italian airfield at Albenga, Dobby and Katlin agreed to meet up at 
Nice airport, rent a car and drive along the coast road to Albenga. 

Below: After Hank Warton s DC-4M got lost over Chad and crashed in 
the Cameroon, his co-pilot, Orvis Nelson, sent a telex to Burt Katlin with 
an admission that his services had been sorely missed. Some under-
statement! Had Katlin been aboard the flight it is unlikely, of course, 
that the DC-4M crew would have become lost and the secret build-up 
of arms by Eastern Nigeria (later Biafra) would have remained secret. 
(Michael I Draper Archive) 
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When the two Americans courteously announced their intention to 
inspect the C-46A the Albenga Authorities reacted in a surprising and 
rather unexpected way. They immediately arrested both men! Neither 
was allowed to leave until a senior police official could drive down from 
Milan and question the two men. Throughout the rest of the day they 
were held in an Albenga cafe under the watchful eye of a local uni-
formed policeman. Then, when the senior officer arrived from Milan, it 
turned out that all the authorities wanted was verification that neither 
Katlin nor Dobby had any involvement with either "Hank" Warton or a 
Canadair DC-4M, illegally "registered" as l-ACOA. It seemed that 
Warton had recently been given permission for a brief morning test-
flight of the DC-4M but had not returned. There was also some dispute 
over a number of overdue accounts still unpaid by the errant "Hank" 
Warton. Satisfied that neither had any connection with Warton, the two 
were released; Jerry Dobby inspected the C-46A and agreed to a price 
tag of $33,000 providing the aircraft was delivered to Miami by 20 
December 1966. 

Chuck Pollack, having ferried Burton's C-46A out of the Congo was still 
living in Frankfurt. He had planned to fly with Warton on the ill-fated DC-
4M arms flight to Eastern Nigeria but had pulled out at the last moment 
when, during loading, he watched a crate of guns fall open on the 
Rotterdam apron - and right under the noses of the Dutch authorities. 
He was therefore free to fly the C-46A to the US. Both men made their 
way down to Albenga to pick up the C-46A and fly it to Brussels to 
prepare for the Atlantic crossing. 

Although having spent some time in open storage, the aircraft was fun-
damentally airworthy. There was only one real snag - the UHF radio 
was missing, since Hank Warton - without Burt's knowledge - had 
quietly removed it and installed it into his DC-4M. As a result, the 
Commando was flown to Brussels under VFR conditions and at a very 
low altitude. They routed westwards towards Nice and then northwards 
across France to Belgium. Midway across France the VHF radio almost 
gave up the ghost, only working intermittently until they were over the 
city of Brussels when it finally chose to behave - just in time to get 
landing permission. 

Having operated in tropical Africa, N9841F had had its de-icing "boots" 
removed from the wing leading edges, fin and propeller edges. It didn't 
auger well for a trans-Atlantic crossing across to Iceland and 
Newfoundland. Similarly worrisome was that both cockpit heaters 
proved to be ineffective, so much so that both airmen bought several 
sets of thermal underwear, heavy woolen gloves and knee-high woolen 
socks. Just one other problem had to be overcome. That was the range 
of the C-46A which was insufficient for a southern trans-Atlantic cross-
ing of the Atlantic and so two 50-gallon drums of gasoline were 
strapped to the cabin floor and connected to the fuel tanks by hose. 
This, they hoped, would allow the flight range to be extended as in-flight 
conditions would require. 

Having prepared for any difficulties likely to be met on the flight, Chuck 
Pollack took one final precaution - he bought a case of whisky at the 
Brussels Airport duty-free shop and stored it in the wheel well; within 
easy reach of the cockpit seats! 

Left: Burt Katlin, seen beneath the wing of a 
United Nations DC-4 at Goma. Belgian Congo. 
Shortly afterwards he was aboard for a brief flight 
to deliver humanitarian aid. (via Burt Katlin) 

It was a brutally cold 18 December 1966 when 
Pollack and Katlin took off for the first leg to Lisbon. 
Apart from the port engine spluttering from time to 
time and some difficulty communicating with the 
new UHF radio, the flight was relatively uneventful. 
From Lisbon the aircraft was flown out to Santa 
Maria, Azores to take on more fuel before tackling 
the longer (and much colder) leg to Gander. 

With little heat generated by the cockpit heaters, 
Pollack launched into his stash of whisky. At times 
he would leave the cockpit to feed vital gasoline 
reserves into the main tanks. Even that was not a 
straightforward operation as the reserve fuel would 
not flow steadily and only by rocking the drum to-
and-fro did the fuel flow by gravity-feed through the 
attached tube. All the time that Pollack was in the 
back seeing to the fuel, Burt Katlin stepped into the 

left-hand seat and kept the aircraft straight and level and on course. 
Katlin was unconcerned about his temporary role as pilot-in-command 
until the port engine began to splutter and periodically cutting out alto-
gether. Thankfully, Chuck Pollack was able to get back into his seat 
and coax the troublesome engine back to running normally. However, 
knowing that they had no de-icing boots and only sporadic UHF, com-
munications began to cause genuine concern. Both were beginning to 
see the whites of arctic weather's eyes. 

The cold on the Arctic shelf is a merciless enemy but despite being 
outside the Arctic Circle, the conditions they faced on landing at Gander 
were well below zero. Nevertheless, the crew arranged to have the port 
engine checked and the UHF radio repaired but it meant losing a day 
out of their tight schedule. When one of mechanics finally signed off 
N9841F as "ready to fly", the wing and tail surfaces were already 
covered in ice. The Gander Handling Service de-iced the aircraft and 
Pollack taxied out to the holding point but by the time he lined up for 
take-off, another coating of frozen ice had formed on the flying sur-
faces. Attempting to take-off with ice weighing heavily was too great a 
risk. Again, Pollack taxied back to the main tarmac where the aircraft 
was repeatedly de-iced but yet again new ice was forming fast as they 
taxied out. There was, both men decided, no alternative but to wait it 
out until the weather improved. They waited two days. 

The deadline set for arrival in Miami was by now impossible to meet. 
Burt called Jerry Dobby in Miami to explain their predicament. 
Thankfully, Dobby understood the inevitable need for a short delay and 
agreed not to penalise the crew for arriving late. 

N9841F was finally flown out of Gander on 21 December with two good 
engines and a working radio. But it was the lack of vital de-icing boots 
that remained their greater fear. On the steady climb up to their intend-
ed cruising level, the aircraft became increasingly sluggish with a 
gradual decrease in air speed. Below them, pine forests stretched out 
as far as they could see. What worried Katlin as the aircraft gradually 
approached stalling speed was the thought of loneliness and isolation 
should they have to make a forced-landing. The cause of the drop in 
airspeed was again put down to the adversarial cold air conditions. 
Rime ice was seen to be rapidly building on the wing surfaces. Burt 
Katlin argued that his captain should reduce altitude and return to 
Gander in less cold air but Chuck Pollack had other ideas and request-
ed clearance from Gander tower to climb even higher - well above their 
normal cruising level. There is little doubt that Katlin thought that 
Pollack was taking a risky gamble, but as they climbed so the rime ice 
hardened, began to crack, and then flew off the wings in large chunks. 
(Note 11) 

When the aircraft levelled out at a much higher altitude all of the ice had 
broken off and the aircraft once again became more stable; the speed 
increased and the entire fuselage and wings were free of ice. 
Experience beats all! 

Despite flying into warmer air and less vicious conditions, the flight 
south to New York's Kennedy International was not free of snags. The 
problems that beset the port engine earlier, returned but on each occa-
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sion that the engine faltered, 
Pollack worked the throttles to 
nurse it back to normal. 

New York's Kennedy International 
was a welcome safe haven as 
Pollack taxied the C-46A into a 
designated pan. Most of their trou-
bles were now behind them; that 
was until Kennedy's US Customs 
& Immigration officers carried out a 
standard check and much to his 
chagrin, found and confiscated 
Pollack's stash of whisky. 

There was a significant improve-
ment in the weather for the final 
leg to Miami and except for spo-
radic spluttering from the port 
engine again, everything was 
normal. Or so they thought. Just 
as they crossed Florida's northern border, so the engine again faltered 
but this time it quit completely. For the last 20 minutes, they flew on the 
one good engine, approaching and landing at Miami International late 
on 21 December with the faulty engine shut down. 

Burt Katlin now faced the unexpected cost of a replacement engine, a 
factor that would likely leave him little margin for profit. Mercifully Jerry 
Dobby displayed a generous side and personally took a close look at 
the faulty engine. His conclusion was that metal filings in one of the 
cylinders was the primary cause of the problem and offered to repair it 
at a fraction of the cost of a new engine. 

The two weary crew members had every reason to celebrate the end 

/Above: American International Airways DC-4 (C-54) N88939 regularly 
staged through the UK and is seen here at Blackbushe on 30 
November 1959. Burt Katlin regularly formed part of the crew of this air-
craft as illustrated in the table (Robin A. Walker) 

of their flight. Burt Katlin called on Frank Crawford of Cross Aero, a 
Miami-based aircraft parts company who Burt represented in Belgium. 
By coincidence, George Batchelor was also there. It was Christmas 
and Batchelor insisted that Burt and Chuck should come over and join 
his company's Christmas party. 

1966 had been quite a year; it began with frustration but ended in joy 
and a huge sense of relief. (Note 12) 

(Note 1) Urban "Ben" Drew was a former US Army Air Corps ace during World War II and, despite reports that he was the first to claim a Messerschmitt 262 
shoot-down, he was credited with shooting down two Me262s while escorting a B-24 Liberator formation over Germany on 7 October 1944. At the time Lt 
Urban Drew was flying F-51 Mustangs with the 361st Fighter Squadron. Burt Katlin saw in Ben Drew a dynamic, energetic and personable leader. 

(Note 2) As many of American International's DC-4s were operated under lease agreements, mainly from Slick Airways, it has been difficult to confirm air-
craft identities. DC-4 N30042, DC-4 N30048, C-54A N75415, DC-4 N88890, DC-4 N88893, DC-4 N88894, DC-4 N88939, C-54B N90420 and C-54A N95410 
are known to have operated by AIA. It is possible that the company began operations with N88893, followed by N88939 a month afterwards. 

(Note 3) Earl Reese, the company attorney, assumed the position of President when the airline was failing and Ben Drew left. 

(Note 4) Before joining AIA, Lucien Pickett, a pronounced extrovert, was a California-based pilot with Pan American Airways. After a period with American 
International, Pickett flew for Interocean and Deutsche Continentale before launching his own airline, United States Airlines (USAIR). Eventually Lou Pickett 
attempted to challenge Hank Warton's exclusive operation in Biafra by helping to organise an L-1049H flight to Biafra in 1968. The aircraft, N469C, was never 
flown into Biafra after Warton and Pickett denounced each other with enormous gusto. Eventually Pickett was killed after a DC-4 (N3821) he was flying crashed 
in mid-Atlantic on 9 March 1969. 

(Note 5) For further details of this ferry flight, see Archive December 2012 issue. 

(Note 6) Much of Seven Seas' business in the Congo involved ferrying food, medicine and commercial needs from a base at Leopoldville (Kinshasa). A break-
away region had developed in the southern part of the country, self-titled as Katanga (Shaba) and governed by Moise Tshombe. Joseph Yav, the Katanga 
Minister of Defence, sanctioned the order for Fouga Magisters. Authority was given to export these aircraft from France was apparently on the understanding 
that they were part of a long-standing order by the Belgian Government. Ben Drew swore blind that that the CIA instigated and approved the decision by Seven 
Seas to acquire YC-97 N9540C and fly the Fouga Magisters to Elisabethville. Flying the YC-97 was Bill Kennedy Snr (father of Bill Kennedy, Seven Seas' 
chief pilot) who had recently retired from United Airlines. When the YC-97 landed in Katanga it was greeted by a press group, resulting in widespread cover-
age by western media the following day. Adlai Stevenson, the US Ambassador to the UN at the time, denounced any involvement by a US airline. The CIA 
also denied any involvement and Drew was forced to wind Seven Seas down. He was then offered a position of managing Air Vietnam although some sources 
suggest that the company Drew moved to was on behalf of the CIA - Air Vietnam had no connections with the CIA! 

(Note 7) Further details of the air element associated with Katangan secession can be found in Leif Hellstrom's in-depth article "Doves in the Congo" 
(Aeromilitaria Dec 2011/Jan 2012) 

(Note 8) Registration was transferred to Burt Katlin between 1 January and 1 July 1964. Some sources quote the date erroneously as 17.5.59. 

(Note 9) TASSA closed down its operation towards the end of the 1965 season and it is possible (and unconfirmed) that the C-46 was earmarked for a spin-
off operation. However, nothing further came of this. 

(Note 10) Howard K. Howard began his aviation career with Riddle Airlines. Later, he became president of Saturn Airways which merged with Trans 
International Airlines and ultimately Transamerica Airlines. He died, at the age of 83, on 18 August 2011. 

(Note 11) Rime Ice is an opaque coating of tiny, white granular ice particles caused by the rapid freezing of super-cooled water droplets on impact with an 
object. Clear Ice, on the other hand, is a thin coating of ice on terrestrial objects, caused by rain that freezes on impact. Clear Ice is relatively transparent, as 
opposed to Rime Ice, because of large drop size, rapid accretion of liquid water, or slow dissipation of latent heat of fusion. 

(Note 12) Burt Katlin returned to Brussels shortly afterwards to concentrate on his aircraft parts company. Opportunities to fly continued to arise and Burt 
became briefly embroiled in Hank Warton's initial attempt to establish an arms run to Biafra. (See Archive 2012/158). 
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80th Anniversary of DC-1 First Flight... 
75th Anniversary of its Arrival in the UK 

Michael West 

The DC-1, progenitor of what is still the most widely produced air trans-
port series (the DC-2/DC-3 series, including Soviet and Japanese ver-
sions), made its first flight on July 1st 1933. Five years later the sole 
DC-1 became the first Douglas airliner to be imported into Britain, 
though its stay was short and no photos have yet been found of it in 
British markings. 

After the US regulatory bodies outlawed wooden wings on airliners in 
response to the wing failure on a Fokker which killed national sports 
hero Knute Rockne Donald Douglas' team .Dutch Kindelberger, Jack 
Northrop, and Arthur Raymond, set about producing a class-leading all-
metal airliner. Earlier Northrop and Boeing types had introduced 
stressed duralumin construction but the wing of the Douglas design 
had a slender aerofoil section whose spar was shallow enough to pass 
below the cabin floor (passengers had to step over the spar in the 247 
cabin).The slender section gave high cruising speeds and greater 
range whilst landing speeds were kept low with efficient flaps. The 
engine mounts, wing entre section and cabin centre were built as a 
tough unit using Northrop's multi-cellular structural approach (stiffened 
metal boxes) with production breaks on the wings just outboard of the 
engines enabling rapid re-assembly of the aircraft after sea-shipment. 

Above: The sole DC-1 wore several registrations during its shod 
career. It is seen here marked as NC223Y on TWA proving flights in 
1934 following delivery on 15 September 1933. surrounded by news-
reel vans and repoders. (M. West Collection) 

(Trans-oceanic air delivery only became commonplace in World War 
II). 

Perhaps Douglas' hardest task in the DC-1 program was to convince 
TWA that a twin-engine airliner could meet the airlines 'hot and high' 
take-off requirement at Winslow Arizona and still climb at maximum 
weight after losing one engine (TWA's advisor Charles Lindbergh was 
in favour of a tri-motor solution and both Douglas and Boeing had pre-
pared tri-motor designs as back-up but engine advances made them 
unnecessary). TWA ordered the prototype DC-1, paying $125,000 with 
an option for 60 production aircraft at $58,000 each. Although the 
loaded weight of the DC-1 crept from around 13,0001b to 18,0001b, by 
installing more powerful Wright Cyclones and two-pitch propellers it 
met TWA's tough take-off requirements and they placed a firm order 
for 20 of the slightly lengthened DC-2. No more DC-1s were produced. 

During its development flights with Douglas the DC-1 tested both 
Wright Cyclone and Pratt and Whitney Hornet engines and survived 
belly-landings with both! It was turned over to TWA in 1934 with 760 hp 
Cyclones. After a record-breaking one-stop transcontinental flight TWA 
used it on revenue earning proving flights as NC233Y flights ahead of 
its DC-2 deliveries. The National Aeronautic Association had it re-
engined in 1935 with 875hp Cyclone variants, its fuel capacity quadru-

Below: During early tests in 1933 as X223Y the aircraft made a forced 
landing but suffered little damage, (via M. West Collection) 
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pled with cabin tanks to around 1,750 gallons (with fuel dump valves 
fitted, and windows blanked off) and with its loaded weight raised to 
28,500 lbs (twice TWA's original specification) the DC-1 made a series 
of record-breaking flights in TWA livery. 

After TWA received its DC-2s the DC-1 was used in the development 
of constant speed propellers and automatic pilots. In September 1936 
Howard Hughes had it purchased by his Western Aero and Radio 
Company, secretly planning a round-the-world flight, but he changed 
his plans and by the end of 1936 the DC-1 was up for sale. After an 
export license application by the Vimalert Company on 4th January 
1937 to ship it to the Spanish Republican Government was blocked by 
the U.S. authorities the DC-1 was used by Hughes privately until he 
sold it to diplomat/aviator Viscount Forbes (Earl of Granard) in May 
1938 . The AAHS have a report that one of its wings had been replaced 
with the wing from Eastern Airlines DC-2 NC13782 when it was sold. 
Forbes shipped it to London having abandoned a plan to fly it across 
the Atlantic. 

It was considered too difficult to tow the DC-1 through the narrow con-

Above; X223Y at the Grand Central Terminal, Glendale, apparently a 
much-favoured location for photographs at the time, (via JM Collection) 

fines of London docks so the aircraft was craned from the ship onto a 
Thames lighter and taken back down-stream to Dagenham quay 
offloaded and towed across a railway line to the flat unobstructed 
Castle Green where it was re-assembled with the help of KLM engi-
neers. On July 3rd 1938 Forbes pilot Walter Rogers flew it to Croydon 
from Castle Green. At Croydon the passenger interior was re-installed. 
Walter Rogers, a Cockney, had flown for Imperial Airways until his 
activities in the Pilots association caused his dismissal (Press coverage 
of which played a part in Imperial's fall from grace) He was employed 
by Viscount Forbes Personal Airways in 1938 and his log shows he 
instructed Forbes on the DC-1. 

The Croydon Airport Society have extracted from Walter Rogers logs 
the DC-Ts movements in 1938 as follows Dagenham-Croydon (3July), 

Below: Marked as R223Y with windows blanked for Howard Hughes' 
proposed Round-the-World flight, (via M. West Colledtion) 
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Croydon-Bristol-Croydon (5July), Croydon-Paris-Croydon (11/12 July), 
Croydon-Heathrow-Croydon **(12 July), Croydon-Croydon (27 July) 
(test flight Air Certificate, issued 29 July). 

It is unclear whether Forbes flew the DC-1 without Rogers. No photos 
have been traced with the DC-1 bearing its British registration G-AFIF. 

The next part of Walter Rogers' log describes the DC-1 s flights in main-
land Europe: Paris-Deauville (20 August), Deauville-Cannes (21 
August), Cannes-Cannes (23 August), Cannes-Marseilles (25 August), 
Marseilles-Venice (25 August), Venice-Venice (29 August), Venice-
Milan (31 August), Milan-Venice (01 September), Venice-Venice (02 
September), Venice-Marseilles (04 September), Paris-Munich (15 
September), Munich-Salzburg (15 September), Salzburg-Munich (16 
September), Munich-Paris (16 September), Paris-Paris** (17 
September, Paris-Paris** (18 September), Paris-Paris (29 September), 
Paris-Amsterdam (01 October), Amsterdam-Paris (02 October) (** indi-
cates practice landings for Forbes). Walter Rogers logged 39 hours 18 
minutes on the DC-1.Forbes is understood to have flown a party of 
Journalists to the Munich talks where Chamberlain, Daladier and other 

European leaders met with Hitler. Forbes is then believed to have sold 
the DC-1 to French intermediaries who sold it on to the Spanish 
Republicans. Marked EC-AGN with the airline LAPE it carried refugees 
and reportedly gold bullion to France as the Spanish Republican resis-
tance collapsed. After Franco's Nationalist Government took control the 
DC-1 flew as EC-AAE until it experienced its third belly landing in 
Malaga in December 1940, and was scrapped. 

Early in World War II, Viscount Forbes, as British Air Attache in 
Bucharest.was involved in the attempted acquisition of the Polish LOT 
fleet for BOAC and is believed to have had a DC-2 painted as G-AGAD 
in the Air France hangar there. This would have been the first British 
DC-2 but the Romanians would not allow the LOT fleet through and 
seized the DC-2 as YR-GAD. KLM's PH-ALE 'Edelvalk' became the 
first British DC-2 as G-AGBH. 

With thanks to Croydon Airport Society, American Aviation Historical 
Society, Barking & Dagenham Library, Iberia Airlines/flickr, Auburn 
University/flickr, 'Skyleaders, DC-1 to DC-7' by Rene J Francillon 

Left: TheDC-
1 being re-
assembled at 
Dagenham in 
1938 for Lord 
Forbes prior to 
being regis-
tered G-AFIF. 
(Dennis M 
Powell) 

Below: Painted as EC-AGN, the DC-1 is seen in 1939 with the Spanish 
Republican airline LAPE at an unknown location. (Iberia) 

Above: Engines running but cowlings removed: prior to take-off at 
Castle Green. Dagenham, on July 3 1938. (Barking & Dagenham 
Library) 

Left: The DC-1 after the forced landing at Malaga. Spain, in December 
1940 while in service with Iberia, which ended its career. It had been 
re-registered as EC-AAE when taken over from the Republicans by the 
Nationalists following the end of the Spanish Civil War. (via M. West 
Collection) 
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The Hurel Dubois 
HD.32 

HEAD-O N VIEW No.47 

Those who attended the RAeS Garden Party at White Waltham on 14th 
May 1950 were among the first to witness a remarkable little aircraft 
which had arrived from France. This small metal cabin monoplane had 
an extremely high aspect ratio wing, that is a very long span and narrow 
chord, together with long supporting struts of aerofoil section which also 
acted as lifting surfaces. Fowler-type flaps were fitted, the tailplane had 
twin fins/rudders and the undercarriage was a retractable tricycle unit. 

This strange aircraft was the Hurel Dubois HD.10 F-WFAN, designed 
by Maurice Hurel, formerly of C.A.M.S., to prove the concept of reduced 
drag. It was built by Ste Pierre Levasseur Aeronautique with a wing of 
12 m span (39ft 4in) and chord of only 0.4 m (1ft 4in) giving a wing area 
of 4.5 sq m (48.4 sq ft). The aspect ratio was 32.5 : 1. It was fitted with 
a 40hp Mathis G.2.F engine which gave a maximum speed of 215 
km/hr (134 mph) but this motor proved unreliable and was replaced 
with a 75hp Praga D. Fuel consumption was claimed to be less than 4.5 
litres (1 gallon) per 100 km at cruise. 

strength - in flight the wings were reported 

Left: HD.10 prototype 
F-WFAN clearly 
showing the aerofoil 
section wing strut, 
retractible undercar-
riage, tail bumper and 
constructor's name on 
the fin. (via JM 
Collection) 

Two examples were 
ordered by the French 
Government, only one 
being completed as an 
HD.31. The prototype of 
this design, F-WFKU, 
first flew on 27th 
January 1953 powered 
by two 1,600hp Wright 
Cyclones. As the Head-
on View shows, the 
undercarriage units 
were fixed and the 
mainwheels mounted 
on stub wings to which 
the lifting strut was 
attached together with 
vertical supports to the 
engines. Further diago-
nal bracing struts were 
added for structural 

as being notably flexible. 

The HD.31 had a span of 45m (147 ft), a wing area of 100 sq m (1,070 
sq ft) and a fuselage 22m (72 ft) long. Twin fins were again fitted, as 
were double-slotted flaps which resulted in excellent short-field perfor-
mance. The aspect ratio of this much larger and structurally more 
complex aircraft was a still-remarkable 20.2 : 1. Cabin size was such 
that 36 passengers could be carried, a factor that placed it in the post-
war "DC-3 replacement" category, particularly where "colonial" service 
was required. The fixed undercarriage and ease of maintenance were 
further values but the extensive wing span would have counted against 
small field, small hangar, operation. 

The next development was the HD.32 which was the same size as the 
HD.31 but powered by two Pratt & Whitney R1830-92 engines of 
1,200hp each; giving increased weights, loads and speeds. At first the 
prototype c/n 01 F-WGVG flew with the twin fins of the original concept. 
First flight was on 29th December 1953 but it was later fitted with a tall 

single-fin tail unit and 1,525hp 
Wright 982-C4 engines. To 
increase the tail area to counter 
the increased power, an extend-
ed fillet was added beneath the 
fin/rudder and auxiliary fins were 
fitted to the tailplane. In this form 
the aircraft first flew on 22nd 
December 1955 and was desig-
nated HD.321. The second pro-
Left; The HD.10, now regis-
tered F-BFAN, stands alongside 
the unmarked HD.31 F-WFKU 
at Villacoublay on 21.12.52. The 
latter had been pushed out for 
engine runs and made its first 
flight a month later, (via JM 
Collection) 
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Above: Head-on view of F-WFKU at Shoreham. (via JM Collection) 
Below: In-flight view of HD. 10 F-BFAN taken in April 1952 and emphasising the narrow-chord wing and flaps, (via JM Collection) 

totype HD.32 c/n 02 F-WHHA first flew on 11th February 1955 and was 
likewise converted to HD.321 standard. 

Two of the three prototypes saw French military service in various 
forms. The HD.31 was evaluated by the Aeronautique Navale experi-
mental unit Escadrille 10S and the designers proposed two ASW ver-
sions, the HD.34 and HD.35, but no order resulted despite a rumoured 
requirement for 100 examples. F-WVGV served with the Armee de I'Air 
in the 1956 Suez crisis, while F-WHHA was purchased by the French 
Government but was written-off at Rio de Janeiro on 30th October 
1956. 

Commercial interest in the HD.32 was reported, principally an Air 
France order for 24 announced in November 1953 for 1956 delivery, 4 
for the I.G.N, and 4 for Aigle Azur followed. As a result the Hurel 
Dubois company contracted with SNCASE (Societe Nationale des 
Costructions Aeronautiques du Sud-Est) to build and market 150 
HD.32s. 

In April 1955, F-WGVG was demonstrated to BEA, BOAC and associ-
ated companies at Shoreham, later visiting Skyways at Blackpool and 
Aer Lingus at Dublin. It was 
claimed at the time that on the 
same engines as the DC-3 it could 
carry twice the payload from 
smaller fields at the same speed 
and range. 

The Shoreham location was signif-
icant in that F-WFKU had visited 
earlier as the innovative design 
had attracted attention from F G 
Miles Ltd. As a result, agreement 
had been reached to fit a high 
aspect ratio metal wing to a Miles 
Aerovan, increasing the span from 
50ft to 75 ft and resulting in 

increased payload and safe single-engined performance. The result 
was to be the Miles HDM.105 G-35-3 / G-AHDM (the former G-AJOF) 
which first flew on 31st March 1957. 

Despite the reported orders, HD.32 production came to nought. Only 
the IGN pursued its interest in the type and as a result the photograph-
ic survey version HD.34 was produced. 

The HD.34 featured a 1 metre longer front fuselage to accommodate a 
transparent survey nose and was fitted with an offset retractable nose-
wheel. The prototype c/n 01 F-WHOO first flew on 26th February 1957 
and in total 8 examples were built to replace the IGN's fleet of B-17Gs 
at their Creil base. The first production aircraft c/n 2 F-BICP entered 
service in January 1958. 

Standard equipment included vertical and oblique camerals, infra-red 
scanners, radar and laser ground profile recorders. MAD tail booms 
could be employed and a variety of survey work carried out. 

The HD.34s were replaced by Beech 200s from 1976 after nearly 20 
years service and F-BICR was preserved in the Musee de I'Air. 

Further variations in the design were proposed. The HD.150 was to be 
an Astazou-powered military transport; the HD.37 a car ferry with com-
petition implications for the Bristol 170; and the HD.45 was a jet com-
mercial transport. None of these were developed. 

So a unique aircraft with both a French flair for the unusual and an 
apparently great potential, found only a niche market as a survey plat-
form. It may have been overtaken by the equally idiosyncratic 
Caravelle as a transport, the Bristol 170 as a freighter, and out-lived by 
the DC-3 itself, but there is still a body of opinion that considers that the 
appearance and commercial practicability of operating the HD.32 
design was a step too far for the small but innovative Hurel Dubois 
company. 

Below: HD.31 F-WFKU on approach - flaps down and air brakes 
(above the mainwheels) deployed, (via JM Collection) 
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Above: HD.31 F-WFKU on an early test flight, 

(via JM Collection) 

Left: Close-up view of the nose and fuselage 

of F-WFKU. Note the very sturdy fixed under-

carriage, the highly-polished finish, and the 

Hurel-Dubois company logo, (via JM 

Collection) 

Below: F-WGVG was the prototype HD.32. 

This photograph shows it after fitting of the 

revised single fin and dihedral tail with finlets. 

The flaps are lowered for landing at Shoreham 

during a demonstration fight in April 1955. (via 

JM Collection) 
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Above Left: HP.31 

F-WFKU seen from above at 

Shoreham with the Miles 

Sparrowjet and a pair of 

Miles Aerovans. 

Below Left: Two prototypes 

flying together-the HD.31 F-

WFKU and HD.32 F-WGVG. 

Note that the latter has the 

original twin-fin layout so this 

photograph must have been 

taken soon after the first 

flight in December 1953. 

(all via JM Collection) 
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Type 

HD.31 

HD.32 

HD.32 

HD.34 

HD.34 

HD.34 

HD.34 

HD.34 

HD.34 

HD.34 

HD.34 

C/n 

01 

01 

02 

01 

2 

3 

4 

5 

6 

7 

8 

Registration 

F-WFKU 

F-WGVG 

F-WHHA 

F-WHOO 

F-WICP 

F-WICQ 

F-BICR 

F-BICS 

F-BICT 

F-BICU 

F-BICV 

PRODUCTION: 

Date Remarks 

f/f 27.1.53 ToF-BFKU 7.1.55. 

f/f 29.12.53 To French AF as 01, crashed Evaux-les-Bains 10.5.60. 

f/f 11.2.55 Converted to HD.321, to French Govt, crashed Rio de Janeiro 30.10.56. 

f/f26.2.57 To IGN 4.58 and regd F-BHOO 9.6.58. 

f/f 29.5.57 To IGN as F-BICP 12.57. 

f/f 7.57 To IGN as F-BICQ 2.58. 

f/f 12.57 To IGN 3.58. To Musee de I'Air 22.6.78. 

To IGN 3.58. 

To IGN 11.58. 

f/f 3.12.58 To IGN 4.59 

f/f 13.3.59 To IGN 4.59. 

Above Left: A 

demonstration of 

single-engine flight, 

probably by F-WFKU 

during its time in the 

UK. 

Above Right: A view 

of the cockpit of W-

WFKU. 

Left: HD.34 F-BHOO 

serving with the IGN 

at Creil some time 

after 1958. (all via JM 

Collection) 
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Right: F-BICV, the last HD.34 to serve with the IGN, at Creil 
on 1 June 1973, with F-BHOO and an unidentified B-17G. 
(Dave Partington) 
Below: The sole HDM. 105 during test flying near Shoreham 
during 1957, with Class B registration G-35-3 (via JM 
Collection) 

Above: The first three HD.34s for the IGN at Creil still in test marks, (via JM 
Collection) 
Left: A close-up of the nose of the first HD.34 F-WHOO. Note the glazed extended 
survey position, and the offset retractable nosegear leg. (via JM Collection) 
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The Development 
Aviation in China: 
Feedback 

of Commercial 
EDITED BY MARTIN S BEST, 
CHINA HISTORY RESEARCH GROUP 

Feedback on Part 1 (Archive Spring 2007) 

The FAA Registry file for Stinson SM-1F NC-9698 c/n 503 has been 
obtained by the author. The Stinson Aircraft Corporation wrote to the 
Aeronautics Branch of the Department of Commerce on October 3rd, 
1929, asking for this license to be cancelled as the plane was being 
exported to China. The Chief of the Licensing Section replied on 
October 12, 1929 to confirm that license no. NC-9698 had been can-
celled. (No date of cancellation is given.) There is no indication of the 
Chinese customer or ID. This SM-1F was powered by a 300 hp Wright 
R-975-As/n 10284. 

Lennart Andersson has commented: "This must be one of the two 
Detroiters acquired by the Nanking Ministry of Communications that 
were ordered in October 1929 and shipped on 2 November with an 
export license dated 7 October 1929." [LA 17Apr2013] 

Feedback on Part 2 (Archive Summer 2007) 

CNAC Beech 17 Staggerwing f/n '37' is included in a photograph in an 
article on Oscar Wilke on the CNAC web site. The article is in a folder 
called "Operations personnel". The photograph was taken at Rangoon 
after the Burma survey flight. [IDJ 15Jun2009] 
See http://www.cnac.org/wilke01 .htm. 

The FAA Registry file for Douglas DC-2 NC-16048 c/n 1586 has been 
obtained by the author. NC-16048 was first registered to Douglas 
Aircraft Company after Application No. A57199 (Form 9) dated 8-7-36 
(7Aug36). Date of manufacture is given as July 29, 1936. This aircraft 
was sold to Nevada Exploration Corporation of Nevada on 6th August 
1936. 

Nevada Exploration Corporation wrote to the Bureau of Air Commerce 
on April 15, 1939 to say that Douglas DC-2 NC-16048 had been sold to 
the Chinese National Aviation Corporation. A note says "Plane is being 
crated for shipment at the Douglas factory in Los Angeles. Mr C H 
Babb, Grand Central Air Terminal, Glendale, California, is handling the 
detail on same." The Record, Transfer, and Reassignment Form is 
dated September 15, 1936 (Section I) and 14th April 1939 (Section II). 

Above: Ford 5-AT-99 NC432H - presumably in the USA prior to deliv-
ery to China (via JM Collection) 

Registration NC-16048 was cancelled on 4/25/39 as 'Sold' and 'Aircraft 
sold outside U.S.' There is no information on any Chinese ID. 

The Air-Britain DC-1/DC-2/DC-3 book describes NC16048 as delivered 
to Capt G Whittell on 11 Aug36 but this aircraft was never registered to 
that person. A memo dated September 4, 1936 in the Airworthiness 
folder says: "Since the placards have the name "Whittell" it is assumed 
that the aircraft has been sold. We are communicating with the Douglas 
Aircraft Company this date and requesting information in regard to the 
sale." An explanation is given in an Application for Renewal dated 
August 11,1937 and 1 st August 1938, which names George Whittell as 
President of the Nevada Exploration Corporation. There is no mention 
of CNAC in the Air-Britain book. Archive Summer 2007 p.2007/071 
gives CNAC fleet number as '40' and its subsequent history. 

The FAA Registry file for Ford 5-AT-C c/n 65 N406H was reported 
missing on 19 April 2007. The Aircraft Record Card says that the 3 
Wasp Motors had serial numbers 1826, 1825 & 1808. The card also 
says Application No. A-11969. This registration was cancelled as 
Exported to China and Japan; now E-257 (probably an export CofA 
number). 

Lennart Andersson's notes on this aircraft read as follows: "1930-09 
Ford 5-AT-C demo Mukden, Shanghai, Nanking, etc 5-AT-65. Ex NC-
406H. To Chang Hsueh-Uang 2.31, later Chiang Kai-shek." [LA 
17Apr2013] 

Similarly the FAA Registry file for Ford 5-AT-D c/n 99 N432H was 
reported missing on 18 April 2007. The Aircraft Record Card gives the 
serial numbers of the 3 Wasp 'C Motors as 3719, 3720 & 3718. 
Application No. A-22567. Now E-498 (probably an export CofA 
number) (nothing about cancellation or export). 

Lennart Andersson's notes on this aircraft read as follows: "1932-03 
Ford 5-AT demo, to Chang Hsueh-liang 5-AT-99, ex NC432H. Export 
CoA 5.2 or 14.3. Later to T V Soong." [LA 17Apr2013] 
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Feedback on Part 3 (Archive Autumn 2007) Unidentified type: M-75; 

Sino-Soviet Aviation Corporation: Hamiata 

The following report is included in the World Aviation Annual 1948: 

"Hamiata was organised in 1939 by the Chinese Ministry of 
Communications and Soviet Russia with each country holding fifty per 
cent interest in a total capitalisation of about $1,800,000. The company 
is managed by six directors of whom three are Russian and three 
Chinese. All of the flight personnel are said to be Russian. Flights are 
scheduled once a week over an 880 mile route between Hami in 
Sinkiang Province and Alma Ata in Russian Turkestan, thus serving as 
a link between Moscow and Chungking. 

"In February 1947, the company was operating four Douglas DC-3 type 
twin engined transports. 

"During the first seven months of 1946 Hamiata flew 102,000 plane 
miles, and carried 53,664 passengers." 
[World Aviation Annual 1948 via MJW 27Nov2011] 

A recent search of the TNA catalogue has revealed an additional file of 
interest that has yet to be reviewed: 

Soviet Union. Information about projected air CO 323/1458/69 China-
line 1937 

Imperial Airways 

In Part 3 and Feedback No. 2 we considered attempts by Imperial 
Airways to connect Hong Kong with South East Asia via Burma. Recent 
searches of the TNA catalogue have revealed some additional files of 
interest, that have yet to be reviewed: they are listed in the table at the 
foot of this page. 

Further information on Imperial Airways is given in "Imperial Airways: 
the birth of the British airline industry 1914-1940" by Robert Bluffield, 
Ian Allan Publishing, 2009, ISBN 978 1 906537 07 4. 

Feedback on Part 5 (Archive Spring and Summer 
2008) 

The following information on the fleet list of Manshu Koku Kabushiki 
Kaisha (MKKK) has been extracted from an excellent new book on the 
history of aviation in Manchuria: "The Eagles of Manchukuo, 1932-
1945: An illustrated history of the civilian and military aviation" by 
George Eleftheriou and Kiri Domoto-Eleftheriou, Arawasi, 2009, ISBN 
978-4-9904647-1-4 (www.arawasi.jp). Page 130 of this book gives a list 
of known registrations of aircraft in the MKKK fleet with an indication of 
the source of this information (not included below); c/ns are not includ-
ed. There are sections in Chapter 1 that describe the operation of most 
of the aircraft types. (The page numbers for these sections are includ-
ed below.) 

De Havilland DH.80A Puss Moth (pages 24-27): M-11, M-12, M-13, M-
14, M-15, M-16, M-17, M-18, M-19, M-20, M-21, M-22, M-23, M-24, M-
25, M-26, M-27, M-28, M-29, M-30, M-31, M-32, M-33, M-34, M-35, M-
36, M-37, M-38; 

Messerschmitt Bf 108B Taifun (pages 83-86): M-51, M-52, M-53, M-54, 
M-55, M-56, M-57, M-58, M-59, M-60, M-61, M-62, M-65; 

Atlantic Fokker Super Universal (pages 31-37): M-101, M-102, M-103, 
M-104, M-105, M-106, M-107, M-108, M-109, M-110, M-111, M-112, 
M-113, M-114, M-115, M-116, M-117, M-118, M-119, M-120, M-121, 
M-122, M-123, M-124, M-126, M-127, M-128, M-129*, M-130*, M-131, 
M-132, M-133, M-134, M-135, M-136, M-137, M-138, M-139, M-140, 
M-141, M-142, M-143, M-144, M-145, M-146, M-147, M-148, M-149, 
M-152, M-154, M-155, M-160, M-161, M-163, M-167, M-168, M-170, 
M-172, M-174, M-175, M-182, 191, 192, M-198 (no M- prefix given for 
'191'&'192'); 

TJunkers 160 (page 70, but not listed on p. 130): reported as M-129 & 
M-130, which clash with registrations for two Fokker Super Universal 
aircraft given above. 

Nakajima AT-2 (pages 71-73): M-201, M-202, M-203, M-204, M-205, 
M-206 and M-252; 

Junkers Ju 86 (pages 87-94): M-211, M-212, M-213, M-214, M-215, M-
220, M-222, M-223; 

Fokker D.XVI (page 22-23): M-301; 

Fokker C.V-E (page 22-23): M-302; 

De Havilland DH.85 Leopard Moth (page 65): M-303; 

Manko MT-1 Hayabusa (pages 74-82): M-304, M-305, M-306, M-307, 
M-308, M-309, M-310, M-311, M-312, M-318, M-329; 

Unidentified type: M-401, M-402; 

Fokker F.VIIb-3m "Trimotor" (pages 28-30): M-501, M-502, M-503; 

Nakajima LB-2 (pages 61-62): M-505; 

Northrop Gamma 2E (page 43): M-506; 

Mitsubishi MC-20 (pages 95-96): M-601, M-602, M-604, M-606, M-607, 
M-608, M-609, M-611, M-613, M-614, M-614 (sic), M-616, M-619, M-
620, M-621 (perhaps the second "M-614" should be M-615); 

Clark GA-43 (pages 68-69): M-701 ; 

Tachikawa Ki-54hei (page 96): M-716. 

China Airways Co. Ltd. 

On page 2008/075 of Archive Summer 2008, we considered the 
Chinese Aviation Company (Chung Hua Hang Kung Kong Si) but few 
of their aircraft were identified. This is part of what George Eleftheriou 
and Kiri Domoto-Eleftheriou have to say on the subject: 

"On November 7, 1936, a civil airline, the Hui-t'ung Aviation Company, 
was established with its headquarters in MKKK's former office in 
Tientsin and a capital of 4.5 million yen, plus a million yen's worth of air-
craft and vehicles from MKKK. Then the mayor of Tientsin, Chang Tzu-
chung (Zhang Zizhong), was appointed president, with Kodama 
Tsuneo taking the post of vice-president. Carrying numerical registra-
tions such as "1101", its fleet consisted of a three-engine Fokker F.VIIb-
3M on the Tientsin-Dairen route, six Super Universals and at least two 
Puss Moths, all from MKKK. The company marking comprised a red 
and blue (or black) yin and yang roundel on the tail and upper and lower 

TNA ref. 
C0323/1456/16 

C0323/1456/18 
C0323/1456/20 

C0323/1456/21 

C0323/1456/27 
C0323/1456/37 
C0323/1456/40 
C0323/1636/10 

title in TNA catalogue year 
Link service to Hong Kong: memorandum about air route to Hong Kong from Akyab or Rangoon via the 1937 
Southern Shan states and French Indo-China 
Link service to Hong Kong: subsidy to Imperial Airways 1937 
Link service to Hong Kong: Foreign Office despatch to Siamese government about proposed service between 1937 
Bangkok and Hong Kong by Imperial Airways 
Link service to Hong Kong: arrangements with Imperial Airways for temporary service between Penang and 1937 
Hong Kong; question of subsidy 
Link service to Hong Kong: correspondence with Imperial Airways about temporary service 1937 
Link service to Hong Kong: financial arrangements between Imperial Airways and government of Hong Kong 1937 
Link service to Hong Kong: proposed survey flights and regular services Bangkok-Hong Kong, by Imperial Airways 1937 
Agreement for service between Bangkok and Hong Kong: British Overseas Airways Act 1939 1939 
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surfaces of the wings. In February 1937, Hui-t'ung received 14 pilots 
and seven engineers on transfers from MKKK. 

"The start of the Second Sino-Japanese War in eastern China in 1937 
coincided with changes in the north's political landscape. These events 
prompted a reorganisation at Hui-t'ung designed to enable it to cover 
all the areas that the IJA had already occupied. Hui-t'ung was therefore 
dissolved and a new local airline, named Chuka Koku Kabushiki Kaisha 
(CKKK, China Airways Co. Ltd.) with 51% Chinese and 49% Japanese 
ownership, founded in Beijing on December 17. 1938, with Kodama 
Tsuneo named this time as president; all of its equipment and person-
nel as well as its Tientsin office were from Hui-t'ung. Lacking tail mark-
ings, the new airline's aircraft had registrations starting with the letter 
"C-" plus individual aircraft numbers and hinomaru on the wings. 

"Although continuing to maintain close relations with MKKK, from that 
time on China Airways plotted its own course with regard to its business 
development and aircraft acquisitions." [Eleftheriou page 67] 

The AT-2s on loan from MKKK were named after Chinese cities. Three 
of Hui-t'ung's AT-2s were named: "Peiping", "Shanghai" and "Tientsin". 
[Eleftheriou pages 66-67] 

Feedback on Part 6A/B (Archive Autumn/Winter 
2008) 

Archive page 2008/123 says: "There is a listing of one hundred Curtiss 
H81-A-2 (P-40B) at Table 1." Similarly page 2008/125 says: "A listing 
of the 16 North American B-25B Mitchells used on the Doolittle Raid is 
given in Table 2." Page 2008/134 says "See CNAC fleet list, Table 3, 
for more details". This was included as Table 14 on pages 2008/187-
188. Page 2008/138 says "See also Table 8." A note on page 2008/139 
says: "Some tables have been held over until the next issue, ...". 
Unfortunately there was also pressure on space in the next issue and 
Tables 1, 2 & 8 were not included in either Parts 6A or 6B. 

Similarly on page 2008/186, under "Appendix A: C-47 Units of the CBI" 
there is a note that says: 
"Temporarily withheld for reasons of space - to follow." 

These missing items have all been included in Part 6C uploaded to the 
AB-IX Files folder for "Commercial Aviation in China" on 18 May 2012. 
The link is: http://groups.yahoo.com/group/ab-ix/files/ 
Commercial%20Aviation%20in%20China%20/China%20Part%206C% 
20v1.0%20CNAC3.doc. 

Readers interested in the history of the China National Aviation 
Corporation (CNAC) may be interested in a new book on this subject, 
written by a member of the China History Research Group. 
Bibliographical details are as follows:-

"China's Wings: War, Intrigue, Romance, and Adventure in the Middle 
Kingdom during the Golden Age of Flight" by Gregory Crouch, Bantam 
Books, New York, 2012, ISBN 978-0-553-80427-0 (hardback). 

Left: Ford 5-AT-65 NC406H in China, 
probably at either Shanghai or Mukden 
(via JM Collection) 

Feedback on Part 7 (Archive 
Spring 2009) 

Douglas DC-3 (C-47 & C-53) 

On Archive page 2009/037 we wrote: 
"Madame Chiang's personal transport was 
C-47B 43-48806 c/n 26067, s/n C-51219 
('219') 'Meiling', ...". Phil Hawks says that an 
article in a Taiwanese monthly magazine 
refutes this, saying that it was Chiang Kai-
shek's aircraft but named after his wife. [PH 
19Jun2012] 

The magazine, published in January 2004, 
is called "Illustrated Guide of Weapons and 
Tactics". A translation of the article says the 

following: "CKS used two different C-47s (sic). The first was just a 
'normal'/basic aircraft ..., the replacement (43-48806) was much more 
luxuriously-equipped ... Officially handed over 30 June 1945. Named 
'Mei-Ling' after Madame CKS, both because she was one of the 
highest ranking officials in the Air Force, and to follow the tradition set 
by Sun Yat-Sen, who named the first Chinese aircraft 'Rosamonde' 
after his wife Soong Ching-Ling (who was Soong Mei-Ling's sister). 
After receiving the C-54 (Chung-Mei) in 1946, both machines were 
used as Presidential aircraft. Initially based at Chiayi after retreating to 
Taiwan, then later moved to Taipei. Mei-Ling was used mainly for flights 
in the northern part of Taiwan, or to smaller airfields which couldn't 
accommodate the C-54. Mei-Ling remained on charge for flights to the 
smaller airfields even after the DC-6 replaced the C-54 in 1966. Initially 
Mei-Ling was only used by CKS and his wife. Later, Taiwanese Premier 
and other high-ranking Air Force officers were also allowed to use it on 
occasion. After Chiang Jing-Guo (CKS's son) died in 1988, the Chiang 
family's power had gone, and Mei-Ling was retired from Presidential 
aircraft status. Handed over to the Air Force Academy as a trainer in 
1991, along with all the other C-47s in the ROCAF inventory. Then to 
ROCAF Museum in Sep 1994." [PH 09Jul2012] Note: we believe that 
CKS's first DC-3 was a C-53, not a C-47. 

This correction is supported by an item in the monthly air information 
report from the British Assistant Air Attache in China (Chungking?) for 
February 1946, dated 2nd March 1946, who said: "President Chiang 
Kai Shek, accompanied by Madame Chiang, has been touring China in 
his Dakota aircraft "Mei Ling"." [TNA BT 245/659 #164A] 

Considering other ROCAF C-47s, Clarence Fu wrote: "The C- number 
of CNAF C-47 is an unusual one. It is C-51xxx, not C-47xxx. It seems 
only appeared in late 1940s to early 1950s. The ones I have seen are: 
C-51219, became 7219 
C-51285 
C-51300, became 7300 
C-51303 
C-51310. 
When C-51xxx is shown on the fin, the xxx is painted again in larger 
font under the C-51xxx." 
[CF 02Jan2005] 

Colin Smith has suggested that the CNAF used C-51.... to avoid poten-
tial confusion with P-47 serial numbers. [CRS 29Apr2013] 

Colin Smith has contributed the following notes on MAP deliveries: 
"When the USAF assumed a support commitment for the survivors (or 
those regarded as appropriate for their support) there were 31 on 
strength as of 30.9.52. Their numbers dwindled to 23 by 31.12.63, there 
having been no new MAP-supplied aircraft until then. A single surplus 
USAF EC-47D, 43-49331, was delivered through Prestwick in 12.63 
(as 'Iron 04') and became 7344. 

"From the evidence of USAF statistical reports another aircraft was 
delivered a few weeks later but then withdrawn but the reason is 
unclear and may indeed have been the correction of a change of plan 
or even clerical error. The next delivery quoted in MAP (NARA) statis-
tics is that of a single aircraft received as a redistribution' in mid 1968. 

2013/071 

http://groups.yahoo.com/group/ab-ix/files/


This could have been 7346 42-24062 that was originally delivered to 
Vietnam in 1956 ... but this leaves 7345 unaccounted. 

I remember there seems to be 5406, but I can't find it in my files right 
now." 

"Another aircraft was planned for the 1970 programme year and appar-
ently delivered in the quarter ending 30.9.70 to bring the operational 
total to 24. This appears to have been the surplus USAF HC-47A 43-
16087 SOC at Korat 6.7.70 and later noted as '16087' in CNAF use. 

"The next (and final?) MAP aircraft recorded in NARA statistics was 
from the 1972 programme year and was sourced from US Naval 
stocks. This appears to have been the former USN MAAG Taiwan C-
47M 17251, SOC 7.10.71 and later seen in CNAF use as '17251'. As 
of 30.6.71 there were 24 C-47s supported by the USAF under MAP. 

"The highest known serial in the 73xx system appears to have been 
7347 allocated to 45-1055, alias B-879 and B-1555, although it is not 
clear when it became 7347." [CRS 29Apr2013] 

"... the CNAF almost certainly did get a second EC-47D in early 1964 
... It was either 43-48892 (surmised by JMG as CNAF ...) or 44-77290. 
One went to Taiwan and the other to South Korea but I haven't estab-
lished which was which. I also came across another T F disposal at 
Tachikawa in 1964. This was C-47 45-1007 (presumably nothing to do 
with the CNAF) SOC 18.6.64 due 'corrosion' (says JMG) although 
those words are not on the record card. "[CRS 29Apr2013] 

The following late C-47 serial numbers are listed in World Air Forces 
Directory 2011-12 by Ian Carroll: 

s/n p/i 
7344 43-49331 
7346 42-24062 
7347 45-1055 
[WAFD7 p.622] 

c/n 
26592 
9924 
34325 

notes 
EC-47D, WFU 

P. Gangshan 

l/n 
Feb92 
Jan84 
Dec03 

Douglas DC-4 (C-54) 

On Archive page 2009/037-038 we considered the Douglas C-54s that 
served with the Republic of China Air Force (RoCAF). A draft of this C-
54 section was issued to the China History Research Group shortly 
before the editor's deadline for Part 7 and the discussion continued 
after that delivery date. For example, Clarence Fu wrote as follows: 

"C-54001 c/n 10529 42-72424. 
In 1959 it was seen carrying a s/n on the fin as C-72424. Theoretically 
it became CAL's B-1801. 

"C-54002. A local book Chinese Air Force In Action Series 3 says this 
aircraft was a C-54G because it had a radome in the nose. The book 
says it was ferried by USAF crew in August 1961. There are photos of 
USAF and RoC staff standing in front of this aircraft in the handover 
ceremony. I have no clue of its s/n. A rumor says it was abandoned at 
the Second Depot in Taichung. 

"However it really seems that the RoCAF only owned two C-54 prior to 
the MAP aircraft of the early 1970s - c/n 10529, which had been in 
China since 1946, and c/n 10472, which arrived in the Republic at the 
end of 1957 or early in 1958, and was initially used by an airline. 

"As to the mysterious B-1406, I am very sure it is c/n 10472 and 42-
72367 because I have seen copy of the handover document signed by 
Moon Chin and Gen. I. It seemed simply disappear after handover to 
the air force. According to Gen. I's memoir, this aircraft became the first 
C-54 of China Airlines. The problem is it was handed over to RoCAF in 
Aug. 18, 1958, but China Airlines was established on Dec. 16, 1959 
and it did not have DC-4 in the beginning. Furthermore, the first DC-4 
B-1801 should be ex- C-54001. 

"Moon Chin told me in person that Gen. I changed the number of this 
C-54. It makes our guessing even more difficult. 

"Later when those MAP C-54 came, they weren't allocated as C-5400X, 
but use 540X instead. They are: 
5401 c/n 36077 45-0624 
5402 c/n 35973 45-520 (502 is a typo) 
5403 10650 42-72545 
5404 36056 45-0603 
5405 27332 44-9106 

"I saw an entry about the RoCAF completed the price negotiation and 
set a contract for C-54G 45-571 (c/n 36024) on April 10, 1968. But I 
don't know what happened to this C-54 later." [CF 14Feb2009] 

John Davis commented as follows: 
"First the six MAP supplied C-54. The dates I give below are the US 
(SOC) strike dates. All being transferred under MAP to the Republic of 
China: 

5401 c/n 36077 C-54G ex 45-624. To RoCAF 12Dec71 
5402 c/n 35973 C-54G ex 45-520. To RoCAF 15May72 
5403 c/n 10650 C-54D ex 42-72545. To RoCAF 15Aug72 
5404 c/n 36056 C-54G ex 45-603. To RoCAF 25Aug72 
5405 c/n 27332 C-54E ex 44-9106. To RoCAF 13Jan73 
5406 c/n 10852 C-54D ex 42-72747. To RoCAF 29Jan74. 
[JMD 17Feb2009] (See comments below.) 

Later, Colin Smith wrote: 
"C-54001. Clarence gives this as being C-54B c/n 10529 ex 42-72424 
and C-72424 in 1959. Conventional history is that this was XT-T01, B-
1801, XW-PGE in 3Sep69, to B-1801 in 1971, and shot down 28Nov74. 
However, another report gives this as B-1815 from 17Dec57 to 
21 Mar62; and also that it was used by Chiang Kai-shek as "Chung Mei" 
to Feb62. Could this be XT-T01 to B-1815, also using C-72424 when 
needed from 1959. To C-54001 in 1962. To XW-PGE in 1969, then B-
1801 on its return from Laos? 

"C-54002. In one reference to C-54002 Clarence quoted "Chinese Air 
Force in Action Series 3" as saying it was a C-54G as it had a radar 
radome in the nose. I do not know a date, but would guess that by the 
mid-1950s the majority of the US military C-54, irrespective of a model, 
had a nose radome. From Mart's comments C-54002 became B-1801. 

"B-1406. Clarence sees this as C-54B c/n 10472, and available dates 
would work for this. Last US owner was an S. E. Spicher who registered 
it in Dec57. Its cancellation on 25Jan71 as part of the US register clean-
up is irrelevant. It could have gone from the US immediately to Foshing, 
becoming B-1406. To RoCAF on 18Aug58. Would not the serial at that 
time be C-72367? 

"Anyhow, if we follow Joe Leeker's thesis B-1406 c/n 10472 ex 42-
72367 could have gone to RoCAF 18Aug58 serial not known, then to 
C-54002 by Aug61, to VIAT in mid-1963 (probably as B-1801 (the first). 

"Quickly skipping 25 years, I think (repeat think) that the missing 5404 
is 42-72610 that was a MAP delivery ex-Yokota 14.7.72." [CRS 
25Apr2011] 

Colin Smith wrote to Clarence Fu on 13 May 2011 stating (in part): 
"Many thanks for confirming ... that 45-577 was almost certainly the air-
craft that became 54002 with no. 34 squadron in 1961. 

"My concern is that having established the fate of (almost) every C-
54D/E & G, I am still uncertain whether the RoCAF received five, six or 
seven surplus USAF aircraft in the period from late 1971 to early 1974. 
The US National Archives database (NARA) states that Taiwan was 
allocated five aircraft in programme year 1972 which would approxi-
mate to delivery in calendar year 1973. However, that database is not 
always complete. 

"I am fairly certain that I have identified all the USAF MAP recipients of 
C-54s post 1970 and there are seven aircraft that look to me like 
RoCAF aircraft although nothing on the USAF record cards specifically 
links any of them to Taiwan. In strike order they are: 

SOC 12.12.71 from Clark and seen at Taipei 3.78 
SOC 15.5.72 from Sheppard and seen at Taipei 3.78 as 

45-624 
45-520 
'45520' 
42-72610 SOC 14.7.72 from Yokota (to MAP). Not subsequently 
noted. 
42-72545 SOC 25.8.72 from Tan Son Nhut and assumed to have been 
'45503' seen at Taipei 3.78 & 9.78 
44-9106 SOC 13.1.73 from Udorn and seen at Taipei 3.78 
42-72747 SOC 29.1.74 from Taipei and seen at Taipei 11.79 
[CRS 13May2011] 
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Subsequently Clarence expanded his list (above) in his reply: 
"Not long ago my friends and I had a discussion about C-54 s/n. We put 
all our collection as follows: 

45-624 
45-520 
42-72545 
45-603 
44-9106 
42-72747 
45-589 

5401 
5402 
5403 
5404 
5405 
5406 
5407 RoCAF bought it from Air Asia in early 70s 

"We haven't seen any info of 42-72610. 

"Originally there were indeed five C-54s for the VIP Squadron in Taipei. 
5406 originally was intended to be used by Search and Rescue Group 
in Chia-yi. Somehow it still ended up in VIP Sqn. Later 5407 also joined 
the squadron. 

"One of my friends used to serve in the RoCAF. He had seen 44-9114 
in Suinan Airport in Taichung City. It stayed there for a long time and 
was not put into real service. 

"The 54xx number was painted in very small font at the upper part of 
vertical tail, usually at the top of the black rectangle as can be seen on 
some C-54s. Sometimes it can only be seen in close-up photo. 

"By the way, please don't confuse 54002 and C-54002. I found out that 
they were two different aircraft. C-54002 was 42-72367 (10472)." [CF 
15May2011] 

An artist's impression shows a "C-54G" with "54002" on the fin. A pho-
tograph (page 75) also shows "54002" with caption (in Chinese) that 
says "C-54G" 

Colin Smith has kindly contributed the following additional notes on 
MAP deliveries: 
"The AFHSO/NARA statistics record two aircraft only - at different 
times - supported by MAP in the 1953-1971 time-frame. 

"(i) When the AFHSO stats commence there is one aircraft active 
30.9.52 and this is last mentioned 31.3.53 (the third quarter of FY 
1953). There could be several reasons for its disappearance from the 
statistics but in this instance, there being only three C-54s supported 

globally by the USAF (reducing to two), it can be seen that its disap-
pearance from the statistics in the quarter-ending 30.6.53 is a "loss" in 
that quarter categorised as one of "transfer, diversion or class 01Z 
[instructional]". So it was not lost to an accident. 

"(ii) No more C-54s are supported until one aircraft appears in the 
quarter-ending 31.3.57. However it does not show as a new delivery 
from the USAF and could have come from almost anywhere. Assuming 
that this is the only aircraft involved it can be seen to have remained on 
the inventory until at least 31.3.63 and its disappearance in the quarter-
ending 30.6.63 is described by the USAF as 'operational attrition'. 

"(iii) There are no MAP deliveries of any C-54s shown from 30.9.52 until 
30.6.71. 

"(iv) In respect of the later aircraft deliveries I am now convinced that 
the serial range 5401 etc contains both MAP and purchased aircraft, 
hence the total of only five quoted by the NARA statistics ... 

(v) [The following comments apply to the table labelled "JMD 
17Feb2009" above.] 
"45-624 doesn't say 'MAP' on the lARC/Posting and its termination 
code T F literally means 'Abnormal Deterioration'. 45-520 does state 
MAP, so does 42-72545, 45-603 does not, 44-9106 does and so does 
42-72747 and all of them have the regular TL' termination code. None 
of them say anything about the 'Republic of China' so the links are def-
initely from another source! 

"I have to say that if only five aircraft were approved under MAP for pro-
gramme year 1972 then 45-624 looks like the odd-man out on the basis 
of its strike code and the lack of a 'MAP' reference." [CRS 29Apr2013] 

John Davis has responded as follows: "John Whittle went through the 
C-54G cards late last year, and his interpretation of the last action 
shown on that of 45-624 (c/n 36077) is different from Colin Smith's. He 
shows the last record as being SOC on 12Dec71 on transfer to the 
Republic of China Air Force. Albeit John does not show any mention of 
MAP. It could have been transferred under some other programme or 
activity." [JMD 02May2013] 

The following summary is based on a table created by Phil Hawks: 
[CF 15May2011; CRS 07May2011, 15May2011; FAA; JMD 
01May2013; PD 30Apr2013; PH 29Jul2012; JFL; ROC CAA; SEA79; 
USRQ1 p.59; USRR77 pp.70, 87; WAFD7 p.622] 

c/n model 
Early deliveries 

10529 C-54B 

3074 C-54A 

10472 C-54B 

< 

ID 

42-72424 

XT-T01 
C-72424 
(C-54)001 
B-1801(1) 

XW-PGE 

B-1815 

41-37284 

C-54001 
42-72367 

N90446 

B-1406 

C-54002(1) 
B-1801(2) 

operator 

USAAF 
RFC Augusta 
SOC 

RoCAF 
RoCAF 
China Airlines 
Cancelled 
Royal Air Lao 
Cancelled 
China Airlines 
Cancelled 
USAAF 
SOC 
RoCAF 
USAAF 
SOC 
War Assets Corporation 
American Airlines, Inc. 
US Overseas Airlines, Inc. 
S E Spicher 
Repossessed by American Airlines 
Cancelled 
Foshing Airlines 
Cancelled 
RoCAF 
China Airlines 
Cancelled 

date 

50ct46 
Oct46 

1946 
1949? 
? 
3Sep69 
? 
17Dec68 
24Mar73 

? 

? 
26Feb46 
8Mar46 
4Jun54 
24Aug57 
? 
25Jan71 
30Mar58 
? 
18Aug58 
1960 
? 

notes 

VIP 

fate? 

(not in file) 
order of revocation 
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36030 C-54G 

MAP deliveries 

36077 

35973 

10650 

36056 

27332 

10852 

VC-54G 

C-54G 

C-54D 

C-54G 

C-54E 

HC-54D 

Non-MAP delivery 

36042 C-54G 

45-577 

50577 

USAAF 
SOC 
CIA 

(C-)54002(2) 
B-1803 

45-624 

5401 
45-520 

5402 
42-72545 

5403 
45-603 

5404 
44-9106 

5405 

42-72747 

5406 

45-589 

B-1016 

N48354 
B-1016 

N65132 
N74BA 

5407 

China Airlines 
Cancelled 

USAF 
SOC (TF) 
RoCAF 
USAF 
SOC (TL\ MAP) 
RoCAF 
USAF 
SOC (TL\ MAP) 
RoCAF 
USAF 
SOC (TV) 
RoCAF 
USAF 
SOC(TL', MAP) 
RoCAF 
WFU 
USAF 
SOC (TL' MAP) 
RoCAF 

USAF 
CIA 
SOC 
Air Asia Co Ltd 
(op.) Civil Air Transport 
("Give no info/See Rob") 
Air America Inc 
Civil Air Transport Co Ltd 
Cancelled 
Bo-S-Aire Airlines 
Bird and Sons Inc. 
Cancelled 
RoCAF 

120ct49 

RoCAF (34 Sqn) 
140ct64 
? 

12Dec71 
Dec71 

15May72 
May72 

15Aug72 
Aug72 

25Aug72 
Aug72 

13Jan73 
Jan73 
Oct92 

29Jan74 
Jan74 

27Aug52 
? 
8Nov66 

10ct74 

? 
2Jul75 
280ct75 
16Feb77 
1971 

or 12Oct50? 

28Aug61 

'50624' 
Clark 
TBC 
'45520' 
Sheppard 

'72545' 
Taipei 

Tan Son Nhut 

'49106' 
Udorn 

72747' 

to Mar77? 

cargo a/c 

r/r 
or 22Mar77? 

On Archive page 2009/037 we wrote: "Chiang named the C-54 "Chung 
Mei", 'Chung' from one of his names and 'Mei' from the name of his 
wife." Phil Hawks agrees that this is true but adds another reason: 
'Chung' also means China and 'Mei' also means USA, therefore 'Chung 
Mei' signified the special relationship that existed between China and 
the USA at that time. [PH 11 Jul2012] 

A detailed discussion of RoCAF C-54s probably belongs in 
Aeromilitaria rather than here but we will reopen this Pandora's Box 
when we discuss Taiwanese C-54s again as we consider the fleet lists 
of China Airlines and Foshing Airlines. See also feedback on Part 10 
below. 

Douglas DC-6B 

On Archive page 2009/038 we wrote that C-118A c/n & s/n 43682 was 
stored at Sung Shan, Taipei. Phil Hawks says that it disappeared from 
Sungshan many years ago, probably in the mid-1990s and was pre-
sumably scrapped. [PH 11Jul2012] WAFD7 p.625 says it was with-
drawn from use in October 1992. 

Feedback on Part 8A (Archive Summer 2009) 

On Archive page 2009/081-082 we reported that Transocean Airlines 
(TALOA) won a contract to ferry 150 US surplus C-46s to China. Ian 
Terry reports that the TALOA website (http://www.taloa.org/China.html) 
mentions that China acquired 157 C-46s, assuming that 7 aircraft 
would be lost on delivery, but in the event all 157 aircraft were delivered 
by air in convoys of five aircraft at a time. The first aircraft delivered into 
Shanghai was C-46320 on 20 April 1948. [IT 13Jul2010] 

John Davis has studied a few pages from the log book of Frank 
Kennedy, a Transocean pilot, and this lists some C-46s that he deliv-
ered to the Chinese Air Force: 

C-46315 Local flight from Oakland, 18Mar48 
C-46320 Oakland to Shanghai, 20 to 24 April 1948 
C-46327 Oakland to Shanghai, 5 to ? May 1948 
C-46339 Oakland to Shanghai, 21 to 24 Jun 1948 
C-46349 Oakland to Shanghai, 10 to 13 Jul 1948 
C-46926 (sic) Oakland to Shanghai, 3 to 6 Aug 1948 
C-46288 Oakland to Shanghai 16 to 19 Aug 1948 
C-46296 Oakland to Shanghai, 3 to 6 Sep 1948 

All these followed the normal delivery route: Oakland - Honolulu -
Wake - Guam - Shanghai. Crews were then flown back to the US on 
Transocean's DC-4s. [JMD 15Feb11, 19Mar11] The entry for "46926" 
appears to be wrong but apparently is not a mistake for C-46296 in the 
following month. 

Feedback on Part 8B (Archive Autumn 2009) 

Central Air Transport Corporation (CATC) 

The following operating 
Aviation Annual 1948: 

Hours flown 
Miles flown 
Passengers carried 
Passenger miles 
Mail: short tons 
Mail: short ton miles 
Cargo: short tons 
Cargo: short ton miles 

statistics for CATC 

1946 
13,619 
1,932,028 
48,933 
28,508,000 
228 
164,000 
3,220 
3,593,000 

were given in the World 

1947 
27,592 
4,298,591 
119,285 
59,541,146 
1,645 
1,052,400 
15,410 
7,133,329 

Revenues and expenses in millions of Chinese National dollars: 
Total revenues (CN millions) $17,699 $302,994 
Total expenses (CN millions) $13,679 $274,643 
Net profit (CN millions) $4,020 $28,351 
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Above: Nakajima-built Super Universal M-105. (via JM Collection) 

Notes: 
1. Passenger data for 1946 probably includes non-revenue 
traffic; 1947 figures are totals including non-revenue. 
2. During 1947 passenger traffic showed the greatest increase; 
81,467 passengers were carried and 40,316,913 passenger miles were 
flown in the second half of the year alone. 

"As of December, 1947, CATC operated scheduled flights which served 
26 Chinese cities. In addition, flights were scheduled to Hong Kong 
from Kunming, Shanghai and Chungking; and from Shanghai to Hanoi 
and Bangkok. 

"CATC maintained an average of 15.4 planes in service during 1946, 
and the average number of pilots employed during that period was 
15.3. Pilots employed in December, 1947, were almost 100 in number 
and personnel totaled 2,311. On December 31,1947, the company had 
on order six Convair Liners and five DC-3s. In service were 19 C-46s, 
13 C-47s, 2 C-53s, 2 UC-64As, and 1 AT-6." 
[World Aviation Annual 1948, p.507, via MJW 27Nov2011] 

Feedback on Part 9 (Archive Winter 2009) 

The hijacking of Catalina VR-HDT 

In Archive pages 2009/168 & 169, we reported on the death of Dr 
Nelson on 16th July 1948 when Catalina VR-HDT was hijacked and 
crashed after takeoff from Macao. The fleet of Macao Air Transport 
Company (MATCO) was also discussed on pages 2009/177 & 178. 

This accident is reported in TNA file FO 371/69648: "Attempted piracy 
on the Macao Air Transport plane" (1948). This file contains two 
dossiers: F12342 contains a Statement by the Commissioner of Police, 
Macao, dated 31st July 1948; and F12343 contains a copy of the 
Report on accident to Catalina aircraft which occurred on route from 
Macao to Hong Kong on the 16th July 1948, prepared by the Hong 
Kong DCA (8 pages). [MSB 23Feb2013] 

This aircraft was owned by Cathay Pacific Airways and chartered by 
MATCO, so we will have another opportunity to discuss this crash when 
we consider the history of CPA. 

Amphibian Airways 

See Archive page 2009/178. 
David Legg has written as follows: "An interesting thread has devel-
oped on the Key Publishing forum today. See ... http://forum.keypub-
lishing. co. uk/showthread.php?t=113650 
There are a number of photos of two Catalinas in the various quoted 
links. The questions that arise are two-fold. Firstly, what was the colour 
scheme of the AA Catalinas and, secondly, what is the identity of 
Catalina '245'." [DL 09Dec2011] 

Later David wrote: "Further to my e-mail [above], it occurred to me that 
the Catalina '245' might be PI-C245. The old Air-Britain [South East 
Asia, page 103, 1979] register has a gap between PI-C243 (a Piper 
Cub) and PI-C246 (a Cessna 140)." [DL 11Dec2011] 

This also begs a question about PI-C244. 

Feedback on Part 10 (Archive Summer 2010) 

China National Aviation Corporation (CNAC) 

On Archive pages 2010/70-71 we considered the Douglas DC-4s/C-
54s that served with CNAC. Colin Smith has looked at the USAF cards 
and cross-referenced these with this Archive article. 

"The original purchase from USAAF surplus dates may clear your mind 
a bit about early registrations. The first appears to have been the C-
54D 42-72643 [c/n 10748] with a date of 29.5.46 from WAA Memphis. 
That's consistent with the NY Times date of 29.5.46 and it's a C-54D 
(p.2009/038). 

"The other six [CNAC] C-54Bs were SOC by USAAF as surplus RFC 
Bush 28.12.45 (42-72337, 42-72405 & 43-17170) and RFC Augusta 
5.10.46 (42-72424) and 7.10.46 (42-72433 & 43-17148). That suggests 
to me that the first three had been previously acquired by a dealer with 
the other three being acquired when the contract was agreed/signed. 

"I don't see how 42-72424 could have been acquired as early as 
January 1945 or even January 1946 if the strike dates are even approx-
imately correct but I can see how it went to Chiang if it took until 
January 1947 to deliver 42-72643." [CRS 25Apr2011] 

We do not have an FAA registry file for C-54B 42-72424 c/n 10529 but 
do have the file for 42-72337 c/n 10442. The Repair and Alteration 
Form (ACA 337) dated 170ct1946 says "Converted for air carrier pas-
senger use in accordance with Specification 762-3, Glenn L. Martin 
Company drawing numbers attached." The Aircraft Inspection Report 
(ACA 307) for XT-T-02 is dated 180ct1946 as is the CofA for Export E-
10916, as shown on p.2010/70. The quoted 'd/d' date of 18Jan45 was 
the date of delivery to the USAAF. The Air-Britain DC-4 monograph 
(p.46) does not mention China but the TAHS book (p.230) gives "XT-T-
01 China National Airways [sic] Corporation bt. 46", which is consistent 
with the dates for XT-T-02. 

The following operating statistics for CNAC were given in the World 
Aviation Annual 1948: 

1946 1947 
Number of aircraft in service: 
Owned by CNAC 
Owned by others 
Total number 
Total hours flown 
Average hours used per day 
Revenue miles flown 
Revenue passenger miles 
Mail ton miles 
Express ton miles 
Excess baggage ton miles 
Total available ton miles 
Used ton miles: 
Revenue 
Non-revenue 
Total used 
Overall load factor 
[World Aviation Annual 1948, 

18.7 
30.6 
49.3 
48,298 
2:43 
5,657,450 
107,638,200 
1,115,200 
2,393,300 
1,912,800 
16,943,200 

12,910,100 
956,800 
13,866,900 
81.8 

46.7 
46,005 
2:40 
5,654,831 
84,588,312 
1,442,339 
5,184,614 
1,513,413 
21,018,131 

13,375,248 
1,457,516 
14,832,764 
70.5 

p.508, viaMJW27Nov2011] 
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Capitalization and Management 
"C.N.A.C. is capitalized at a par value of $2,500,000,000 Chinese 
national currency. Ten thousand shares of common stock are out-
standing, of which 8,000 are owned by the Chinese Ministry of 
Communications and 2,000 by Pan American Airways Corporation. 
The Government's interest was acquired in return for all the assets of 
the predecessor C.N.A.C. agreed by the two owners to have a net 
value of a little more than U.S. $6,200,000, and PAA paid U.S. 
$1,554,858 for its share. 

"There are nine directors, seven of them appointed by the Chinese 
Government and two by the American company. The president, a man-
aging director, and one vice president are selected by the Chinese 
Government, and another vice president is selected by PAA. All four of 
these officers are also members of the Board of Directors. 

Total (1948): 

1949 
January 
February 
March 
April 
May 
June 
July 
August 
September 
October 
November 
Total (1949): 

37,570 

3,460 
2,828 
4,508 
3,485 
1,706 
1,721 
2,321 
2,869 
1,967 
1,747 
1,482 
28,094 

203,474 

6,207 
4,940 
8,404 
9,456 
2,136 
6,216 
11,283 
13,174 
5,614 
5,816 
8,165 
81,411 

30,652,242 

4,257,608 
3,167,207 
5,194,825 
3,198,745 
249,906 
800,373 
1,114,629 
1,422,982 
883,988 
929,581 
744,721 
21,964,565 

"Directors of C.N.A.C. are General T. W. Yu, chairman; Col. C. Y. Liu, 
vice chairman; C. H. Wang, A. T. C. Kao; H. P. Peng; K. Y. Yin, and 
Gordon B. Tweedy. 

Assets and Liabilities 
"As of June 30, 1947, C.N.A.C.'s total assets amounted to about 153 
billion Chinese national dollars. Current assets were CN$56 billion, 
property and equipment after deducting depreciation was valued at 62 
billions; and deferred charges were 23 billions. Current liabilities at the 
same date were 35 billions, capital stock 2.5 billions, capital surplus 
109 billions and earned surplus was reported as a deficit of CN$9 bil-
lions. 

Equipment 
"In 1937, 19 aircraft were operated; seven amphibians (1 Sikorsky S-
43, two Douglas Dolphins and four Loenings) and 12 landplanes (two 
Fords, five Stinsons, four DC-2s, and one Stearman trainer). During 
1946, the company operated about 50 planes either owned or leased, 
most of them C-46s and C-47s. 

"According to latest reports C.N.A.C. owns 49 aircraft including seven 
DC-4s, 23 DC-3s and 19 C-46s." 
[World Aviation Annual 1948, p.508, via MJW 27Nov2011] 

Feedback on Part 11 (Archive Autumn 2010) 

Civil Air Transport (CAT) 

The following operating statistics for CAT for January 1947 to 
November 1949 are given in Appendix A of Perilous Missions, by 
William M Leary: 

Month 

1947 
January 
February 
March 
April 
May 
June 
July 
August 
September 
October 
November 
December 
Total (1947): 

1948 
January 
February 
March 
April 
May 
June 
July 
August 
September 
October 
November 
December 

Hours flown 

50 
167 
310 
506 
776 
833 
1,386 
1,880 
1,629 
2,179 
1,727 
2,151 
13,594 

2,902 
2,127 
2,665 
3,127 
3,308 
3,612 
3,303' 
3,404 
3,849 
3,462 
3,370 
2,441 

i Passengers 

n/a 
n/a 
n/a 
n/a 
n/a 
125 
497 
3,830 
4,692 
n/a 
n/a 
n/a 
27,644 (est.) 

5,958 
6,984 
10,563 
14,277 
17,959 
15,428 
17,885 
31,520 
34,726 
24,057 
16,020 
8,097 

Revenue ton-miles 
(cargo & passengers) 

18,700 
40,117 
91,343 
109,517 
286,343 
322,820 
617,963 
762,251 
690,948 
1,149,115 
1,176,053 
1,722,224 
6,987,394 

1,806,457 
1,289,455 
1,969,653 
3,161,624 
2,919,293 
3,289,616 
2,953,446 
2,392,191 
2,796,378 
2,560,126 
3,104,850 
2,409,163 

Sources : certified Statement by C L Chennault, April 26, 1950, Willauer 
Papers ; China Handbook, 1950 (New York, 1950), p. 631; United 
Nations Relief and Rehabilitation Administration, Operational Analysis 
Papers, No. 51, "Industrial Rehabilitation in China" (Washington, D.C., 
1948), p. 19; CAT Bulletin 1 (February 15, 1948): 9, "Operational 
Statistics for the year 1947," Rosbert Papers. [Leary pp. 214-215] 

The following operating statistics for CAT for 1947 were given in the 
World Aviation Annual 1948: 

Hours flown 
Plane miles flown 
Passengers carried 
Passenger miles 
Mail: short tons 
Mail: short ton miles 465,718 

Total 1947 01/01-30/06 01/07-30/09.01/10-31/12 
13,766 2,898 
1,891,483 310,174 
27,289 1,216 
7,819,271 899,204 
1,556 120 

125,320 

4,924 
704,687 
9,617 
2,551,756 
517 
142,830 

4,946 
1,544,294 

5,944 
876,622 
16,456 
4,368,311 
919 
197,568 

9,497 
2,876,776 

Freight, express and excess baggage: 
Short tons 15,278 835 
Short ton miles 5,056,730 635,660 

Personnel, 1 March 1948: 
"Approximately 816 workers are employed, of whom 91 are American 
and the balance Chinese. There are approximately 30 full flight crews, 
of which the captains are Americans. More than half of the co-pilots are 
Chinese and all other flight operators are Chinese. All crew chiefs and 
the majority of the technical specialists are Americans assisted by, or 
supervising, Chinese specialists or mechanics. The business and 
accounting department is almost entirely Chinese, staffed under the 
direction of General Chennault, who acts as president, and Whiting 
Willauer, who acts as executive vice-president. 

Equipment in Service, October 1947: 
"3 Douglas C-47s and 15 Curtiss Wright C-47s." 
[World Aviation Annual 1948, p.509, via MJW 27Nov2011] 

Korean National Airlines 
On Archive page 2010/118 we reported that Korean National Airlines 
(KNA) acquired their own Douglas DC-4 from the Air Carrier Service 
Corporation. John Davis gives the previous identity of this aircraft (HL-
108): 

"KNA bought N228A c/n 43094 from California Eastern Airways Inc. 
(CEA), and the Export CofA was issued 20th October 1953. The US 
registration was cancelled 28th October. This all ties in neatly with the 
use commencing in 1954 to Taipei and Hong Kong. Air Carrier Service 
Corp (ACSC) had been owned by CEA since January 1953 and served 
as a technical advisor and ferrying company for aircraft deliveries. Last 
CofR may well have been in the name of ACSC for the delivery flight, 
probably to cover insurance or regulatory edicts - but that was the 
extent of their involvement." [JMD 20Dec2010] 

Cessna 195s 
On Archive page 2010/120 we listed CAT Cessna 195s with three 
forms of identity: c/n with prior US identity and delivery dates to China; 
XT- registrations allocated in mainland China in 1949; and XT- regis-
trations allocated in Taiwan in 1950 that were re-registered with B- pre-
fixes, probably in 1951. The c/ns of the 1949 registrations were not 
known at the time of publication. 

Dr Joe F Leeker has identified four of the six Cessna 195s acquired in 
1949 on page 12 of his PDF file "The early days II - CAT operations in 
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reg. 
XT-884 
XT-885 
XT-886 
XT-887 
XT-888 
XT-889 

c/n 
7296 
7292? 
7297 
7312? 
7314 
7313 

Above: Manchurian-built Super Universal, Manko Type 1, regd M-120 
with MKKK (via JM Collection) 

China 1949-50", which is a file within his e-book "The History of Air 
America" (23 August 2010). Data on four of the six aircraft are given in 
CAT's Maintenance Manual of 18 May 1950 preserved at Princeton 
University Library: 

fate 
to CAT., Inc. as N8422C 
fate unknown 
to CAT., Inc. as N8424C 
crashed on 19 June 1949? 
to CAT., Inc. as N8425C 
to CAT., Inc. as N8423C 

In reality, the fates of both XT-885 and XT-887 are unknown and Dr 
Leeker assumes that it was XT-887 that crashed, as he has not found 
any photographs of it, whereas he does include a photograph of XT-
885. 
The subsequent history of these aircraft is considered in Part 16. 

Douglas C-47s 
The history of the Douglas C-47s used by Civil Air Transport (CAT) in 
China were described in Part 11, "Civil Air Transport (CAT) 1946-1950" 
(Archive, pp.2010/122-123). Since this article was written in March 
2010, new information has been uploaded by Dr J F Leeker to his e-
books The History of Air America and The Aircraft of Air America on the 
University of Texas at Dallas (UTD) website on 23 August 2010: "The 
early days I - CAT operations in China 1946-48", PDF file ('Chinal') 
and "Air America Japan - since the days of CAT" PDF file ('Japan'), 
both by Dr Joe F Leeker, 23 August 2010, within "The History of Air 
America". (See new. URLs below.) 

A problem faced in Part 11 was that five C-47s were acquired by CAT 
in January 1947 but apparently not registered until 1948. During this 
interim period, other commercial aircraft in China were registered in the 
XT-Txx sequence but it was known that one CAT Stinson L-5 was reg-
istered as XT-T519. Dr Leeker has demonstrated that three of the five 
CAT C-47s were also registered in this sequence but these Chinese 
registrations were probably not applied until October 1947. Initially the 
five CAT C-47s were identified only by the "last three" digits of their 
USAAF serial numbers and during this time two of these C-47s were 
withdrawn from use in order to provide spares for the remaining fleet. 

Of the three surviving C-47Bs, Dr Leeker suggests that the Chinese 
identities previously assumed for two aircraft have been reversed. This 
suggestion is based on the names given to the aircraft by CAT. Dr 
Leeker agrees with the usual nomination for these five C-47Bs and 
goes some way to explain why William Leary reported on the delivery 
of "404", which was not one of the five aircraft bought by CAT in the 
Philippines. According to Dr Leeker, the history of the five C-47Bs is as 
follows: 

i 

43-16215 c/n 20681, acquired by CAT on 04Jan47 and delivered as 
"316215", abbreviated to "215", named "Tientsin", registered as XT-
T501 and later re-registered as XT-801, N8421C, XT-801, B-801 and 
9N-AAC. 

43-16239 c/n 20705, acquired by CAT on 04Jan47 and probably deliv-
ered as "316239", abbreviated to "239", named "Taiyuan", registered as 
XT-T502 and later re-registered as XT-805 but crashed on 08Nov49. 

43-48572 c/n 25833, acquired by CAT on 04Jan47 and delivered as 
"348572", abbreviated to "572", destroyed in a ground accident at West 
Field, Peiping on 11 Apr47 and subsequently used for spares. 

43-49571 c/n 26832, acquired by CAT on 04Jan47 and delivered as 
"349571", abbreviated to "571", possibly broken up for spares in late 
March 1947 but misreported as "404". 

43-49906 c/n 27167, acquired by CAT on 01Jan47 and probably deliv-
ered as "349906", abbreviated to "906", named "Peiping", later regis-
tered as XT-T503 and scrapped on 250ct48. 

It was decided to name all CAT aircraft after Chinese cities in August 
1947, so "571" and "572" were probably not named, as they were no 
longer in use at that time. 

The reason why the c/ns of XT-803 and XT-805 have been reversed by 
Dr Leeker can be summarised as follows: 

Photographs show that XT-801 (formerly "215") was named "Tientsin", 
"239" was named "Taiyuan" and "906" was named "Peiping". It is known 
that "Peiping" ("906") later became XT-803 and, by a process of elimi-
nation, "Taiyuan" ("239") must have become XT-805, because it is 
known that "Tientsin" became XT-801. A photograph of "906" 
("Peiping") appears to show XT-T503 under the wing. This conclusion 
is a bit surprising, as the CAT C-46s were all numbered sequentially in 
the numerical order of their c/ns. The significant evidence cited by Dr 
Leeker is the CAT Maintenance Manual of 24Apr1950, which was 
found in the Princeton University Library. Aircraft names are visible in 
photographs. 

Given that c/ns 25833 and 26832 did not aspire to XT- registrations, we 
are left wondering what aircraft, if any, carried the registrations XT-807 
and XT-809. Dr Leeker maintains (in his 'Japan' PDF file) that the four 
C-47s leased from Trans-Asiatic Airlines (TAA) were XT-811(2)/B-811 
c/n 18947, XT-813/B-813 possibly c/n 26816, XT-815/B-815 c/n 19258 
and XT-817/B-817 c/n 19256, noting that XT-811 was re-used after St 
Paul (c/n 19932) was re-registered as B-809. The fifth chartered air-
craft, HS-TAD (c/n ?)(of TAAS), was probably not registered in China. 
(This is a 'new' Thai registration. Presumably there were also HS-TAA 
to HS-TAC and Dr Leeker confirms that HS-TAC was another TAAS C-
47 leased by CAT in 1950. HS-TAC & HS-TAD may have been HS-
TA190 & HS-TA191 reregistered and one may have become B-823 c/n 
13399, but unknown HS-TAA/TAB could 'muddy this pond'.) 

The Kunming incident 
The Kunming incident, described on Archive page 2010/123, is also 
reported in "The Secret Army" by Richard M Gibson: 

"Lu Han was keeping his options open should he be unable to reach a 
deal with the communists. American Vice Consul in Kunming, Larue R. 
Lutkins, had issued US entry visas for Lu Han and his family, who were 
already safe in Hong Kong. During a December 9 farewell dinner for 
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Lutkins and the local Civil Air Transport (CAT) station manager, Lu Han 
advised the Americans that he would soon be unable to guarantee their 
safety and they should leave Yunnan promptly. 

"Kunming awoke on December 10 to the People's Republic of China 
(PRC) flag flying over Wuhuashan Palace and wall posters urging the 
populace to remain calm and obey martial law. As Lu Han's troops 
occupied the city's Wuchiapa airfield, he assured Lutkins that his con-
sulate staff, CAT personnel, and any aircraft then on the ground would 
be allowed to leave. Delayed en route by fighting between Yunnanese 
and central government troops, Lutkins finally reached the airfield 
around 5:30 p.m. to find a Philippines-registered Trans Asiatic Airways 
plane and its two American pilots. After Lu Han vouched for the safety 
of the Trans Asiatic crew, Lutkins and his party left on the last CAT air-
craft for Hong Kong via that airline's Sanya station on Hainan Island. 

"As Lutkins departed, Kunming radio announced Lu Han's change of 
sides, claimed both Yu Ch'eng-wan and Li Mi as members of an interim 
government, and reported that their armies were surrendering to the 
communists. Radio broadcasts from Taipei threatened CNAF aircraft 
would bomb Kunming unless Chang Ch'un and his staff were released, 
so Lu Han allowed the Trans Asiatic aircraft's crew to fly those senior 
Nationalist prisoners to Hong Kong. That gesture apparently did not 
satisfy Taipei officials, as CNAF aircraft still bombed parts of Kunming." 
[Gibson pp. 4-5] 

List of references 
The list of references for Part 11 is given on Archive Winter 2010 pages 
2010/177 & 178, between Part 12 and Feedback. 

Dr Joe Leeker has updated his two Air America e-books and the new 
URLs are as follows: 
The Aircraft of Air America (5th edition), 4 March 2013: 
http://www.utdallas.edu/library/specialcollections/hac/cataam/Leeker/ai 
rcraft/index.html 
The History of Air America (2nd Edition), 4 March 2013: 
http://www.utdallas.edu/library/specialcollections/hac/cataam/Leeker/hi 
story/index.html. 
[JFL 13Mar2013] 

Feedback on Part 12 (Archive Winter 2010) 

The numbers of aircraft registered in China as of 15 October 1947 were 
as follows: 
51 C-46 
35 C-47 

7 
3 
1 
1 
1 

C-54 
C-53 
L-5B 
J-3 
AT-6D 

Year 
1938 
1946 
1947 

Plane miles 
1,688,000 
7,590,000 
9,955,000 

There were 85 certified pilots and co-pilots registered as of the same 
date. 
[World Aviation Annual 1948 via MJW] 

Chinese Air Traffic Statistics 

The following estimated traffic of scheduled Chinese airlines in 1938, 
1946 and 1947 was published in the World Aviation Annual 1948: 

Number of passengers Passenger miles 
21,073 13,000,000 
251,443 136,146,000 
289,300 144,129,000 

The statistics for Chinese air carriers on 1 October 1947 were as 
follows: 
Company Route length (miles) Plane miles scheduled per week 
CATC 11,341 67,098 
CNAC 13,838 73,759 
HAM I ATA 879 1,758 
[World Aviation Annual 1948, p.507, via MJW 27Nov2011]: 

Feedback on Part 13 (Archive Spring 2011) 

Instead of publishing Part 13B in the Summer 2011 edition of Archive, 
the file was uploaded to a folder in the AB-IX group Files area. 
Members can access this file at the URL: 
h t t p : / / g r o u p s . y a h o o . c o m / g r o u p / a b -
ix/files/Commercial%20Aviation%20in%20China%20/China%20Part% 
2013B%20v3.0%20CATI.doc 

Part 13C - Cuban Connections 

At one stage in 2011, when Part 13B was expected to be too long for 
one edition of Archive, a split was made at 1953 with the subsequent 
history being included in Part 13C. In the event, Part 13B was not pub-
lished in Archive and was instead uploaded to the AB-IX Files folder 
mentioned above. As there was then no need to restrict the length of 
Part 13B, text in Part 13C was reinstated. At the same time, the author 
had been studying former CATI C-46s that later served in Cuba and 

C-46Fc/n 22418 
reg. 
44-78595 

XT-5xx 
N8318C 

(HP-...) 
N4869V 

CU-??? 
N94591 

CF-JNO 

N5536A 

owner 
USAAF 
Chinese Air Force 
Central Air Transport Corporation 
C L Chennault & Whiting Willauer 
Civil Air Transport, Inc. 
Detained at Kai Tak until: 
Cancelled at owner's request 
CAT., S.A. 
The Flying Tiger Line Inc. 
Cancelled 
Aerovias "Q", S.A. 
Intercontinental Airways 
Skyways Airlines 
Chattel mortgage: Ultramar International Corp in favour of Wall Street Traders Inc, 
Chattel mortgage: Aerovias Inc., Miami 
Chattel mortgage: Aviation Leasing Co 
New York, NY 
Assignment of above chattel mortgage: 
Coreliton Inc, c/o Wall Street Traders 
Abbott Industries Ltd, Montreal 
Cancelled 
Aircraft Rentals Inc. 
FAA registry file missing: 

FL in favour of Ultramar International Corp 
Miami Beach, FL in 

New York, NY 
New York, NY 

favour of Ultramar International Corp, 

Ultramar International Corp, New York, NY 

[C-46 Monograph p.113; TAHS p.118; TRJ 09Apr2011; Update p.16] 
Note: many of the ex-CATI C-46s in the sequence N4861V to N4879V 
that N4869V was also one of these. (TBC = to be confirmed) 

in favour of 

were acquired by The Flying Tiger Line I 

date 
13Jul45 
15Apr46 
? 
12Dec49 
19Dec49 
~Dec52 
18Dec52 

19Jan53 
? 
? 
1953 
Feb55 
17Mar55 
0TApr55 
30Jul56 

01Aug56 

Feb57 
? 

1958 
25Jul2006 

ref. 

Part 18A 
Part 18A 

Part 18A 

Part 18B 

TAHS 
TAHS 
TRJ 
TRJ 
TRJ 

TRJ 

TAHS 

TAHS 

nc. on 19Jan53 and we 

TBC 

TBC 

etc. 

assume 

2013/078 

http://www.utdallas.edu/library/specialcollections/hac/cataam/Leeker/ai
http://www.utdallas.edu/library/specialcollections/hac/cataam/Leeker/hi
http://groups.yahoo.com/group/abix/files/Commercial%20Aviation%20in%20China%20/China%20Part%25
http://groups.yahoo.com/group/abix/files/Commercial%20Aviation%20in%20China%20/China%20Part%25
http://3B%20v3.0%20CATI.doc


C-46F c/n 22445 
reg. 
44-78622 
XT-5xx 
N8308C 

(HP-...) 
N4878V 

CU-??? 
N94594 

CF-CZN 

owner 
USAAF 
Central Air Transport Corporation 
C L Chennault & Whiting Willauer 
Civil Air Transport, Inc. 
Detained at Kai Tak until: 
Cancelled at owner's request 
CAT. , S.A. 
The Flying Tiger Line Inc. 
Interair Parts Corp 
Cancelled 
Cubana Airlines, Havana, Cuba 
Ultramar International Corp, NY 
Cancelled 
Canadian Pacific Airlines 

[C-46 monograph p. 114; JMD 31Dec2006; TRJ 21Dec2005, 07Apr2011] No FAA file available. 

date 
19Jul45 
? 
12Dec49 
19Dec49 
~Dec52 
18Dec52 

? 
? 
30Mar54 
? 
? 
? 
24Mar55 

Note: many of the ex-CATI C-46s in the sequence N4861V to N4879V were acquired by The Flying Tiger Line Inc. on 
that N4878V was also one of these. (TBC = to be confirmed) 

C-46F c/n 22453 
reg. 
44-78630 
XT-526 
N8311C 

(HP-...) 
N4879V 

CU-T558 

N94593 

CF-CZM 

owner 
USAAF 
Central Air Transport Corporation 
C L Chennault & Whiting Willauer 
Civil Air Transport, Inc. 
Detained at Kai Tak until: 
Cancelled at owner's request 
CAT. , S.A. 
The Flying Tiger Line Inc. 
Intercontinental Airways Inc 
Interair Parts Corp 
Intercontinental Airways Inc 
Leo Gardner 
Ultramar International Corp 
Cancelled on sale to Cuba 
Compahia Cubana de Aviacion SA, Havana, Cuba 
Cancelled (telex) 
Ultramar International Corp. 
Cancelled (E-28157) 
Canadian Pacific Airlines 

[C-46 monograph p.114; JMD 31Dec2005; SMD 01Oct2005; MSB 30May2006; TRJ 21Dec2005] 

C-46A c/n 346CK (369) 
reg. 
43-47298 
XT-1xx 
N8365C 

(HP-...) 
CU-??? 
N2053A 

CF-IQQ 

owner 
USAAF 
China National Aviation Corporation 
C L Chennault & Whiting Willauer 
Civil Air Transport, Inc. 
Detained at Kai Tak until: 
Cancelled at owner's request 
CAT. , S.A. 
(ex) Sala Aircraft Sales, S.A. 
L B Smith Aircraft Corporation 
Cancelled (E-30716A) 
World Wide Airways Inc. 

[C-46 monograph p.131; MSB 11May2009; Update p.22] 

C-46A c/n 402-CK (425) 
reg. 
43-47354 
XT-1xx 
N8373C 

(HP-...) 
N1379N 

CU-??? 

owner 
USAAF 
China National Aviation Corporation 
C L Chennault & Whiting Willauer 
Civil Air Transport, Inc. 
Detained at Kai Tak until: 
Cancelled at owner's request 
CAT. , S.A. 
L. B. Smith Aircraft Corp. 
Cancelled, exported to Cuba 
Aerovias "Q", S.A., Havana, Cuba 
Nothing further known. 

[C-46 monograph p. 133; FAA N1379N] 

date 
20Jul45 

12Dec49 
19Dec49 
-Dec52 
18Dec52 

19Jan53 
01May53 
04Jun53 
17Jul53 
18Dec53 
12Feb54 
30Mar54 
18Mar54 
28Mar55 
04Apr55 
11 May55 
24Mar55 

date 
20Apr45 
? 
12Dec49 
19Dec49 
~Jan53 
27Jan53 

04Aug55 
30Jan56 
28Dec55 

date 
25May45 
? 
12Dec49 
19Dec49 
~Jan53 
27Jan53 

31Aug55 
05Mar56 
13Feb56 

ref. 

Part 13A 
Part 13A 

Part 13A 

TBC 
USCAR Aug53 
JMD 

etc. 

19Jan53 and we assume 

ref. 

Part 13A 
Part13A 
Part 13A 

Part 13A 

Part 13B 
FAA 
FAA.USCAR Aug53 
FAA 
FAA 
FAA 
FAA, JMD 
FAA 
FAA 
FAA 
FAA 
TRJ etc. 

ref. 

Part 13A 
Part 13A 

Part 13A 

Part 13B 
Part 13B 
FAA 
FAA etc. 

ref. 

Part13A 
Parti 3A 

Part 13A 

Part13B 
FAA 
FAA 
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Above: 6FI/1/ Bf f08b M-58 of Manchurian Airlines (via JM Collection) 

started to draft a section called Cuban Connections, which was not 
completed and therefore not included in the online version of Part 13B. 
The table on the preceding pages is a summary of that information up 
to points after sale from Cuba, where applicable. Dates of acquisition 
are those given on a Bill of Sale and not necessarily the date of regis-
tration. (This information has been derived from FAA Registry aircraft 
records, where available.) For the later history of these aircraft, please 
see the Air-Britain C-46 monograph and Update. 

A fleet list for Aerovias "Q" SA is given on page 23 of the C-46 mono-
graph: CU-145 (174), CU-C202 (33209), CU-P269 (?), CU-554 (268), 
CU-T555 (26560), CU-C556 (264), CU-T583 & CU-T607 (?). 

The equivalent fleet list for Compahia Cubana de Aviacion is given on 
page 31 of the C-46 monograph: CU-C145 (174), CU-C202 (33209), 
CU-T556 (?), CU-C807 (26979). CU-T558 (22453) should be added to 
this list. See also "Airlines of Latin America since 1919" by R E G 
Davies (Putnam), page 636: CU-C145 (174) C-46A; CU-C202 (33209) 
C-46D; CU-C343 (32841) C-46D; CU-C385 (?); CU-C555 (26560) C-
46A; CU-C556 (264) C-46A; CU-T557 (?); CU-T558 (22453) C-46F; 
CU-T583 (?); CU-T607 (?); CU-C787 (?); CU-807 (26979) C-46A. C/n 
22445 may have been CU-T557 [JMD 31Dec2005] 

The Air-Britain C-46 monograph p. 140 lists a number of CU- registra-
tions with no known c/n, viz: CU-P176; CU-P269; CU-C385; CU-C560; 
CU-T583; CU-T607; CU-C644; and CU-C787. None of these are 
resolved in the Update monograph, p.24. The two unidentified Cuban 
C-46s shown in the above tables may be included in this list. Piston 
Engined Airliner Production List (4th edition, TAHS, 2007), does not list 
c/n 369 or 22445 or any unidentified CU- c/n in their lists of CU- regis-
trations on p. 189. 

Further research 

When Part 13 was being written, TNA files had not been found for 

either 1949 or 1953. The FCO had informed the author that FO files for 
1953 had been destroyed. Further research, however, has revealed the 
additional files for 1948-1949 listed in the table at the foot of this page. 

In Part 13B we suggested some further research, including three auto-
biographies: 

Sir Alexander Grantham, Via Ports: From Hong Kong to Hong Kong, 
Hong Kong U.P.; Oxford U.P., 1965 (pages 161 to 164 refer). 

Percy Chen was the lawyer in Hong Kong representing the interests of 
the Communist Chinese Government. It was suggested that his biog-
raphy, "China Called Me: my life inside the Chinese Revolution", by 
Percy Chen, Little, Brown and Company, 1979, ISBN 0-316-13849-5, 
might give his side of the legal arguments but unfortunately there is 
only limited mention of this subject (pages 391 to 392 refer). 

Karl Lott Rankin, in China Assignment, University of Washington Press, 
1964, only mentions the Chinese aircraft crisis on page 20. Rankin was 
the Consul-General in Hong Kong during 1949. The second relevant 
paragraph reads as follows: 

"With British recognition of Peiping in early prospect fast foot-work was 
required, and the unexpected departure of twelve planes for Red China 
provided the necessary impetus. The Republic of China, whose seat 
was moving from Chungking to Chengtu, sold the assets of the two air-
lines to an American corporation. Representatives of both Chinese 
regimes started legal action and the British authorities impounded the 
aircraft pending a court decision. A couple of years later the American 
corporation was able to remove the greatly depreciated aircraft and 
other equipment from Hong Kong. Our major objective of denying them 
to the communists, who would have found them most useful in the 
Korean War a few months later, had been achieved. The American 
pilots of the two Chinese companies refused attractive offers from Red 
China and sought positions elsewhere." 

- fo be continued... 

TNA ref. 
C0937/96/1 
C0937/96/2 
C0937/96/3 
C0937/96/4 
F0371/76335 

F0371/76336 

F0371/76337 

F0371/76338 

F0371/76339 

title in TNA catalogue 
China: air services 
Agreements and negotiations: China 
Agreements and negotiations: China 
Agreements and negotiations: China 
UK-China air services agreement. Unauthorised operation of route schedules by Chinese airlines. 
BOAC services to Shanghai 
UK-China air services agreement. Unauthorised operation of route schedules by Chinese airlines. 
BOAC services to Shanghai 
UK-China air services agreement. Unauthorised operation of route schedules by Chinese airlines. 
BOAC services to Shanghai 
UK-China air services agreement. Unauthorised operation of route schedules by Chinese airlines. 
BOAC services to Shanghai 
UK-China air services agreement. Unauthorised operation of route schedules by Chinese airlines. 
BOAC services to Shanghai 

Suspension of 

Suspension of 

Suspension of 

Suspension of 

Suspension of 

year 
1948 
1948 
1949 
1949 
1949 

1949 

1949 

1949 

1949 
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Pre-War British Gliders: Part 1 
From the Beginnings to 1922 

Richard Cawsey 

Pre-1914 gliders 
If one excludes early pioneers such as Eilmer, an eleventh-century 
monk at Malmesbury Abbey who, equipped with home-made wings, 
threw himself off a tower with only partial success, the first contrivance 
to be identifiable as a glider was designed by George Cayley in the 
early nineteenth century. It was test-flown successfully, but unmanned. 
In mid-century Cayley recruited reluctant 'pilots' for his later machines. 
Percy Pilcher was the next British innovator to come along, testing a 
series of designs from 1895 until his death while flying the 'Hawk' in 
1899. 

Beginning around 1905, large numbers of amateurs, and a few profes-
sional manufacturers, produced gliders. The majority were based 
loosely on foreign designs, particularly the Chanute-type: biplane hang-
glider, and the Wright-type: canard biplane. This continued until the 
First World War, which called a halt to developments. 

Aeroplane Building and Flying Society, 1911 - Farman-type designed 
by J D North, built by the society and tested at Kensal Rise, London 

Anderson & Singer, 1911 - Farman-type by William Anderson and 
Frederick Singer, Aberdeen; tested in a field near the Bridge of Dee 

Baden-Powell, 1904 - Major B Baden-Powell made over-water glides at 
the Crystal Palace 

Barnwell Brothers', 1905 - one or two gliders built by F S and R H 
Barnwell at Balfron, near Stirling [Frank Barnwell was later chief 
designer at Bristol, and his brother Harold became chief test pilot at 
Vickers] 

Bath and Somerset Aero Club, 1912 - glider tested at Norwood Farm, 

Above: Photographs of early gliders are scarce. All the illustrations for 
this article relate to the Daily Mail Gliding Competition at Itford in 1922. 
This is the Handasyde glider of F P Raynham being carried uphill to the 
launch site, (via JM Collection) 

Bathwick Hill 

Beer, 1912 - Wright-type by H Beer, Cardiff Aero Club 

Birmingham Aero Club, 1909 - monoplane by J H Elce; tested at Sutton 
Park 
Birmingham Aero Club, 1910 - Chanute-type by Mr Maynard; crashed 
into tree while being tested unmanned 
Birmingham Aero Club, 1910 - monoplane by Ernest Noble 
Birmingham Aero Club, 1910 - Chanute-type by Edwin T Prosser & A 
M Bonehill; wrecked by a gale at Billesley 26.8.11 
Birmingham Aero Club, 1911 - canard monoplane by R Platts; wrecked 
in a gale in October 1911; rebuilt as a powered monoplane 
Birmingham Aero Club, 1911 - monoplane designed by F Hill and built 
by the Belmont Aeroplane Co; converted to a powered hydroplane 
Birmingham Aero Club - "Trykle", by Edward Trykle, 1911, built of 
bamboo; wrecked in gale 11.12 
Birmingham Aero Club - "Haddon 1", by G Haddon Wood, 1911; 
crashed at Billesley 26.8.11 
Birmingham Aero Club - "Haddon 2", by G Haddon Wood, 1912, 
bamboo construction; wrecked in gale 11.12 
Birmingham Aero Club - "Haddon 3", by G Haddon Wood, 1913, built 
of bamboo using parts of "Haddon 2" and "Trykle" 
Birmingham Aero Club, 1913 - Bleriot-type monoplane by N Stamps 

Bland "Mayfly", 1910 - Miss Lilian E Bland, Carnamoney, near Belfast; 
flown as a glider before being fitted with an engine and flown in August 
1910. Later the engine was sold and the airframe given away as a 
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Left: .Raynham's Handasyde 
being bungee-launched at 
Itford. (via JM Collection) 

Clarke, 1909 - Wright-type, 
based on Wright 1902 glider, 
built by T W K Clarke and Co., 
Kingston 
- One built for Col. Alec Ogilvie 
& Ted P Searight; first flown 
29.8.09; tested at Friston 
- One for Horace W H 
Vaughan, Epsom 1909 
Clarke, 1910 - Chanute-type 
bult by T W K Clarke and Co., 
Kingston-on-Thames 
- Fred Scully; presented to 
Royal Aero Club .11; loaned to 
Science Museum, South 
Kensington .13; stored, Hayes 
.61; allocated BAPC 100; to 
RAF Museum Reserve 
Collection, Cardington 1.81; 
loaned to RAF Museum, 
Hendon .83 

glider to a boys' club. 

Boustead, 1910 - canard design by Cedric Boustead; flown (briefly) at 
Wimbledon Park, London 

Boyne, 1910 - monoplane by William Boyne, Aberdeen 
Boyne, 1911 - monoplane by William & Albert Boyne, Aberdeen, tested 
near the Bridge of Dee in July 1911 

Bristol, 1910 - designed by George Challenger; built by the British and 
Colonial Aeroplane Co., Ltd and presented by Sir George White to the 
Bristol and West of England Aero Club; first flown at the club site near 
Keynsham 17.12.10 

Bush Brothers, Keynsham: three teenage brothers, Richard Eldon 
Bush, Gilbert Bremridge Bush and Graham Shurmur Bush, built (or 
modified) several biplane gliders in 1909-12: 
No. 1, 1909 - Wright-type; not flown; modified to become No. 2 
No. 2 
No. 3, 1910, Keynsham 
No. 4, 1910 - built by Eldon Bush at Cambridge while a student at the 
University 
Nos. 5, 6 and 7 - modifications of No. 4; no. 7 wrecked while being 
towed by a car 

Carlyon, 1914 - biplane glider by Christopher H Carlyon, Pontycymer, 
Glamorgan; wrecked in storm 12.14 

Cayley, 1809 - full-size glider by George Cayley, tested unmanned 
Cayley, 1849 - flown at Brompton Hall with a ten-year-old boy as 'pilot' 
Cayley, 1853 - flown 500yds by Cayley's coachman at Brompton Hall 

Channon, 1910 - Wright-type by Ralph Channon and Ernest 
Huddleston, Dorchester; later fitted with engine 

Clarke, 1906 - canard biplane by Thomas Clarke, tested at Cooper's 
Hill, Hinchley Wood; later at Aldershot 

Cody, 1905 - by Samuel Franklin Cody - 'glider kite' (launched like a 
kite, then released to glide down); flown at Famborough and Crystal 
Palace; crashed 9.05, Vivian Cody injured 
Cody, 1907 - built at Famborough and flown as a kite 

Colston, 1913 - by Messrs. Dinwoodie, Miller, Ross, and Torrance of 
Colston, Glasgow; flown on the top of the Campsie Fells but wrecked 
in a crash with Dinwoodie and Ross aboard 30.8.13 
Colston, 1914 - canard monoplane by A Miller for Colston Gliding Club, 
Glasgow; crashed in 1915 

Conisborough No.2, 1911 - Demoiselle-type monoplane, built by F J 
Wright and G N Wilton, Conisborough & District Aeroplane Society, 
Yorks. 

Cooper, 1911 - by G T Cooper, Charterhouse School, Godalming 
Cooper, 1911 - by G T Cooper, Edinburgh, presented to the East of 
Scotland Aero Club 1.12 

Davies, 1911 - by Walter F W Davies, Dudley; first flown at the Cavalry 
Field, The Priory, Halesowen 27.5.11 
Davies No. 2, 1913, tested at Lapal, Halesowen 9.13; crashed while 
being flown with a passenger 

Dawson, 1911 - Wright-type designed by Charles E Dawson, Naphill 
and built by Mulliner Coachworks; used by Dawson and his wife, the 
actress Gertrude Robins 

Dewsnap, 1913 - biplane built by G H Dewsnap, Sheffield Model Aero 
Club; crashed 7.7.13 

Dunne D.1-A, 1907 - Capt. John William Dunne, built at the South 
Famborough Balloon Factory; 
tested at Glen Tilt, Blair Atholl; later powered as D.1-B and D.4 
Dunne D.3, 1908 

East Grinstead Boy Scouts, 1911 - Bleriot-type; wrecked on first flight 
attempt at Stone Hill 

East Grinstead Boy 
Scouts No. 2, 1912 -
Chanute-type built by 
George J Smith and 
Tom Beard, first tested 
5.5.12; damaged 
12.5.12; repaired and 
flown throughout 1912 
East Grinstead Boy 

Left: The Brokker prior 
to its first launch at 
Itford. (via JM 
Collection) 
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Above: The streamlined DH.52 No.4 at Itford. (via JM Collection) 

Scouts No. 3, 1913 - tested unsuccessfully; dismantled 
East Grinstead Boy Scouts No. 4, 1914 - Wright-type, completed 7.14 
but not tested 

Edgar, 1913 - sesquiplane by Norman W Edgar for the Bristol and West 
of England Aero Club; tested at Oakham Farm, Portbury 

Eggleton, 1911 - by Richard H Eggleton, Eastleigh 
Eggleton, 1912 - monoplane 
Eggleton, 1913 - biplane 
[a total of eleven gliders built] 

Fardell brothers, 1910 - flown on Brading Down, Isle of Wight 

Grove, 1909 - by Arthur T M Grove, Haslemere, Surrey; wrecked by 
gust of wind at Henley-on-Thames before it flew 

Hampshire Aero Club, 1910 - Biplane wing-only glider, built at the 
United Services College Windsor; presented to the club by Patrick 
Young Alexander; flown at Fort Grange, Gosport 4.10 

Handley Page, 1908 - Weiss-type canard monoplane by Frederick 
Handley Page, tested at Barking 

Hewitt, 1909 - Wright-type by Vivian V D Hewitt, Bodfari, Denbigh 

Higgins, 1910 - canard monoplane by Henry John Higgins, 
Cheltenham; tested on Cleeve Hill; later fitted with an engine 

Hill, 1914 - by Geoffrey T R Hill and Roderic M Hill; flown at Firle 
Beacon 

Hopkirk & McCormick, 1912 - by F C Hopkirk and W E McCormick, 
Ireland; wrecked on landing 14.12.12 

Keith-Weiss Aviette, 1912 - foot-powered ornithopter by Alexander 
Keith and Jose Weiss, tested (unmanned) at Amberley 

Lander, 1913 - monoplane by John Lander, Alrewas 

Lane, 1910 - Wright-type by Charles Lane, used for 
instruction at his gliding school at Brooklands 

Lee-Richards, 1911 - biplane flown in the Westmorland 
hills 
Lee-Richards, 1912 - semi-biplane annular-wing glider by 
Cedric Lee and George Tilghman Richards; three ver-
sions flown at Kirkby Lonsdale, Westmorland 

Lilienthal No. 11, 1894 - kit bought by Percy Pilcher 

Lilienthal No. 11, 1895 - bought by T J Bennett, Oxford; 

given to Percy Pilcher in 1896; to the Royal Aeronautical Society; dis-
played at the Royal Scottish Museum, Edinburgh by 1909; displayed at 
the Science Museum, South Kensington from 1920; allocated BAPC 
52; to store .76 and replaced on display by reproduction (BAPC 124) 

Lilienthal No. 11, 1895 - bought by Prof. George F Fitzgerald, Dublin 
and first tested at Trinity College on 2 April 1895 

Liverpool Aviation Society, 1909 - had six gliders "completed or nearly 
so" in 1909 

Liwentaal, 1894 - monoplane glider built at Dartmouth by Swiss engi-
neer Alexandre (alias Albert) Liwentaal; tested above Gurrow Point 
beach and at Bozomzeal, where it crashed and was written off after 
failing to become airborne. 

Locke, 1910 - swept-wing monoplane glider by J C Locke, Chingford; 
tested at Barking 26.7.10 

Moorhouse, 1909 - by A J Moorhouse, Manchester 

Ogilvie, 1908 - quadruplane glider by Alec Ogilvie 

Pickering and Willoughby, 1911 - canard monoplane by Charles Leigh 
Pickering and Norman Dean Willoughby (aged 16 and 15), of 
Knutsford, Cheshire 

Pilcher Bat, 1895 - by Percy S Pilcher, flown at Wallacetown Farm, near 
Cardross on 12 Sept 1895; tested in three versions: Bat 1, 2 and 3 
Pilcher Beetle, 1895; flown at Cardross 
Pilcher Gull, 1896; tested at Cardross; left by Pilcher at Glasgow 
University; believed still extant in 1923 
Pilcher Hawk, 1896 - tested near Eynsford, Kent summer 1896; 
crashed at Stanford Hall, near Lutterworth 30 Sep 1899, Pilcher killed; 
to the Royal Aeronautical Society; repaired by T W K Clarke and Co., 
Kingston .09; displayed at the Royal Scottish Museum, Edinburgh from 
1909; (allocated BAPC 49); Museum of Flight, East Fortune by .93; 
stored 

Below: Rex Stocken flying the Airdisco. (via JM Collection) 
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Polytechnic Aero Club, 1912 - monoplane, designed by B Graham 
Wood and built at The Polytechnic, Regent Street, London 
Polytechnic Aero Club and Flying Society, 1912 - Wright-type glider, 
presented by Mr Horace Vaughan; flown on Epsom Downs 

Porte and Pirie, 1908 - two-seater by naval submariners Lts. John Cyril 
Porte and Wilfrid Bayley Pirie, tested at Portsdown Hill, Portsmouth; 
crashed attempting flight 17.9.09 

Ridley, 1910 - Chanute-type built by 15-year-old schoolboy Cyril 
Burfield Ridley of Thames Ditton, Surrey; flown by Arundel House 
School Aero Club at Sandown Park. 
[Ridley went on to become an ace with the RNAS] 

Ryley, 1914 - by Leslie G Ryley, Coventry Aero Club "Dragon-Fly I", 
first flown 21.8.14 

Sheffield & District Aero Club, 1911 - Chanute-type; presented to 
Conisborough & District Aeroplane Society 5.11 

Shropshire Aero Club, 1909 

Short, 1907 - biplane built by the Short brothers at Battersea for J T C 
Moore-Brabazon; tested at Brooklands. Rebuilt with an engine in 1908. 
Short-Wright (S.9), 1909 - Wright-type built by the Short brothers; deliv-
ered to the Hon. Charles S Rolls 26.7.09; flown at Standford Hill, 
Eastchurch and at Mussel Manor, Kent; sold to the British government. 

Sim, 1909 - by A Sim, Sundridge Park, Kent 

Turnbull, 1910 - Chanute-type by John Turnbull; flown at Box Hill, near 
Dorking, Surrey; later fitted with an engine 

Left: Gordon 
England 28 foot 
span glider No. 13 
which crashed on 
the final day of the 
competition, (via 
JM Collection) 

Twining Type 1, 
1910 - Chanute-
type by Ernest W 
Twining; built by 
the Twining 
Aeroplane Co., 
Hanwell; to K R 
Murray, St.Moritz, 
Switzerland 2.10 
Twining Type 2A, 
1910-Wright-type 
Twining Type 1A, 
1911 - improved 
development of 
Type 1 with 
wheeled under-
carriage 

Vaughan, 1909 - Chanute-type built by Horace W H Vaughan, Epsom 

Watson, 1909 - powered aeroplane designed by Preston Albert 
Watson; built by the Tay Motor Boat and Engine Company at Carolina 
Port, Dundee. Had a smaller 'rocking' wing for control mounted above 
the main wing. Tested at Forgandenny in October 1909 but failed to fly; 
given to Dundee Aero Club in 1910 and flown as a glider at St Fort, 
Wormit in May 1911. 
[Later claims were made that Watson had flown a glider or a powered 
aeroplane in 1903, but there is no contemporary evidence.] 

Weiss, 1909 - by Jose Weiss, named "Olive", tested at Amberley by 
Eric C Gordon England and Gerald Leake. 
Weiss, 1911 - named "Joker", tested at Amberley Mount. 
Both gliders were given by Weiss to the Polytechnic Aero Club and 
Flying Society in 1912. 

Wenham, 1858-9 - multiplane glider with cambered wings tested (but 
not flown) by Francis Herbert Wenham 

Windham, 1909 - Chanute-type built for Capt. Walter G Windham by 
Alfred M Grose, Neville A Feary, H D Cutler & T de Guerin at the 
Windham motor body works, Clapham; flown at Wembley Park. 

Windsor Model Aero Club No.1, 1912 - Chanute-type, designed by 
Sydney Camm; flown in Windsor Home Park 12.12; wrecked in a gale 
3.13 
Windsor Model Aircraft and Gliding Club No.2, 1913 - biplane, designed 
by Sydney Camm 

Wood, 1912 - triplane ornithopter by B Graham Wood, Polytechnic 
Gliding Club, London 

Wood & Maas, 1910 - Farman-type by B Graham Wood & J C Maas; 
tested on the South Downs 

Woods, 1910 - Wright-type by Frederick Woods, Fleetwood, Lanes., 
taken to Knott End for attempts to fly 
Woods, 1912 - tested at Knott End 

Wright, 1913 - Wright-type by Maurice Wright; flown at Eastchurch 

Modern reproductions of pre-1914 gliders: 

Cayley - representation of 1853 machine built by Zander & Weyl, 

Leff: The DH.52 No. 33 which broke up in flight during its bungee 
launch on 19.10.22. (via JM Collection) 
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Left: The 
Raynham) 
Collection) 

in 
Handasyde (and 

flight, (via JM 

Dunstable 1935 for London Film Productions Ltd, for the Alexander 
Korda film, Conquest of the Air 

Cayley - designed by John Sproule and built by Ken Fripp, Southdown 
Aero Services, Lasham 1973; test hopped at Lasham by Derek Piggott; 
flown at Holme-on-Spalding Moor; flown by Derek Piggott at Brompton 
Dale 20.7.73; presented to the RAF Museum, Hendon 1976; allocated 
BAPC 89; Museum of Science & Industry, Manchester 11.82; refur-
bished and flown in the grounds of Goodwood House, Sussex .84; 
Yorkshire Air Museum, Elvington .98 

Cayley - built using modern materials by the Brough branch of the 
Royal Aeronautical Society; first flown at Pocklington in June 2003 

Hulton - Chanute-type built in 1969 by E A S Hulton, London, based on 
the Ferris of 1906 and Anderson and Singer of 1911; FF 8.3.69; 
crashed on second flight 6.4.69; Personal Plane Services, Booker 
(BAPC 103)-stored 

Lilienthal (biplane) - built by Zander & Weyl for London Film 
Productions Ltd; flown at Dunstable 7.7.35 

Lilienthal (monoplane) - built by Zander & Weyl for London Film 
Productions Ltd; flown at Dunstable 7.7.35 

Lilienthal No. 11 - built by Shawcraft Ltd, Uxbridge in 1975 for the 
Science Museum, South Kensington (BAPC 124) 

Lilienthal No. 11 - built by Eric Littledike, St.Albans & Stephan Nitsch; 
Shuttleworth Collection, Old Warden .07 

Pilcher Bat Mk.2 - built at Spirit Aerosystems, Prestwick in 2007 for 
Glasgow's Riverside Museum; on display from 2011 

Below: The Peyret tandem-wing glider No.22 flown by Maneyrol. (via 
JM Collection) 

Pilcher Bat Mk.3 - built by Eric 
Littledike, St.Albans; Shuttleworth 
Collection, Old Warden .09 

Pilcher Hawk - built in 1930 by Martin 
& Millar, Edinburgh for the Science 
Museum, South Kensington; (BAPC 
57); stored, Hayes from the 1990s, 
later Wroughton, Halton; Eric 
Littledike, St.Albans 10.01 for restora-
tion; Imperial War Museum, Duxford 
.05 

Pilcher Hawk - built by Armstrong 
Whitworth apprentices at Bitteswell in 
1957-58; Percy Pilcher Museum, 
Stanford Hall, Rugby 26.3.58 (BAPC 
45) 

Pilcher Hawk - flying reproduction 
built by Donald Campbell for a BBC 
TV programme; flown by Walter 
Neumark at Stanford Hall 18.7.59; 

crashed the following day; repaired and for sale in December 1959. 

Pilcher Hawk - built in 1966 by 2175 (Rolls-Royce) Sqn, ATC, 
Hillington, Glasgow; Glasgow Museum of Transport 9.66 (BAPC 48); 
stored 

Pilcher Hawk - flying reproduction for a film project built in 1972 by 
Charles Paton, London; stored (BAPC 131) 

Pilcher Hawk - flying reproduction built by Alex Gourlay in 1982 for BBC 
series "Kings Royal"; BBC Glasgow; Strathallan Aircraft Collection by 
.85; stored and for sale in 1993 (BAPC 170) 

Wright, 1902 - reproduction of Wright brothers machine built by Zander 
& Weyl for London Film Productions Ltd; flown at Dunstable 5.9.35; to 
Richard G J Nash (The International Horseless Carriage Corporation), 
Brooklands .36 

Itford: Daily Mail gliding competition 16-
21.10.22 
After the First World War, the interest in gliding which had been notice-
able before the war had disappeared, and for four years no examples 
of gliders are known. In 1922, prompted by reports of German devel-
opments, the Daily Mail newspaper decided to sponsor a gliding 
meeting in England. 

Organised by the Royal Aero Club, the site chosen was on Itford Hill 
near Lewes, however the wind blowing from the North-east during the 
competition meant that nearby Firle Beacon was used instead. 

A prize of a thousand pounds was offered by the Daily Mail for the 
longest glide exceeding 30 minutes. 35 machines were entered, includ-
ing various man-powered aircraft, ornithopters and a pedal-powered 
helicopter, but most of the novelty entries failed to turn up, leaving the 
field clear for the more conventional gliders. Although some long flights 
were made and a few of the entries were subsequently used by clubs, 
the competition generated surprisingly little long-term enthusiasm, and 
it was not until the British Gliding Association was formed in 1929 that 
the sport of gliding began to be fully established. 

Aachen FVA-2 Blaue Maus Competition No. 15 
German design, built by Aachener Segelflugzeugbau GmbH; flown by 
John Jeyes of Northampton; crashed 18.10.22. 

Airdisco "Phi-Phi" 27 
Parasol crescent-winged monoplane designed by John Bewsher, built 
by the Aircraft Disposal Company, Ltd; flown by Capt. Rex Stocken; 
overturned on landing 21.10.22. 
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Above: The 2-seat Fokker FG.II biplane riding side-saddle on a car. 
(via JM Collection) 

"Brokker" 31 
Built by Sqn. Ldr. Alec Gray and F/O Wilfred J Buchanan, using the top 
wing of a Fokker D.VII and the fuselage and tail of a Bristol Fighter; 
flown by Gray for one hour on 21.10.22. 
Subsequently used by an RAF gliding group led by Sqn. Ldr. Gray and 
based at the Central Flying School, Upavon. Flight Lieut. Neville C 
Waltho was thrown from the cockpit and killed when the glider dived 
into the ground after an eight-minute flight at Milton Hill, near Pewsey 
on 28.8.23. 

De Havilland D.H.52 4 & 33 
Wire-braced monoplane; two aircraft built at Stag Lane; the first one, 
named "Sibylla" (No. 4) test flown on 5.10.22; the second, "Margon", 
was No. 33. 
No. 4, flown by Capt. Hubert S Broad was damaged and w/o on 
16.10.22. 
No. 33, flown by Capt. Donald Heme, flew on 16th but crashed on 
19.10.22 after the wings started fluttering uncontrollably and broke off. 
[The D.H.47 was an earlier design study for a similar glider.] 

Dewoitine 26 
Monoplane entered by Dewoitine Co, France; flown by Georges Barbot 
but crashed on 15.10.22, before the start of the contest proper. 

Fokker 19 
Two biplane gliders/the F.G.I (single-seat, 9-metre span) and F.G.II 
(two-seat, 12-metre span), brought by Anthony Fokker from Holland; 
initially demonstrated at Peacehaven 10.10.22. 
Commercial pilot Gordon P OIley flew with a passenger on 21.10.22 for 
49 minutes, a two-seater record. 

Gordon England 
Cantilever monoplane, entered by 
George England Ltd, Walton-on-
Thames. 
Eric C Gordon England flew a glider 
of his own design, built by his brother. 
It crashed on 21.10.22, injuring 
Gordon England. 
Rebuilt later in 1922 by an RAF 
gliding group formed by Flight-Lieut. 
Harold Balfour, of No. 10 Group 
Headquarters, Lee-on-Solent, and 
Squadron Leaders Conran and 
Hunter of No. 7 Group Headquarters, 
Andover. , 

Right: The Manuel Chanute biplane 
glider photographed in 1929. (via JM 
Collection) 

13 

Handasyde 2 
Designed by George Handasyde, 
Frederick P Raynham and Sydney 
Camm; 
built for the Handasyde Aircraft Co. by the 
Air Navigation Company (ANEC), 
Addlestone. 
Flown by F P Raynham, achieving the 
second longest flight with a time of 1hr 
53min. 
The glider was later deliberately ditched in 
the sea by Raynham at Babbacombe 
during the making of a film 'The Hawk' in 
December 1925. 
[The design was developed as the 
powered Handasyde Monoplane. A 
second Handasyde glider was built for the 
Canterbury (NZ) Aviation Co. Ltd., 
Christchurch, New Zealand, arriving in 
February 1923; tested at Sockburn. 
Crashed at Sockburn 4.2.24: dived into 
the ground after the tow rope failed to 
release.] 

Merriam-Newman 18 
Vampyr-type monoplane, designed and built by Capt. Frederick Warren 
Merriam and G Newman at East Cowes; tested at Whiteley Bank. 
Flown in the competition by Merriam; stalled and crashed on launch 
17.10.22. To Whiteley Bank School of Gliding, near Shanklin, Isle of 
Wight 11.22, fitted with dual controls. Merriam's venture failed to get off 
the ground, and the glider was stored. With Isle of Wight GC from July 
1930 for ground instruction; it was being refurbished in the Saunders-
Roe works at Somerton in late 1930, but no evidence has been found 
that it flew again. 

Peyret 22 
Tandem monoplane, built by Morane-Saulnier at Puteaux. 21ft 8in 
span. 
Piloted by Alexis Maneyrol, won the competition on 21.10.22 with a 
flight of 3hrs 21min 7sec. 
A similar glider (or perhaps the original refurbished) was sold to the Air 
Ministry by L Peyret & Cie of Courbevoise / Paris on 1.5.23, becoming 
J7128 with the RAE. 

Prosser 1 
40-ft span biplane by Edwin T Prosser; not flown; wrecked when its 
hangar was blown down on the night of 18-19.10.22. 

Sayers-Courtney-Wright S.C.W. 17 
Designed by Bill Sayers, based on the German Vampyr, and built by 
the Central Aircraft Co., Kilburn; 
flown by Maurice Wright and Frank Courtney. 
Remained at Itford for further testing but wrecked in its hangar in a gale 
in late December 1922. 
[Also referred to as the C.W.S.; design later developed as the Handley 
Page Sayers Monoplane.] 

- plus some no-shows and 'novelty' entries, e.g. No. 3, a bicycle fitted 
with wings. . . 
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F-1922 The French Civil Aircraft 
Register from 1922 Part 35 

By Bernard Martin, Dave Sparrow and Robert Esperou 

-Update 1931 (continued) 

New Registrations 
2817 F-ALEV Nieuport 641 12 or 13 
Mile Deutsche de la Meurthe, Paris. (28.5.31) 

2793 F-ALEX Farman 231 14/7263 
Martin Lardy, Rueil. (5.5.31) Destroyed 7-12.32. 

Above: A pair of publicity views of the Dewoitine 33 c/n 02 F-ALFC. 
This long-distance monoplane was named "Trait d'Union II" and was 
written off during a record attempt on 12th September 1931 in the Urals 
with only the pilot Michel Doret surviving. Powered by a 650hp 
Hispano-Suiza 12 Nb, it is seen here it flying attitude raised on a trestle 
which has been crudely painted out. (via JM Collection) 

unkn F-ALEY Farman 231 
Built 1931, operator unknown. 

15/7264 

2744 F-ALFG Potez 36/13 
Charles Blumenthal, Paris. (2.4.31) 

2236 

2942 F-ALEZ Farman 291 1/7265 
Societe des Moteurs Gnome et Rhone, Paris. (28.8.31) Later regd 
to Mile Maryse Hilsz, Paris. 

3994 F-ALFA(2) Farman 291 5/7266 
Societe des Moteurs Gnome et Rhone, Paris (2.1.35) 

3205 F-ALFB Farman 193 
Societe Air-Service, Paris. (12.7.32) 

3/7267 

2752 F-ALFH Potez 36/13 2237 
Aero-Club du Sud-Ouest, Bordeaux. (14.4.31) 

2749 F-ALFI (2) Potez 36/13 2238 
Jean Guerinot (Guermot?), St-Ange-et-Torcay (Eure & Loire). 
(9.4.31) 

2753 F-ALFJ Potez 36/13 2239 
Roger Camion, Vivier-au-Court (Ardennes). (14.4.31) 

unkn F-ALFC Dewoitine 33 02 
Ministere de I'Air, Paris. (1931) W/o 12.9.31. 

2936 F-ALFD Hanriot 14/22 P.6 
H.Bories, H.Giroud, J Paravisini, L Bories & Y Tandonnet, 
Mostaganem, Algerie, (26.8.31) 

2733 F-ALFE CAMS 53/1 33 
Cie Air-Union, Paris; named "Gascogne". (24.3.31) 

2737 F-ALFF CAMS 53/1 34 
Cie Air-Union, Paris. (30.3.31) Later to Air France. 

2804 F-ALFK Potez 36/14 
M.Amet, Reims. (20.5.31) 

2240 

2927 F-ALFL Potez 36/13 2478 
Pierre Chantard, Nogent-le-Roi (Eure & Loir). (20.8.31) 
[TU quotes c/n 2241 which was probably allocated and NTU being 
regd CH-268 on 14.5.31] 

2803 F-ALFM Potez 36/14 
M.Delbos, Dieppe. (20.5.31) 

2242 

2781 F-ALFN Potez 36/13 2243 
Pierre Collin, St Paul-les-Soissons (Aisne). (28.4.31) 
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171 F-ALFO Salmson 2-A2 
Regd in original series, not replaced. 

2770 F-ALFP Potez 36/13 
Jean Blairon, Charleville. (23.4.31) 

2805 F-ALFQ Potez 36/14 
Marcel Degreppes, Paris. (20.5.31) 

2849 F-ALFR Potez 36/14 
Henri Morin, Rennes, later Paris. (23.6.31) 

2834 F-ALFS Potez 36/13 

61 

2244 

2245 

2246 

2247 
Club Provencal de Tourisme Aerien, Marseille. (5.6.31] 

2248 2760 F-ALFT Potez 36/13 
Pierre Allard, Le Havre. (16.4.31) 

2777 F-ALFU(2) Potez 36/13 
Jean Lietard, Paris. (28.4.31) 

2827 F-ALFV Potez 36/14 
Aero-Club du Doubs, Besancon. (3.6.31) 

2249 

2250 

2808 F-ALFX Potez 36-14 2251 
M.de Montecler, La Foret-Geste (M & L). (22.5.31) Destroyed 
1.6.32. 

2778 F-ALFY Potez 36/14 
M.Artigalas, Cahors. (28.4.31) 

2890 F-ALFZ Potez 36/14 
Les Ailes de Touraine, Tours. (21.7.31) 

2780 F-ALGA Potez 36/14 
M.BIanger, Chartres. (28.4.31) 

2761 F-ALGB Potez 36/13 
Lucien Erb, Toul (M & M). (16.4.31) 

2252 

2253 

2254 

2255 

1098/6550 2775 F-ALGC Caudron 59 
Rene Caudron, Issy. (27.4.31) Later to Caudron 320 and to 
Caudron 59 again; to Spanish Republicans via Louis Lejeune. 

3300 F-ALGD Caudron 320 1/6551 
Rene Caudron, Issy. (16.1.33 ) Later as Caudron 59 (2/6551) and 
to Spanish Republicans via Louis Lejeune. 

Above: Fokker F.VIIb/3m F-ALGS was an Avia-built example, c/n 17, 
seen here in CIDNA colours. (H Hazewinkel via JM Collection) 

2723 F-ALGF Le0 213 10 
Cie Air-Union, Paris. (18.3.31) Later to Cie Air France. 

2734 F-ALGG Le0 213 11 
Cie Air-Union, Paris. (25.3.31) Later to Cie Air France. 

2736 F-ALGH Le0 213 12 
Cie Air-Union, Paris. (26.3.31) Later to Cie Air France. 

2816 F-ALGI(2) Le0 213 13 
Cie Air Union, Paris. (28.5.31) Later to Cie Air France. 

unkn F-ALGJ Farman 230 10 
Built 1931. Mile Lena Bernstein. Destroyed 5.6.31. 

2751 F-ALGK Farman 197 6/7269 
M. D'Estallieur-Chanteraine, Paris. (10.4.31) 

2731 F-ALGL Farman 231 17/7272 
Andre Vairon, Paris. (23.3.31) (Sold Abroad 5.34, regd UL-ABC). 

2847 F-ALGM Farman 231 
Maurice Berthelot, Paris. (22.6.31) 

3006 F-ALGN Farman 193 
Societe Air Service, Paris. (9.11.31) 

172 F-ALGO Salmson 2-A2 
Regd in original series, not replaced. 

2800 F-ALGP Farman 231 
Georges Cazals, Troyes. (15.5.31) 

2725 F-ALGQ Caudron 109 
Max Maloine, Paris. (13.3.31) 

18/7273 

2/7274 

62 

19/7275 

18/6221 

570' F-ALGE Breguet 14 
Regd in original series, not replaced. 

102 

unkn F-ALGR Aero Fokker F.VIIb/3m 16 
Cie Internationale de Navigation Aerienne, Paris. (15.4.31) "Belle 
de Nuit"; later to Cie Air France, Paris "La Coquette". 

2798 F-ALGS Aero Fokker F.VIIb/3m 17 
Cie Internationale de Navigation Aerienne, Paris. (12.5.31) Later 
to Cie Air France, Paris "La Moqueuse". 

2809 F-ALGT Aero Fokker F.VIIb/3m 18 
Cie Internationale de Navigation Aerienne, Paris. (22.5.31) Rebuilt 
.32 as c/n 24; later to Cie Air France, Paris "La Railleuse". 
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Right: Farman 233 F-ALGU was the 
sole example of this sub-type and was 
powered by a DH Gipsy I engine. It is 
believed to have been named "Ville de 
Dives", (via JM Collection) 

2960 F-ALGU(2) Farman 233 1/7276 
Mme Delphine Schadet, Paris. (17.9.31) 

3016 F-ALGV Farman 291 3/7277 
William Henri Trafford, Paris. (23.11.31) 

2789 F-ALGX Farman 231 21/7278 
Paul (or Jean) Derrey, Le Havre. (1.5.31) 

2859 F-ALGY Farman 231 22/7279 
Roger Nouvel, Ste Cecile par Gaillac (Tarn). (1.7.31) 

2783 F-ALGZ Farman 204 
Jean Moreau, Auxerre. (29.4.31) 

1/7280 

2755 F-ALHA(2) Morane 191 33 
Cie Aerienne Francaise, Suresnes. (14.4.31) 

2854 F-ALHB Morane 230 
Henri Lumiere, Lyon. (26.6.31) 

184 

2908 F-ALHC Morane 302 1 
Societe des Aeroplanes Morane-Saulnier, Puteaux. (3.8.31) 

2722 F-ALHD Hanriot 14 
Charles Pompidor, Perpignan. (16.3.31) 

P.7 

2820 F-ALHE(2) Farman 231 23/7281 
Maurice Petit, Vannes (Morbihan). (29.5.31) 

3220 F-ALHF Farman 352 1/7282 
Societe des Avions HMD Farman, Billancourt. (3.8.32) 

3242 F-ALHG Farman 199 2/7283 
Andre Conti, Paris. (25.8.32) [Later "Philippeville". Flown by 
Genin, Laurent & Robert Marseilles-Madagascar 1.35 & return 
2.35. See Farman 190 series article]. 

2999 F-ALHH Abraham Iris 2 01 
Edmond Abraham, Viroflay. (26.10.31) 
[Regd F-PBFV [CofR 264468] 25.1.54. CofA expired 1.56, noted 
stored at Etampes 1990] 

3055 F-ALHI(2) DH.60G Moth 1037 
ExG-AAFC. Henry Le Folcavez, Paris. (18.1.32) 

2848 F-ALHJ Farman 231 
J Michaud, Fez. (22.6.31) 

25/7284 

2938 F-ALHM Hanriot 14/22 P.9 
Aero-Club de I'Aube, Troyes. (27.8.31) Destroyed 11.31. 

2766 F-ALHN Hanriot 14/22 
Club de Jeunes Ailes, Paris. (21.4.31) 

P.10 

2735 F-ALHO Hanriot 14 -?-
Raphael Boullu, Carcassonne. (25.3.31). [ 
Possibly c/n 04? TU has CA.1, built 1928] 

2967 F-ALHP Farman 306 2/7242 
Societe Generale de Transports Aeriens (SGTA), Paris. (21.9.31) 
Later to Cie Air France, Paris; "Azalee". Destroyed 5.2.35. 
[Assumed to Aeroput as UN-SAH, YU-SAH - same c/n but likely to 
be different acft as UN-SAH was dated 12.31.] 

3024 F-ALHQ Farman 305 2/7243 
Societe Generale de Transport Aerien (SGTA), Paris. (3.12.31) 
Later Farman 306 (4/7243); to Cie Air France, Paris; "Jasmin". 

2821 F-ALHR Farman 231 27/7286 
Rene Dobroukkes dit Pessar, Paris. (29.5.31) Destroyed 10.31. 

4779 F-ALHS Farman 234 
Henri Guillot, Vanves. (27.7.36) 

2850 F-ALHT Caudron 230 
Marcel Bleustein, Paris. (24.6.31) 

2/7287 

8/6552 

2838 F-ALHU(2) Caudron 230 12/6553 
Club d'Avions Legers des Flandres, Lille. (11.6.31) 

2806 F-ALHV Farman 234 
Capitaine Puget, Lyon. (21.5.31) 

3 / 7 2 8 8 M . I e 

2898 F-ALHX Farman 204 2/7289 
Alexandre Fourny, Casablanca. (25.7.31) 

unkn F-ALHY Farman 
Details unknown. 

7290 

2840 F-ALHZ Farman 234 4/7291 
Louis Girardot, Bonchamps (Hte Saone). (16.6.31) 

2767 F-ALIA(2) Morane 230 
Michel Detroyat, Villacoublay. (21.4.31) 

183 

2891 F-ALHK Farman 231 26/7285 
Charles Peyron (Club de Tourisme Aerien de Meknes), Maroc. 
(23.7.31) 

2724 F-ALHU Hanriot 141 330 
Aero-Club d'Auvergne, Clermont-Ferrand. (18.3.31) 

Right: The Abraham AS.2 Iris F-ALHH was built in 1931 and after 650 
flying hours survived the war to be re-registered F-PBFV in 1951 and 
was airworthy until early 1956. (via JM Collection) 

2013/089 



Left: One of the most 
popular club and privately-
owned light aircraft of the 
period was the Potez 36. 
This example, F-ALID, was a 
model 36/13 with a 95hp 7-
cyl Salmson 7Ac radial, 
(via JM Collection) 

Below: A line-up of Couzinet 
trimotor monoplanes at Le 
Bourget, from the left type 21 
F-AMBI, type 33 F-ALMVand 
type 30 F-ALIG. 
(via JM Collection) 

2828 F-ALIB Potez 36/13 2348 
Club de Tourisme Aerien, Fez, Maroc. (3.6.31) 

2762 F-ALIC Potez 36/13 2349 
Christian Lieffroy, Cerilly (Allier). (16.4.31) 

2876 F-ALID Potez 36/13 2350 
Alex Cousin, Montpellier. (15.7.31) 

2970 F-ALIE(2) Morane Moth 60M 36 
Adam Edmond, Bordeaux. (24.9.31) 

2862 F-ALIF Zodiac 945m3 Balloon 186 
Paul Spiess, Paris (3.7.31) [TU quotes c/n 186/189 or 181/186] 

2922 F-ALIG Couzinet 30 1 
SA des Avions R.Couzinet, Levallois. (11.8.31) 

3284 F-ALIP Farman 190 56/7296 
Cie Air-Orient, Paris. (30.12.32) Regd 2.33 to Societe des 
Transports du Proche Orient, Paris. 

3578 F-ALIQ Farman 230 11/7298 
Lucien Toulza, Cholo (Cochinchine). (29.9.33) 

2871 F-ALIR Lorraine-Hanriot 11 
M.Outhenin-Chalandre, Paris. (7.7.31) 

01 

unkn F-ALIS Potez 36/13 2351 
Paul Carpano, Cluses (Haute Savoie). (27.5.31) "Ville de Vienne" 

To be continued. .. 

2797 F-ALIH Hanriot 14 
Aero-Club de I'Algerie, Alger. (11.5.31) 
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2941 F-ALII (2) Hanriot 14-23 1011 
Min.de I'Air (Prete a I'Aero-Club de Normandie), Rouen. (27.8.31) 

2863 F-ALIJ Farman 234 
Gilbert Monod, Paris. (6.7.31) 

2858 F-ALIK Farman 231 
Jean Baillon, Casablanca. (1.7.31) 

5/7292 

34/7293 

35/7294 unkn F-ALIL Farman 231 
Societe des Avions Farman, Billancourt. (1931) Became type 354 
c/n 1/7294 then sold as EC-AW. 

2768 F-ALIM Schreck FBA.290M 1/1379 
M.Schreck, Argenteuil. (22.4.31) 

2916 F-ALIN Schreck FBA.310/1 4/1384 
Louis Schreck, Argenteuil. (6.8.31) 

3249 F-ALIO Farman 350 3/7295 
Jean Scordel, Chaumont. (20.9.32) 

Above: The four-seat Schreck FBA.290 amphibian with a 300hp 
Lorraine 9Na radial was registered F-ALIM. (via JM Collection) 
Below: The smaller two-seat FBA.310 F-ALIN with 120hp Lorraine 5 
Pc was exhibited at the Paris Salon as '38'. (via JM Collection) 
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The FARM AN 190 
and its derivatives 

Michel Barriere 
PART ELEVEN 

Farman F.196 (GR 7 Kb) 

F.196 no 01, c/n?, F-AKGQ 

The Farman F.196 was the company's submission for the colonial 
single-engine programme of 1930. There were several contenders: the 
SPCA 80, the Loire 11, the Nieuport Delage 690 and the Weymann 40. 
The contest was won by the SPCA 80, purchased by the State for 
1,037,500 francs, ahead of the Farman F.196 acquired for 1,160,000 
francs. None of these aircraft was put into production. If Colonial 
Aviation was the responsibility of the Ministry of Colonies, which could 
allocate only a limited budget, it depended for its personnel on the War 
Ministry and the Secretary of State for Aviation for its equipment. 

The two programmes for colonial single-engine and tri-motor 
aircraft sought to equip Colonial Aviation with aircraft specifically 
designed for use in the colonies. Taking account of climatic conditions-
temperature and humidity - in the colonies, the aircraft had be of metal 
construction and virtually foolproof. Easy to dismantle for transport, 
they needed to perform surveillance missions, armed intervention on 
the ground, medical transport and inspections. They should be easy to 
maintain and capable of operating from improvised airfields. 

In April 1932, F.196 no1 was being assembled in the 
hangars at Toussus-le-Noble. At the end of the month,with assembly 
complete it was possible to considerr its presentation to the Technical 
Service. The Farman F.196 began its tests at S.T.I.Ae at Villacoublay 
in July. In August, Burtin undertook stability tests with the aircraft. In 
octobre, he made numerous flights in the aircraft. On 11 November 
1932, the F.196 was engaged in speed and endurance trails at 
Villacoublay. The concluding tests were carried out by Burtin at the 
beginning of December. 

The F.196 was then returned to the factory for modifications. 

Description of the F.196 

Featuring an all-metal fuselage, the height of the F.196 at 1.32 metres 
was greater than that of other members of the F.190 family. The engine 
was the Gnome et Rhone GR 7 Kb no 7013 of 300 hp; les tirants 
habituels for such power were obvious. The aircraft was equipped for 
night flight, the wings incorporating landing lights. Planned equipment 
included : 

A type TOE short-wave radio, with emergency generator; 

Above: The prototype F.196 'Colonial' after modification with the new 
tail, photo taken at Le Bourget-Dugny. The two earlier images show the 
plane in its initial configuration with the traditional F. 190 tail, (via Michel 
Barriere Collection) 

Two Lewis machine guns on lateral supports permitting ver-
tical fire; 

A Richard-Labrely F 50 camera; 
Bomb-racks for dropping 12 10-kg bombs or a grenade 

launcher (27 grenades); 
An S.T.Ae viewfinder. 

The cabin included a seat and a folding table against the fuselage wall. 
The aircraft was usually fitted with a rifle and cartridges, food boxes, 
dressings and a barrel of reserve water. 

The wings included landing lights and a generator. The first tests were 
carried out with the standard F.190 fin and rudder. These were modi-
fied during the course of the trials, notably with modifications to the fin. 

Career of the F.196 

In November 1933, the aircraft resumed its official performance trials. 
These tests probably continued into the early months of 1934. 

In October 1934, the F.196 participated in the trials for the Tour de 
France prototypes. It was piloted by Adjudant Pasquier, accompanied 
by Sergeant Koll. The 14 civil and military aircraft which took part in this 
event were, in addition to the F.196, a Dewoitine D 500 (which stopped 
at Toulouse following an accident), a Morane MS 225, a Breguet Br 27, 
a Potez Po 39, a Morane MS 230, a Bloch MB 200, an ANF Mureaux 
110 R2, two Phrygane Salmson, the Farman F.390 and a Mauboussin 
Corsaire. The aircraft took off from Orly on 8 October for a journey of 
4,855 km through France, Spain and Morocco; the return to Orly was 
planned for 22 October. The first stop was Bourges, then Brioude 
where Laurent Eynac awaited them, and Beziers. In view of the revolu-
tionary situation in Spain, the Air Ministry and the Aeronautical 
Federation of France, the organisers of the Tour, decided to cancel the 
stages in Spain, Portugal and Morocco. The itinerary was therefore 
reduced to Perpignan, Toulouse and Pau (12/10), Biarritz and 
Bordeaux (13/10), Angouleme and Tours (13/10), then back to Orly 
where the aircraft landed on the 14th, having only flown 1,795 km. 

In August 1934, the French Air Force purchased from Air France the 
LeO 213s, former "Golden Ray" aircraft, carrying the serials 4, 5, 6, 8, 
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Above: This frontal view of the prototype F. 196 clearly shows some of 
the equipment unique to this version to enable it operate independent-
ly in challenging colonial climates - landing lights on each wing and the 
generator on the leading edge, (via JM Collection) 

9, 10, 11 and 12. They were painted chocolate brown; the last of them 
was completed in November 1934. 

The Leo 213s joined the 1 st Squadron of the 3rd Algerian Group at Fez, 
which was transformed into an experimental troop transport squadron. 
On 23 October 1934, 6 LeO 213s took off from Perpignan to fly to 
Casablanca. On 30 October, three more LeO 213s transited Barcelona; 
these were numbers 11, 4 et 6. The mission, commanded by 
Commandant Ronin (flying no 11) made a stop at El Prat de Llobregat. 
They were accompanied by the F.196, registered F-AKGQ, with a crew 
of 2 men. All these aircraft departed the next day for Los Alcazares 
prior to flying to North Africa. 

We have no information on the subsequent fate of the F.196. 

Farman F.197 (Lorraine LO 7 Me "Mizar") 
The F.197, a version of the F.190 equipped with a Lorraine 7 Me 
"Mizar" engine, was described as a "colonial touring aircraft". All the 
F.197s were manufactured from the basic fuselage of the F.190 with 
windows. It was above all an aircraft designed for African flights: apart 
from the engine's good performance in African climatic conditions, the 
original F.197s benefitted from the outset from greater range thanks to 
the incorporation of fuel tanks in the wing leading edge. This was 
however not true of converted airframes : Wauthier's F.190, already 

equipped with a 150-litre tank in the cabin, re tained its original wing, as 
did the F.198 of "Paris-Soir" which already enjoyed increased fuel 
capacity. 

The engine's 240 hp in practice proved insufficient to cope with violent 
African storms. F.197 no 1, F-AJJK, was lost in such conditions, and 
the experienced pilots of F.197 nos 3, 6 and 7 found themselves in dif-
ficulties on various occasions in comparable weather. It is therefore not 
surprising that after the first expeditions, the two F.197s which contin-
ued to operate there were refitted with the Lorraine "Algol" engine of 
300 hp. 

In official use, the employment of transport aircraft in the colonies 
included their use for medical missions. However, apart from F.197 no 
2 sold to Uruguay, the medical versions of the Farman 190 did not meet 
with success. Two F.197s constructed in 1931 were victims of this : 
both were converted into F.291s. 

F.197 no 1, c/n [7159], F-AJJK 

On 11 December 1929, F.197 no 1, purchased by the Lorraine engine 
company (formerly known as Dietrich), received CdN / Cdl 2323 with 
registration F-AJJK. Employing F.190 fuselage no 36, it was entirely 
painted silver-grey. The company, which principally equipped the qui 
Potez 25 serving with colonial squadrons, wanted to see how it com-
pared with its rivals. However, in October 1929, the Salmson-engined 
F.192 of Goulette and Marchesseau had established a record on the 
Paris- Madagascar route, a record quickly beaten by the F.190 with a 
Gnome-Rhone engine of Bailly and Reginensi. Lorraine therefore 
organised "its" expedition to Madagascar. Apart from the mechanic, 

Far Left: F.197 no 1 on roll-out from the 

factory. (Collection Michel Barriere) 

Left: Close-up view of the installation of the 

Lorraine Mizar engine. (Collection Michel 

Barriere) 

Below: F.197 no 1 F-AJJK carried on its 

cowling the logo of the Dietrich-Lorraine 

company. (Artwork: Michel Barriere) 

F A ? * ^ 
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Gaston Dodement, the crew was military, with Adjudant Leopold Roux 
of the 34th Aviation Regiment (pilot) and Chief Engineer Raymond 
Caillol of the S.T.I.Ae (navigator and second pilot). 

The planned itinerary was optimistic and consisted of 7 stages: 
Colomb-Bechar, Gao, Fort-Lamy, Coquilhatville, Elisabethville, 
Quelimane, and Tananarive. The crew, however, hoped to complete 
the expedition in just 3 legs of 2000 km each: Colomb-Bechar, Gao, 
then Elisabethville (or Tete). 

Initially planned for 9 December, the departure from Le Bourget was 
delayed by a violent storm. On 13 December at 2h25, F-AJJK piloted 
by Roux took off, landing after ten hours in the air at the aerodrome of 
Oran - La Senia. After a rapid refuelling, they took off again at 13h20 
for Colomb-Bechar. But, at nightfall, the crew took the decision to land 
on a strip of sand at Beni Ounis. The following day, the flight resumed 
early, and at 14h00, Roux landed F-AJJK at Reggan. 

Pinned down for a day by a sand-storm, they could not resume their 
flight until the 16th, ending the day at Gao. On the 17th, the stage from 
Gao to Niamey was rapdily covered. On the 18th, the Farman arrived 
at Zinder. It departed the following day and made a stop at Fort Lamy 

Below: F. 197 no 2 seen at Toussus-le-Noble at the time of its handing 
over to representatives of the Uruguayan Government. (Collection 
Michel Barriere) 

Above: F.197 no 2, built as an aerial ambulance for Uruguay, in the 
livery in which it was delivered. (Artwork: Michel Barriere) 
Left: The crew of the ill-fated F-AJJK pose in front of the aircraft at 
Coquilhatville. Left to right: Roux, Caillol, Dodement. Collection Michel 
Barriere) 

prior to arriving at Fort Archambault. On the 20th, it called at Bangui 
and then left for Coquilhatville where it remained for a week, trapped by 
the violent tornados which plagued the region. Not until 27 December 
could F-AJJK resume its journey. Any hope of beating the record of 
Bailly, Reginensi and Marsot was now gone. Grounded again for four 
days at Quelimane, they left there on the 30th, landing at Mahatsinjo 
and not arriving at Tananarive until 1st January at about 15h00. 

On 10 January, F.197 F-AJJK departed for Paris, but on the 13th, the 
aircraft disappeared en route to Port Francqui. In all likelihood it was 
struck by lightning and crashed in the dense equatorial forest between 
MangaT and Lubue posts along the KasaT. The wreck, and the bodies 
of the three aviators, were not found until 14 March. Initially buried on 
the spot, their mortal remains were repatriated to France at the begin-
ning of June. 

F-AJJK was cancelled from the register in October 1931. 

F.197 no 2, c/n ?, CX-ABH 
The F.197 Ambulance in Uruguay 

The Uruguayan F.197 was the second aircraft built. It probably 
employed the fuselage of F.190 no 44 with a construction number in the 
range 7170 to 7180. 

At the end of June 1930, the medical F.197 destined for Uruguay was 
under assembly at Toussus-le-Noble. At the beginning of July, flight-
testing began. On 17 July, Lucien Coupet demonstrated the aircraft to 
the Uruguayan ambassador and to members of the International 
Committee of Medical Aviation, taking them all for a flight. 

The aircraft was received by Challe on about 20 July. There is then a 
"hole" in the career of this aircraft, which was not delivered to Uruguay 
until December 1931. In 1932, it was withdrawn from service, then used 
again in 1933. It was piloted principally by Carlos Mercader. The air-
craft, painted in silver with a green cross, was used by the General 
Division of Workshops, General Stores and Services, together with one 
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other medical aircraft, a Dragon Rapide. These two replaced a pair of 
aged Breguet Br. 14T bis fitted out as ambulances. 

In 1937, it was registered CX-ABH. At this time it was flown by Lt Mario 
Arenas and Capt Victor Urquizo. It was cancelled from the register on 
7 December 1941. 

F.197 no 3, c/n 7203, F-AJRY 
Paris-Teheran (1930) 

Receiving CdN/Cdl 2551 issued on 18 September 1930, F.197 no 3 
was registered in the name of Marcel Goulette who benefitted, for its 
purchase, from a state subsidy for touring aircraft. It was built from an 
F.190 fuselage and equipped with a Mizar engine supplied by the 
Lorraine company. The aircraft was painted red and silver, and retained 
this livery throughout its career. 

To demonstrate the robustness of the engine, Goulette decided to 
undertake a flight from Le Bourget to Tehran as soon as the aircraft 
was certificated. He was accompanied by Marcel Lallouette, test and 
instructor pilot for Farman. 

Departing from Le Bourget on 19 September at 0624, they landed at 
Bucharest at 1800. After refuelling, the Farman took off again at 2245. 
Lallouette flew due south, crossing the Black Sea, then flew over 

Above: The Ambulance F.197 in 
service in Uruguay. In the latter stages 
of its career it carried the civil registra-
tion CX-ABH. (Artwork: Michel Barriere) 
Left: A rare photograph of CX-ABH in 
Uruguay, taken on 17 December 1936 at the 
Aerodromo Militaire Boiso Lanza, 
Montevideo, Mendoza. (Courtesy of 
Fototeca Museo Aeronautico, Cnel (Av.) 
Jaine Meregalli and Museo Aeronautico files) 

Turkey before turning east towards Syria. He 
landed F-AJRY at Aleppo at 0800 on the 
20th, departing again at 0915 after a rapid 
refuelling. At nightfall, the crew took the deci-
sion to land in open country 100 km from 

Tehran rather than risk crossing a mountain range rising in places to 
3,500 metres. On the 21st, the Farman reached Tehran in 35 minutes, 
and landed at 0545. The 5,200 km trip had been completed in less than 
two days and in 29 hours 45 minutes of flying time, at the commercial 
average speed of 175 km/h. As a sign of their achievement, the Persian 
lion was painted on the right-hand side of the cowling 

On 25 September, Goulette and Lallouette set off for Paris transporting 
a diplomatic bag. They landed at Rayak, departing on the morning of 
the 26th and arriving at Athens at about 1100. At this point their journey 
became commercial, the crew demonstrating the Farman to local avia-
tors. They departed on the 30th, crossing Bulgaria before landing at 
Buhcarest. On 2 October, Goulette and Lallouette departed towards the 
north, overflying Warsaw, then headed towards Lithuania, landing at 
1545 at Kovno. 

Departing on 3 October, Goulette and Lallouette met a wall of fog at 
Berlin and landed in a field near Nieder Ohmen, 30 km from Giesen 
(Hesse). The following morning, the aircraft was bogged down and had 

Below: F.197 no 3 F-AJRY as it appeared at the beginning of 
its eventful career. It is confusingly described as F. 197 no 1 on 
the fin, probably because it was the first example to be con-
structed which included the features (notably the fuel circuitry) 
specific to this variant. F-AJJK had been converted from a 
standard F.190 airframe. (Artwork: Michel Barriere) 
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F.197 s/n 3 converted as F.199 s/n 4 and named "Marcel Lallouette" 
For the raids Paris - Madagascar (1931) and Paris - Capetown (1932), a list of the travels 
realized by Marcel Goulette is added on the left side. 
The head of a zebu is painted on the door in November 1931, at Antananarivo. 
The mudguards are retired for the raids. 

F-AJRY's left side 

to be lightened to fly to the airfield at Giesen. On the 6th, taking advan-
tage of a break in the weather, the crew departed, made a brief stop at 
Frankfurt to check the weather, and arrived back at Le Bourget at about 
1600. 

Paris-Saigon (1930) 

As soon as they got back, the aircraft was inspected. A supplementary 
fuel tank was installed in the cabin, bringing the total capacity to 1000 
litres, giving a range of 2500 km. On 6 November, representatives from 
the Ministry of Colonies entrusted them with official mail. They left Le 
Bourget for Athens on 8 November at 0115, but were forced to turn 
back by bad weather and landed at Brindisi at 1215. As the Italians 
banned any night departure, they left at 1530, skipped the stop planned 
for Athens where the weathr had still not cleared, and arrived at Aleppo 
where the Farman landed at 0325. After a brief rest, the crew departed 
again at 0620, and overflew Baghdad before landing at Bassorah. 
Leaving again at 2215, they landed at Djask at 0615 where they refu-
elled rapidly and left at 0710. At 1230, they landed at Karachi, depart-
ing at 2150. On 11 November at 0625, they refuelled in 25 minutes at 
Allahabad and set out for Calcutta, arriving at 1055. Departing again at 
1835, the crew saw Rangoon at dawn, then overflew Moulmein where 
they were forced to return and land, having encountered a wall of cloud 
200 km further on. They left at 0630 after refuelling, flew along the 
coast as far as Tavoy, and reached Bangkok at 1050, having lost nearly 
six hours compared with their planned schedule. At dawn, F-AJRY took 
off for Saigon, flying north-east to avoid bad weather, and, having over-
flown the city, landed at Saigon/Tan Son Nhut airfield on 1 November 
at 1150, 5 days, 3 hours and 55 minutes (78 hours 35 minutes flying 
time) after their departure from Le Bourget. 

As the Governor-General of Indochina, Pasquier, was at Hanoi, 
Goulette and Lallouette decided to go there. On 20 November, bad 
weather forced them to turn back, and it was the following day before 
they could reach Hanoi, where they had a magnificent reception, 
having broken the existing speed record on the Saigon-Hanoi route in 
7 hours 15 minutes' flying time. They broke the record again five days 
later. Governor-General Pasquier, wishing to demonstrate the potential 
for a regular air route between France and Indochina, decided to return 
to Paris with them. 

Departure was fixed for 1st December. On that day, F-AJRY took off 
from the military airfield of Bien Hoa for Bangkok, accompanied by 2 Po 

25 of the 2nd Indochina Squadron. Arriving at Bangkok at 0455, they 
left at 0610 and reache Rangoon at 0945. 

As their passenger did not seem to have suffered from this first stage, 
they departed again at 2310, calling at 0615 at Calcutta, whence they 
departed at 0655, then at 1140 at Allahabad. Taking off at 1855 after 3 
hours' rest, flying blind, they reached Karachi for a short stop at 0515, 
departing at 0800 for Djask where they landed at 1310. Having rested 
briefly, the crew took off at 0230 on the 4th, landing at 1000 at 
Bassorah where a tyre change held them up. Having fitted a Ford car 
tyre, they took off at 1930 for a night flight which brought them to 
Aleppo at 0330 on the 5th, departing at 0830 for Athens where they 
landed at 1600. They rested and took off at 0300 on Saturday 6 
December for France, 
landing at Hyeres at 1530 
to top up engine oil before 
arriving at 1630 at 
Marignane, the traditional 
starting point for Oriental 
expeditions, where they 
decided to symbolically 
end their journey after a 
flight of 5 days, 16 hours 
and 15 minutes - 72 hours 
15 minutes. They did not 
return to Le Bourget until 

Right: Publicity material 
produced by the SGA 
(Societe Generate 
Aeronautique) showing 
F.197 no 3 F-AJRY. The 
aircraft had already com-
pleted the Paris-Tehran 
flight and the lion of Persia 
may be seen on the 
engine cowling. The crew 
are in front of the aircraft: 
Marcel Goulette (seated) 
and Marcel Lallouette 
(standing). 
(Collection Michel 
Barriere) 

PARIS-SAIGON 
en cinq jours 
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Monday 8th December after the traditional overflight of Toussus-le-
Noble. 

Paris - Coquilhatville with Leon Challe 

In 1931, Goulette undertook another African expedition to Madagascar 
with the F.304 F-ALCA named "Roux - Caillol - Dodement". He was 
hoping to demonstrate the possibility of setting up high-speed air links, 
but unfortunately various incidents prevented him from achieving this 
objective. 

On the flight back, an engine problem forced the crew to land at 
Coquilhatville in the Belgian Congo. To help them out of their plight, 
Leon Challe departed from Le Bourget on 22 April in F-AJRY with a 
spare engine. Landing at Biarritz that evening, he departed the follow-
ing day for Madrid and Tangiers. His route them took via Rabat, Agadir, 
Port-Etienne and Dakar. On 29 April he reached Bamako, followed by 
Fort-Lamy, Bangui, and finally Coquilhatville. He returned on 16 May, 
via Fort-Lamy, Gao and Saint-Louis in Senegal. Stopping at Tangiers 
on 22 May, he arrived back at Le Bourget on 23 May at 1450. 

Paris - Madagascar (1931) 

Not satisfied with this partial failure, Goulette decided to repeat the 
Paris- Madagascar expedition. The aircraft would be the F.197 whose 
Lorraine Mizar 230 hp engine was replaced by a Lorraine Algol of 300 
hp. On 7 November 1931, the change of type from F.197 no 3 was reg-
istered, the aircraft becoming F.199 no 4; Goulette named it Marcel 
Laiiouette, in memory of his partner and friend who had died in Spain 
during a light-aircraft record on 30 May 1931. This time, Goulette was 
accompanied by another experienced Farman pilot, Andre Salel. 

On 27 September at midnight, F-AJRY left le Bourget, landing at 0920 
at Tunis - El Aouina, whence it departed at 0950, landing at Syrte six 
hours later. After a brief rest, the crew took off, overflying Benghazi 
before heading for Cairo, but an oil leak forced them to put down in the 
desert near Burgh-El-Arab, 40 km southwest of Alexandria. Refuelled 
during the evening of the 28th, the aircraft reached Cairo the next day 
where RAF mechanics confirmed that the engine was not damaged. 
Nevertheless, in view of the delay, Goulette decided to return to 
France. Making stops at Alexandria, Apollonia, Benghazi, Tunis and 
Rome, the Farman landed at Le Bourget on 10 October at about 1400. 
They hoped to repeat the expedition making use of the October full 
moon, but bad weather delayed their departure until the following 
month. On 20 November, Goulette and Salel departed from Toussus-
le-Noble at 1350 and landed at 1640 at Lyon-Bron. They left the fol-
lowing day at 1405, landing at 1530 at Istres, the starting point for the 
expedition. 

Having spent the 22nd preparing the aircraft "Marcel Laiiouette" lifted 
off at 0400 on the 23rd for its second attempt. After Corsica and 
Sardinia, they overflew Tunis at 0930 and landed at 1515 at Syrte 
where the aircraft was checked out by mechanics of the Royal Italian 
Air Force. On the' 24th at midnight the two men departed, flying 
Benghazi at 0310 and then climbing to more than 3000 metres to avoid 
a storm ; for more than two hours, in the darkness, Salel flew blind. At 
daybreak, the weather cleared and F-AJRY flew over Cairo before 

Above: F-AJRY after conversion to F. 199 no 4 by the fitting of the more 
powerful 230 hp Lorraine Mizar engine and naming as 'Marcel 
Laiiouette'. The list of expeditions includes the recently-completed 
Paris-Le Cap flight of 1932. 18 days later, the aircraft crashed, killing 
Marcel Goulette (details in next issue). (Artwork: Michel Barriere) 

landing at 1500 at Aswan. Departing again at 0200 on the 25th for 
Djibouti, the F.199 overflew Port Sudan at 0620 and, despite a head-
wind, landed at Djibouti at 1400, within 15 minutes of their scheduled 
time. Goulette and Salel departed again at 2315with the mail for 
Madagascar. After a refuelling stop at 0600 at Mogadishu, they landed 
at 1405 at Dar Es Salaam. On departure, the Farman bogged down 
twice, losing precious time. To lighten the aircraft for a 2100 km stage 
with no possibility of refuelling, the crew decided to abandon all their 
spares and finally took off at midnight, an hour behind schedule. They 
flew over Mozambique six hours later before crossing the Mozambique 
Channel. Flying below the clouds at an altitude of 200m, at 0800 they 
flew over Chesterfield islet then, 25 minutes later, reached Madagascar 
island, landing at Ivato at 1127. Despite having extended their flight to 
avoid a storm over Tananarive, Goulette and Salel were only 30 
minutes behind their scheduled arrival time. They had broken the 
record recently set by Mcench and Burtin, but to achieve this they had 
employed the British route to East Africa, 1200 km shorter than the 
Franco-Belgian route. Their actual flying time was 63 hours 50 minutes. 

Goulette, suffering from illness, was mostly confined to his room until 
1st December when, now feeling better, he decided to depart the fol-
lowing day. 

The return flight began on 2 December at 0430, the aircraft carrying 
1500 letters. Mozambique was passed at 0920. Flying along the coast, 
the aircraft landed at 1500 at Dar Es Salam and, after refuelling, left 
again at 2330. They reached Mogadishu the next morning at 0650, 
refuelled swiftly and departed at 0730. Slowed by a headwind, they did 
land until 1830 (local time) at Djibouti. They departed at 0310 on 4 
December, passed Massaoua at 0635 and Port Sudan at 0930 before 
landing at Aswan at 1405. After refuelling, the crew took off at 2330. At 
0435, slowed by a strong headwind, they flew over the pyramids, then, 
unable to reach Benghazi owing to shortage of fuel, landed at Apollonia 
at 1145. After a rapid refuelling, they took off and decided to land at 
Benghazi at 1400. Their departure was set for midnight, but in the face 
of constant rainfall the crew went back to sleep. They finally took off at 
0630 on 6 December, skimming the waves. The weather improved over 
Syrte, Tripoli was passed at 1030, and the aircraft landed at 1400 at 
Tunis where Goulette, who had caught a cold, was confined to 
bed.They left at 0545 the following day to cross the Mediterranean, 
passing Cagliari at 0715, Ajaccio at 0850, then Marignane, and flew up 
the Rhone valley, stopping briefly at Lyon-Bron at 1300 to check the 
weather. After an eventless flight, the Farman landed at Le Bourget at 
1530 at the end of a flight of 5 days and 11 hours, with a flight time of 
62 hours 10 minutes. 

- To be continued... 
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'iJJiJ Ĵ JJJJJiJ $UM& ijJ'UiJJJ 'Ihb fltil Ur JJ JJJJSJiJJ' 

LLOJk: L-^iliL'siJUi^ L:tLLlLLLLLL £JJJJ 

J JJ-1 ilJJil ./? jJij^Ji'lb j£ 



The AIR-BRITAIN Civil Aviation 
Historical Quarterly 

No.3 2013 
ISSN: 0262-4923 34th YEAR 

Edited by: Robert Swan 

e-mail: robert.swan@air-britain.co.uk 

The ARCHIVE website may be visited at 
<http://www.air-britain.com> where details 
of the Association, membership and other 
current publications will also be found. 

ARCHIVE is published quarterly, in March, 
June, September and December by 
Air-Britain (Historians) Ltd., in association 
with Air-Britain Aviation World, Aeromilitaria 
and the monthly Air-Britain News. 

Air-Britain is an organisation which is run 
entirely voluntarily for the mutual benefit of 
all members. Membership confers many 
advantages including subscription to the four 
regular magazines, discounts on Air-Britain 
Monographs and access to Information, 
Photographic and Travel services. 

New Membership Enquiries should be 
sent to: Barry J Collman, 1 Rose Cottages. 
179 Penn Road, Hazlemere, Bucks HP15 7NE: 
or Barry.Collman@air-britain.co.uk 

Current Membership queries (including 
non-delivery or faulty copies of magazines) 
and notification of change of address. 
should be sent to the Membership Secretary. 
Howard Nash, The Haven, Blacklands Lane, 
Sudboume, Woodbridge, Suffolk IP12 2AX 
by answerphone 01394 450767 or by e-mail to: 
membership@air-britain.co.uk 

Back issues: contact Mr T Mitchell, 108 
Concord Avenue. Davis Estate, Chatham, Kent 
ME5 9TT (01634 862353) for details of avail-
ability and cost. 

COVER PHOTO 

This issue's cover photo is of Sud Aviation 
SE.210 Caravelle III B-1856 c/n 170, operated 
by China Airlines between 1974 and 1979. It is 
seen here at Taipei and illustrates the major 
article on the China Airlines Group in this issue. 
(Ian D Johnson Collection), 
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HEAD-ON VIEW - WHAT IS IT? Number 49 

The next Head-on-View subject is a retractable-undercarriage, twin-boom design largely in metal, 
touted as a Dragon Rapide replacement but overweight and underpowered so it failed to achieve 
its potential, (via JM Collection) 

In this issue . . . 
This year's third issue continues the policy of 
introducing new authors and new topics. 
Lennart Andersson has provided details of the 
first Bulgarian Civil Register from 1924 to 
1930. An excellent selection of evocative 
photos from the time has been provided by 
Lennart, as well as drawing on the Nikolay 
Bakalov Archive and, as always, the Jack 
Meaden Collection managed by Dave 
Partington. 

Richard Cawsey's history of gliding in Britain 
up to the outbreak of the Second World War 
moves on to the founding of the British Gliding 
Association and the creation of its register, 
which has operated in unbroken sequence to 
the present day. 

As explained below, Martin Best's long-
running series on the history of civil aviation in 
China deviates from plan in this issue to give 
details of the historic fleet of China Airlines. 
This has given us the opportunity to include a 
fine selection of photographs, many of them in 

colour, and many of them taken by Ian D 
Johnson at Kai Tak. Ian is another regular con-
tributor of images which are not available from 
any other source. 

This instalment of Michel Barriere's history of 
the Farman F.190 series is largely devoted to 
the ambitious travels of F-ALGK. The chal-
lenges undertaken by these intrepid airmen, 
and the conditions they had to contend with, 
make gripping reading. The historical registers 
of pre-war France and post-war Yugoslavia 
continue their inexorable progress. 

I am pleased to say that, for the first time since 
becoming editor, I have three pending contri-
butions for which I could not find space in this 
issue. This promises well for the future of 
Archive, as they cover a range of fresh topics. 

I would like to thank all our contributors -
authors, picture researchers and map-maker 
(the indefatigable Sue Bushell) - for their con-
tinuing efforts without which there would be no 
magazine. 

Robert Swan 

HISTORY OF CIVIL AVIATION IN CHINA SERIES 

Martin Best had originally intended to publish Part 18A of his series on the Development of Civil 

Aviation in China, about the role of Civil Air Transport in the Indochina conflicts, in this issue, but 

as a consequence of a substantial quantity of new information coming to light at the last moment, 

he has substituted Part 21A on the China Airlines Group for this issue. Apologies that this is being 

published out of sequence, but we want this series to be as authoritative as possible. 
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COMPLETE CIVIL REGISTERS: 15 

X- UN- YU- YUGOSLAVIA 
With thanks to the 
following for their 
contributions to this 
issue: 
John Wegg, Vojislav 
Jereb and Ognjan 
Petrovic. 

Right: Antonov An-2M 
c/n 600-405 YU-BCF, 
JAT PA (Privredna avi-
jacija - Agro Aviation), 
Belgrade, late sixties 
(Artwork by O. Petrovic) 

The post-war Yugoslavian Civil Aircraft Register (continued) 

YU-BAA series: 3. Non-airline singles and twins, from 1959 (con-
tinued). 

YU-BCA Piper PA-25-235 Pawnee B 25-3060 11.64 
Ex N7196Z, N10F; (delivered via Geneva), Panadria, 
Zagreb; CofR 549; overturned and crashed 22.2.74 at 
Zdralovi airstrip near Bjelovar, Croatia. Regn eld on 
Panadria request 4.11.74. 

YU-BCB Piper PA-25-235 Pawnee B "25-3065" 19.8.65 
AC "Heroj Pinki", Novi Sad; CofR 571; hit ground and 
burnt 17.4.79; regn eld on AC "Heroj Pinki" request 
26.11.79. [C/n officially quoted was actually EC-AYV from 
2.65 to 6.87, ex N10F; true c/n of YU-BCB unknown] 

YU-BCC Antonov An-2M 600-310 8.4.66 
"Agrohemizacija", Skoplje; CofR 572; crashed 27.2.67 at 
PIK (Poljoprivredno-industrijski kombinat - Agro-Industrial 
Combine) "Aleksa Santic" airstrip; regn eld on 
Agrohemizacija request 25.2.77. 

YU-BCD Antonov An-14 Pcelka 600-803 28.8.67 
Bought by Hydro-Electric Power Plant Oerdap, Serbia 
24.11.66; CofR 573; transferred to "Hidromontaza" 
company, Maribor, Slovenia 28.7.67 then to AC Maribor 
28.8.67; destroyed in crash 10.10.67 Berdap, Serbia (all 8 
aboard killed); w/o and scrapped 19.11.67. 

YU-BCE Antonov An-2M 600-404 18.4.65 
Ex CCCP-1662; JAT PA (Privredna avijacija - Agro 
Aviation), Belgrade; CofR 574; damaged 17.3.76; to 
Yugoslav Aeronautical Museum (now Aeronautical 
Museum), Belgrade-Surcin 1990, stored. 

YU-BCF Antonov An-2M 600-405 8.4.66 
JAT PA, Belgrade 17.12.65; CofR 575; damaged 28.9.66; 
destroyed 16.3.76; cancelled before 1991. 

YU-BCG Utva 65P Privrednik 0692 .66 
Utva, Pancevo, Serbia; CofR 576; based Sombor, Serbia 
'70; burnt 20.3.78 at Dubovac village near Kovin, Serbia; 
wfu, regn eld on Utva request 28.9.79. 

YU-BCH Antonov An-2M 600-401 2.2.68 
Zavod za mehanizaciju vocarstva (Fruit Mechanisation 
Department), Novi Sad; CofR 577; JAT PA, Belgrade 
9.4.69; damaged 1.2.76; cancelled before 1991. 

Above: Antonov An-2M YU-BCF, one of several very early JAT Agro 
Aviation Antonov biplanes: top: spraying in low-level flight (JAT maga-
zine); bottom: reloading of chemicals (JAT calendar) 

YU-BCI Piper PA-25-235 Pawnee B 25-3300 6.4.66 
Ex N7349Z (American reg eld 11.3.66); AC Sombor, 
Sombor; CofR 578; hit ground and burnt 16.11.66 Gakovo 
near Sombor, Serbia; wfu. 

YU-BCJ Antonov An-2M 600-407 16.4.66 
"Agrohemizacija", Skoplje, Macedonia 6.4.66; CofR 579; 
damaged 6.11.72; to VSM (Vazduhoplovni sojuz na 
Makedonija - Aeronautical Union of Macedonia) 16.2.76; 
damaged 12.5.81; "Aviatransport", Skoplje 26.11.90; regn 
eld on "Aviatransport" request 17.12.90 and Federal 
Secretariat order 24.12.90; to Macedonia as Z3-??? 

YU-BCK Utva 65P Privrednik 00693 22.4.66 
Utva, Pancevo; CofR 580; AC Pancevo 27.5.66; operated 
by AAS ("Agro-avio servis") Osijek, Croatia (Utva order 
27.4.66); damaged 2.3.67; further damage 20.2.68 Stare 
Moravice, Backa Topola, Serbia; sold to AC Pancevo 
27.5.68; cancelled before 1991. 

YU-BCL Antonov An-2M 600-406 26.4.66 
Zavod za mehanizaciju vocarstva, Novi Sad; CofR 581; to 
JAT PA Belgrade 10.4.68; major damage 29.7.74 on farm 
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Zalivno Polje near Becej, Serbia (not repaired); wfu, can-
celled 

YU-BCM AntonovAn-2M 600-408 7.5.66 
AAS Osijek, Croatia; "Agrohemizacija" Skoplje, Macedonia 
7.5.66; CofR 582; broken 13.8.75; "Aviatransport" Skoplje 
26.11.90; regn eld on Agrohemizacija request 17.12.90 
and Federal Secretary order 24.12.90. 

YU-BCN Utva 65P Privrednik 00694 17.6.66 
Utva, Pancevo: CofR 583; SVC (Savezni vazduhoplovni 
centar - Federal Aeronautical Center) Vrsac. Serbia 
19.8.66; AAS Osijek; AK Sombor 24.12.66; hit trees and 
destroyed at Backi Monostor village near Sombor. Serbia 
6.7.67; cancelled. 

YU-BCO Aero Commander 500U 500U-1635-1 27.10.66 
Built 30.6.66, ex N6500V; Delivered via Shannon 21.7.66; 
Panadria JPPT. Zagreb 22.10.66; CofR 585; out of service 
from 22.10.74; INA (Industrija nafte - Naphtha Industry) 
Zagreb '76, also used by VZS (Visa zrakoplovna skola -
Higher Aviation School) Zagreb; COuOZS (Centar za 
odgoj...) Zagreb 14.4.77; to Transadria, Zagreb (then 
being established) 6.5.80; JAT, Belgrade 28.1.85; regn 
cancelled .91. 

YU-BCP Aero Commander 500U 500U-1644-5 30.7.66 
Delivered via Shannon 21.7.66; Panadria JPPT, Zagreb 
30.7.66; CofR 586 27.6.66; destroyed in crash on 
Durmitor Mountain, Montenegro on night service 2/3.6.70; 
scrapped. 

YU-BCR Aero Commander 500U 500U-1645-6 30.7.66 
Delivered via Shannon 21.7.66. Panadria JPPT 30.7.66; 
CofR 587; out of service from 23.3.74; INAA/ZS Zagreb 
15.11.76; COuOZS Zagreb 1.4.77; Transadria (being 
established) 6.5.80; JAT 28.1.85; cancelled .91. 

YU-BCS Piper PA-25-235 Pawnee B 25-3740 .66 
Ex N7621Z. AC "Heroj Pinki", Novi Sad; CofR 593; 
crashed and burnt at Sirig near Srbobran, Serbia 4.7.69; 
scrapped and cancelled. 

YU-BCT Utva 65P Privrednik 00695 20.9.66 
Utva, Pancevo; AAS Osijek 20.9.66; CofR 594; to Utva 
'68; VSCG (Vazduhoplovni savez Crne Gore -
Aeronautical Union of Montenegro), Titograd (now 
Podgorica), Montenegro, based Pancevo, 70; to Utva. 
Pancevo 20.8.80; still existed (without CofA) 31.12.90; 
wfu, cancelled after 12.90. 

Above: Utva 65P YU-BCT. owned by the Utva company, taking on a 
new payload at Pancevo airfield. Serbia, early eighties (Pancevac) 

Above: Utva 65P Privrednik YU-BCK. AC Pancevo. at Pancevo air-
field. Serbia, late sixties (O. Petrovic via M. Hrelja) 
Below: Pawnee B YU-BCA of Panadria visibly damaged and probably 
being stripped for spares at Zagreb following its crash of 22.2.74 at 
Zdralovi airstrip near Bjelovar. (John Wegg collection) 

YU-BCU Utva 65P Privrednik 00696 1.10.66 
AAS Osijek 1.10.66; CofR 595; to Utva, Pancevo, 27.9.67; 
AC "Mlada krila" (Young Wings), Sombor, '68; Utva, based 
Sombor; 70; burnt near Kula, Serbia 18.4.70; without 
CofA from 70, regn eld on Utva request 26.2.74. 

YU-BCV Utva 65P Privrednik 00697 1.10.66 
AAS, Osijek 1.10.66; CofR 596; Utva, Pancevo 27.9.67; 
AC "Mlada krila", Sombor, '67; Utva, based Sombor, 70; 
regn eld on Utva request 18.1.77 as wfu. 

YU-BCW Piper PA-25-235 Pawnee B 25-3848 2.66 
Ex N7691Z. IO VSS (Izvrsni odbor, Vazduhoplovni savez 
Srbije - Executive Board of Aeronautical Union of Serbia), 
Belgrade 31.10.66; CofR 600; to AC "Zarko Zrenjanin", 
Zrenjanin, Serbia 23.10.68; destroyed by fire on ground at 
Bagajci airstrip, Serbia 20.4.88; cancelled. 

To be continued . . . 
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The Mraz M.1 Sokol HEAD-O N VIEW No.48 

Prior to World War Two, the Czech engineer Pavel Benes and industri-
alist Jaroslav Mraz founded a company to manufacture light sport 
monoplanes. Based at Chochen in Moravia, the Ing.J.Mraz company 
produced from 1935 a series of aircraft including the Be.50, Be. 150, 
Be.250, Be.60, Be.500 and Be.550. During the War, under German 
occupation, the company built Ktanich gliders and Fieseler Storchs. 

At the same time the design team, under chief designer Bartos, contin-
ued to plan for the future peace with a new two- or three-seat aircraft, 
mostly the work of Zdenek Rublic, which was to be the M.1 Sokol 
("Falcon"). Indeed manufacture began quickly after the end of the War 
and the prototype M.1/1 Sokol OK-ZHA c/n 101 first flew on 9th March 
1946 and was present at the Paris Salon in November 1946. 

The starting point for the Mraz company was the Be.60 Bestiola, a high-
wing two-seater rather similar to the contemporary Praga E-114 Air 
Baby. This 1935 design was accompanied by the Be.50 Beta Minor, a 
low-wing open-cockpit tandem two-seat trainer of Miles Hawk-like 
appearance powered by a 62hp Walter Minor. This model developed 
into a series of wooden aeroplanes with different roles, touring, training, 
sport and aerobatic, all with Walter engines which shared their desig-

Above The surviving airworthy UK-registered Sokol M. 1C. G-AIXN c/n 
112 was a participant in the Great Vintage Flying Weekend at 
Wroughton on 12th May 2001. (Dave Partington) 

nations with the aircraft, resulting in the Be. 150 Beta Junior, Be.250 
Beta Major and the radial-engined Be.252 Beta Scolar, for example. 
Significant amongst these was the Be.51 Beta Minor cabin version built 
for touring in 1937. 

Meanwhile the Be.500 Bibi series of single-seat sports planes and the 
Be.550 two-seat versions also made an appearance. The single 
seaters were the Be.500 (28hp Walter Atom 2-cyl), the Be.501 (50hp 
Walter Mikron II) and Be.502 (85hp Walter Minor), of which the 501 and 
502 set a number of class speed records in May 1936. 

The two-seat Be.550 Bibi was shown at the 1936 Paris Salon and at the 
Brussels and Prague exhibitions the following year. In September 1937 
it took first place among 38 competitors in the Czech national competi-
tion for touring aircraft combining factors of speed and economy. 
Distinguishable from the single-seaters by its wider fuselage for side-

by-side instead of tandem 
seating, it had larger windows, 
the vertical tail surfaces moved 
further back and the trousered 
undercarriage replaced by faired 
legs and spats. Nineteen 
Be.550s were built pre-war and a 
French licence was obtained, 
one example being known which 
was registered FW-152. 

The Be.555 Super Bibi which 

Left: The prototype of the Sokol 
series. OK-ZHA as it appeared 
in 1946 from the Chochen 
factory, badged as M-1/1 on the 
cowling. (Benes-Mraz via JM 
Collection) 
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The photographs on this page 

illustrate the pre-war designs of 

Pavel Benes and Jaroslav 

Mraz. 

Right: The company's first 

product was the Be.60 Bestiola 

powered by a 65hp Walter 

Mikron II. OK-BEC was c/n 2, 

operated by the Aero Club of 

the Czech Republic. (Benes-

Mraz via JM Collection 

Above: The B. 252 Scolar prototype OK-BEZ in open-cockpit form was 
also produced in enclosed cockpit form. The only model fitted with a 
radial engine, it was powered by a 160hp Walter Scolar. 
(via JM Collection) 
Below: OK-BEI was the first example of the Be. 501 Bibi single-seat 
sportplanes. Registered in 1946 to the national aero club, it had a 65hp 
Walter Mikron - and wide trousers!, (via JM Collection) 

Above: Something of a rarity, this Be. 550 Bibi VQ-PAQ c/n 9 was orig-
inally supplied to Egypt as SU-ACD in 1939, being re-registered in 
Palestine around 1942. (via JM Collection) 
Below: British examples were equally rare. Be. 550 c/n 2 came to the 
UK in 1938 and was stored during the war. being registered on 30th 
July 1945 as G-AGSR but was written off on 25th October 1951. (via 
JM Collection) 

Above: The Be.555 SuperBibi was the final pre-war development of 
the line and with all the appearance of a Percival Gull OK-BEJ c/n 2 
made an impression at the 1938 Paris Salon. In the background is a 
Koolhoven FK-58 fighter, (via JM Collection) 

Above: As OK-BET. Be. 550 Bibi c/n 2 shows off its smooth profile 
during a demonstration flight in the UK. Note the bottom of the rudder 
cut away to allow maximum elevator travel. (Aeroplane via JM 
Collection) 

Left: The Be. 51 
Beta Minor 
enclosed cabin 
tourer of 1936. 
somewhat reminis-
cent of the Miles 
Falcon / Caudron 
600 class. Note 
the trousered 
undercarriage on 
this example which 
is almost certainly 
c/n 1 OK-BEO. 
(Benes-Mraz via 
JM Collection) 
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appeared at Paris in 1938 as OK-BEJ, had a reduced span and an 
85hp Walter Minor which replaced the earlier 60hp Mikron. A small 
number are believed to have been produced post-war. 

When the prototype Mraz M.1 appeared in public in 1946 the strong 
family resemblance was apparent but there were significant develop-
ments too. The cabin roof line was higher and the screen more steeply 
sloping, reducing the Bibi's streamlined sporting appearance. The 
rudder and elevators were more rounded and, significantly, the under-
carriage was retractable rearwards leaving half of the mainwheels 
exposed. Inboard of the undercarriage the wings had slight anhedral, 
with dihedral outboard, resulting in a slight gull-wing effect. 

Following the test flights and demonstrations by M.1/1 OK-ZHA, which 
then became known as the definitive two-seat version, M.1A, a number 
of developmental changes were made. Most important was the addi-
tion of a third seat in the rear of the cockpit, with a consequent increase 
in cabin glazing, to create the M.1C. 

The prototype, OK-BHD, was flown on 16th February 1947 and it was 
found that the additional passenger made very little difference to the 
handling or performance. The design team had produced a light air-
craft with a strong and simple structure, no excess weight, and a reli-
able engine. Demand was clearly for the three-seater and very few 
M.IAs were sold as a result. 

The Sokol was variously described at the time as "a pilot's delight", 
having "the characteristics of an interceptor fighter", "light but not too 
sensitive on the controls". 

In the interim, a one-off variant, the M.1B was produced. This was a 
converted M.1A OK-ZHB powered by a 105hp ZLAS Toma 4 engine, 
first flown on 19th May 1946 but not proceeded with any further. 

The M.1C thus became the basic production model for touring, air-taxi 
and training. In production additional rounded triangular windows were 
added behind the cabin doors and the elevators were redesigned in a 
more angular shape. While sources do vary, it seems that 183 of this 
model were built. 

Below: Head-on view of the Sokol prototype M. 1/1 OK-ZHA in original 
form posed in flying attitude. (Benes-Mraz via JM Collection) 

Left: HB-TAP M. 1C c/n 218, at Slany in the Czech Republic on 24.5.09 
for rebuild, was cancelled from the Swiss register in 2004. (Nigel 
Hitchman) 
Above: In flight, OK-ZHA shows the retracted undercarriage with 
streamlined legs, leaving enough exposed wheels at the lowest point of 
the wings to protect the underside in the event of a forced landing gear 
up. (Benes-Mraz via JM Collection) 

Entirely of wooden construction, the M.1C Sokol had a rectangular 
section fuselage consisting of four longerons with stressed-skin 
plywood covering. The two-spar wing centre section was integral to the 
fuselage and the mechanically-operated undercarriage was attached to 
the front spar, folding rearwards between the two spars. The main-
wheels were fitted with large Dunlop tyres, partly exposed when 
retracted to protect the underside in wheels-up landings, and indepen-
dently-operated foot brakes. Maximum wing taper was at the trailing 
edge, with slightly rounded wingtips, with the ailerons and split flaps 
attached to the trailing edge of the rear spar. 

Fuel was supplied by two 13-gallon tanks in the centre section with an 
auxiliary 3-gallon tank behind the engine bulkhead. A 2-gallon oil tank 
was placed below the engine. The four-cylinder in-line inverted Walter 
Minor 4-III drove a wooden fixed-pitched propeller with provision later 
for a metal variable-pitch airscrew and electric starter. 
The cabin had entry doors on each side with deep windows offering 
good side views although vision was slightly less good over the nose 
when the aircraft was on the ground. Control was by means of 
large D-shaped wheels , with the main instruments in a cluster in the 
top centre of the panel above the engine controls. 

M.1C Specification: (Walter Minor 4-III, 105hp) 

Length 
Span 
Height 
Wing area 13.8sq m 
Empty weight 
Max weight 

Max speed 
Cruise 
Ceiling 
Rate of climb 
Range 

7.35m 
10m 
1.95m 
148sq ft 
425 kg 
780 kg 

230 km/h 
212km/h 
4,800m 

140 
132 

mph 
mph 

2.8 m/sec 550 ft/min 
1,046 km 650 mis 

24ft 1 in 
32ft 10in 
6ft 5in 

935 lb 
1720 1b 

15,800 ft 
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Left: Sokol M.1C c/n 112 
OK-BHA was not regis-
tered for long as it was 
flown to Britain and 
became G-AIXN on 22nd 
April 1947. The addition 
of the rear cockpit window 
indicates the develop-
ment from two to three-
seater. (via JM Collection) 
Below: The 105hp Walter 
Minor 4-111 inverted 4-
cylinder in-line engine 
was the standard power 
unit for the Sokol series 
and took up relatively little 
space under the cowlings. 
(Benes-Mraz via JM 
Collection) 

The next development was the M.1D. First flown on 4th October 1948 
as OK-CEF c/n 225, this featured an enlarged single clear-vision 
canopy, hinged on the left side, spade-grip controls, and a revised taller 
fin shape with unbalanced rudder. Over 100 of this model are said to 
have been built. One M.1D, OK-DHR c/n 277, was fitted with locally-
produced floats and designated M.1E. It was first flown in September 
1949 by Alfons Koblizek and later sold to Finland but no other conver-
sions are known. 

An interesting variation was the so-called "Para-Sokol" modified for the 
training of parachutists. A rearward-sliding cockpit cover allowed one or 
two parachutists to exit via the right wing root and photographic evi-
dence exists of at least two examples, OK-CEF and -CIC. 

A number of records were set by Sokols, perhaps the best-known being 
the series achieved by the pre-war aerobatic ace and instructor 
Frantisek Novak. On 23rd June 1955 he set a closed circuit distance 
record in the 500kg-1,000kg class of 3,116 km (1,948 miles) in 15hrs 
36min and in August 1956 with additional fuel which put the Sokol into 
the 1,000 - 1,750 kg class he achieved a closed circuit distance of 
4,423 km (2,764 miles) in 22hrs 11 min. On September 15th 1956 
Novak flew M.1C OK-DHH from Brno to Kulunda in the USSR (now 
Kazakhstan) for a straight-line distance record of 4,450km in 22hrs 
12min. Not satisfied, on September 25-26th 1957 he improved the 
1955 closed circuit figure, increasing it to 4,121.3 km (2,560.9 miles) in 
21hrs 55seconds, at an average speed of 196.2 km/hr (121.9 mph). 

Long-distance flights were also achieved. In 1949 Rudolf 
Brunnschweiler and Oscar Hegetschweiler, with relatively little experi-
ence, delivered HB-TAE c/n 254 to Australia, covering 14,000 miles 
with 35 stops in 120 hours flying time. Demonstration flights were 
made to East Africa and to South Africa on two occasions, at least with 
some success as the Egyptian Air Force are reported to have procured 
thirty examples as trainers. 

Total production is believed to have been 287 aircraft, for most of which 
identities are now known. Unfortunately few survive today; those air-
craft believed to be extant are detailed in the table on the next page. 
As with other wooden aircraft, the urea-based glue used in construction 
condemned many Sokols to 
scrapping after inspections and 
airworthiness withdrawal in the 
early 1960s. 

Above Right: Controls and panel 
of an early model M.1C showing 
the D' shaped 3-spoke control 
wheels and the central cluster of 
instruments above the throttle 
levers. (Benes-Mraz via JM 
Collection) 
Right: OK-BHJ displayed in 
wheels-up mode at the Brussels 
exhibition in 1947. (via JM 
Collection) 
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Above: M. 10 OK-BHC c/n 117 clearly shows the revised rudder and elevator shapes, the latter having a more angular trailing edge and the base 
of the rudder being less rounded. From this angle good forward visibility in level flight is apparent, (via JM Collection) 
Below: OK-AHN c/n 118 which, together with OK-AHK, flew from Prague to East Africa and on to CapeTown, a distance of 33,000 km, was pho-
tographed en route at Khartoum during a stopover on 14-15th April 1947. Sadly, OK-AHK crashed at Limuru, Kenya on 18th April. (Dennis Powell 
via JM Collection) 

Above: M.1D c/n 298, the former HB-TAY. at Dijon-Darois on 19.7.13, 
still under rebuild with new wood and for sale. This photograph clearly 
shows details of the original wooden construction. The reserved regis-
tration of F-PSOK is not yet displayed. (Nigel Hitchman) 
Below: OK-DHR. following conversion to M.1E as a floatplane in 
September 1949 with three on board and a film crew in attendance, 
(via JM Collection) 

Below: Captured by Israeli forces at Al Arish in 1956 along with a Mig-
15, this Egyptian Air Force Sokol M.1C, with revised rudder, was seri-
alled 322 and was one of thirty delivered to Egypt in the early 1950s. 
(via JM Collection) 
Bottom: In 1962 c/n 276 was sold to Switzerland where, with some 
modifications to the colour scheme, it became HB-TBH. (via JM 
Collection) 
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Above: G-AIXN at an event at White Waltham in 1947, with former 
marks OK-BHA still visible On the fuselage. Also visible, on the fin, is 
the new name of the manufacturers "Motor Car Works, Chochen" 
(Automobilov Zavodny). (via JM Collection) 
Right: "The Sokol flies Switzerland - Australia". Seen after arrival at 
Sydney's Mascot airfield on 5th July 1949. Rudolf Brunnschweiler in the 
cockpit and Oscar Hegetschweiler standing, had delivered c/n 254 HB-
TAE in 120 hours flying time. With an M.1C cockpit and an M.1D 
tailplane, this Sokol was registered locally as VH-AXY in April 1950. as 
an M.1C. (Norman J Tracy via JM Collection) 

It is generally believed that a total of 287 Sokols 
c/n 274 • 387 (M.1D). However, th 

PRODUCTION: 

were built, including prototypes. These are generally quoted as being c/n 101 - 273 (M.1C) and 
3 now-published official Czechoslovak Register Books show the c/ns of the early examples as 1 - 11. 

The following examples are believed to still be current on their respective registers, although of course there is no guarantee that they are airwor-
thy or even extant, or preserved. 

Type 
M.1C 
M 
M 
M 
M 
M 
M 
M 
M 
M 
M 
M 
M 
M 
M 
M 
M 
M 
M 

1C 
1C 
1C 
1C 
1C 
1C 
1C 
1C 
1C 
1C 
1D 
1D 
1D 
1D 
1D 
1D 
1C 
1C 

C/n 
110 
112 
118 
127 
142 
209 
211 
218 
267 
270 
274 
281 
298 
304 
336 
339 

Registration 
-
G-AIXN 
OK-AHN 
OK-BHM 
OK-CSR 
HA-REA 
D-EEKW 
HB-TAP 
D-ENIP 
OY-DLF 
D-ENAP 
D-ESOK 
F-PSOK 
D-EGWP 
D-EJZO 
SE-XGD 

350A D-EMYH 
? 
? 

03 
04 

Date 

22-04-47 
28-03-47 
16-09-47 

06-10-66 
08-09-54 
08-1959 
06-11-75 
08-1959 
09-1995 

21-07-00 
19-05-70 
20-06-88 
07-1959 

Remarks 
ex OO-MAX; D-ESEV reserved; at Schaffen-Diest 
Active 
Preserved at Narodni Technicke Museum, Prague 
Preserved at Letecke Muzeum Kbely 
Stored at Rottweil 
Preserved at Kozlekedesi Muzeum, Budapest 
Active 
Stored at Slany 
Stored at Nordholz-Spieka 
On rebuild 
Status uncertain 
Active 
Stored at Dijon-Darois 
Active with Flying Legends at Grossenhain 
Active 
Active 
Active 
Preserved at Beijing Aviation Museum 
Preserved at China Aviation Museum, Datang Shan 

Below Left: Sokols were to be found in several European countries. M.1D c/n 276 l-LULE was based at Turin in the 1950s with the Viberti 
company. 
Below Right: Another Egyptian Sokol, this time serial 309, appears to have been captured by the British, with tricolour fin flash applied and EAF 
roundel removed from the fuselage, (both via JM Collection) 
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The Development of Commercial 
Aviation in China PART 21A 

The China Airlines Group 
EDITED BY MARTIN S BEST, 
CHINA HISTORY RESEARCH GROUP 

Above: This photograph of Airbus A300 B-1812 c/n 171 on final 
approach into Hong Kong Kai Tak Airport illustrates an important route 
for China Airlines - and a challenging approach! (Ian D Johnson) 

Introduction 

In previous articles we have considered Nationalist and Communist air-
lines based in mainland China. In this article we consider other 
Nationalist airlines in the China Airlines group that were founded in 
Taiwan (Republic of China). Apart from China Airlines (CAL), we also 
consider Yung Shing Air Transport, which was later renamed Formosa 
Airlines and subsequently merged into Mandarin Airlines, a subsidiary 
of CAL. 

At this stage, we had intended to continue the story about Civil Air 
Transport (CAT) with their operations in French Indochina but more 
time is required to process the massive amount of information obtained 
with the help of readers. Other Taiwanese airlines will also be consid-
ered in later articles. 

China Airlines Limited 

"The airline was founded in December 1959, became the national 
carrier of Taiwan in 1965 and is now a substantial international region-
al and domestic operator. The principal shareholder is the China 
Aviation Development Corporation and the company has been quoted 
on the Taiwan stock exchange since 1993." [Jane's 2003] 

"On 10 December 1959 a group of retired Chinese Air Force officers 
founded China Airlines in Taipei. It began modestly, with a staff of only 
26 and a fleet of two PBY-5A Catalinas, with which it performed military 
charters to the offshore islands near the Chinese mainland, and still 

claimed by the Nationalist Chinese in Taiwan. In 1961, permission had 
been obtained to operate domestic services to Hualien, Taitung, 
Kaohsiung and Makung, with a typical assembly of cast-off DC-3s and 
C-46s. By October 1962 a scheduled service started to Taitung, and by 
the following year, China Airlines was operating a round-the-island 
route. Later this would be withdrawn as Far Eastern Air Transport 
(FEAT) would acquire virtual monopoly rights." 

CAL had wider ambitions, as it watched the status of CAT erode, and 
no doubt actively lobbied the Taipei Government to encourage such 
erosion. In October 1966, it bought a Lockheed Super Constellation 
from the US Flying Tiger Line and, only eight weeks later, opened its 
first international route, from Taipei to Saigon, on 1 December 1966. 
Meanwhile, it had purchased two Boeing 727s, and with these was able 
to start service to Osaka and Tokyo, to cater for Japanese tourists 
eager to enjoy the pleasures of free-wheeling Taipei, and also to Hong 
Kong. In October, it replaced CAT on the routes to Seoul and Manila; 
and in January 1968, those to Bangkok, Kuala Lumpur and Singapore. 
CAT was wound up on 29 May, and China Airlines became the flag 
carrier of Taiwan. It now had 32 aircraft and more than 2,000 staff. It 
took over the route to Okinawa on 1 January 1969, and on 22 January 
gained international recognition and legitimacy by becoming a member 
of the International Air Transport Association (IATA). 

"CAL now began to expand rapidly. It acquired aircraft to suit the 
various levels of its operations: Japanese YS-11 propeller-turbine twins 
for the short domestic services, where traffic was booming, because of 
the congestion on the rail links between north and south Taiwan; 
French Caravelles for the main domestic city pairs, especially to the 
industrial and port city of Kaohsiung; and most important, Boeing 707-
320Cs, with which it opened a trans-Pacific service to San Francisco on 
2 February 1970. This was routed via Tokyo and Anchorage, but once 
again the traffic grew quickly, as on other routes, and on 26 April 1971 
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Above: China Airlines Lockheed L-1049H Constellation. B-1809 c/n 
4853. was the last example to be built. It is seen at Tan Son Nhut. 
Vietnam, in November 1967. (R. A. Burgess via Ian D Johnson 
Collection) 

a second trans-Pacific itinerary included Honolulu in a more remunera-
tive, if not more direct routing. By this time, CAL was maintaining a daily 
trans-Pacific service, and its credentials in the airline, if not the political 
world, were well established." [Davies p.369-370] 

"China Airlines had been a Boeing 727-100 operator since 1967, with 
three aircraft, but - uniquely - decided to add Caravelles to its tri-jet 
fleet. Two Caravelle Ills were acquired from Swissair in 1971, primarily 
for all-economy, high-frequency domestic services between Taipei and 
Kaohsiung and Hualien (replacing DC-4s), but also for flights to Hong 
Kong. One was destroyed later in the year, almost certainly as a result 
of sabotage. A replacement (also built for Swissair) was acquired from 
CATAIR in 1973, followed by a fourth aircraft (originally SAS) from the 
same source a year later. 

"In April 1976 China Airlines acquired three former All Nippon Airways 
Boeing 737-200s. These replaced the Caravelles the following year, 
although one Caravelle was returned to service until the end of the 
1979 summer season." [Wegg p.313] (See Wegg p.471 for routes & 
schedules, etc.) 

China Air inaugurated its "Dynasty Service" on the Taipei-Osaka-
Tokyo-San Francisco route on 2 February 1970, and used the third 707 
to add a Los Angles-Honolulu-Tokyo-Hong Kong route on 25 April 
1971. A fourth 707 was later added to the fleet. [Whittle p.30] 

But in the Republic of China's case, the political and the commercial 
worlds were inextricably interwoven, because of the visceral debate 

about which Chinese government was the true one. Common sense 
would have suggested that, with Peking ruling over one billion people 
in 28 Provinces, and the ROC ruling over about 16 million in one 
province, there was no argument. But this did not deter the fanatically 
anti-communist exiles - there were two million of them - in Taiwan, 
who, sometimes inspired by dreams of a US-supported invasion of 
mainland China, cherished the hope that one day they would prevail. 

The dream was shattered beyond recall when, on 25 October 1971, the 
People's Republic of China replaced the Nationalist Government of 
Taiwan as the officially recognised member of the United Nations. 
Taiwan was automatically expelled from the International Civil Aviation 
Organisation (ICAO) and with President Nixon's historic visit to Beijing 
during the last week of February 1972, CAL's status in the internation-
al airline community became precarious. 

"The Malaysian Government, for example, suspended CAL's traffic 
rights at Kuala Lumpur in November 1972. But far more serious was 
the termination of the Japan-China Air Agreement on 20 April 1974. 
Japan took the view that the flag of the ROC was only a trademark, and 
not that of a Sovereign State, an attitude that cannot have been viewed 
kindly in Taipei. Japanese aircraft en route to Hong Kong had to make 
a wide detour around the island of Taiwan. 

"Undeterred, CAL started an all-cargo service to the United States on 1 
June 1974. A Boeing 707 was converted to carry 65,000 pounds of 
cargo and began a Taipei-Los Angeles service, calling at Kaohsiung for 
fill-up loads. 

"On 15 September 1974, China Airlines withdrew from IATA, ostensibly 
for economic reasons, but stated that it would continue to abide by the 
international agency's regulations and practices, which meant that it 
would not indulge in ruthless price wars. In this case, it was in good 
company; for many of the airlines of eastern Asia, notably Cathay 

Pacific, All Nippon, and Thai International, all highly 
regarded by their peers in the airline business, were not 
IATA members. 

"But the effect of the political isolation, with Taiwan playing 
the role of an outcast, was severe. Recognition of the 
People's Republic of China by Japan was a body-blow. 
Not only was the lucrative route to Japan terminated, and 
much high-yield traffic lost but access to South Korea was 
effectively cut, because of the infringement of Japanese 
airspace. To make matters worse, the collapse of South 
Vietnam ended the Saigon route, and Taiwan's relations 
with Thailand and the Philippines hit a new low. The fuel 
crisis hit CAL as badly as any other airline; and its trans-
Pacific route could no longer be routed through Tokyo." 
[Davies pp.370-371] 

Left: Boeing 737-281 B-1874, c/n 20277 ex JA8405, is 
seen here on final approach to Kai Tak in December 
1980. (Ian D Johnson) 
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Above: This photograph of China Airlines Boeing 747-409 B-163 c/n 
24311 in the later colour scheme departing from Kai Tak against a 
background of mountains contrasts with the more common backdrop of 
skyscrapers. (Ian D Johnson ) 

Down but not out 

But such was the resilience and determination of the Taiwanese busi-
ness community to rise above political adversity that CAL was able to 
ride on a wave of economic prosperity which could hardly be called a 
recovery, because in spite of all the commercial hurdles that had to be 
overcome, the demand for Taiwanese goods had continued unabated. 
The reason was simple. Taiwanese-made goods were cheap. Trade, 
they say, follows the flag. In this case, the roles were reversed. The 
sheer momentum of Taiwan's export trade helped to put the country 
back on the map and into the international halls of respectability. 

"Echoing this movement, China Airlines leased a Boeing 747 in June 
1975, and put it on the trans-Pacific route, with standards of service 
that matched those of pace-setters such as Japan Air Lines. In October 
of that year, an agreement was signed, significantly by non-government 
negotiators, to resume flights between Japan and Taiwan. The crisis 
with Japan had cost CAL dearly, conservatively $10 million in lost rev-
enues, but it now hastened to recover, adding Fukuoka as a third 
Japanese point in July 1976, and resuming service to Seoul, Korea, via 
Fukuoka, almost directly en route. So as to avoid confrontations with 
the Chinese airline from Beijing, CAL operated into Tokyo's Haneda 
Airport, instead of the new Narita; but this was no bad thing, as Haneda 
was much more convenient to downtown Tokyo and the satellite cities 
of Yokohama and Kawasaki. 

"The commerce and the political leanings of Taiwan were always to the 
east, across the Pacific, to the ever-friendly United States. Relations 
with Europe ranged from cautious acceptance to frigid hostility. In 1975, 
however, CAL began to feel its way westwards. On 3 January of that 
year, Taiwan and Jordan signed a provisional air transport agreement 
for the benefit of both countries. The airlines of the two countries met at 
Bangkok, where passengers, mail, and freight could change aircraft for 
a through route between Taipei and Amman. But little came of this, and 
Jordan it was that changed, setting up an alliance with Air Siam. More 
concrete was the agreement with Saudi Arabia, signed on 27 February 
1976, which allowed through flights by both CAL and Saudia, via Hong 
Kong, Singapore, and a point in India, between Taipei and Jeddah. 
During the same month, Chang Lin-teh took over the presidency of the 
airline from Ben Chow, who had guided its fortunes through thick and 
thin since its entry into commercial air service. The thick had been very 

thick: an 80 percent growth in the two years 1972-73; but the thin had 
been equally emphatic: almost 40 percent decline in 1974-75. Chang 
came in at a good time. The figures for 1976 showed a 65 percent 
increase over those of 1975, and China Airlines was back on the road 
to full recovery." 

"In April 1977 it put one long-haul Boeing 747SP on to the trans-Pacific 
route, nonstop from Tokyo to San Francisco, on a twice-weekly fre-
quency that originated in Hong Kong, and one frequency that terminat-
ed in Los Angeles. Three Boeing 737s had been added for the main-
line domestic and the shorter regional routes, and the YS-11s and 
Caravelles were being retired. On 28 July 1978 CAL signed a Letter of 
Intent to buy four Airbus A300B4-200 wide-bodied twin-jets from the 
European consortium, and there was some suspicion that this choice 
may have been connected with the offer of European traffic rights. 
Simultaneously an agreement was signed with Luxembourg to allow 
flights by Luxair and Cargolux to Taipei, to cope with the ever-increas-
ing volume of air cargo destined for Europe. With such progress, with 
increasing security over its own destiny, CAL was able to shrug off the 
news that, on 15 December 1978, the United States finally recognised 
the PRC as the Government of China." [Davies pp.371-373] 

China Airlines around the world 

"In 1980 China Airlines suffered its first financial loss in its 21-year 
history. Although not affecting the total balance sheet very much, this 
was the year when surface transport in Taiwan made a substantial 
improvement. Most of the island's population was concentrated on the 
coastal strip along the western side, along which a succession of indus-
trial cities accounted for the nation's wealth. Through this near-mega-
lopolis, the railway was electrified and considerably improved, and a 
new express highway built to relieve the traffic congestion - and to 
decrease the need for local air transport. The financial figures were of 
no consequence, in the light of CAL's future potential, both in passen-
ger and freight traffic; and in spite of the problems imposed by the polit-
ical intransigence in Taipei, it expanded its world-wide network. During 
1980, it extended its all-cargo service to the United States with a route 
to Los Angeles, via Fairbanks, Alaska; service to Okinawa was 
resumed; and some Jeddah flights were re-routed via Singapore. In 
January 1981 the cargo service was extended to New York, and with 
Anchorage replacing Fairbanks in August of that year, the demand for 
Taiwanese products was such that many extra sections were flown." 

On 10 May 1982 CAL achieved its goal of opening a service to Europe, 
to show the flag of the Republic of China (ROC) in that continent, albeit 
in one of the smallest countries, Luxembourg. The all-cargo route 
stopped at Singapore and Dubai westbound, and Jeddah and Dubai 
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Above: Boeing 747-209F B-160 c/n 24308 in China Airlines Cargo 
titles is seen on the ground at Kai Tak. (Ian D Johnson) 

eastbound. Then, on 12 April 1984, the New York route was extended 
to Amsterdam, to complete a round-the-world service for passengers, 
mail and freight; and special stamps were issued in Taipei to mark the 
occasion. China Airlines has always been severely handicapped by the 
political estrangement of Taiwan from the community of nations 
throughout the world. When the People's Republic was admitted to the 
United Nations in 1971, the Republic of China, i.e. Taiwan, was actual-
ly expelled. During the mid-1980s, when the airlines of the Orient were 
galloping along, and trying to keep pace with the burgeoning 
economies of all the countries from Korea to Indonesia, CAL was 
unable to benefit from the normal freedoms, not least because any 
nation signing up through bilateral air agreements for mutual flights or 
services stood the danger of the PRC's displeasure, and possible 
ostracism. At the height of a travel boom, in 1987, only seventeen 
nations in the world recognised the ROC, and many of these were not 
exactly large traffic generators." [Davies pp. 373-374] 

See also R E G Davies Airlines of the Jet Age, pages 269-272. 

North Star Team 

In December 1960 Taiwan sent a C-46 and a C-47 to Laos to help the 
government's desperate need for air transport. The C-46 and C-47 
belonged to China Airlines. Although China Airlines would provide com-
petition to the CIA-owned Civil Air Transport, the move was approved 
by the Taipei station chief, Ray Cline. CAL became Taiwan's second 
'deniable' airline. The relationship between the ROCAF and CAL was 
symbiotic. 

"The 26-strong group that went to Vientiane was named the North Star 
Team. This provided flight operations and maintenance for Veha Akhat 
Airlines, a new airline that flew more than conventional air transport 

routes. In February 1961 the C-47 was airdropping supplies to anti-
communist hill tribesmen when it was shot down by the Pathet Lao, 
killing the crew. CAL sent replacement aircrews and two more C-47s to 
Laos." [Pocockp.102] 

South Star Team 

"In the spring of 1962 the CIA turned again to China Airlines, this time 
for help in Vietnam. There, a programme to insert agents into North 
Vietnam by air had been started. Project Haylift used a small group of 
Vietnamese aircrews led by Lt Col Nguyen Cao Key who were trained 
by Air America pilots to fly night covert airdrops using a C-47. The oper-
ation was given a commercial 'cover' story - Vietnamese Air Transport 
(VIAT). After inserting three teams the C-47 was shot down on a resup-
ply mission. The Agency supplied a C-54 to replace it. After inserting a 
fourth team the Vietnamese C-54 crew flew into high ground while 
approaching the drop zone on a resupply mission. 

"China Airlines agreed to take over the air operations of VIAT. CAL 
created the South Star Team and sent to Saigon 23 air and ground 
crew and two C-46 transports. The aircraft and most of the crew came 
from the ROCAF. The deal also included maintenance of VIAT's 
remaining C-54 in Taiwan. 

"The China Airlines contingent in Saigon masqueraded as Vietnamese. 
The Chinese C-46 and C-54 crews each comprised two pilots, two nav-
igators, and two flight engineers. They flew sensitive personnel and 
cargo within South Vietnam, as well as the covert insertions into North 
Vietnam. The South Star Team flew its first mission in May 1962, drop-
ping a sabotage team of seven Vietnamese soldiers. Another drop was 
completed four days later, and a number of resupply missions to teams 
that had been inserted earlier were flown later in the year. 

"During 1962 the U.S. agreed to supply the ROC with five Fairchild C-
123Bs that might be used for airdrop missions over mainland China by 
the 34th Squadron (Black Bats). Eventually, a deal was done whereby 

two of them would be 
used in the covert air-
drops over North 
Vietnam, flown by 
Chinese crews. In March 
1963 the U.S. and ROC 
signed the South Star II 
agreement for that 
purpose. Again, China 
Airlines was the interme-
diary for the contract." 
[Pocockpp.102-104] 

Left Airbus A320-231 
3B-RGZ c/n 0386 on the 
ground at Kai Tak. (Ian D 
Johnson) 
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Above: Boeing 727-109 B-1820 c/n 19520 landing over Kowloon Tsai 
Park. (Ian D Johnson) 

We plan to consider the aircraft used by VIAT in a future article. 

SOG 

"During the early 70s there were a couple of Dakotas that visited Hong 
Kong, they were grey overall and devoid of markings apart from the 
serial'. One was 'EM4' and the other 'EM5'. These were also used as 
radio call-signs. For the records EM4 26.4.75, EM5 22.4.75" [HOJ 
Jan01] 'EM-3' was c/n 11729 [JFL] 

Matt Miller replied: "Air Enthusiast Nov/Dec 1999, page 33 has a photo 
of C-46 EM2 ... taken in 1972. The caption states it was a China 
Airlines airplane on contract to the U.S. Special Operations Group 
(SOG). The photo is from an article titled "Plausible Deniability: U.S. -
Taiwanese covert insertions into North Vietnam". The article mentions 
C-47s being in use also." [MM 23Jan2001] 

The CIA probably used or hired China Airlines to run some operations 
in Southeast Asia. The Operation in Laos was called "Bei-Chen" in 
Chinese or "Northern Dawn" in English, and the operation in Vietnam 
was called "Nan-Shin" in Chinese or "Southern Star" in English. China 
Airlines used DC-3, C-46 and DC-4 aircraft for these missions. [CLT 
14Aug2002] 

"The code EM was reportedly used by a SOG group from Taiwan 
working with U.S. personnel in the Indo-China theatre. In Ken Conboy's 
recent articles in Air Enthusiast there is a shot of a silver C-46 with the 
code EM-1 on a sliding panel on the fin. There was also a shot of 
another C-46 EM-2 in a periodical some years ago. Reference was 
made to a C-54 also. Presumably all this equipment came via China 
Airlines or the ROCAF. There are similarities with these and the other 
'CA' coded C-46s." [PH 25Aug2002] 

Scheduled destinations 

Domestic: Kaohsiung; Taipei. 
East Asia: Bangkok; Denpasar; Fukuoka; Hanoi**; Ho Chi Minh City; 
Hong Kong; Jakarta; Kuala Lumpur; Manila; Medan; Nagoya; Okinawa; 
Penang; Phuket; Singapore; Tokyo. 
Europe: Amsterdam; Frankfurt; Luxembourg*; Manchester*; Rome. 
North Africa and Middle East: Abu Dhabi. 
North America: Anchorage; Atlanta*; Chicago (O'Hare)*; Dallas/Fort 
Worth*; Honolulu; Los Angeles; Miami*; Nashville*; New York; San 
Francisco; Seattle*; Vancouver. 
Oceania: Guam; Sydney. 
Southern Asia: Colombo*; New Delhi. 
* Cargo only; ** Codeshare with Vietnam Airlines. 

Cargo 
CAL's Boeing 747-400 freighters serve Taipei, Kaohsiung, Anchorage, 
Atlanta, Dallas, Nashville, Chicago, New York, Miami, Seattle, San 
Francisco, Los Angeles, Abu Dhabi, Colombia, Luxemburg, 
Amsterdam, Frankfurt, Manchester, Tokyo, Hong Kong, Singapore, 
Bangkok, Kuala Lumpur, Penang, Jakarta, and Manila on regular 
scheduled routes. Cargo is also carried in the belly compartment on 
passenger aircraft. [Jane's 2003] 
See also Fact Sheet at 
http://www.china-airlines.com/en/about/about.htm. 

Codes: CI/CAL 
Base: Taipei (TPE) 

Traffic 
Passengers carried (000) 
Revenue pax km (million) 
Available seat km (million) 
Cargo, total (tonnes) 
Charter, pax carried (000) 
Average sector flown 
[Jane's 2003] 

31/12/99 
7,883 
22,798 
31,531 
433,003 
160 
2,952 

31/12/00 
7,900 
25,967 
34,101 
511,524 
80 
2,605 

31/12/01 
7,972 
25,752 
34,689 
482,120 
62 
1,078 

Fleet details 
Fleet (1977): two Boeing 747-100, one 747SP, 
47. [Flight International, 9 April 1977, pp 

Current fleet: 
Type (engine) 
A300-600R (P&W PW4158) 
A330 (TBA) 
A340-300 (CFMI CFM56-5C4) 
B737-800 (CFMI CFM56-7B26) 
B747-200F (SCD) (P&W JT9D-7R4G2) 
B747-400 (P&W PW4056) 
B747-400F (GE CF6-80C2B1F) 
B747-400F (SCD) (GE CF6-80C2B5F) 
Fleet totals: 

five 707-320C, 
.945-946] 

tota 
12 

5 
11 
2 
13 
10 
2 
55 

in fleet 

two 727-100, one 

owned 
7 

5 
6 
1 
4 
10 

33 

727-100C, 

leased out 

0 

three 737-200 

leased in 
5 

5 
1 
9 

2 
22 

one DC-4 

on order 

12 
2 
2 

6 
7 

29 

one Fairchild C-123, two C-

options 

6 

6 

notes 
A 
B 
C 
D 
E 
F 
G 
H 
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Above: In the 1980s and 1990s China Airlines operated a number of aircraft on U. S. registrations. Boeing 747SP-09 N4522V c/n 22805 at Kai Tak 
airport in the late-1990s is one example (Ian D Johnson) 
Bottom: Airbus A300 N88881 c/n 743 is another US-registered example, also at Kai Tak airport in the late-1990s. (Ian D Johnson) 

Notes / leasing arrangements: 
A: A300-600R fleet will be replaced by A330 aircraft. 
B: Ordered aircraft for delivery from mid-2004 through to 2007. 
C: Ordered aircraft for delivery until 2004. 
D: Ordered aircraft for delivery until 2004. Leased from Sean-Ho (1), Central (1] 
E: Leased from CAA (1). To be replaced with ordered B747-400F aircraft. 
F: Leased from CAA (4), Wilmington (2), First Bank (30. Leased CAA aircraft to be replaced with newly ordered aircraft. 
G: For delivery through 2007. 
H: Leased from Atlas. 
[Jane's 2003] See also Directory: world airlines, Flight International, 25-31 March 2003, pp.44-45. 

Early fleet list by civil registration: 

Hercules (1), Scorio (1), Capricorn (1). 

reg. 
B-1501 
B-1503 
B-1505 
B-1507 
B-1509 
B-1511 
B-1513 
B-1515 
B-1517 
B-1519 
B-1521 
B-1523 

make 
Consolidated 
Consolidated 
Douglas 
Curtiss 
Curtiss 
? 
Curtiss 
Curtiss 
Curtiss 
Curtiss 
Curtiss 
Douglas 

model 
PBY-5A 
PBY-5A 
C-47B 
C-46A 
C-46A 
C-46? 
C-46D 
C-46D 
C-46D 
C-46D 
C-46D 
C-47B 

c/n 
1890 
1978 
26892 
97/74CK 

Rgd* 
13Aug48 
13Aug48 
6Feb49 
6Feb49 

350/327CK 6Feb49 

33085 
33017 
33028 
33071 
33035 
? 

15Apr50 
15Apr50 
15Apr50 
15Apr50 
15Apr50 
15Apr50 

Cld* 
? 
? 

? 
12May62 

3Feb60 
3Feb60 
15Jun59 
14Aug59 
? 
? 

notes 
Ex 46526 
Ex 46614 
43-49631 
43-47026 
43-47279 
TBD 
44-33085 
44-33017 
44-33028 
44-33071 
44-33035 
43-8888 
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B-1525 
B-1527 
B-1529 
B-1530 
B-1531 
B-1533 
B-1535 
B-1537 
B-1539 
B-1541 

B-1543 
B-1545 

B-1547 
B-1549 
B-1551 
B-1553 
B-1555 
B-1557 
B-1801 
B-1803 
B-1805 
B-1807 
B-1809 
B-1811 
B-1813 
B-1815 

Douglas 
Curtiss 
Beech 
Beech 
Douglas 
Douglas 
Curtiss 
Douglas 
Douglas 
Curtiss 
Douglas 
Curtiss 
Curtiss 
Douglas 
Curtiss 
Curtiss 
Curtiss 
Douglas 
Douglas 
NAMC 
Douglas 
Douglas 
Douglas 
Douglas 
Lockheed 
Douglas 
Douglas 
Douglas 

C-47B 
C-46D 
D-18S/C-45 
E-18S 
C-53D 
DC-3A 
C-46D 
C-47 
C-47 
C-46D 
DC-3 
C-46D 
C-46D 
DC-3D 
C-46A 
C-46A 
C-46A 
C-47A 
C-47B 
YS-11A-219 
C-54B 
C-54G 
C-54B 
C-54B 
L-1049H 
C-54A 
C-54E 
C-54B 

[CF 10Nov2009; ROC CAA 21Feb2008, 25Ju 
Notes: 
1. The date of registration of B-1525 is given 
aircraft. 
2. The IDs given under' 
3. Notes and comments 

? 

33695 
A-499 
BA-154 
11729 
2010 
22367 
3251 
20434 
33569 
? 
33021 
33248 

26493 
30205 
30460 
20434 
34325 
2130 
10529 
36030 
18347 
3098 
4853 
10302 
27310 
10529 

5Apr50? 
15Apr50 
26Nov53 
1Nov56 
22Apr54 
12Jul54 
10ct54 
280ct54 
19Nov54 
9Nov54? 

21Dec55 

19Jan56 
12Sep56 
12Dec56 
16Mar57 
10Jan58 
9Jul63 
21Aug1979 

140ct64 
02Dec65 
31Aug66 
240ct66 
13Aug67 
27Aug68 
17Dec57 

? 
? 
2Aug62 
20Jun62 
120ct62 
18Feb63 
18May55 
18Nov55 
? 
2Dec54 

17Dec59 

22Jun62 
21Mar63 
16Jun61 
20Jul61 
9May64 
20Mar67 
19Mar1980 

? 
13Nov71 
05Mar68 
20Aug71 
180ct74 
? 
24Mar62 

n2009, 01May2013; SEA79 p.26] 

as "50.4.5' 

'notes" are taken from the "Seric 
are included for each i type of aii 

43-9999 
44-33695 

44-75544 

44-78173 
TBC 
44-77625 

44-77852 

42-72424 
45-0577 
43-17147 
41-37307 

42-72197 
44-9084 
42-72424 

but this is assumed to be a typing error for 50.4.15, i.e. 15Apr1961, as with the preceding 

il Number" column of CAA data. In many cases these are c/ns with a 'yy' prefix. 
xraft below. 

* Warning (except for B-1557): these dates (provided by the ROC CAA) 
add 1911 toROC'yy'.) 

use the ROC year, which is measured from 1912. (To convert to 'yyyy' AD, 

Fleet list by aircraft type 

Notes 
In the listings below, AD years are used, except where shown. (1912 AD = ROC year 1) 
The final registration digit '4' is generally not allocated in Taiwan. 
Initial dates are either delivery dates (616) or dates of registration (prefix 'R'), as kindly supplied by the ROC CAA. 
We assume that 3-digit registrations, e.g. B-150 to B-190 series, are for aircraft leased from the ROC CAA, as in the case of some CAT C-46s, for 
example. This is certainly true for the CAL MD-11s. Registrations ending in 50+ appear to be allocated to leased aircraft; see, for example, some 
Airbus A330s and Boeing 737-800s. 
Lists of currently registered aircraft are included at http://www.asc.gov.tw/asc_ch/count/page1.htm and pages 2 & 3. These lists give the B- regis-
tration, aircraft type and then safety equipment fitted, e.g. flight data and cockpit voice recorders. The lists do not include c/ns. 
Previous identities are generally only the immediately previous identity (p/i) shown and not the full history of the aircraft, which can be found in the 
references cited. 
Aircraft thought to be currently in service are indicated by a tick (/) in the 'fate' columns below. 
For accident reports, please consult Aviation Safety Network [ASN] at http://aviation-safety.net. Fatalities are indicated by a number with suffix 'k'. 

Airbus Industrie A300B4-

reg. 
B-190 
B-192 
B-194 
B-196 
B-1800 
B-1802 
B-1804 
B-1806 
B-1810 
B-1812 
(B-1814) 
B-1814 
(B-1816) 
B-1816 
(B-1818) 
B-18501 
B-18502 
B-18503 
B-18505 
B-18551 
B-18571 
B-18572 
B-18573 

model 
220 
220 
220 
220 
622R 
622R 
622R 
622R 
220 
220 
622R 
622R 
622R 
622R 
622R 
622R 
622R 
622R 
622R 
622R 
622R 
622R 
622R 

c/n 
193 
197 
221 
232 
529 
533 
536 
666 
179 
171 
529 
578 
533 
580 
536 
767 
775 
788 
559 
666 
529 
533 
536 

d/d 
22Jun82 
23Jul82 
21Dec82 
27Jul83 
25Sep89 
17Nov89 
15Dec89 
10Dec92 
05Jul85 
04Jun87 
x 
14Dec90 
X 
28Jan91 
X 
10Dec96 
08Dec97 
11Sep98 
31Jul98 
X 
X 
X 
X 

p/i 
F-WZMM 
F-WZEP 
F-WZMX 
F-WZMD 
F-WWAK 
F-WWAM 
F-WWAB 
F-WWAY 
F-WZMW 
F-WZMR 
F-WWAK 
F-WWAH 
F-WWAM 
F-WWAK 
F-WWAB 
F-WWAL 
F-WWAT 
F-WWAE 
F-GHEG 
B-1806 
B-1800 
B-1802 
B-1804 

fate 
r/rB-18581 220ct99 
r/rB-18582 250ct99 
r/rB-18583 270ct99 
r/rB-18585 23Aug99 
r/r B-18571 Mar99 
r/r B-18572 Dec99 
r/r B-18573 Dec99 
r/r B-18551 Dec99 
sold 15Mar99, WFU & stored Greenwood, MS, BU 
sold 23Mar99, WFU & stored Greenwood, MS, BU 
NTU, to B-1800 
crashed on approach to Taipei (TPE), 16Feb98, destroyed (196+7k) 
NTU, to B-1802 
crashed at Nagoya, Japan 26Apr94 (263k) 
NTU, to B-1804 
to TF-ELE 24Oct06 
toTF-ELC 16Dec05 
to TF-ELA Apr07 
leased, r/r B-18575 
toTF-ELB 16Dec05 
to EI-DJN 06Apr05 
to EI-DMO 07Dec05 
to TF-ELD 2Jul06 
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a 

New York 

, I, i i 
Cargo only I ' ' ' I 

0 1,500 km 

L Y 

Above: The worldwide route network of China Airlines in 1984 (Sue Bushel!) 

B-18575 
B-18576 
B-18577 
B-18578 
B-18579 
B-18581 
B-18582 
B-18583 
B-18585 
N8888B 
N8888P 
N88881 
N88887 
[ABN12/03; 

622R 
622R 
622R 
622R 
622R 
220 
220 
220 
220 
622R 
622R 
622R 
622R 

AF88p.10; 

559 
743 
677 
625 
555 
193 
197 
221 
232 
677 
555 
743 
625 

AF91 p.12; 

X 
X 
X 
X 
X 
X 
X 
X 
X 
18Jun97 
Mar98 
13Jan95 
Ju 

ASN, 
n96 

B-18505 
N88881 
N8888B 
N88887 
N8888P 
B-190 
B-192 
B-194 
B-196 
PK-GAT 
F-WQGP 
F-WWAH 
PK-GAM 

JAPL Vol.2 p.40; S 

returned Dec04, to F-WQTD 
returned 16May06, to N221LF 
returned Aug04, to PK-KDP 
returned 28Mar06, to F-HDDD 
returned 28Mar06, to F-HEEE 
WFU & stored Marana Nov99, to N102EV 
WFU & stored Marana Nov99, BU 
WFU & stored Marana Nov99, BU 
WFU & stored Taipei 
Leased from ILFC, r/r B-18577 27Sep02 (q.v.) 
Leased from MSA 1, r/r B-18579 24Sep02 (q.v. 
Leased from ILFC, r/r B-18576 27Sep02 (q.v.) 
Leased from ILFC, r/r B-18578 25Sep02 (q.v.) 

Airbus A320-231 
reg. model c/n d/d 
3B-RGY 231 376 21Nov94 
3B-RGZ 231 386 25Nov94 
[JAPL Vol.2 pp.63-64] Leased from Region Air. 

fate 
returned 20Dec96 
returned 20Dec96 

Airbus A330-302/343 
reg. 
B-18301 
B-18302 
B-18303 
B-18305 
B-18306 
B-18307 
B-18308 
B-18309 
B-18310 
B-18311 
B-18312 
B-18315 
B-18316 
B-18317 
B-18351 
B-18352 
B-18353 
B-18355 

model 
302 
302 
302 
302 
302 
302 
302 
302 
302 
302 
302 
302 
302 ' 
302 
302 
302 
302 
302 

c/n 
602 
607 
641 
671 
675 
691 
699 
707 
714 
752 
769 
823 
838 
861 
725 
805 
920 
1177 

d/d 
29Jun04 
08Jul04 
10Dec04 
16Jun05 
08Jul05 
21Sep05 
20Oct05 
08Dec05 
20Jan06 
20Jun06 
24Jul06 
23Mar07 
16May07 
01Oct07 
10Feb06 
08Feb07 
02May08 
19Nov10 

p/i 
F-WWYM 
F-WWYY 
F-WWYS 
F-WWKN 
F-WWYU 
F-WWYL 
F-WWKA 
F-WWKI 
F-WWYV 
F-WWKZ 
F-WWYS 
F-WWKS 
F-WWYM 
F-WWYA 
F-WWKO 
F-WWYG 
F-WWYU 
F-WWYI 

fate 
/ 
/ 
/ 
/ 
/ 
/ 
/ 
/ 
/ 
/ 
/ 
/ 
/ 
/ 
leased from ILFC / 
leased from ILFC / 
leased from ILFC / 
leased from GAP / 
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leased from GAP / 
leased from GAP / 
/ 
Leased from GECAS / 
Leased from Virgin Atlantic, to G-VLUV 30Nov12 
Leased from Virgin Atlantic, to G-VGEM 01Nov12 

[ABN5/11 p.794; ABN1/12 p.134; AF2010 p.46; AF2011 p.51; AF2013 (via TS 28May2013); AL533; AL534; AL542 p.15; AL553 p.18; JAPL Vol.2 
p.223] 

Airbus A340-313X 

B-18356 
B-18357 
B-18358 
B-18359 
B-18391 
B-18392 

302 
302 
302 
302 
343 
343 

1272 
1278 
1346 
1367 
1206 
1215 

14Dec11 
19Jan12 
150ct12 
06Dec12 
16Mar11 
11 Apr i l 

F-WWKD 
F-WWYK 
F-WWCL 
F-WWKP 
F-WWYH 
F-WWKK 

reg. 
B-18801 
B-18802 
B-18803 
B-18805 
B-18806 
B-18807 
B-18851 

c/n 
402 
406 
411 
415 
433 
541 
528 

d/d 
26Apr01 
08Jun01 
28Jun01 
20Jul01 
31Oct01 
11Jul03 
22Oct03 

p/i f 
F-WWJC / 
F-WWJK / 
F-WWJL / 
F-WWJO / 
F-WWJS / 
F-WWJK / 
D-ASIH L 

ate 

Leased from Boeing, SL to Mandarin A/I Oct2003, returned 6Aug07, to A7-AAH 
[AF2010 p.46; AF2011 p.51; AF2013 (via TS 28May2013); JAPL Vol.2 p.223] 

Beech 18 

p/i 
B-215 

fate reg. model c/n d/d 
B-1529 D-18S A-499 R26Nov1964 B-215 Cancelled 2Aug1973, to VH-SAU 1973 
B-1530 E-18S BA-154 R01Nov1967 - Cancelled 20Jun1973, to N40AP Jun73 
[AMCAR20, 22; ROC CAA 21Feb2008; Parmerter pp.203-204; RP 06Jul2007; SEA79 p.26] 
"In 1966, China Airlines reportedly contracted out one of its Douglas C-47s and one of its D18S Trainers and crews to a U.S. Special Operations 

Group in Saigon; the D18S was mainly for use by the commander and senior personnel and may have been B-209, reported abandoned in Saigon 
in 1970. By 1967, the Beechcraft was not airworthy and was replaced by the China Airlines PAC Super Turbo Tradewind, B-1530 (Beechcraft E18S 
turboprop, single tail conversion)." [Parmerter pp.203-204] 
B-209 is a registration originally allocated to Far Eastern Air Transport D-18S c/n A-484 [SEA79 p.23], A-484 or A-498 [Parmerter index] 

Boeing 707-320C 

reg. 
B-1824 
B-1826 
B-1828 

B-1830 
B-1832 
B-1834 

model 
309C 
309C 
351B 

324C 
321C 
324C 

c/n 
20261/827 
20262/830 
18710/352 

19178/517 
18825/386 
18887/431 

d/d 
07Nov69 
11Dec69 
D05Mar71 

03May72 
20May73 
140ct73 

p/i 
-
-
N355US 

N17326 
N17321 
N17324 

fate 
to N707ZS 28Jan83 
crashed on landing at Manila, Philippines, 27Feb80 DBF (2k) [WDAC, WFJ] 
cargo door, leased to BCal as G-BCLZ 01 Sep74-29Sep75, returned, WFU at Taipei, 
noted 17Feb85, BU 
WFU Taipei, noted 17Feb85, BU 
to N987AA 27Jun85 
crashed in sea after takeoff, off Taipei, Taiwan, 11Sep79 (6k) [WDAC] 

[AF80 p.8; ASN; JAPL Pt.1 p.47; Pither pp.148, 149; WAFH78 p.6; WAFH79 p.6; WDAC p.276; Whittle p.30] 
B-1826 undershot the runway on landing and caught fire. [ASN] 
B-1834 crashed into sea shortly after takeoff. [ASN] 

Boeing 

reg. 
B-188 
B-1818 
B-1820 
B-1822 
N5055 

727-100 

model 
121C 
109 
109 
109C 
92C 

c/n 
19818/462 
19399/380 
19520/466 
20111/695 
19173/308 

p/i 
XV-NJB 
-
-
-
-

d/d 
06Feb76 
03Mar67 
25Sep67 
28Feb69 
22May70 

fate 
CAA used by CAL, to RoCAF as 2724 Oct82 
to RoCAF as 2721 31Aug82 
to RoCAF as 2722 24Aug82 
to RoCAF as 2723 Oct82 
wet leased from Air America Inc until 10Jun70 

[AF80 p.8; JAPL2 p.145; Leeker jets p.2; WAFH78 p.6; WAFH79 p.6; Whittle p.25] 
XV-NJB c/n 19818 was at Taipei on 29Apr75 when the RVN surrendered and was seized by the ROC Government at Taipei on 06Feb76 and re-
registered as B-188. 
B-1818 c/n 19399 ordered 27Nov66, Export-Import Bank loan £4.7 million; 
B-1820 c/n 19520 ordered 07Mar67, Export-Import Bank loan £4.3 million. 
B-1822 c/n 20111 ordered 07Jun68. [Whittle p.25] 

Boeing 737-200 

reg. 
B-180 
B-182 
(B-184) 
(B-186) 
B-1870 

B-1872 
B-1874 
B-1876 
B-1878 
[AF80 p.8; 

moc 
209 
209 
209 
209 
281 

281 
281 
209 
209 

AF90 

c/n & l/n d/d 
23795/1319 19Dec86 

p/i fate 
crashed into mountain, Chia Min, Taiwan, 260ct89 (86k) [WDAC] 
sold 15Jan97, to 9M-PMZ 
NTU, to B-1876 
NTU, to B-1878 
crashed on go-around after aborted landing, off Pescadores Islands, Taiwan, 
16Feb86 (13k) [WDAC, WFJ] 
sold 17Aug87, to N503AV 
sold 23Sep88, to N505AV 
sold 15Jan97, to 9M-PMY 
sold 02Dec96, to 9M-PMW 

AF90 p.12; AF91 p.12; ASN; JAPL Pt.1 p.307; SEA90 p.12; TS 06Apr013; WAFH78 p.6; WAFH79 p.6; WDAC p.276; WFJ p.5] 

23796/1420 30Jul87 
23913/1579 -
24197/1581 -
20226/168 16Apr76 

20227/178 09Apr76 
20277/235 23Apr76 
23913/1579 15Jul88 
24197/1581 21Jul88 

-
X 
X 
N1451Z 

N1444Z 
N1450Z 
(B-184) 
(B-186) 
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Notes: 
1, B-180 Flight CI204 collided with a mountain in the Chiashan mountain range at an elevation of 7,000 feet, 3 minutes after takeoff from Hualien 
Airport. [ASN] 
2. 
B-1870 departed Taipei at 18:09 for a flight to Makung, Pescadores Islands. During the first attemp to land, a nosegear tire had reportedly burst. 

The crew initiated a go-around during which the aircraft crashed into the sea. The wreckage was found on 10 March in 190 feet of water 12 miles 
north of Makung. [ASN] 

Boeing 737-46Q 

reg. 
B-18671 
B-18672 
B-18673 
B-18675 
B-18676 
B-18677 

c/n & l/n d/d 
28489/2827 22Nov96 
28490/2830 22Nov96 
28491/2832 22Nov96 
28492/2837 20Dec96 
28493/2838 20Dec96 
28494/2839 20Dec96 

fate 
returned 23Nov98, to EI-TVA 
returned 01Dec98, to TC-IAF 
returned 16Dec98, to TC-IAG 
returned 01Oct98, to B-10001 
returned 09Dec98, to EI-TVB 
returned 22Dec98, to N462PR 

[JAPL Pt.1 p.307; TS 21Apr2013] 
(Return dates, given by TS, differ slightly from those given in JAPL.) 

Boeing 737-800 

notes 
leased from GECAS 
leased from GECAS 
leased from GECAS 
leased from BAS 
leased from BAS 
leased from BAS 

reg. model c/n d/d p/i 
B-18601 809 28402/113 260ct98 N1787B 
B-18602 809 28403/117 290ct98 N1786B 
B-18603 809 29103/129 12Nov98 N1784B 
B-18605 809 28404/130 13Nov98 N1784B 
B-18606 809 28405/132 30Nov98 N1786B 
B-18607 809 29104/139 01Dec98 -
B-18608 809 28406/141 02Dec98 N1786B 
B-18609 809 28407/161 18Dec98 N1786B 
B-18610 809 29105/295 23Jun99 N1787B 
B-18611 809 29106/302 25Jun99 N1787B 
B-18612 809 30173/695 30Oct00 N1785B 
B-18615 809 30174/1175 26Jul02 N6067E 
B-18616 809 30175/1182 26Jul02 
B-18617 809 29106/302 x B-18611 
B-18651 8Q8 41786/4417 16Apr13 
B-18652 8Q8 41787/4455 16May13 -
B-18653 8Q8 41788/4510 28Jun13 

fate 
Isd to Mandarin A/L 01JulOO-15Apr01; to N730CS 14Feb08 
Isd to Mandarin A/L 01JulOO-29Mar01; sold to GECAS 29Mar01, to TC-APM 
sold to GECAS 17Apr01, to TC-APZ 

7r B-18617 Nov05 

DBF Okinawa, Japan 20Aug07 
/ 
Leased from ILFC 
Leased from ILFC 
Leased from ILFC 

[ABN5/13 p.727; AF2010 p.46; AF2011 pp.51-52; AF2013 (via TS 28May2013); AL558 p.36; AL559 p.38; AL560 p.36; ATDB; JAPL Pt.2 p. 116; TS 
29Jul2013] 
China Airlines has agreed to lease a single new Boeing 737-800 from SMBC Aviation Capital. It is scheduled for delivery in June 2014. [ABN2/13 
p.284] 

Boeing 747-209B/409/SP-09 

reg. 
B-160 
B-161 
B-162 
B-163 
B-164 
B-165 
B-198 
B-1860 
B-1862 
B-1864 
B-1866 
B-1880 
B-1886 
B-1888 
B-1894 
B-18201 
B-18202 
B-18203 
B-18205 
B-18206 
B-18207 
B-18208 
B-18209 
B-18210 
B-18211 
B-18212 
B-18215 
B-18251 
B-18252 
B-18253 
B-18255 

model 
209F 
409 
409 
409 
409 
409 
2R7F 
132 
SP-09 
209B 
209B 
SP-09 
209B 
209B 
209F 
409 
409 
409 
409 
409 
409 
409 
409 
409 
409 
409 
409 
409 
SP-09 
SP-09 
209B 

c/n & l/n 
24308/752 
24309/766 
24310/778 
24311/869 
24312/954 
24313/977 
22390/482 
19898/94 
21300/304 
21454/322 
21843/397 
22298/445 
22446/519 
22447/556 
22299/462 
28709/1114 
28710/1132 
28711/1136 
28712/1137 
29030/1145 
29219/1176 
29031/1186 
29906/1219 
33734/1353 
33735/1354 
33736/1357 
33737/1358 
27965/1063 
21300/304 
22298/445 
21843/386 

p/i 

LX-ECV 
N9898 

(B-1861) 

(B-1885) 

B-16801 
B-1862 
B-1880 
B-1866 

d/d fate 
29Aug89 r/rB-18771 Dec99 
08Feb90 r/rB-18271 18Dec99 
27Mar90 r/r B-18272 Nov99 
14Aug91 r/r B-18273 Nov99 
11Jan93 r/r B-18275 Nov99 
08Jun93 DBR at Kai Tak, Hong Kong 04Nov93 (0k) 
02Jun85 crashed near Wanli, Taiwan 29Dec91, cargo flight (5k) 
Sep76 to EI-BOS 06Apr84 
06Apr77 Isd to Mandarin A/I Dec92-Feb99; r/r B-18252 27Jul99 
20Apr78 r/r B-18751 Feb99 
31Jul79 r/r B-18255 27Jul99 
30Apr80 Isd to Mandarin A/I Aug92-Feb99; r/r B-18253 15Jul99 
17Apr81 r/r B-18753 May99 
04Mar82 r/r B-18755 Jan99 
24Jul80 r/r B-18752 Apr99 
29May97 / 
220ct97 / 
05Dec97 / 
18Dec97 / 
25Feb98 / 
28Sep98 / 
20Nov98 / 
25Jun99 r/r N168CL 20Dec06 
07Dec04 / 
20Dec04 / 
24Mar05 / 
26Apr05 / 
AugOO / 
x to P4-GFC 17Dec99 
x to P4-GFD 17Jan00 
x crashed 45 km NE of Penghu Islands, Taiwan Straits 25May02 (225k) 
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Above: China Airlines Curtiss C-46D B-1517 c/n 33028 photographed at Taipei on 5 July 1968. (Leon Callaghan via Ian D. Johnson collection) 

B-18271 
B-18272 
B-18273 
B-18275 
B-18701 
B-18702 
B-18703 
B-18705 

B-18706 
B-18707 
B-18708 
B-18709 
B-18710 
B-18711 
B-18712 
B-18715 
B-18716 
B-18717 
B-18718 
B-18719 
B-18720 
B-18721 
B-18722 
B-18723 
B-18725 
B-18751 
B-18752 
B-18753 
B-18755 
B-18771 
N168CL 
N497MC 
N498MC 
N517MC 
N518MC 
N528MC 
N703CL 
N705CL 
N768CL 
N808MC 
N4508H 

N4522V 

3B-SMC 
[AF80 p.8; 
Pt.2p.193; 

409 
409 
409 
409 
409F 
409F 
409F 
409F 

409F 
409F 
409F 
409F 
409F 
409F 
409F 
409F 
409F 
409F 
409F 
409F 
409F 
409F 
409F 
409F 
409F 
209B(F) 
209F ' 
209B(F) 
209B(F) 
209F 
409 
47UF 
47UF 
243F 
243F 
2D7B 
409F 
409F 
409F 
212B 
SP-09 

SP-09 

24309/766 
24310/778 
24311/869 
24312/954 
30759/1249 
30760/1252 
30761/1254 
30762/1263 

30763/1267 
30764/1269 
30765/1288 
30766/1294 
30767/1300 
30768/1314 
33729/1332 
33731/1334 
33732/1339 
30769/1346 
30770/1348 
33739/1355 
33733/1359 
33738/1362 
34265/1372 
34266/1379 
30771/1385 
21454/322 
22299/462 
22446/519 
22447/556 
24308/752 
29906/1219 
29258/1220 
29259/1227 
23300/613 
23476/647 
22472/597 
30761/1254 
30762/1263 
30762/1263 
21048/253 
22547/534 

22805/564 

B-161 
B-162 
B-163 
B-164 

N705CL 

B-1864 
B-1894 
B-1886 
B-1888 
B-160 
B-18209 

l-DEMT 
l-DEMW 
HS-TGS 
B-18703 
B-2436 
B-18705 
N726PA 
(B-1882) 

x 
X 
x 
06Jul00 
28Jul00 
29Aug00 
09Feb01 
Dec11 
02Mar01 
11Apr01 
16Nov01 
04Feb02 
15Mar02 
24Sep02 
22Jul03 
29Aug03 
12Dec03 
14May04 
18Jun04 
18Jan05 
12May05 
05Aug05 
29Jun06 
25Oct06 
20Apr07 
x 
x 
x 
X 

X 

X 

15Jul99 
26Aug99 
? 
? 
Aug97 
x 
X 

X 

01May92 
30Sep81 

29Jun82 

412 24063/736 9V-SMC 01Jun94 
AF88 p.10; AF90 p.12; AF91 p.12; AF2010 pp.46 
SEA79 p.26; SEA90 p.12; WFJ p.5] 

toN249BA 17May05 
toN780BA 17Dec04 
to N481AT 08May08 
to N482AT 08May08 
/ 
WFU & stored VCVDed 2 
r/rN703CL 18Jul07 
r/rN768CL 17Sep10 
Restored, WFU & stored VCV Feb12 
/ 
/ 
/ 
/ 
Isd to Dragonair Mar05-May08, / 
/ 
/ 
/ 
/ 
/ 
/ 
/ 
/ 
/ 
/ 
/ 
/ 
WFU & stored Marana Jan02, BU 
to N704CK 10Sep03 
WFU & stored Mojave, CA Aug02, to N714CK 
WFU & stored Mojave, CA Aug02, to N715CK 
ret to ROC Gov. 18Feb04, to B-KAD 
(see note) / 
Leased from Atlas Air, ret Jun04 
Leased from Atlas Air, ret Aug04 
Leased from Atlas Air, returned 
Leased from Atlas Air, returned 
Leased from Atlas Air, ret Nov99 
to B-2431 24Jul07 (see note) 
r/r B-18705 07Nov11 (see note) 
to B-2436 20Sep10 (see note) 
Leased from Tower Air, ret 29Apr93 
Leased from Wilmington Trust; Isd to Mandarin A/I 01Oct91-18Mar97; WFU & 
stored McCarran Field, NV 
Leased from Wilmington Trust; Isd to Mandarin A/I Nov96-31Dec97; WFU & stored 
McCarran Field, NV 
leased, ret to 9V-SMC 31May97 

•47; AF2011 p.52; AF2013 (via TS 28May2013); ASN; ATDB; IDJ 22Apr2013; JAPL 

Notes: 
1. "B747s N703CL, N705CL and N768CL were neither registered to CI nor used by them. These were 'dummy' registrations (registered to a leasing 
company, I assume), that were only used to allow the transfer of the aircraft to China (and back in these cases), ..." [PH 20Apr2013] Of these, 
N705CL was registered to Wells Fargo Bank Northwest NA Trustee on 07Dec2011 and cancelled on the same day as exported to China 
(Taiwan)[FAAj. N703CL was registered to Wells Fargo Bank Northwest NA Trustee on 18Jul2007 and cancelled on sale to China on 24Jul2007. 

2013/117 

http://Pt.2p.193


[AMCAR111 p.14] Similarly N768CL was registered to Wells Fargo Bank Northwest NA Trustee on 17Sep2010 but cancelled on sale to China on 
20Sep2010. [AMCAR124 p.29] 
2. N169CL is currently registered to Wells Fargo Bank Northwest NA Trustee as of 20Dec2006 [FAA] 
3. N4508H is currently registered as Sale Reported, Oklahoma, OK, whereas N4522V is currently registered to Global Peace Initiative Inc, Huffman, 
TX as of 30Apr2002 (expired on 30Jun2011 )[FAA]. 

Boeing 767-209 

reg. c/n 
B-1836 22681/18 
B-1838 22682/60 
[AF88p.10; JAPL Pt.2 p.250] 

d/d p/i fate 
20Dec82 sold 27Dec89, to ZK-NBF 

N1781B 27Jun83 sold 15Dec89, to ZK-NBH 

Boeing 777-300ER 

China Airlines has agreed to lease four 777-300ERs from GECAS for delivery starting in 2014. [ABN1/13 p. 140] 

Consolidated PBY-5A Catalina 

reg. model c/n d/d p/i fate 
B-1501 PBY-5A 1890 R13Aug1959 46526 WFU after typhoon damage, Taipei, 1961, cancelled (date?) 
B-1503 PBY-5A 1978 R13Aug1959 46614 W/O 14Jan67, cancelled (date?) 
[DL 28Feb2008; Legg p.147; ROC CAA 21Feb2008; SEA79 p.26] 
Ragnar Ragnarsson has written: "Both these BuNos. Are among the 12 PBY-5As I have noted as having (by deduction) probably been transferred 
under MDAP to the Republic of China Air Force in 1954/1955." #46526 was stricken from the USN's invention/ on 10/54 and #46614 on 3/54. These 
strike dates coincide with the time frame the 12 PBY-5As were transferred to the ROC AF. [RR 28Feb2008] 

Curtiss C-46 Commando 

fate 
leased to Air Cambodge, returned, cancelled 12May1973 
W/O 24Aug67, cancelled (date?) 
Cancelled 3Feb1971, to XV-NIG? 
Cancelled 3Feb1971 (L) Air Vietnam 
Cancelled 15Jun1970, to XV-NIF r/r XV-NII 
Cancelled 14Aug1970 
Cancelled (date?) 
Cancelled (date?) 
Leased to Air America as 'CA-1'(1) 1966, w/o 28Apr66 Kon Turn (V-15) Vietnam 
[WDAC], cancelled 18May1966 
W/O 240ct67, cancelled 2Dec1965 (?), ex N9077R, N671B (see note) 
Leased to Air Vietnam W/O 01Nov70 Qui-Nhon, Vietnam [WDAC], cancelled 
17Dec1970; to N9829Z, PP-BTO, N6500G (see note) 
Cancelled 22Jun1973; to N9828Z, PP-BTN, N8265S 
Leased to Air Vietnam, cancelled 21 Marl974; ex N91362, to XW-PKJ 
Leased to Air America as 'CA-1'(2) c.May66, returned Oct70 [ATDB], accident 
20May72 [WFJ], cancelled 16Jun1972; ex N91368, fate unknown 
At TPE 1970 [ATDB], 'EM-2' Air America w/o 05Jun72 [WFJ], cancelled 20Jul72, 
WFU & stored .72 [PEAPL4] 
Crashed 03Jun72, South Vietnam (31k) [WDAC] 

/ard p.67; JFL 09Jun2006; JMD 02Jun2011; Leeker Aircraft c46 pp.46-51; PEAPL4 p.188; 
ROC CAA 21Feb2008; SMD 23May2011; SEA79 p.26; WDAC p.276] 

Notes: 
1. B-1535 c/n 22367 was leased to Air America from about May 1965. It was operated by CAL under sub-contract #65-61 dated 23 April 1965 with 
code 'CA-1' by 1966. This crashed on take-off from Kontum airport (V-15), South Vietnam on 28 April 1966. [Leeker c46] 
2. The ROC CAA give the date of registration of B-1541 as "54.11.9", i.e. 9Nov1965 and the date of cancellation as "54.12.2", i.e. 2Dec1965, which 
is not consistent with it crashing in October 1967. B-1541 has also been reported as a DC-3 (q.v.). 
3. B-1543 was leased to Air Vietnam. "While on a flight from Saigon to Quang-Ngai, a forced landing was made on a beach. The C-46 sank in sand 
and flooded at high tide." [ASN] 
4. Steve Darke has a copy of the FAA registry file for C-46A N91362 c/n 26493, which became B-1547 with CAL. Briefly, 41-12366 was bought from 
the USAF (Davis-Monthan AFB) by G&G Steel In (Tucson, AZ) 12-Apr-65; sold as N91362 to C-46 Parts Inc (Miami Springs, FL) 06-Dec-65; sold 
to Ken-Air Inc. (Sun Valley, CA) Jul-67; regd to Ken-Air Inc. 08-Aug-67; canx 07-Sep-67 to Taiwan (ownership listed as Concord Aircraft & Parts 
Supply Co Ltd, 408 Princes Bldg, Hong Kong) [SMD 23May2011] The file includes a telex from Ken-Air to the FAA: "Deregister C46 N91362 which 
was delivered to China Airlines, Taiwan immediately so that they may re-register the aircraft ... Situation most urgent. Aircraft scheduled to begin 
immediate sen/ices to South Vietnam ...". [SMD 24May2011] The US cancellation date of 07Sep67 fits in well with B-1547's registration on 
12Sep1967. This aircraft later became XW-PKJ in Laos. 
5. B-1549 c/n 30205 was leased to Air America from about 1967. It was operated by CAL under sub-contract #65-61 dated 23 April 1965 with code 
CA-1'(2) by 1967. 
6. 'CA-1'(3) c/n ? was reported to have crashed at Saigon on 20 May 1972 (sic) but was evidently repaired after a wheels-up landing at Tan Son 
Nhut on 19 May 1972. It was cancelled from the list of aircraft operating for Air America Saigon in late September 1972. [JFL] 
7. 'CA-2'(1) c/n ? was leased to Air America from about May 1965. It was operated by CAL under a sub-contract dated 23 April 1965 with code 'CA-
2' by September 1966. This aircraft was damaged at Tan Son Nhut on 18Feb67. It was no longer current with Air America in January 1968, so was 
either abandoned or returned to CAL. [JFL] 
8. 'CA-2'(2) c/n ? was seen at Taipei on 15 April 1972 with no markings; it was leased by Air America from CAL and operated by CAL under sub-
contract #70-34. 'CA-2' was cancelled from the list of aircraft operating for Air America Saigon in late 1972, probably because it returned to CAL. 
[JFL] 
9. 'CA-3' c/n ? was leased to Air America from about February 1968. It was operated by CAL under sub-contract #65-61 dated 23 April 1965 with 
code CA-3' between February 1968 and March 1970. It was no longer on the list of aircraft operated for Air America Saigon in April 1970, probably 

reg. 
B-1507 
B-1509 
B-1513 
B-1515 
B-1517 
B-1519 
B-1521 
B-1527 
B-1535 

B-1541 
B-1543 

B-1545 
B-1547 
B-1549 

B-1551 
B-? 
? 
[AB C-46 

model 
C-46A 
C-46A 
C-46D 
C-46D 
C-46D 
C-46D 
C-46D 
C-46D 
C-46D 

C-46D 
C-46D 

C-46D 
C-46A 
C-46A 

C-46A 
C-46D 
C-46 

pp.28, 140; 

c/n 
97/74CK 
350/327CK 
33085 
33017 
33028 
33071 
33035 
33695 
22367 

33569 
33021 

33248 
26493 
30205 

30460 
33397 
? 

ABD3/70 p.63; 

d/d 
R06Feb1960 
R06Feb1960 
R15Apr1961 
R15Apr1961 
R15Apr1961 
R15Apr1961 
R15Apr1961 
R15Apr1961 
R01 Oct 1965 

R09Nov1965 
R21Dec1966 

R19Jan1967 
R12Sep1967 
R12Dec1967 

R16Mar1968 
Apr67 

ASN; ATDB; 
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Above: Douglas C-54A B-1811 c/n 10302 of China Airlines at Kai Tak airport. (Ian D Johnson Collection) 

because it was returned to CAL. [JFL] etc. 
10. 'CA-4' c/n ? A photo of what looks like 'CA-4' landing at Danang in May 1966 can be seen in Love (p.21). Presumably this was leased from CAL. 
It was not included in Air America Saigon's monthly base report of February 1968. [JFL] 
11. 'CA-5' c/n ? is mentioned in Air-Britain Digest, Summer 2002 (p.95). It was probably an ex ROCAF aircraft operated by China Airlines for Air 
America. It was flown from Sungshan Airport, Taipei to Tan Son Nhut airport, Saigon on 25 November 1965 and was flown back to Taiwan on 11 
June 1966 and is not included in Air America Saigon's monthly base reports of February 1968 to January 1974. [Leeker c46] 
12. 'CA-6' c/n ? was operated by China Airlines under subcontract 65-61 of 23 April 1965 with Air America. It was flown from Sungshan Airport, 
Taipei to Tan Son Nhut airport, Saigon on 25 November 1965 and was probably returned to the ROCAF by February 1968. The identity of either 
'CA-5' or 'CA-6' was ex ROCAF 'c-46 327' with USAAF s/n 44-77???. [Leeker c46] 
13. 'CA-7' c/n ? was operated by China Airlines under subcontract 65-61 of 23 April 1965 with Air America. It was sent by the ROCAF to replace 
'CA-5' on 8 June 1966 and was damaged beyond repair in a landing accident at Kuan Yi, South Vietnam on 14 July 1966. [Leeker c46] 
14. 'EM-2'(1) c/n 30460 was leased to Air America, probably in June 1972, and was operated by CAL under subcontract #70-34. It crashed on 
approach to Pleiku (V-04), South Vietnam on 5 June 1972, killing 32 occupants. [Leeker c46] 
15. 'EM-2'(2)c/n ? was operated by Air America for USAID contract AID/VN-100 in September 1972. It was the former China Airlines 'CA-1'(3) and 
was returned to 'CAT by September 1972. 
16. 'EM-2'(3) c/n ? was operated by CAL under subcontract with Air America Saigon (#70-34) from April 1973 until at least January 1974; thereafter, 
fate unknown. This was probably a former CAL aircraft B-15?? [Leeker c46] 
17. PEAPL4 p. 188 lists B-1513 as c/n 33017 and B-1517 as c/n 33028. No c/ns are given for these registrations in SEA79 p. The ROC CAA list B-
1513 as s/n "44-33085", i.e. c/n 33085, and B-1515 as s/n "44-33017", i.e. c/n 33017, and B-1517 as s/n "44-33028", i.e. c/n 33028. 
18. "One VIAT pilot told me CA-1 or CA-2 was just call sign, not a number. But another friend had seen at least CA-1 and CA-2 in Taipei. The CA-
5 and CA-6 are confirmed to be RoCAF C-46s re-marked to help South Vietnam Government under the cover of CAL." [CF 14Feb2009] 

Douglas B-26 Invader 

p/i 
B-1404? 
? 

d/d 
1958 
? 

fate 
c.1960 
? 

s/n model c/n 
822 ? 
? . ? 
[Foreign Invaders p.173] 
Notes: 
1. "CAL had at least two B-26s in their fleet in the early 1960s, although little is known of their use and fate. 
2. B-1404 would be a Foshing Airlines registration. [PH 28Jul2013] 

[Foreign Invaders p.171] 

Douglas DC-3/C-47/C-53 

reg. 
B-309 

B-1505 
B-1523 
B-1525 
B-1531 

B-1533 
B-1537 
B-1539 
'B-1541' 
B-1553 

model 
C-47A 

C-47B 
C-47B 
C-47B 
C-53D 

DC-3A 
C-47 
C-47 

(sic)C-47? 
C-47A 

c/n 
12541 

? 
? 
? 
11729 

2010 
3251 
20434 
? 
20434 

d/d p/i 
? 

B-1555 C-47B 34325 

XW-TAH C-47 A 20213 

R06Feb1960 ? 
R15Apr1961 ? 
R05/04/1961 ? 
R22Apr1965 JA5050 

R12Jui1965 N155A 
R280ct1965 JA5128 
R19Nov1965 XW-T? 

R10Jan1969 N63106 

R09Jul1974 B-879 

N63105 ? 

fate 
Leased from Winner A/w, crashed 02Jan69 Mt South Tawu, Taiwan or Mt Paku, 
Taiwan [WDAC, WFJ] 
Cancelled (date ?) 
DBR in South China Sea off S Vietnam 21Aug67 [WFJ](see note), to XW-PAR? 
Unknown (see note) 
Leased to Air Vietnam 1965; leased to Air America as 'EM-3', crashed 29Dec73 at 
Dalat/Cam-Ly (V-08), South Vietnam, cancelled. 
Cancelled 18Feb1974 [12Jan65] 
Cancelled 18Nov1966, to B-305 
Cancelled (date?), to B-1553 
Crashed 240ct67, South Vietnam (16k) [ASN, WDAC](see note) 
Leased to Air Cambodge, damaged in mid-air collision with military aircraft 26Mar75 
Kompong Chong, Cambodia [WDAC], derelict Pochentong May75, cancelled 
09May1975 
Leased to Air Cambodge Aug74, returned, WFU at Taipei Mar77, cancelled 
20Mar1978, to RoCAF as 451055, 7347 
Leased from Air Vientiane Laos; to B-307 
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[ABD10/70 p.229; AF80 p.9; ASN; Gradidge Vol.1 p.215; Howard p.69; Leeker: Aircraft: c47 pp.20-21; ROC CAA 21Feb2008; SEA79 p.26; WAFH78 
p.7; WAFH79 p.7; WDAC p.276] 

Notes: 
1. The ROC CAA give the serial numbers (c/n) of B-1523 as "43-8888" and B-1525 as "43-9999". These are spurious numbers and the real c/n are 
currently unknown. 
2. ASN reports that B-1523 crashed into the South China Sea off China on 23Aug67. "British rescue crews reported three survivors. The airplane 
operated on a flight from Taiwan. Newspaper reports suggest the plane involved was a C-123. ASN quotes 6 fatalities but WDAC p. 104 says B 
1523 (c/n ?) crashed off South Vietnam on 21Aug67 with 2 fatalities.. 
3. 'EM-3' c/n 11729 was operated by China Airlines under subcontract (70-34) with Air America from April 1973. It crashed at Dalat/Cam-Ly (V-08), 
South Vietnam, on 29 December 1973 and was damaged beyond repair. [Leeker c47] 
4. 'EM-4' c/n ? was operated by China Airlines under subcontract (70-34) with Air America in April 1975 and possibly as early as 1974. It was the 
last China Airlines aircraft to operate in South Vietnam and probably returned to Taiwan in April 1975. [Leeker c47] 
5. WDAC p. 105 shows that an unknown China Airlines "DC-3" crashed in South Vietnam on 240ct67 with 16 fatalities. ASN gives the ID of this DC-
3 as B-1541 (no c/n), but this is also reported as a C-46 [AB C-46 monograph pp.28, 140] The ROC CAA confirm that B-1541 was C-46D s/n 44-
78173, i.e. c/n 33569 (q.v.). 

Douglas DC-4/C-54 

reg. 

B-1801(1) 

B-1801(2) 

B-1801 
B-1803 
B-1805 

B-1807 
B-1811 

B-1813 
B-1815 
[Archive pp 
21Feb2008, 

model 

C-54B 

C-54B 

C-54B 
C-54G 
C-54B 

C-54B 
C-54A 

c/n d/d p/i fate 
10472 1960 B-1406, C-54002(1) Ex 42-72367, leased to Air Cambodge (Jun72), w/o 28Nov74 near An 

Loc, Vietnam [ASN], cancelled (date?) 
10529 R15Apr61 XT-T01, C-72424, (C-54)001 leased to Air Cambodge, returned [Howard], cancelled (date?), 

leased to Royal Air Lao as to XW-PGE (03Sep69), restored as B-1815 (q.v.) 
10529 R04Feb63 XW-PGE Reported shot down near An Loc, South Vietnam, 28Nov73 while leased to Air 

Cambodge [ATDB] 
36030 R140ct64 54002(2) leased to Air Cambodge (1972), abandoned Pochentong 1975, cancelled (date?) 
18347 R02Dec65 N68579 leased to Air Vietnam 1969, cancelled 13Nov71, leased to Air Cambodge, WFU 

1974 [Howard] 
3098 R31Aug66 XU-GAH Cancelled 05Mar68, to XW-TGE 
10302 R13Aug67 VH-ANF leased to Air Cambodge, DBR 15Jul74 Battambang, Cambodia [ATDB, WFJ] or 

15Jan74 [WDAC], cancelled 180ct74 
N90906 Cancelled (date?), fate unknown 
XW-PGE left in Cambodia [ATDB], cancelled 24Mar1973 
; CF 10Nov2009; Howard p.34; MM18May2003, 19May2003; PEAPL4 p.261; ROC CAA 
WDAC p.276; WFJ p.5] 

C-54E 27310 R27Aug68 
C-54B 10529 R17Dec68 
2009/037-038, 2013/072-074; ATDB 
25Jun2009, 15Aug2013; SEA79 p.26; 

Notes: 
1. Previous articles in this series have demonstrated that the history of some Chinese C-54s is not as simple as some sources would have us 
believe. On Archive page 2090/038 we suggested that there might have been two C-54s registered B-1801, c/n 10472 ex 42-72367 and c/n 10529 
ex 42-72424. One of these aircraft crashed with Air Cambodge on 28Nov74, and as c/n 10529 later became B-1815, we can assume that it was 
probably c/n 10472 that crashed. 
2. The ROC CAA stated that B-1801 was C-54 c/n 10529 and B-1815 was s/n 42-72424, presumably without realising that these are the same air-
craft! [CF 10Nov2009] (The information supplied to Mr Fu did not include any dates) The ROC CAA state that C-54 B-1801 c/n 10529 was regis-
tered on 15-Apr-61 and 04-Feb-63; no cancellation dates were given [ROC CAA 15Aug2013]. 
3. WFJ p.5 shows that B-1801 had an accident on 16Nov71 and B-1805 had an accident on 20Oct71. 
4. We will discuss C-54 B-1406 again when we consider Foshing Airlines. 
5. "One of the CI C-54s was used as an anti-hijack trainer at Shu Linkou. There are three tantalising photos of it on 
http://shulinkou.tripod.com/dawg2h.html (near the end of the page), taken in 1992 - sadly none of them show any form of ID." [PH 20Apr2013] 

Fairchild C-123 Provider 

reg. model c/n d/d p/i 
ST-1 
ST-2 
ST-3 
ST-4 

C-123K 
C-123K 
C-123K 
C-123K 

20074 
20124 
20192 
20304 

2Jul69 
3Jul69 
? 
? 

54-0625 
54-0675 
55-4531 
57-6294 

[Leeker: Aircraft: 123b pp.33-35; WDAC] 
We may discuss CAL's operation of other C-123s in a future article on VIAT. 

fate 
Missing on 3Jan75, crashed, South Vietnam 
Crashed on 26Aug72, South Vietnam (8k) 
Crashed on 13May74, South Vietnam 
Crashed on 27Jul74, South Vietnam 

Lockheed L-1049H Super Constellation 

p/i fate reg. model c/n d/d 
B-1809 L-1049H 4853 R240ct66 WFU at Taipei, 1970, cancelled 20Aug71, BU 28Aug72 
[Marson pp.196, 540; PEAPL4 p.370; ROC CAA 25Jun2009; SEA79 p.26] 

McDonnell-Douglas MD-11 

model reg. 
B-150 

B-151 
B-152 
B-153 
B-18151 
B-18152 
B-18172 

c/n & l/n d/d 
48468/518 30Oct92 

48469/519 13Nov92 
48470/546 30Jun93 
48471/558 11Dec93 
48470/546 x 
48471/558 x 
48469/519 x 

p/i fate 
SL to Mandarin Airlines (date?), ret Mar99, crashed whilst landing during typhoon, 
Hong Kong, 22Aug99 

SL to Mandarin Airlines 01Nov95, r/r B-18172 Dec99 
SL to Mandarin Airlines .96, ret Feb99, r/r B-15151 Mar99, 
r/r B-18152 May99 
sold, to N579FE 30Jul01 
sold, to N580FE 30Jul01 
SL to Mandarin Airlines (cont), ret 31Jul2002, WFU, stored Mojave, CA Oct2010, 
to N577FE 29Oct04 
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Above: China Airlines NAMC YS-11A B-158 c/n 2130. a rare example of an Asian-built aircraft with this airline. It served with them between 1970 
and 1980. (Leon Callaghan via Ian D. Johnson collection) 

[AF91 p.12 ; JAPL Vol.3 p.346] 
B-150 to B-153 were owned by the ROC Government and leased to China Airlines. 

NAMC YS-11A-219 

reg. 
B-156 
B-158 

B-1557 
[ABD7/70 p 

model 

.158; AF80p 
p.276 ; WFJ p.5] 

c/n 
2110 
2130 

2130 

d/d p/i 
26Dec69 JA8762 
R13Nov69 -

R21Aug79 B-158 

fate 
w/o 12Aug70 near Taipei. Taiwan (14k)[WDAC, WFJ] 
D09Jan70 Accident 15Mar72 [WFJ], WFU 1978. cancelled 19Aug79, r/r B-1557 
21Aug79 (q.v ) 
cancelled 19Mar80, to JA8823 (Mar80) 

9; ASN ; ATDB ; ROC CAA 01 May2013 ; SEA79 p.23 

B-156 crashed near Grand Hotel, Yu? 
YS-11 approached Taipei. It flew into 
22353.) 

Sud SE210 Caravelle II 

reg. 
B-1850 
B-1852 

B-1854 
B-1856 
[AF80 p.9; 

model 

JAPL Vol.2 p 
B-1852 crashed into the 
bomb explosion. [ASN] 

Summary 

date 
28Apr66 
14an67 
21Aug67 
23Aug67 
24Aug67 
240ct67 
02Jan69 
12Aug70 
01Nov70 
20Oct71 
21Nov71 
03Jun72 
05Jun72 
29Dec73 
15Jan74 
15Jul74 
27Jul74 
28Nov74 
26Mar75 
11Sep79 

of China Airl 

type 
C-46D 
PBY-5A 
DC-3 
DC-3 
C-46A 
"C-47" 
C-47A 
YS-11 A 
C-46 
DC-4 
Caravelle 
C-46 
C-46 
C-53D 
C-54A 
C-54A 
C-123 
C-54B 
C-47A 
707-324C 

I 

c/n 
121 
122 

38 
170 
343; SEA79 

in Shan on approach to S 

; Shimozato p.10; TPAPL6 p.417; WAFH78 p.7; WAFH79 p.7; WDAC 

ung Shan, Taiwan 12Aug70 [TPAPL p.414] "Weather was poor with thick fog as the 
a bamboo grove near the top of Yuan 

d/d p/i 
Feb70 HB-ICS 
Apr71 HB-ICT 

Mar73 F-BSRD 
Mar74 F-BUOE 

fate 
w/o 02Oct71, 

Mountain." [ASN] (B-156 was also the registration of CAA C-46D c/n 

WFU at Taipei 
crashed 21Nov71 off Penghu Island, Formosa Strait (bomb)(25k) or off Pescadore: 
Is, Taiwan [WDAC] 
to F-WJAL Aug77 
WFU & stored at Taipei Oct79 

p.26; WAFH78 p.6; WAFH79 p.7; WDAC p.276; Wegg p.471; WFJ p.5] 
sea near Penghu Island on a flight from Taipei to Hong Kong on 21Nov71 with 25 fatalities. The probable cause was a 

ines accidents 

reg. 
CA-1 
B-1503 
B-1523 
B-1523 
B-1509 
B-1541 
B-309 
B-156 
B-1543 
B-1805 
B-1852 
7 
EM-2 
EM-3 
B-1811 
B-1811 
ST-4 
B-1801 
B-1553 
B-1834 

location 
KonTum(V-15) 
? 
Off S Vietnam 
Near China 
? 
South Vietnam 
Mt Paku, Taiwan 
Near Taipei 
Qui-Nhon 
? 
Near Penghu Island 
South Vietnam 
Near Pleiku (V-04) 
Dalat/Cam-Ly (V-08) 
Battambang 
Battambang 
South Vietnam 

fatalities 
0+2 

2 
6 

16 
24 
14 
0 

25 
31 
32 
0 
? 

? 
? 

Near An Loc, Vietnam 3 
Kompong Chong 
Near Taipei 

? 
6 

notes 
OpforAAM(B-1535) 

} [WDAC] or 
} [ASN] 

C-46 
Winner A/w 

Air Vietnam 
[WFJ] 

}[WDAC] 
}[Leeker] 
Op for AAM 
} [WDAC] or 
} [ASN] 

Air Cambodge 
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Above: China Airlines Douglas C-54G B-1803 c/n 36030 photographed at Taipei on 5 July 1968. Note the later colour scheme compared with B-
1811. (Leon Callaghan via Ian D. Johnson collection) 

27Feb80 707-309C B-1826 Manila 2 
19Feb85 747SP-09 N4522V Near San Francisco 0 
16Feb86 737-281 B-1870 Near Makung 13 
260ct89 737-209 B-180 Near Hualien 54 
29Dec91 747-2R7F B-198 Near Wanli 5 
07Dec92 MD-11 B-150 Near Kushimoto 0 
04Nov93 747-409 B-165 Hong Kong 0 
26Apr94 A300B4-622R B-1816 Nagoya 264 
16Feb98 A300B4-622R B-1814 Taipei 196+7 
22Aug99 MD-11 B-150 Hong Kong 3 
25May02 747-209B B-18255 Near Penghu Island 225 
20Aug07 737-809 B-18616 Okinawa 0 
[ASN; WDAC p.276] 

or 56 [WDAC] 

or 263 [WDAC] 

Chronology 

1959 
1961 
1962 
1966 
1967 

1968 
1969 

1970 
1971 
1974 

1975 
1976 
1979 
1981 
1982 
1984 

December 10 

October 
December 1 
April 1 
October 
January 
January 1 
January 22 
February 2 
October 25 
June 1 
September 15 
October 
October 11 
April 
January 
May 10 
April 1 
April 12 

China Airlines founded 
Permission given to operate domestic services 
Scheduled service started between Taipei and Taitung 
First international service from Taipei to Saigon 
Boeing 727 service opened to Tokyo and Hong Kong 
Replaced CAT on routes to Seoul and Manila 
Replaced CAT on routes to Bangkok, Kuala Lumpur and Singapore 
CAL took over route to Okinawa 
CAL became a member of IATA 
CAL introduced Dynasty Service on Taipei-Osaka-Tokyo-San Francisco route 
PRC replaced ROC as officially recognised member of UNO, ROC expelled from ICAO 
CAL started an all-cargo service to the USA 
CAL withdrew from IATA 
CAL resumed flights to Japan 
CAL started service to Saudi Arabia 
Boeing 747SP introduced on nonstop service to San Francisco 
Cargo service extended to New York via Fairbanks 
Cargo service to Luxembourg via Singapore and Dubai 
CAL introduced luxury Dynasty Class on all routes 
CAL opened a Taipei-New York-Amsterdam route, inaugurating a round-the-world service 

(See also www.china-airlines.com/en/about/about-1-1.htm) 

This article will be concluded, with Abbreviations, Acknowledgements and References in the Winter edition of Archive 

2013/122 

http://www.china-airlines.com/en/about/about-1-1.htm


The First Bulgarian Civil Aircraft Register 
1924-1929 

On 4 October 1918 orders were issued for the demobilisation of the 
Bulgarian Army. The First World War was over and the Bulgarian Air 
Force, the Vozdukhoplavatelna druzhina, was reduced to two small 
squadrons stationed at Buzhurishche outside Sofia and a seaplane 
station at Varna. On 27 November 1919 the Bulgarian Government 
signed the Peace Treaty of Neuilly. Military aviation was transformed 
into the Zhandarmeriisko aeroplanno otdelenie (Police Aviation 
Department), officially for customs and air police duties, but soon this 
unit had to be disbanded as well. 

In October 1921 Colonel Arthur M Longmore, head of the Inter-Allied 
Aeronautical Commission of Control (IAACC) in Bulgaria, submitted the 
Commission's final execution report. The other members of the IAACC, 
which had operated in August-November 1920, were French 
Lieutenant Colonel Menard and Captain Poupon, Italian Major Coronati 
and Captains Lodi and Catanzare, Japanese Captain Fujie, and British 
Lieutenant Pilots Leslie and Daly. The Bulgarian Government request-
ed permission to keep some military personnel for the administration of 

Below: A rare image of Caudron C.59 B-BETA in the workshop, prob-
ably of DAR. (Lennart Andersson Collection) 

by Lennart Andersson 
Left: This evocative line-up of 
DAR U-1s at Buzhurishche. 
headed by B-BAXA, gives an 
indication of the lively interest 
in aviation in Bulgaria in the 
1920s. (Nikolay Bakalov 
Archive) 

the Buzhurishche aerodrome 
and this was approved, but 
the authorization reduced per-
sonnel strength to five officers 
and 22 non-commissioned 
officers. By September 1921 
all aircraft and engines had 
been assembled at 
Buzhurishche, also the float-
planes from Varna seaplane 
station, and with the excep-
tion of 47 outdated low power 
French engines, everything 
was destroyed. 

Nevertheless, a new 
Aeronautical department 
(Otdelenie za vozdukhopla-
vanie) was quietly created 
and Asen Yurdanov Agov was 
appointed director. In order 
emphasize its civil character it 
was placed, not under the 
Ministry of War but under 

Ministry of Railways, Posts and Telegraphs (Ministerstvoto na 
zheleznitsite, poshchite i telegrafite). Parts from a number of aircraft 
had been hidden at different places and had not been discovered by 
the IAACC. In addition some engines and useable parts had been sal-
vaged from aircraft destroyed by the IAACC and had been hidden as 
well and in 1921 these parts saw the light again and the first two "new" 
aircraft were assembled. By a special order these aircraft, an Albatros 
C.lll and a DFW C.Va, were assigned to the Otdelenie za vozdukho-
plavanie in April 1922 and some time later a 'reborn' Fokker D.VII 
joined them. 

Practically all aircraft that were operated in Bulgaria in the 1920s were 
state-owned and if military aviation had been allowed they would have 
carried military markings instead of civil registrations. Somewhat sur-
prisingly, Bulgaria's former enemies France and Great Britain were the 

Below: DAR (Darzhavnata Aeroplanna Rabotilnitsa, or State Aircraft 
Workshops) was set up as a maintenance organisation but soon pro-
duced the first indigenous Bulgarian design, the DAR-1 2-seat tourer/ 
trainer designed by Hermann Winter. (Nikolay Bakalov Archive) 
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Above: A magnificent collection of DAR-2s arranged with parade-
ground precision. (Nikolay Bakalov Archive) 
Right: Bristol 88 Tourer B-BEHA was one of the first aircraft on the new 
Bulgarian register in April 1924. (Nikolay Bakalov Archive) 

first to supply new aircraft and engines. It seems that political will to 
intervene was lacking, although when an order for training aircraft was 
placed in Germany, where aviation was strictly suppressed, it had to be 
cancelled. 

In the meantime interest had centred on a British type, the Bristol 88 
Tourer. This was a civil version of the Bristol Fighter, which was nor-
mally powered by the 400 hp Jupiter engine, and it had been fitted with 
a low-power engine in order to conform to the technical restrictions 
imposed on Bulgarian aviation. Engines over 200 hp were not permit-
ted and therefore Bulgaria was offered a version with the 180 hp 
Wolseley Viper. Orders were finally placed for three Bristol Tourers and 
two Viper-powered Avro 552 floatplane variants of the two-seat Avro 
504K. These aircraft were ready for delivery in December 1923, but the 
necessary certificate that they were in agreement with the technical 
restrictions were delayed. In the meantime orders had been placed in 
France for a total of six Caudron C.59s, four Hanriot HD 14s and four 
Potez VIIIs. These aircraft probably arrived in December 1923 when a 
flying school was opened at Buzhurishche. 

Bulgaria had originally been allocated nationality marks Z-B by the 
International Commission for Air Navigation (ICAN), but this was 
changed to B-B on 26 June 1923 and in July Bulgaria acceded to the 
International Air Traffic Convention. When a Bulgarian civil aircraft reg-
ister was introduced early in 1924 all aircraft at Buzhurishche received 
civil registration marks on the pattern B-Bxxx. Prior to this the French 

Below: Potez XVII B-BPEM with Lorraine Db engine of 400hp. 
Right: A flight of four Potez XVIIs led by B-BPEM. This type was basically 
an observation aircraft and although they appear to be carrying bombs 
under the fuselage, these are actually Lamblin radiators for the Lorraine 
engines, (both via JM Collection) 

aircraft had been marked as military aircraft with national insignia in the 
form of white/green/red roundels on the wings and vertical 
white/green/red stripes on the rudder and serial numbers. 

The International Radio Telegraph Convention, that was signed on 25 
November 1927 and became effective from 1 January 1929, assigned 
the nationality mark "LZ" to Bulgaria and aircraft with old registrations 
that were still active were re-registered about 1930. When this hap-
pened, for example B-BISA was changed to LZ-ISA. 

With the exception of the two Junkers F 13s, which belonged to the 
Bounavad airline company, all Bulgarian-registered aircraft were 
owned by the state. As far as known no original register documents or 
journals are available, which means that information had to be gathered 
from other sources in this attempt to reconstruct the register. This also 
means that this register is incomplete and any additions are welcome. 
The registrations are presented in chronological order. 
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Above: A pair of Avro 552 seaplanes. B-BAHA and B-BBAH, probably 

taken at Varna seaplane station. (Nikolay Bakalov Archive) 

c/n 6383, 4.1924 B-BECA Bristol 88 Tourer, 
Crashed and destroyed 

B-BEHA Bristol 88 Tourer, 

B-BEPA Bristol 88 Tourer, 

B-BACO Caudron C 59, 

B-BETA Caudron C 59, 

B-BETR Caudron C 59, 

B-BYTO Caudron C 59, 

B-BYTR Caudron C 59, 

c/n 6384, 4.1924 

c/n 6385, 4.1924 

5.1924 

5.1924 

5.1924 

5.1924 

5.1924 

Above and Below: Two examples of the Letov S.18, both probably 
taken at Buzhurishche airfield. (B-BIPO, Nikolay Bakalov Archive; B-
BITA, Lennart Andersson Collection) 

B-B Caudron C 59, 5.1924. 
This aircraft had possibly been written off before registration marks 
were allocated. 

B-BILO Hanriot HD 14, 

B-BONA Hanriot HD 14, 

B-BRAT Hanriot HD 14, 

B-B Hanriot HD 14, 
5.1924. 
(B-BIKI, B-BODA and B-BRAZ have 
been reported for Hanriot HD 14s, but 
are suspect and cannot be confirmed 
by photos.) 

B-BLEN Potez VIM, 
5.1924 

B-BODR Potez VIII, 
5.1924 

B-BETE Potez VIII, 
5.1924 

Right: Another workshop view, taken 
in the repair shop at Buzhurishche, 
showing DAR-1 B-BIKA and Fokker 
D.VII B-BIXP. (Lennart Andersson 
Collection) 
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B-BUEN PotezVIM, 

B-BAHA Avro 552, 

5.1924 

5.1924 

5.1924. B-BBAH Avro 552, 
(Registration not confirmed) 
One of the Avro 552s crashed on 18.9.1924 

B-BIXP FokkerDVII, 1924 

B-BEPK Bristol 83B Trainer, c/n 6936, 4.1926 

B-BEBA Bristol 88A Tourer, c/n 6937, 5.1926 

B-BETO Bristol 88A Tourer, c/n 6938, 5.1926 

B-BEKA Bristol 88A Tourer, c/n 6939, 5.1926 

B-BIBO LetovS18, 
To L-ZIBO (!) 

1926 

Left: Junkers 
F.13de B-BUNB 
was c/n 2005 reg-
istered in June 
1927. It subse-
quently served in 
several other 
countries. (Volker 
Koos collection) 
Below Right: 
Fokker D. VII B-
BIXP (Nikolay 
Bakalov Archive) 
Below Left: 
Potez VIIIB-
BLEN (Nikolay 
Bakalov Archive) 

B-BIDA 
LetovS 18, 1926 

B-BIHO 
LetovS 18, 1926 

B-BIKO 
LetovS 18, 1926 

B-BILA 
LetovS 18, 1926 

B-BIPO 
LetovS 18, 1926 

B-BISA 
LetovS 18, 1926 
To LZ-ISA 

B-BITA 
LetovS 18, 1926 

Left and Below: Two unfortunate aircraft. Bristol Tourer B-BECA 
crashed on an unknown date and was destroyed (Lennart Andersson 
Collection): Junkers F.13fe B-BUNA survived this incident and subse-
quently returned to Germany. (Volker Koos collection) 
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B-BITO 
LetovS 18, 1926 

B-BIXO 
LetovS 18, 1926 

B-BPAK* 
Macchi M 18/2000, 1926 

B-BPAM 
Macchi M 18/2000, c/n 3595, 1926 

B-BPEC 
PotezXVII A2, c/n 1, 1926 

B-BPEH 
PotezXVII A2, c/n 3, 1926 

B-BPEK 
Potez XVII A2, c/n 2, 1926 

B-BPEM 
PotezXVII A2, c/n 4, 1926 

B-BPET 
PotezXVII A2, c/n 5, 1926 
To LZ-PET 

B-BPEX 
PotezXVII A2, c/n 6, 1926 
To LZ-PEX 

Above: A line-up of Potez XVIIs. Bulgaria acquired six of these in 1926 
and. although clearly a military type, civil registrations were assigned. 
(Lennart Andersson Collection) 

B-BAKO 
DAR U-1 (DFW C Va), c/n 4, 1926 

B-BATO 
DAR U-1 (DFW C Va), c/n 5, 1926 

B-BAXA 
DAR U-1 (DFW C Va), c/n 6, 1926 

B-BATE 
DAR U-1 (DFW C Va), c/n 7, 1926 

B-BIKE 
DAR-1, c/n 10, 1926 
To LZ-IKE 

B-BIKA 
DAR-1, c/n 11, 1926 

B-BIKB 
DAR-1, c/n 12, 1926 

B-BIKC 
DAR-1, c/n 13, 1926 

B-BIKD 
DAR-1, c/n 14, 1926 

B-BACA 
DAR U-1 (DFW C Va), c/n 1, 11.1926 

B-BAPA 
DAR U-1 (DFW C Va), c/n 2, 1926 

B-BATA 
DAR U-1 (DFW C Va), c/n 3, 1926 

B-BIKF 
DAR-1, c/n 15, 1926 
To LZ-IKF 

B-BIKH 
DAR-1, c/n 16, 1926 

B-BIKK 
DAR-1, c/n 17, 1926 

Below: The DAR-1 was the first truly indigenous Bulgarian design. It was a 2-seat tandem primary trainer known as the Peperuda (Butterfly). B-
BIKD c/n 14 was one of the first dozen built with 65hp Walter radial engines in 1926. and these were followed by eight uprated DAR-1 As, as illus-
trated by B-BIKU c/n 29, built in 1928. (B-BIKD via JM Collection, B-BIKU Lennart Andersson Collection) 
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Above Left: The first DAR Uzunov-1 B-BAPA outside the State Aircraft 
Workshop at Buzhurishche The aircraft was a copy of the German 
DFW C Va powered by a 200hp Benz-IV engine, and used as a trainer 
or for reconnaissance and bombing, (via JM Collection) 
Above Right: The surviving B- registered aircraft were re-registered 
into the new LZ- sequence during 1930. B-BPET is seen as LZ-PET in 
this photograph. (Lennart Andersson Collection) 

B-BIKL 
DAR-1,c/n 18, 1926 

B-BIKN 
DAR-1, c/n 19, 1926 

B-BIKM 
DAR-1, c/n 20, 1926 

B-BIKI 
DAR-1, c/n 21, 1926 

B-BOPA 
DAR-2 (Albatros C III), c/n 22, 1926/1927 

B-BOPB 
DAR-2 (Albatros C III), c/n 23, 1926/1927 

B-BOPC 
DAR-2 (Albatros C III), c/n 24, 1926/1927 

B-BOPD 
DAR-2 (Albatros C III), c/n 25, 1926/1927 

Below: 12 DAR-2s were built in 1926-27, based on the Albatros C-lll. 
(Nikolay Bakalov Archive) 

B-BOPE 
DAR-2 (Albatros C I 

B-BOPF 
DAR-2 (Albatros C I 

B-BOPI 
DAR-2 (Albatros C I 

B-BOPK 
DAR-2 (Albatros C I 

B-BOPL 
DAR-2 (Albatros C I 

B-BOPM 
DAR-2 (Albatros C I 

B-BOPN 
DAR-2 (Albatros C I 

B-BOPO 
DAR-2 (Albatros C I 

), c/n 26, 1926/1927 

), c/n 27, 1926/1927 

), c/n 28, 1926/1927 

), c/n 29, 1926/1927 

), c/n 30, 1926/1927 

), c/n 31, 1926/1927 

), c/n 32, 1926/1927 

), c/n 33, 1926/1927 

B-BUNA 
Junkers F 13fe, c/n 2003, 5.1927 
Ex D-1203. Bounavad, named Lastovitsa'. Cancelled 1928, to M-
CEEA 22.11.1928, later D-1203. 

B-BUNB 
Junkers F 13de, c/n 2005, 6.1927 
Bounavad. Cancelled .1930, to G-ABDD 16.7.1930, later D-1949, D-3, 
ZS-AEA and SAAF '259'. 

B-BIKP 
DAR-1 A, c/n 35, 1928 

B-BIKR 
DAR-1A, c/n 36, 1928 

B-BIKS 
DAR-1 A, c/n 37, 1928 

B-BIKT 
DAR-1 A, c/n 38, 1928 

B-BIKU 
DAR-1A, c/n 39, 1928 

B-BIKV 
DAR-1A, c/n 40, 1928 

B-BIKX 
DAR-1 A, c/n 41, 1928 

B-BIKZ 
DAR-1 A, c/n 42, 1928 

B-B 
Klemm L 20 Bl, c/n 36, 7.1928 
ExD-1244 
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Above: The sole example of the Focke-Wuif A 20a with 200hp 
Siemens-built 9-cyl Wright Whirlwind radial was manufactured in 1928 
as D-1482. The four-seater transport became B-BROS in 1930. (via JM 
Collection) 

Below: Another example of a 1930 re-registration, the first DAR-1, B-

BIKE c/n 10. is seen here as LZ-IKE fitted with a ski undercarriage for 

use on snow-covered airfields, (via JM Collection) 

Above: The DAR-3 Garwan was originally an open-cockpit trainer with 
a Lorraine-Dietrich engine but this was changed to a Gnome-Rhone 
radial as fitted to B-BDIA and later versions had enclosed canopies, 
(via JM Collection) • 

B-BDIA 
DAR-3, c/n 34, 1929 
To LZ-DIA 

B-BUDA* 
DAR-5, c/n 44, 1930 
To LZ-UDA 

B-BROS 
Focke-Wuif A 20a, c/n 52, (7).1930 
Ex D-1482. Named Rozenius'. To 
LZ-ROS. 

Left: Bristol 88 Tourer B-BEPA was 
c/n 6385. as is clearly visible in this 
photograph. It was one of the first 
aircraft registered in Bulgaria in 
April 1924. (Nikolay Bakalov 
Archive) 
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F-1922 The French Civil Aircraft 
Register from 1922 part 36 
By Bernard Martin, Dave Sparrow and Robert Esperou 

F-Uodate 1931 (contined) 

New Registrations: 

2813 F-ALIT Potez 36/13 
M.Crochet, Paris. (27.5.31) 

589 F-ALIU Breguet-Latecoere 14 
Regd in original series, not replaced 

2352 

6389 

Above: This Renault-engined Potez 36 F-ALJC. one of a large batch 
built in 1931, was imported into the UK in June 1931 for use by C D 
Barnard's Air Displays. Allocated the registration G-ABNB. for the Earl 
of Halsbury, it nevertheless retained its French marks throughout the 
summer season and then returned to France, (via JM Collection) 

2877 F-ALJG Potez 36/14 
M.Pierre Blanchet, Marseille. (15.7.31) 

2363 

2833 F-ALIV Potez 36/13 2353 
Club de Tourisme Aerien, Rabat, Morocco. (5.6.31) Destroyed 
7.12.32. 

2836 F-ALJH Potez 36/14 2364 
Aero-Club de Beauvaisis, Beauvais. (10.6.31) 

2851 F-ALJI Potez 36/14 
Pierre Vedy, Paris. (26.6.31) 

2365 

2829 F-ALIX Potez 36/13 
M.Bouesse, Paris. (3.6.31) 

2811 F-ALIY Potez 36/14 
M.Lamur, Oran. (22.5.31) 

2354 

2355 

2830 F-ALIZ Potez 36/13 2356 
Raoul Ayribier, Sidi-Bel-Abbes, Algeria. (3.6.31) 

2810 F-ALJA Potez 36/14 2357 
M.Langlois, Tourville, Port Audemer (Eure). (22.5.31) 

3092 F-ALJB Potez 36/15 2358 
Societe des Aeroplanes H Potez, Paris. (15.3.32) 

2831 F-ALJC Potez 36/17 2359 
Societe des Aeroplanes H.Potez, Paris. (4.6.31) Intended sale as 
G-ABNB 1931, ntu. Sold abroad 10.34. 

2867 F-ALJD Potez 36/13 
Union des Pilotes Civils, Paris. (6.7.31) 

2360 

2919 F-ALJJ Potez 36/13 2366 
Georges Alberge, Sidi-Bel-Abbes, Algeria. (10.8.31) 

2874 F-ALJK Potez 36/13 2367 
M.Coen, Sidi-Bel-Abbes, Algeria. (10.7.31) 

2864 F-ALJL Potez 36/13 2368 
Georges Averseng, El Affroun, Algeria. (6.7.31) 

F-ALJM(1) Potez 36/13 2369 
NTU and regd F-ACCP to ministere de I'Air 10.31. 

2928 F-ALJM(2) Potez 36/13 2479 
Aero-Club de I'Allier, Montlugon. (20.8.31) "Ville de Montlugon" 

2884 F-ALJN Potez 36/13 2370 
M.Henri Falcon, Sidi-Bel-Abbes, Algeria. (16.7.31) 

2835 F-ALJO Potez 36/13 2371 
Aero-Club de Cannes, Cannes (A.M.). (9.6.31) Destroyed 1.34 

2843 F-ALJE(2) Potez 36/13 2361 
M.FIinois, Saida, (Algeria). (17.6.31) Destroyed 3.33. 

2868 F-ALJF Potez 36/13 
Girard Delorme, Oran, Algeria. (6.7.31) 

2362 

2904 F-ALJP Potez 36/13 
Lucien Bourdin, Paris. (28.7.31) 

2869 F-ALJQ Potez 36/13 
Albert Semirot, Paris. (6.7.31) 

2372 

2373 
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Above, left: Another Potez 36 to 
be seen in the UK was F-ALKM 
which arrived at Croydon on 9.9.31 
and stayed until 23.11.31. 
Above, right: Farman 280 trimotor 
F-ALKR became type 281 after 
changing from Salmson radials to 
4-cyl Renault in-line engines. It 
was used by SGTA for the Paris -
Berlin night post in 1933. 
Left: Farman 235 no. 1 with 100hp 
Hispano-Suiza engine and Ratier 
metal propeller was a high-speed 
open cockpit tourer. 
(All via JM Collection) 

2865 F-ALJR Potez 36/13 2374 
Aero-Club de Brioude, Brioude. (6.7.31) "Ville de Brioude" 

2856 F-ALKH Potez 36/13 2389 
Mile Suzanne Perret, Chambon-sur-Voueize (Creuze). (1.7.31] 

2905 F-ALJS Potez 36/13 
Jean Claude, Paris. (28.7.31) 

2375 2885 F-ALKI(2) Potez 36/13 2390 
Etabl. Saint-Didier, Paris. (16.7.31) Re-regd as F-APKI 9.35. 

2878 F-ALJT Potez 36/14 2376 
Club d'Aviation de Cannes, Cannes. (15.7.31) 

2894 F-ALKJ Potez 36/14 2391 
Sarazin Abel, Azrou, Morocco. (23.7.31) 

2879 F-ALJU(2) Potez 36/13 
Henri Possien, Paris. (15.7.31) "Eole" 

2377 2945 F-ALKK Potez 36/14 2392 
Aero-Club de Tunisie, Tunis. (28.8.31) "Yval" 

2880 F-ALJV Potez 36/14 2378 
Aero-Club de la Somme, Abbeville. (15.7.31) 

2870 F-ALKL Potez 36/13 2393 
Michel Vernier, Mouvaux, Nord. (6.7.31) 

3033 F-ALJX Potez 36/15 2379 
Societe des Aeroplanes H.Potez, Paris. (11.12.31) 

2953 F-ALKM Potez 36/17 2394 
Societe des Aeroplanes H.Potez, Paris. (9.9.31) 

2852 F-ALJY Potez 36/14 
Marcel Dhorme, Nanterre. (26.6.31) 

2380 2907 F-ALKN Potez 36/13 2395 
Aero-Club de Boulogne-sur-Mer, Boulogne-sur-Mer. (28.7.31) 

2853 F-ALJZ Potez 36/14 2381 
Paul Marchal, Hayange, Moselle. (26.6.31) 

2921 F-ALKO Potez 36/14 2396 
Societe des Aeroplanes H.Potez, Paris. (10.8.31) 

2892 F-ALKA(2) Potez 36/14 2382 
M.Barny de Romanet P., Picard, Oran. (23.7.31) 

2882 F-ALKP Potez 36/14 
Lucien Delorme, Paris. (15.7.31) 

2397 

2893 F-ALKB Potez 36/14 2383 
M.Milhe-Poutingon, Lourmel, Oran. (23.7.31) 

2818 F-ALKQ Farman 190 55/7299 
Cie Air Union, Paris. (29.5.31) To Spanish Republicans 10.36. 

2906 F-ALKC Potez 36/14 2384 
Ivan Tandonnet, Mostaganem, Algeria. (28.7.31) 

unkn F-ALKR Farman 280 1 
SGTA; built 1931. Type change to Farman 281. 

2881 F-ALKD Potez 36/13 2385 
Maurice Bequet, Deauville. (15.7.31) "Happy" 

2796 F-ALKS Morane 181 17 
Cie Francaise d'Aviation, Boulogne-sur-Seine. (8.5.31) 

2930 F-ALKE(2) Potez 36/13 2386 
Aero-Club du Nivernais, Nevers. (20.8.31) "Mickey" 

unkn F-ALKT Sopwith 1.A2 
1928 rebuild, details unknown. 

2920 F-ALKF Potez 36/14 
Gines Marcia, Oran. (10.8.31) 

2387 3075 F-ALKU(2) Hanriot 14 182 
Lionel Laborde, Bordeaux. (16.2.32) Destroyed 7-12.32. 

2889 F-ALKG Potez 36/14 2388 
Aero-Club de Cherbourg, Cherbourg. (21.7.31) "Quand Meme" 

unkn F-ALKV CAMS 58-0 01 
CAMS. Used by Air France for trials only .33. 
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Right: Prototype of the successful 
Caudron 270 Luciole series. F-ALLK was 
operated by the Club des Jeunes Ailes 
by the end of 1931. 

Below, left: The first type to carry the 
Marcel Bloch designation, the Bloch 61 
F-ALLO was used on night postal ser-
vices. 
Below, right: Farman 352H F-ALLT was 
a converted model 234. It is seen here at 
the Farman floatplane base at Le Pecq 
on the Seine, west of Paris. 
(All via JM Collection) 

2802 F-ALKX Morane Moth 60M 37 
Pierre Michelin, Clermont-Ferrand. (20.25.31) 

2887 F-ALLL Caudron 272 Luciole 
Rene Caudron, Issy. (21.7.31) 

1/6556 

2903 F-ALKY Farman 234 
Jean Lesourd, Paris. (28.7.31) 

3203 F-ALKZ Farman 235 
M.Rabatel, Paris. (9.7.32) 

6/7301 

1/7303 

3001 F-ALLM Caudron 273 Luciole 1/6557Les 
Roubaisiennes, Roubaix. (27.10.31) "L'Oiseau blanc" 

3089 F-ALLN Schreck FBA.271-HMT2 2/1378 
L.Schreck, Argenteuil. (11.3.32) 

Ailes 

unkn F-ALLA(2) Weymann CTW.201 1 
Two-seat autogyro, f/f 4.31. No further details. 

unkn F-ALLB Nieuport 44 
Nieuport-Delage. Built 1924. 

2801 F-ALLC Hanriot 14-22 P.11 
Paul Baude, St Martin-d'Hardinghen par Fauquenberg, 
Calais. (15.5.31) Reconstruction, 1931. 

2925 F-ALLD Farman 202 8/7304 
Societe Avions H-M & D Farman, Billancourt. (19.8.31) 
IV", later "Canrobert" 

2823 F-ALLO Bloch 61 
Marcel Bloch, Paris. (2.6.31) 

2873 F-ALLP Breguet 284T 
Cie Air-Union, Paris. (9.7.31) 

2969 F-ALLQ Breguet 284T 
Cie Air-Union, Paris. (21.9.31) 

02 

8 

Pas de 

"Kissou 
2995 

F-ALLR Nothing known 

F-ALLS Farman 232 3/7311 

2949 F-ALLE(2) Farman 202 
M.Lucien Bezard, Le Mans. (4.9.31) 

9/7305 

Arthur Coadou, Trebeurden, C6tes-du-Nord. (19.10.31) 

3245 F-ALLT Farman 234 8/7312 
Albert de la Hubaudiere, Paris. (5.9.32) Converted to F.352 c/n 
1/7312, then F.352H c/n 2/7312. Destroyed 5.33. 

3609 F-ALLF Farman 236 1/7306 
Societe des Avions HMD Farman, Billancourt. (8.11.33) Became 
Farman 361 no.1. 

2948 F-ALLU(2) Farman 231 
Roger Metayer, Clamart. (3.9.31) 

43/7313 

2860 F-ALLG Farman 234 
M.Edouard Meyer, Casablanca. (1.7.31) 

2841 F-ALLH Farman 202 
Roger du Chesne, Angers. (16.6.31) 

152 F-ALLI Salmson 2-A2 
Regd in original series, not replaced 

7/7308 

10/7309 

3035 F-ALLV Farman 232 4/7314 
Robert Rhein, Territoire de Belfort. (15.12.31) 

2825 F-ALLX Hanriot 14 CA-2 
Raoul Vidal, Carcassonne. (2.6.31) Rebuilt 1928 aircraft. 

2857 F-ALLJ Caudron 193 

786 

7/6479 

2861 F-ALLY Farman 234 
Maurice Arnoux, Montrouge. (3.7.31) 

unkn F-ALLZ Hanriot 14 
Mile. Perret. Built 1921. 

9/7316 

1201 

Ex G-ABFX, ex F-AJSI. Marcel Palayret, Paris. (1.7.31) 

2886 F-ALLK Caudron 270 Luciole 1/6555 
Rene Caudron, Issy. (20.7.31) 

3221 F-ALMA(2) Farman 238 1/7315 
Georges Lebeau, Paris. (3.8.32) Converted to F.353 c/n 1/7315. 
Destroyed 5.34. 
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Left: F-ALMA as the Gipsy 
III engined Farman 353 
wearing an international 
competition number K7. 

Below, left: The single-seat 
Farman 236 which was used 
by Lena Bernstein following 
her accident of 31.5.31. 
Below, right: F-ALME was 
a Farman 351 Renault-
powered cabin version of the 
series. 
(All via JM Collection) 

unkn F-ALMB Farman 236 3 
Societe des Avions HMD Farman, Billancourt. Built 1931. 

2842 F-ALMC Hanriot 14/22 P. 13 
M. Jacques Henon, Charleville. (16.6.31) 

2917 F-ALMD Farman 202 11/7318 
Ernest Marechalat, Lyon. (7.8.31) 

3302 F-ALME Farman 231 47/7319 
Societe des Avions HMD Farman, Billancourt. (24.1.33) Converted 
to Farman 351 c/n 1/7319. 

3209 F-ALMF Lorraine Hanriot 42 1 
Societe Generale Aeronautique, Paris. (16.7.32) Abandoned in fog 
nr Etampes & cr 31.8.32. 

2955 F-ALMG Farman 234 10/7320 
Joseph Maria, Casablanca. (9.9.31) "Le Colibri" 

2883 F-ALMH Farman 234 11/7321 
Gabriel Baudet, Le Perreux. (16.7.31) Converted to Farman 352 
9.32 c/n 2/7321 

3301 F-ALMJ Lorraine Hanriot 30 01 
Societe Generale Aeronautique, Paris. (16.1.33) 

2937 F-ALMK Farman 234 12/7322 
Mile Alexia Plunian, Paris. (27.8.31) Converted to Farman 359 
6.33, c/n 1/7322. Crashed on slopes of Mt Kilimanjaro 19.4.35. 

2872 F-ALML Morane Moth 60 39 
Aero-Club de Boulogne, Boulogne-sur-Mer. (9.7.31) 

2923 F-ALMM Caudron 270 Luciole 
Eugene Bonnet, Algiers. (13.8.31) 

2/6559 

153 F-ALMI SalmsonA-2 
Regd in original series, not replaced 

1098 

2902 F-ALMN Caudron 272 Luciole 2/6560 
Fernand Tailler, Wattrelos, Nord. (27.7.31) 

2943 F-ALMO Caudron 272 Luciole 3/6561 
Aero-Club de Cochinchine, Saigon. (28.8.31) 

2944 F-ALMP Caudron 272 Luciole 4/6562 
Aero-Club de Cochinchine, Saigon. (28.8.31) 

2918 F-ALMQ Caudron 270 Luciole 3/6563 
Gaston Preux, Caudry, Nord. (10.8.31) 

3058 F-ALMR Caudron 272 Luciole 5/6564 
Aero-Club de Picardie, Amiens. (20.1.32) 

2956 F-ALMS Caudron 270 Luciole 4/6565 
Aero-Club de Romans, Romans, Drome. (11.9.31) 

To be continued. 

Left: The Lorraine-Hanriot 
LH-42 seen before the regis-
tration F-ALMF was applied 
to the front fuselage. On 
31.8.32 it broke the world 
500 km class record with a 
speed of 285 km/hr (177 
mph) but SGA chief pilot 
Marcel Haegelen had to 
bale out due to fog and the 
aircraft was destroyed, 
(via JM Collection) 

2013/133 



Pre-War British Gliders: Part 2 
From 1923 to 1940: BGA 100 to 137 

Richard Cawsey 

Above:. To illustrate the introduction of the BGA registration system 
for gliders in 1930, a photograph of W L Manuel's Willow Wren BGA 
162, known as the "Yellow Wren". This much-rebuilt glider, the oldest 
surviving British sailplane, is preserved in the Gliding Heritage Centre 
at Lasham. (Richard Cawsey) 

Gliders in use 1923-1929 

After the 1922 Itford competition, interest in gliding waned, further 
efforts instead being channelled into developing low-powered ultralight 
aeroplanes, popularised by the Lympne 'motor glider competitions' of 
1923-26. Only a handful of gliders were built during the remainder of 
the 1920s: 

Granger 
Monoplane with Avro wings, by brothers Richard Francis 

Turney Granger and Richard John Turney Granger, Nottingham; flown 
once in 1924; later converted to two-seat powered ground trainer "Pink 
Emu", 

Granger Linnet 
Biplane, b y R F T & R J T Granger, Nottingham, 1925; 

tested with 400cc A.B.C. engine at Hucknall 7.26; Experimental Light 
Plane Club .26; engine removed and flown as a glider near Nottingham 
in March 1930. Still active in July 1930. 

Hill Pterodactyl Mark I 
Tailless glider by Capt. Geoffrey T R Hill, built at Brookwood, 

Surrey, first flown 31.12.24; tested on the South Downs; later fitted with 
a 34hp Bristol Cherub III engine as Mk. IA J8067 and first flown 
2.11.25; preserved in the Science Museum, South Kensington. 

Leeming-Prince-Wood L.P.W. 
By John Leeming, Tom Prince & Clement Wood, built using 

Avro spares. Lancashire Aero Club; first flown at Alexandra Park aero-
drome, Manchester 24.5.24; crashed 9.24; rebuilt as a powered ground 
trainer with the Douglas engine and propellor from a Parnall Pixie and 
used at Woodford in 1925; later abandoned and broken up for firewood. 

Manuel 
Chanute-type biplane by Cpl. W L Manuel, first flown at 

Hawkinge 18.5.29; ground-tested in the slipstream of a Gloster Grebe; 
control lost and written off 10.29. 

UPDATE: - Handasyde glider 
The brief career of this glider following the Itford competition, 

and its final demise, were reported by the Torquay Times on 12 
January 1923. It was stationed at Babbacombe where a film provision-
ally titled 'The Hawk' was being made. Starring American actor Charles 
Hutchison, it was based on a novel 'The Hawk of Rede', but the film 
was later released with the snappier title of 'Hutch Stirs 'em Up'. After 
five weeks waiting for suitable weather, F P Raynham was launched off 
the cliffs at Walls Hill on 4.1.23, landing in the sea below. The glider 
was towed ashore at Oddicombe Beach. Two days later it was 
launched from the hill at the nearby golf links, piloted by the film's direc-
tor Frank Crane, but dived into the ground and was damaged beyond 
repair. The wreck was taken back to London by car. 

R i g h t 
Designer and 
pilot C H 
Lowe-Wylde 
was a leading 
figure in the 
revival of 
gliding in the 
1930s. He is 
seen here at 
the controls of 
his Primary 
glider G 101. 
(via JM 
Collection) 
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British Gliders 1930- 1940 

During the 1920s the sport of gliding had been steadily developing in 
Germany, but there was little interest in most other countries. Towards 
the end of 1929 coverage in newspapers and magazines led to this 
apathy suddenly ending, and an enthusiasm for gliding began to sweep 
around the world. 

On 4 December 1929 a 'gliding lunch' was held in London to bring 
together people interested in the idea, at which the British Gliding 
Association was provisionally created. The first gliding clubs were 
formed in early 1930. and well over fifty were active by the end of the 
year. The majority of early clubs were equipped with just a single 
primary glider, an elastic bungee rope and a group of willing members 
for launching and retrieving. In many parts of the country it was the 
inhabitants' first encounter with aviation of any kind, and the early flying 
meetings attracted crowds of spectators. 

The most energetic of the early manufacturers was C H Lowe-Wylde, 
who formed the British Aircraft company (B.A.C.). Moving away from 
German practice, he developed a series of glider designs, and perfect-
ed a system of auto-towing from flat airfields, using a Bentley car, 
touring the country during 1931 giving demonstrations. 

In June 1931 the first aerotows in Britain took place, in connection with 
the Daily Mail competition for the first cross-channel glider flight. 

By the end of 1931, the economic depression was beginning to have an 
effect even on activities like gliding which could be run relatively 
cheaply. Members drifted away after the initial novelty had worn off; 
once the glider had been damaged many clubs no longer had the 
resources to repair it, and only a handful of clubs, mostly those with 
good hill-soaring sites, survived through 1932 and 1933. The chief of 
these was the London Gliding Club at Dunstable, which continued to 
expand and pioneered the development of thermal soaring and cross-
country flying in Britain. 

Below and Right: Two views of R F Dagnall's A.T.1 Primary G 102 
being prepared for launch as the ground crew walk out the bungee cord 
(below, via JM Collection) and Capt Latimer Needham launched at 
Tring where both he and Mr Lowe-Wylde gained the first two Royal 
Aero Club "A" certificates on 30th March 1930 for achieving straight line 
flights of at least 30 seconds duration. (Aeroplane via JM Collection) 

Above:. The Lowe-Wylde Primary BGA 101, based on a Zogling, which 
was successfully launched at Detling on 23rd February 1930. 
(Aeroplane via JM Collection) 

In 1934 a revival of interest in gliding coincided with Fred Slingsby's 
entry into the full-time business of manufacturing. A Government 
subsidy to clubs totalling £5000 a year from 1935 provided further stim-
ulus, and the achievements of UK sailplane pilots began to catch up 
with those on the continent. 

With the start of the war on 3 September 1939 all private flying was 
immediately prohibited, although gliding continued for a few months in 
scattered places under semi-official sanction, or where the authorities 
turned a blind eye. 

In June and July 1940 the Ministry of Aircraft Production Research 
Establishment at Worth Matravers in Dorset used ex-civilian sailplanes 
for Radio Direction Finding (radar) trials. This was followed by the for-
mation of the Central Landing Establishment and the Glider Training 
Squadron at Ringway in September 1940, which used a fleet of 
impressed sailplanes (principally Slingsby Kirby Kites) for airborne 
forces training, until military gliders could be developed for the purpose. 
Glider training for the Air Training Corps began with the first Elementary 
Gliding Schools using impressed gliders in mid-1942. 

British Gliding Association Register 1930 -1940 

The BGA number is the number of the Certificate of Airworthiness 
issued by the British Gliding Association to a glider. 

Following the formation of the Association, numbers began to be issued 
in March 1930: the first, number 101 was allocated to C H Lowe-
Wylde's first primary glider (numbers 1 to 100 not being used). 

Allocations have generally been sequential, although around 1932-34, 
a time when few new gliders were coming on the scene, previously-
lapsed numbers were re-used for most newly-certificated gliders, in 
particular for gliders taking part in the competitions at Sutton Bank on 1 
- 9 September 1934. 

Information on early BGA numbers is based on records which were re-
written early in 1935, and it is possible that a few aircraft cancelled 
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before that date were 
omitted. 

Before the war, the 
number, prefixed by a 'G' 
was commonly carried 
on a small metal plate 
attached to the glider, for 
example 'G 207'. In mid-
1938 the metal tag was 
replaced by a paper 
Certificate of 
Airworthiness, and the 
number prefixed by 
'BGA' to be marked in 
one-inch-high characters 
on the starboard side of 
the glider near the tail. 
The list had reached 
BGA 426 by early 1940, 
and no further numbers 
were issued until 1946, 
when the process contin-
ued with BGA 427. 

101 Lowe-Wylde Primary 5.8.30 
The first primary glider in Britain, designed by C H Lowe-

Wylde and built with the help of members of the Kent Gliding Club, 
which was formed on 4.1.30. The first flying meeting with this glider was 
at Detling on 23.2.30, and Lowe-Wylde gained Royal Aero Club gliding 
'A' certificate no. 1 at the London GC site at Tring on 30.3.30. Known 
as "Columbus", it has been described as a B.A.C. glider, although it 
pre-dated the formation of this company; it was normally flown by Kent 
GC at their site at the Old Race Course, Lenham, although it was used 
by a short-lived Eastchurch branch of the club in November 1930. 
Converted in February 1932 to take the club's damaged BAC II wings, 
with struts, it was reconditioned again the following year with the origi-
nal wire-braced wings refitted. The struts were fitted again in 1934, and 
it was still in use up until the outbreak of war in 1939. Impressed for the 
ATC during the war, becoming NF746 on 11.12.42, it was last record-
ed being used for ground-slides at no. 162 GS, Hamsey Green in 1953. 

102 R.F.D. Primary Type A.T.1 (AT.1) 3.30 
The first R.F.D. glider. Presented to the London Gliding Club 

by R F Dagnall, it was first tried out at a meeting at Stoke Park Farm, 
near Guildford on 16.3.30, when it was crashed by Reg Dagnall, who 
took it away and repaired it. The club established a base at Downs 
Farm, Aldbury, near Tring, where C H Latimer-Needham gained 'A' cer-
tificate no. 2 in A.T.1 on 30.3.30. Flying also took place at Ivinghoe 
Beacon from May 1930, but a final move was made to Dunstable in 
September. The R.F.D. was fitted with a nacelle in October 1931. It was 

Above: The prototype Brant Scud in January 1931. (via Phil Butler) 

still in use in February 1934, no longer with a nacelle. 

103 R.F.D. Primary Type A.T.1 (AT.2) 4.30 
Dorset GC: the club was founded on 3.4.30 and its first flying 

meeting was at Up Cerne on 16.5.30. Beginning on 21.6.30, activities 
moved to Maiden Newton, which was to remain the club's main base 
for the next eight years, although Yeovil aerodrome and a site at 
Chickerell, Weymouth were used in late 1930. Known as "Freddie", the 
R.F.D. was rebuilt several times, and first flown with a detachable 
nacelle on 10.5.36; it was completely wrecked when it stalled on a turn 
and crashed at Maiden Newton on 26.6.37. Rebuilt in early 1938, it was 
last flown in September, before being damaged when the hangar was 
wrecked in a gale at Maiden Newton in November 1938. 

104 B.A.C. II (102) 9.30 
North Staffordshire GC - supplied with an alternative fuse-

lage so it could be flown as either a B.A.C. II (primary) or III (sec-
ondary), the wings and tail being common to both. Delivered by C H 
Lowe-Wylde and demonstrated by him at an event organised by the 
club at The Cloud, Congleton on 14.9.30, when it was flown in both 
primary and secondary form. Club flying meetings were held at Wetley 
Common, near Cheadle in October 1930, and at The Downs Bank, 
Barlaston Downs, near Stone from 23.11.30. Last recorded when the 
B.A.C. II crashed at Bunster Hill, Dovedale on 28.6.31, although an 
ATC glider identified as '104' was at 5 GS, Fordoun around 1945. 

Below: An unidentified R.F.D. Primary, (via Phil Butler) 105 R.F.D. Primary Type A.T.1 (AT.3) 
Certificate of Airworthiness not issued; crashed; 

rebuilt as c/n AT.4 (see below) 

106 R.F.D. Primary Type A.T.1 (AT.4) 
5.30 

Nottingham GC, delivered 3.5.30; the first gliding 
meeting was at Oxton on 11.5.30, however the glider 
crashed the same day and club president Sydney A Currin 
broke his right leg. A replacement R.F.D. was delivered 
from Guildford on 17.5.30. Local villagers objected to their 
activities on a Sunday, so they had to move to a site at East 
Bridgford after a month. On 12.10.30 test flights were 
carried out at Winkin Hill, between Gotham and Sutton 
Bonnington. The club ceased flying in November 1930, 
although it was active for a time at East Bridgford in mid-
1931. The R.F.D.'s next appearance was when it was 
acquired through the B.G.A. by Imperial College GC, to be 
used at a camp at Gore Farm, Dorset. It arrived there from 
Nottingham on 14.9.32, but was unfortunately not in an air-
worthy state and could not be used at the camp. It was ren-
ovated and active at Dunstable from 15.10.32. 
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107 R.F.D. Primary Type AT. 1 (AT.5) 5.30 
Southdown Skysailing Club: the club was formed on 

23.6.30, with a site on a southwest-facing slope on Ditchling Beacon, 
five miles north of Brighton. This glider was first recorded with the club 
in October 1930, being kept at Standean Farm, at the bottom of the hill. 
Instructor Fit Lt Lee Roy Brown was seriously injured in an accident on 
4.1.31, but the glider was repaired by the following weekend. Flying 
meetings were held at Newmarket Farm, near Falmer in February 1931 
and at High Barn, Balsdean, near Rottingdean from February to March, 
with a return to Ditchling Beacon in April 1931. The Primary was still in 
use in October 1931, when it was joined by an unidentified nacelled 
R.F.D. which had been completed in the club workshops. Owner 
became the Southdown GC on 20.3.32 when the Southdown 
Skysailing Club and the Southern Counties Soaring Club were amal-
gamated. To Southdown club member S Wood in early 1933; later 
crashed. 

108 R.F.D. Primary Type AT. 1 (AT.6) 5.30 
Early history unknown, but it is likely this was the Surrey 

GC's first glider, first flown at Lockner Farm, Chilworth on 24.5.30. This 
machine was sold and replaced by G126 in October 1930, and may 
have been the glider placed on temporary exhibition in the Science 
Museum, South Kensington that month. To Preston and District Glider 
Club and first flown by chief instructor Fit Lt L E Falla at Green Hill, 
Darwen on 29.11.30. A site was established by the club in December 
1930 at Beacon Fell, seven miles north of Preston. The last flights here 
took place on 6.12.31, the glider was overhauled and the club resumed 
its activities on 13.3.32 at Middleton Sands, near Heysham, where it 
was soon supplemented by an unidentified streamlined and nacelled 
R.F.D. 

109(1) R.F.D. Primary Type A.T.1 (ATT) 5.30 
North Cotswold GC; the club was formed 8.4.30, and began 

flying on 22.6.30, the club's instructor Mr Horace Wright making the first 
hops; de Havilland Chairman Alan Butler provided the hangar and site: 
this was on the top of the Cotswold escarpment at Fish Hill, Broadway. 
Still active in July 1931. The number was reissued as below. 

109(2) R.R.G. Prufling 
German-built by Segelflugzeugbau Kassel; operated by the 

Left: Prufling of the Lancashire Aero Club after 
a slight accident at an inter-club gliding match at 
Ivinghoe Beacon in July 1930. It was only slight-
ly damaged and later became G109. Pilot Percy 
Michelson is being lowered by a rope from a tree. 
(Richard Cawsey Collection via Phil Butler) 

Gliding Section of the Lancashire Aero Club, 
based at Woodford, and first test-flown on 6.4.30. 
While being flown by club chairman Basil Meads 
on 14.9.30, it hit an obstruction on landing and 
cartwheeled, broke its back and damaged its 
wings. Rebuilt by the Manchester R.Ae.S. Gliding 
Section in early 1931, it was flying at Higher 
Disley by October 1931. The club was combined 
with the Derbyshire GC to become the Derbyshire 
& Lancashire GC at Camphill in July 1935; the 
Prufling was reconditioned and tested on 19.4.36. 
Still flying at Camphill in June 1936. 

110 R.F.D. Primary Type A.T.1 (AT.8) 
5.30 
First owned by the British Gliding Association (a 
gift from R F Dagnall), and flown at a number of 
BGA demonstrations, beginning with an event 
organised jointly with the Daily Express at Itford 
on 5 and 7.6.30, carrying "Daily Express" titles. It 
then passed to the Herts & Essex GC, who held 
their first flying meeting near Bishops Stortford on 
6 July 1930. The club site in 1931 was at Woods 
Farm, Birchanger, one mile north of Bishops 
Stortford. 

111 
6.30 

R.F.D. Primary Type A.T.1 (AT.9) 

Portsmouth & Southsea GC, based at Wymering 
Race Course on Portsdown Hill, the first instruc-
tional meeting taking place on 23 June 1930. 

Three primaries were in use (111, 117 and 119), but a storm which 
swept the south coast on 19.9.30 wrecked all three gliders. One com-
plete machine was assembled from the remains, and another was later 
brought back into commission after its fuselage was rebuilt. It appears 
that G111 was not rebuilt. 

112 R.F.D. Primary Type A.T.1 (AT.10) 6.30 
Miss Webb: nothing known about this owner, though a Miss 

E M Webb was a BGA founder-member in 1930. G112 was offered for 
sale by National Flying Services Ltd. at Hanworth in October 1931, 
priced at £28. 

113 R.F.D. Primary Type A.T.1 (AT.11) 6.30 
Scarborough GC; delivered 26.6.30, the first flying meeting 

of the club took place two days later near Cloughton, Fred Slingsby 
having the honour of the first flight. Following trials on the moors to the 
north of Scarborough, a base was established at Flixton Hill, five miles 
south of the town. Fitted with a nacelle in January 1931. Later in 1931 
the club became bankrupt and the damaged R.F.D. was taken over by 
Percy Watson, rebuilt and used by the informal York Gliding Group 
from early 1932, flying from various sites in North Yorkshire. Later 
equipped with a nacelle; given by Watson to London GC 9.32. Crashed 
(by) 10.34; rebuilt, becoming G330 in April 1938. 

114 R.F.D. Primary Type A.T.1 (AT.12) 3.6.30 
Bedford Gliding & Flying Club: the club was in operation 

from around August 1930, with a site and hangar at Wilstead Hill, five 
miles south of Bedford. From 3.4.31 a new site was used at Woolley 
Hill, five miles west of Huntingdon. Still in use in September 1932 
although the C of A had lapsed in June 1932. Bought by London GC in 
November 1933 and flown with a nacelle. Crashed at Dunstable 
17.6.34 after one of the flying wires failed; Louis Desoutter was injured 
and died on 23.6.34. Also reported as crashed 11.35, though this may 
have been the date the BGA updated their records following the earlier 
accident. 

115 

G215] 

R.F.D. Primary Type A.T.1 (AT.13) 
Elgin GC; 'NT 1939'. [Owner may be a 

7.30 
clerical error for 
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Above: Leslie Everett Baynes with the diminutive Scud II G 123 at the 
Sutton Bank 1934 nationals.(via JM Collection) 

116 R.F.D. Primary Type A.T.1 (AT.14) 7.30 
Essex GC: the club was formed in May 1930 and began 

operations at Hog Hill, Hainault. By November it had moved to 
Havering Park Farm, Havering-atte-Bower. Still active in October 1931, 
the club having been renamed as Essex Aero Club in July 1931. 

117 

1938. 

118 

R.F.D. Primary Type A.T.1 (AT.15) 7.30 
Portsmouth & Southsea GC; Southdown GC. Still in use in 

R.F.D. Primary Type A.T.1 (AT.16) 7.30 
Driffield and District GC; first flown at the club's site at 

Cottam, five miles north of Great Driffield on 20.7.30. The club also flew 
for a time at Fimber, eight miles west of Driffield. On 3.5.31 the first 
meeting of 1931 took place at Blubberdale, between Fridaythorpe and 
Thixendale. Operations ceased when the glider crashed in October 
1931, and in April 1932 the club was disbanded and the R.F.D. offered 
for sale. 

119 R.F.D. Primary Type A.T.1 (AT.17) 7.30 
Portsmouth & Southsea GC; 'NT 1939'. [On 1.5.38 Reginald 

James was killed when an unidentified primary stalled and crashed at 
Portsdown Hill.] 

120(1) R.F.D. Primary Type A.T.1 (AT.18) 8.30 
The Sailplane Club of T.M.A.C. [The Model Aircraft Club] 

flew from a site at Horton Farm, Smalldole, four miles north of 
Shoreham throughout the club's short life from August 1930 until 1931. 
In August 1931 the glider and club hangar were offered for sale by the 

Below:. L E Baynes talks to Mungo Buxton in the cockpit of the Scud 
II G 123 at Sutton Bank in September 1934 prior to Buxton setting a UK 
height record of 7.970 ft on the 4th.(via JM Collection) 

* * * m 

club chairman Frank Wilkinson. To North Kent GC and fitted with a 
nacelle. Taken to a meeting at Huish, Wilts but crashed there on 
15.7.33 - it was launched cross-wind and performed a half-roll immedi-
ately on becoming airborne. The club was dissolved as a result and the 
number was reissued. 

120(2) B.A.C. VI 
Mr Palmer [may refer to a B.A.C. VII which was built by C 

Palmer of Southdown GC]. 

121 R.F.D. Primary Type A.T.1 (AT.19) 8.30 
Winchester GC; operated on a site at Woodham's Farm, 

Kings Worthy, 2.5 miles from the city. The first flights were made on 
17.8.30, but there is no record of the club after the end of the year. 

122 R.F.D. Primary Type A.T.1 (AT.20) 8.30 
South Essex Aero Club, delivered in August 1930; the club's 

initial training ground was at Havering, but on 6.10.30 they started at a 
new ground at Skinners Farm, Theydon Mount, near Abridge. By April 
1931 they had moved again to the Langdon Hills, near Laindon. In July 
1931 the club merged with Essex GC at Havering to form the Essex 
Aero Club. 

123(1) R.F.D. Primary Type A.T.1 (AT.21) 8.30 
Warwickshire GC, held its first flying meeting on 7.9.30 at 

Wayfield, near Snitterfield [now the site of the Stratford on Avon GC]. 
The club was flying at Blackhill Farm, Snitterfield in August 1931. To 
London GC; crashed (by) 8.33 and number reissued. 

123(2) Abbott-Baynes Scud II 

Leslie Everett Baynes - brought to the Sutton Bank compe-
titions in September 1934 as a spare, and sold to Kit Nicholson & Philip 
Cooper after the crash of their Wren G162, but cartwheeled on attempt-
ed launch at Sutton Bank on 3.9.34. Repaired by Abbott-Baynes 
Sailplanes and returned to Nicholson & Cooper at Dunstable 21.10.34. 
To Llewellyn H (Bill) Barker, Dunstable and first flown by him on 
31.3.35; To James D Wood, Dunstable in 1936; Bert Parslow, 
Portsmouth .46; John A Allan, Dunstable 11.47; G-ALKZ 23.3.49; CofA 
expired 19.3.52. 

124 R.F.D. Primary Type A.T.1 (AT.22) 8.30 
Registered to C L Wills - he was Hon. Secretary of the 

Merthyr and District GC, and later became club Captain; the first flights 
in the R.F.D. were made by the club over the weekend of 30-31.8.30. 
The site was near the Dynevor Arms, on the Merthyr-Swansea Road. 
By January 1931 a new site was in use and a Dickson Primary was 
nearly complete. (This was offered for sale, apparently complete, in 
June 1931.) The R.F.D. was acquired from Merthyr by the Imperial 
College GC and brought back to London on 1.1.32. It was flying at 
Dunstable on 23.4.32 with a streamlined nacelle designed and built by 
J B E Keeble. 

125 R.F.D. Primary Type A.T.1 (AT.23) 8.30 
Channel GC, ordered for delivery on 6.9.30. Fitted with a 

nacelle in 1932; crashed in 1933. 
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132 Cloudcraft Dickson Primary 
(24) 12.30 

Southampton GC. The club was 
formed on 18.11.30 and the first glider 
delivered in December, being exhibited 
in the showrooms of Messrs F A Hendy 
Ltd. in Southampton over Christmas. 
The first tests took place at Red Lodge 
Farm, Bassett on 10.1.31, and this site 
became the club's regular training 
ground, along with a site at Wide Lane, 
Swaythling. The club ceased flying later 
in 1931. 

Above: The Scud II G123 awaiting launch at Dunstable where it was 
based in 1934/5 with Kit Nicholson, the designer of the unique London 
Gliding Club headquarters there, (via JM Collection) 

126 R.F.D. Primary Type A.T.2 (AT.25) 10.30 
An improved version of the A.T.1, with wings plywood-

covered back to mid-chord; this was the first glider to be referred to by 
the name 'Dagling', though the name eventually came to be used for 
virtually any primary. Owned by Surrey GC and first flown at The 
Sailplane Club of T.M.A.C. site at Smalldole on 12.10.30, it was initial-
ly based at Lockner Farm, Chilworth, two miles south east of Guildford. 
From 14.2.31 it flew at a new site at Stocks Farm, Meonstoke, on the 
southern slope of Old Winchester Hill. The club was amalgamated with 
the Southern Soarers' Club on 28.6.31, becoming the Southern 
Counties Soaring Club, based at Balsdean. Moved site to Ditchling 
Beacon later in 1931 and taken over by Southdown GC on 20.3.32 
when the club was merged with the Southdown Skysailing Club. 

127(1) Cloudcraft Dickson Primary (20) 9.30 
One of a batch of Dickson Primaries built by the Cloudcraft 

Glider Company, a firm set up by designer Roger S Dickson, in 
Osborne Road, Southampton. Delivered to The Matlocks GC in late 
September 1930. The first test-slides took place in a field off Lime Tree 
Road, Matlock on 28.9.30, while the initial flying practice was at Flash, 
between Buxton and Leek. Later meetings in November and December 
1930 were at Shuckstone Cross, two miles north of Crich; no news after 
this. Number reissued as below. 

127(2) Hols der Teufel 
Bradford and County GC, Baildon Moor: built by the club, 

under the direction of Harold Holdsworth and first flown 4.6.33. Moving 
to Sutton Bank in 1934; at a general meeting on 17.5.34 the club was 
renamed Yorkshire GC. Spun in by Henry T Blakeston at Sutton Bank 
13.10.35. Rebuilt as G252 ? 

128 Cloudcraft Dickson Primary (21) 9.30 
Cononley and District Aero Club; the club was founded by 

Max Sellers on 19.6.30 and flew from a number of locations around the 
village of Cononley, near Skipton in Yorkshire, including Royd House 
Farm and Miners Dam Field. No reports of the club after the end of 
1930; the glider ended up with the Scottish Gliding Union. 

129 Cloudcraft Dickson Primary (22) 10.30 
Kilmarnock GC; the club held its first general meeting on 

7.7.30, and secured a site at Craigie, three miles from the town in 
August. The Dickson was delivered on 17.10.30 and flown at Craigie 
Hill the following day: claimed to be the first glider to fly in Scotland. 

130 Cloudcraft Dickson Primary (19) 8.30 
Bolton Light Aeroplane and Glider Club; in March 1931 the 

club's flying fields were at Height Farm, Harwood, near Bolton. 

131 Cloudcraft Dickson Primary (23) 10.30 
Selfridges [as sales agent]. No subsequent owners shown, 

but this was almost certainly the Cloudcraft ordered by the South 
Shropshire and North Herefordshire GC for delivery in October 1930. 
The club site was on Dinmore Hill, between Hereford and Leominster, 
the first flying meeting taking place on 30.10.30. The club disbanded in 
early 1931, but in May 1935 the Shropshire GC was formed, flying the 
reconstructed Dickson at Wolverton, near Craven Arms. The Dickson 
stalled and crashed on September 1935, but the club soon resumed its 
activities, flying at Affcot in 1937-38, finally becoming defunct by May 
1938, and selling its primary glider to the Cotswold GC. 

133 Cloudcraft Dickson Primary (25) 1.31 
Banbury Motor Cycle Club, gliding section; formed at the 

annual meeting of the club on 23.10.30, plans were for flying to begin 
early in the New Year, although no local reports of any activities have 
been found. 

134 R.F.D. Primary Type A.T.1 (AT.24) 10.30 
Cameron & Campbell Ltd, Glasgow; delivered to Glasgow 

on 29.10.30 for Glasgow GC; the club's first chairman was Gregor 
Cameron of Cameron & Campbell, Ltd. (appointed Scottish agents for 
R.F.D. gliders), in whose motor showrooms at 161 North Street the 
glider was initially displayed. The club began operations on 23.11.30 at 
Barrance Farm, Easter Whitecraigs. Subsequently seven sites were 
tried out before settling at a location two or three miles west of Paisley 
in 1932. Fitted with a nacelle by April 1932, the glider carried "G134" on 
the rudder. To Scottish Gliding Union. 

135 R.F.D. Primary Type AT. (AT.26) 11.30 
Imperial College GC, delivered in late 1930, and initially 

flown at the College sports ground at Wembley: the first flying meeting 
was on 18.1.31. A field at Lyon Farm, Preston, near Wembley was 
used twice in February, before returning to the College sports ground. 
Moved to a site at Kingsbury in April 1931. Crashed at Dunstable 
8.11.31; repaired but crashed again at Kingsbury on 23.12.31. 

136 R.F.D. Primary Type AT. (AT.27) 5.31 
The first glider owned by the Southern Soarers' Club, the 

flying branch of the Southern Gliders' Social Club (earlier gliders at the 
club were privately owned). Based at Balsdean, two miles inland from 
the coast at Rottingdean. On 28.6.31 the club was amalgamated with 
Surrey GC, becoming the Southern Counties Soaring Club, remaining 
at Balsdean. By October 1931 this glider, known as the Dagnall Twin, 
had been fitted with a nacelle, the front half of which was removable. 
To Southdown GC at Ditchling 20.3.32. Club moved to Steep Down, 
Lancing in March 1933. Reconditioned with a permanently-fixed 
nacelle and flown 16.4.33. Moved to Devil's Dyke in 1935, where it was 
still active in August 1939; impressed as HM547 3.42. 

137 R.F.D. Primary Type AT. 11.31 
Ulster Gliding and Aviation Club. Built by a group of club 

members from parts supplied by R.F.D.; first flown at Holestone around 
August 1931. Based at Tyrella Strand from March 1932, it was being 
overhauled in early 1933. Still in use at Magilligan in July 1934, by 
which time the club had become the Ulster Gliding Club. 

- to be continued... 

Below. Glasgow Gliding Club's R.F.D. Primary G134, fitted with a 
locally-made nacelle.(Richard Cawsey Collection) 
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The FARM AN 190 
and its derivatives 

Michel Barriere 
PART TWELVE 

F.197 no 3, c/n 7203, F-AJRY - concluded 

Paris- Le Cap (1932) 

At the start of 1932, Goulette and Salel decided to make an attempt on 
the record held by the Scot Mollison on the Cape route. On 16 April at 
17h00, the positioned the aircraft to Le Bourget. The following day, 
Sunday 17 April at 5h25, Goulette and Salel took off with sufficient fuel 
for 2 300 km. They passed Oran at 14h00 and arrived at 17h10 at 
Colomb-Bechar, where they paused as overflying the desert at night 
was banned. 

On the 18th at 6h10, the Farman took off for Niamey where it landed at 
18h30. At 23h00, they took off again for Libreville, landing at 11 h50 the 
next day and departing again at 13h30, arriving at Pointe Noire at 
17h40. Dearting during the evning on a 3300 km stage, the airmen 
landed at 13h50 on the 20th at Walfish Bay, leaving again at 15h40 
pour the Cape where they arrived at 23h40 at Wingfield airfield. James 
Mollison's record of 4 days, 17 hours and 19 minutes was beaten by 
more than a day, in 3 days, 19 hours and 15 minutes. 

On Sunday 24th at 7h55, the "Marcel Lallouette" took off and landed at 
15h40 at Walfish Bay. Departing at 5h00 on the 25th, they landed at 
Pointe Noire at16h45. They spent the night there and flew to 
Brazzaville on the morning of the 27th planning to spend several days 
there. On 30 April at 14h00, Farman F.291 F-ALUI of Maryse Hilsz (an 
employee of Salel's company), which was returning from Madagascar, 
landed at a Brazzaville: the two crews decided to return to France 
together so they could enjoy each other's company during the 
evenings. 

On 1st May, Goulette and Salel reached Pointe Noire, departing on the 
2nd for Libreville where they met up with Maryse Hilsz and Dronne. On 
the rd, the 2 Farman reached llorin, Gao on the 4th, Reggan on the 5th, 
and then Oran on the 6th. On 7 May, Goulette and Salel left Oran at 
4h55 and made a brief stop at Le Bourget before flying on to Brussels 
where they landed at 16h50 to deliver the mail from the Belgian Congo 
before returning to Le Bourget at 18h55. 

18 days later, Marcel Goulette disappeared, together with the Farman 
pilot Lucien Moreau, when F-AJRY crashed into the Ernici mountains, 
near Veroli in Italy, on 25 May. The two men were bringing home Mr 
and Mrs Lang - Willar, ill-fated survivors of the sinking of the liner 
Georges Phillipar on its maiden voyage. The wreckage of the plane 
was not found until May 27. 

F.197 no 4, c/n 7265, F-ALEZ 

Above: F-ALGK. F.197 no 6 and later F.199 no 5. named Paris, was 
involved in a series of epic flights during the 1930s. (Artwork: Michel 
Barriere) 

Two F.197s entered final assembly at Toussus-le-Noble at the begin-
ning of 1931, one in January, the other in early February. The second 
was probably F.197 no 5 F-ALFA, whose construction number is con-
firmed by the French register. The first was F.197 no 4, an aircraft 
which Farman and Gnome-Rhone decided to convert into F.291 no 1 
by installing a new motor, the "Titan Major" GR 7 K. Allocated con-
struction number 1, it seems that it did not actually serve as the proto-
type prototype, this role being largely devolved to no 2 which was used 
for type approval and gave Jacques de Sibour the opportunity during 
June to demonstrate the capabilities of the aircraft in his expedition 
from Paris to Peking (Beijing). 

F.291 n o 1 , F-ALEZ 

F.291 no 1 was purchased by the Gnome-Rhone Engine Co for Paul-
Louis Weiller. In common with the company's other aircraft, it was lux-
uriously appointed :wheel fairings, modern equipment, electric starter, 
central heating, thick carpet, leather upholstery etc. 

The aircraft received CdN 2027 on 28 August 1931. It was registered 
(Cdl 2942) as F-ALEZ. Utilising an F.197 fuselage without fuel tanks in 
the leading edge of the wings, it did not appear from the exterior as 
modern as aircraft no 2, which had the large windows of the F.199. Its 
use by Paul-Louis Weiller remains largely unknown. 

On 5 June 1932, Weiller loaned his F.291 to Jacques de Sibour to take 
Amelia Earhart to the International Aviation Meeting at Saint Germain-
en-Laye. The Farman also took part in the Auvergne Rally in July 1932 
(competition number 43). In August 1932, Durmon, the head pilot of 
CIDNA, with representatives of the Gnome and Rhone company, used 
it for a trip to Berlin. 

On 18 June 1933, the aircraft participated in the Concours d'Elegance 
at Orly piloted by Maryse Hilsz. 

During the spring of 1934, Paul-Louis Weiller placed F-ALEZ at the dis-
posal of Edouard Corniglion-Molinier and Andre Malraux for a flight to 
Yemen with the intention of discovering the ruins of the capital of the 
Queen of Sheba. To achieve the performance and equipment levels 
necessary for such a long-distance flight over hostile terrain, it was nec-
essary to sacrifice some of the aircraft's luxuries, and two supplemen-
tary fuel tanks were installed in the cabin. The expedition was financed 
by the "Intransigeant" newspaper, which had exclusive rights over the 
resulting articles which were published between 3 and 13 May 1934. 
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Left: Farman F.291 no 1 F-ALEZ at 
the Concours d'Elegance at Orly on 18 
June 1933. The distinctive Lorraine 
engine and the windows show that this 
is a converted F.197. L to R: Mme 
Armand Lotti, Mile Vigo, Maryse Hilsz, 
Nadine Picard, unknown. (Michel 
Barriere collection) 

January 1935, CdN/Cdl 3994 with the 
registration F-ALFA. It was equipped 
with 545-litre fuel tanks and a metal pro-
pellor, and was frequently used by Paul-
Louis Weiller. 

In February 1935, Paul-Louis Weiller 
loaned it for 15 days to Madeleine 
Charnaux to enable her to undertake 
loaded commercial flights and night 
flights in order to gain her Public 
Transport license. 

It was then acquired by Edouard 
Corniglion-Molinier. On 13 May 1938, it 
was inspected at Toussus, but its sub-
sequent history is unknown. 

Corniglion-Molinier took responsibility for all the arrangements prior to 
setting off from Le Bourget on 20 February 1934 with Andre Malraux 
and the mechanic Maillard. They passed through Naples, Gabes, 
Benghazi, Cairo, Khartoum, Port Sudan and Massaoua. They arrived at 
Djibouti on 4 March. The flight searching for the Queen of Sheba's city 
took place on 8 March; they took the precaution of carrying Arab cos-
tumes on the aircraft in case of a forced landing. 

For Malraux, was a success which was to prove controversial. After 
spending some time at Addis Ababa, they set off on the return glight on 
12 March via Massaoua, Port Sudan, Cairo, Tripoli, Gabes, Tunis, 
Bone, and Algiers. They arrived at Fez on 19 March, then departed for 
Alicante, Barcelona and Lyon, arriving back at Leu Bourget on 23 
March. 

From March 1934, Corniglion-Molinier regularly employed this aircraft 
for personal trips. At the end of March, he travlled to Lyon and 
Marseille, then Cannes where he arrived on 4 April. He departed on the 
23rd for Rome, returning toToussus at the beginning of May. 
F.291.1, F-ALEZ 

In early 1935, F.291 F-ALEZ received a new engine, a GR 7 Kd, 
running at a higher speed, which gave it an increased range, becoming 
in the process the F.291/1. The change of type was officially recorded 
on 3 March 1935. It appears that Corniglion-Molinier continued to use 
the aircaft during 1935, for example in July for a round trip Toussus -
Saint Raphael. 

In 1936, F-ALEZ was purchased by Maryse Hilsz who named it "Joe 
IV". The transfer was registered on 13 November 1936. Its CdN was 
renewed on 3 March 1937. On 12 October 1938, it visited Billancourt. 
In 1939, it was acquired by the Algerian Tropical Transport Company 
(Societe Algerienne des Transports Tropicaux), the transfer being reg-
istered on 21 July 1939. Its fate is unknown. 

F.197 no 5, c/n 7266, F-ALFA 

At the beginning of February 1931, a medical F.197 for the colonies 
was under assembly at Toussus. It was specially constructed for the 
colonies, with an interior convertible between ambulance and 4-5 pas-
senger liaison roles. The aircraft was demonstrated by Burtin during the 
Colonial Medical Aviation Days event at Orly; it is reported that it was 
well received by the members of the jury. 

F.291.1, F-ALFA 

On 19 December, F.291.1 no 1 was delivered to the Gnome-Rhone 
Engine Company. On 28 December, it received CdN 2028 and on 2 

F.197 no 6, c/n 7269, F-ALGK 

In 1930, the diplomat and historian Philippe d'Estailleur-Chanteraine 
decided to undertake a tour of Africa with the support of the French 
Committee for International Understanding (Comite de I'Entente 
Frangaise) of which he was chairman. His goal was to demonstrate the 
possibility of using existing means and infrastructure to create an air 
network between France and its African colonies. To achieve this, 
Estailleur-Chanteraine chose to employ a production aircraft, capable 
of transporting 4 passengers, their luggage and a set of spares, with a 
good radius of action, and capable of landing and taking off from impro-
vised airstrtips. He decided upon the Farman F.197 with Lorraine 7Me 
"Mizar" engine of 230 hp. 

During 1930, he prepared for the trip which he wished to execute during 
the Colonial Exposition whose opening was scheduled for 6 May 1931. 

In March 1931, the F.197, purchased by the Comite de I'Entente 
Frangaise, was in final assembly at Toussus-le Noble; the aircraft's first 
test flights, prepared with the support of Farman and the S.G.A. (of 
which d'Estailleur-Chanteraine would later become deputy head) took 
place at the end of March. 

April - July 1931 : Tour of Africa 

On 1st April 1931, F.197 no 6 was painted in the colours of the capital, 
blue and red, and named "Paris". It was registered with CdN 2063 and 
Cdl2751 on 10 April 1931. 

Departure was delayed by the necessity of obtaining the requisite 
authorisations, the authorities demanding a lightening of the aircraft: 
with 900 litres of fuel, the take-off weight, without passengers, was 
2300 kg, whereas the usual authorised maximum empty weight should 
not exceed 1800 kg. The aircraft finally departed with a reduced fuel 
load of only 600 litres, enforcing an additional stop in Spain. 

The departure from Toussus took place on 8 April 1931. The Farman 
reached Alicante, then Tangier (09/04), Rabat (10/04), Agadir (11/04), 
Port Etienne (12/04), Dakar (13/04), Conakry (14/04), Kankan (15/04) 
and Abidjan (16/04). Departing from there on the 17th, the Farman 
encountered a tropical storm which forced Giraud to land on the beach 
at Grand Bassam, returning to Abidjan on the 18th. The following day, 
the mission continued to Accra and Cotonou; then, after a mechanical 
failure which forced Giraud to make an emergency landing on a beach 
on the Nigerian coast, they just reached Douala with virtually empty 
tanks on 20 April. Having earned a rest day, the mission continued on 
the 22nd towards Libreville, reached Pointe Noire on the 23rd and 
Brazzaville on the 24th where the crew were welcomed by the Deputy 
Governor-General, Alfassa, who had just returned from France in the 
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Above: F. 197 no. 6 F-ALGK, "Paris", as it looked when it undertook its 
Africa flight crewed by Philippe d'Estailleur-Chanteraine, Weiss. Giraud 
and Mistrot, 8.4.31 to 17.7.31. (via Harm Hazewinkel) 

Farman 304 F-ALCA "Roux-Caillol-Dodement" of Marcel Goulette. The 
S.A.B.E.N.A. workshops at Leopoldville were used to service the 
Farman. 

On 30 April, "Paris" continued its flight, but faced with a violent tornado 
it made an emergency landing, hitting a pylon, and the landing gear 
was almost ripped off. After assessing the damage, the crew decided 
they needed spares from France before attempting a repair. The delay 
in making the aircraft airworthy meant that Weiss could not continue, so 
he decided to return to France by steamer. 

On Monday 8 June, the spare parts arrived at Kinshasa. By the 10th the 
aircraft was ready, the two following days being tkaen up with testing. 
The mission resumed on the 13th, departing to Luanda, then Benguela 
on the 14th. Mossamedes was reached on the 15th, then Walfish Bay 
(16/06) and The Cape (17/06). After a three-day stop, "Paris" departed 
again on the 20th, but storm forced the crew to land at Mossel Bay, 
and Port Elizabeth was not reached until the 21st. Subsequently, the 
Farman travelled back up the African coast via Durban (22/06), 
Inhambane (24/06) and Quelimane (25/06). After attempting without 
success to go Madagascar, clouds blocking the route, "Paris" contin-
ued via Zanzibar (26/06), Mombasa (27/06), Mogadishu (28/06), and 
reached Bender-Cassim (29/06), where the temperature was 45° in the 
shade, before landing at Djibouti (30/06). 

On 4 July, the aircraft departed for Paris, stopping at Massaoua 
(05/07), and then through a series of particularly difficult stages, 
because of the heat and the sand, arrived in turn at Atbara (06/07), 
Wadi-Halfa (07/07), and finally Cairo-Heliopolis (08/07). They set out 
on 10 July towards Libya, landing at Derna because of an oil leak, 
before Benghazi (11/07), Tripoli (12/07), Tunis El Aouina (13/07), Oran 
(14/07), Tangier (15/07), then finally France: Perpignan (16/07) before 
Le Bourget where "Paris" landed at 17H00. 

April 1932 : Expedition to Djibouti - Dakar 

During the preparations for the 1931 flight, Paul Doumer, then 
President of the Senate, stated "Djibouti and Dakar are the two essen-
tial French centres in Africa." So when, following his return from his 
African expedition, Philippe d'Estailleur-Chanteraine met Paul Doumer, 
who had become President of the Republic, his next itinerary was fixed. 

Philippe d'Estailleur-Chanteraine then decided to learn to fly. At the 
beginning of December 1931, he took a course on an F.200 at the 
Farman school, forming a close relationship with his instructor, Aime 
Freton. He received his license in February 1932. 

The aircraft used for this expedition was again the F.197, modified prin-
cipally by the fitting of a long air intake on the roof to improve the ven-
tilation of the cabin. To replace Fernand Giraud, who was getting 
married, Philippe d'Estailleur-Chanteraine offered the position of pilot to 
Aime Freton . He also secured the participation of Mistrot. 

On 15 April 1932, "Paris" took off at 14 hOO in the mist, heading down 
the Rhone valley past Lyon to land at Perpignan at 19h00. It departed 
at 5h40 the next day, passing Barcelona and then Cartagena prior to 
arriving at Oran at 10h40 ; after refuelling it took off again at 13h00, 
landing at 18h00 at Tunis. On the 17th, it left at 8h00 for a flight to 
Tripoli; confronted by a strong headwind, it landed at Syrte at about 
17h00. The crew continued their flight the following day, passing 
Benghazi and landing at Cairo at 15h45. Having refuelled, Freton made 
a night departure at 02h40, stopped at Aswan and reached Massaoua 
at 16h35. 

On the 20th, the Farman took off early in the morning with an addition-
al passenger, the journalist Henri de Vilmorin who was en route to 
Ethiopia. They landed at Djibouti at 10h15, having flown 9000 km in 4 
days and 21 hours. 

The crew planned the departure for the flight to vers Dakar for the night 
of 21-22 April. Having loaded the mail, Freton attempted to take off, but 
the airfield had been undermined by salt water and the surface gave 
way under the aircraft's wheels. The aircraft tipped onto its nose, but 
damage was limited to the propellor. Not having a spare, Mistrot set 
sbout repairing the propellor; he straightened it and, one tip having 
broken off, he shortened and balanced the other tip accordingly. By 
11 hOO, he was satisfied. 

On 23 April at 2h40, the Farman took off. Passing north of the Ethiopian 
mountains, they stopped at Massaoua between 6h50 and 9h00, then 
flew to Port Sudan before turning west, flying over Atbara, Khartoum 
and then Omdurman at an altitude of 1200 m before landing at El-
Obeid at 18h30, having flown 2250 km with a temperature of 45°C in 
the cabin. They departed at 7h00 on the 24th and flew over El Fasher 
and Abeche, reaching Fort Lamy at 17h45. Leaving again at 6h05 on 
25 April, they made a stop at Kano to emphasise the necessity on this 
route of a stop in British Nigeria. After refuelling, Freton needed the 
entire length of the runway to take off in an air temperature of 45°C, fol-
lowed by a painful climb with the engine oil temperature reaching 
135°C. 

Having passed the night at Niamey, they took off on the 26th at 5h00 in 
the morning, and passed Segou and Bamako before landing at Dakar, 
having flown 8800 km in 3 days, 14 hours and 23 minutes. 

They left Dakar on 28 April for Port-Etienne. On the 29th, they arrived 
at Rabat-Sale at 17h30. On the 30th, they took off at 6h15 for Tangier. 
Avoiding Madrid because of a storm pluie, they passed Barcelona, then 
Perpignan and landed at Le Bourget at 18h25, having since Dakar 
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F.197 s/n 6 F-ALGK (1931) 
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Converted as F.199 s/n 5 F-ALGK (1934) 

Black bands 
(June 1931 - June 1932) 

Right side : from Paris to Capetown : 
Visited airfields listed from top to bottom. Painted on plane under repair (tail on trestle). 
After "Moerbeke", the plane is on her wheels and the horizontal has changed. 

•Stag-

Left side I from Mossel Bay to Paris : 
Visited airfields listed from bottom to top 
Less artistic fonts. 

•*AM{f 

Maps 
(after June 1932) 

Right side Left side 

F.197 / F.199 Philippe d'Estailleur Chanteraine's F-ALGK 
During the 1931 repair at Leopoldville, the creui uurite the long list of the visited airfields beginning on right side (from the top) 
ond continuing on left side (from the bottom) These markings are kept for the Djibouti - Dakar raid in 1932 
After the summer 1932, the Forman being presented in meetings, tuio maps are painted on the fuselage, shoujing 1931 (left side) ond 
1932 (right side) travels This livery is resfaured after the conversion of the F-ALGK from F 197 to F.199 

covered 4900 km in 55 hours and having flown altogether 22,500 km in 
258 hours and 25 minutes' flying time. 

again. 

F.199 no 5, c/n 7269, F-
ALGK 

In July 1933, "Paris" was modified, 
receiving a Lorraine Algol engine to 
replace the Mizar, large rectangular 
twindows and a tailwheel. It was then 
registered as F.199 no 5. 

Philippe d'Estailleur-Chanteraine and 
Freton continued to use it very regular-
ly. On 25 August, it particiated in the 
show at Challes-les-Eaux to celebrate 
the opening of the new airfield at 
Chambery. On that occasion, Thoret, 
who was giving a gliding demonstration, 
had his glider damaged by a military 
display ; landing too close to the parked 
aircraft, he cut off the fin and rudder of 
F-ALGK. 

In November 1933, Estailleur-
Chanteraine, having been appointed 
Managing Director of the S.G.A., flew to 
Tangier and Rabat in F-ALGK to 
accompany the departure for the 
African Cruise of the Potez 25 with 
Lorraine engine of Colonel Vuillemin. 
Accompanied by Freton, it left Le 
Bourget for Istres on 8 November and 
arrived on the 22nd at Rabat. 

In 1934 and 1935, this pattern of long 
trips intersperses with short visits con-
tinued. In 1935, Freton gave up his 
career as a pilot and, in August, it was 
Abel Guidez who flew d'Estailleur-
Chanteraine on a trip from Toussus to 
Geneva. 

Apr i l - June 1936 : The French Colonies 
in India 

In 1936, Philippe d'Estailleur-
Chanteraine planned a new expedition. 
He chose the French Colonies in India. 
A diplomatic mission to the Middle East 
added to the attrcation. 

His crew consisted of the pilote Paul de 
Forges, barely recovered from the acci-
dent in Africa in which Finat had lost his 
life, the mechanic Vernaz and the 
doctor Max Richou. After fruitless inves-
tigations, he rejected the Caudron as 
too fragile and a British solution as too 
expensive, he decided to take the F.199 

May 1932 - 1935 
Aeronautique 

Propaganda for the Societe Generale 

The fuselage of the "Paris" was then painted with a map of Africa 
depicting the flights of 1931 and 1932, showing the 22.500 km flown. In 
this livery, the aircraft took part in numerous events, as well as serving 
the personal nd profssional needs of d'Estailleur-Chanteraine and 
Freton. 

In October 1932, F.197 no 6 was one of the aircraft which participated, 
piloted by Freton, as a support aircraft, in a tour demonstrating new air-
craft. This flying caravan left Orly on 16 October for Saint-Quentin, 
returning that evening toi Paris. They subsequently landed at Auxerre 
(16/10), Nevers et Saint Etienne (17/10), Clermont-Ferrand and 
Montlugon (18/10), Angouleme (19/10), Chollet et Nantes (20/10), 
Tours and Le Mans (21/10), Le Havre and Rouen (22/10), and finally at 
Beauvais prior to returning to Orly (23/10). 

On 7 April 1936, "Paris", rebuilt by Farman and Lorraine, set out on the 
expedition an hour late in adverse weather. The route south was 
blocked and, after a stop at Auxerre, de Forges attempted to fly to 
Lyon-Bron, in the rain and mist, but ended up making a forced landing 
in the countryside, fortunately without damage. 

The next day, the Farman was able to depart for Marignane, spending 
a rainy night there. On the 9th, it crossed the Mediterranean towards 
Tunis. On the 10th, it arrived at Tripoli. It departed on the 11th in a 
fierce sandstorm which reduced the speed to 80 km/h before the wind 
turned and propelled the aircraft at 220 km/h ; they landed with difficul-
ty at Benghazi. 
Departing on the 12th, they made a stop at Soloum, then passed 
Alexandria where, as a result of the Italo-Ethiopian conflict, the "Home 
Fleet" was gathering prior to landing at Cairo. On the 1th4, they passed 
Ismailia, the Suez Canal and Jerusalem. As he set course towards 
Damascus, Vernaz noticed a rapid drop in the fuel level; de Forges 
managed to put the plane down in a restricted space, where the found 
the cause was a blocked fuel pipe. It was rapidly repaired, but the crew 
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Above: F. 197 no 6 "Paris" pictured during its stop at Saint Paul de 
Luanda on 13 June 1931 following its repair. (Collection Fernando 
Martins) 

had to unload the aircraft and clear a runway to enable de Forges to 
take off and reach Damascus by air, whilst the remainder of the crew 
and the luggage had to follow by road. 

The following morning, the departed Damascus for Baghdad. On the 
16th, having cleared customs at Bouchir, de Forges took off for Bander 
Abbas. They next day, they made a refuelling stop at Djask and 
reached Karachi at 14h35. It was d'Estailleur who flew the aircraft the 
next day, de Forges providing navigation to Juhu, near Bombay. The 
following day, de Forges took off, heading for Pondicherry, and refu-
elled at Secunderabad where the aircraft had difficulty in taking off in 
the superheated air. 

They passed Madras prior to landing on 22 April at Pondicherry in front 
of a huge crowd. Their stay was meant to be only for four days, but in 
the end the crew remained there for two weeks, making a round trip to 
Karikal on 27 April, and then, two days later, visiting Mane by road as 
there was no landing field in that small enclave. 

On 12 May, the Farman departed from Pondicherry and flew to Madras. 
The next day it flew up the coast, passed Yanaon, and finally, after s 
flight of 1 400 km, landed at Calcutta in a storm. The crew were greeted 
by the Mayor of Chandernagor who insisted they stay for a few days. 

On 19 May, the Farman commenced its return trip, overflying Bengal, 
Benares and, after a brief stop at Allahabad, landing at Agra where they 
stayed until the 21st when they departed for Jodhpur where, at 10h00, 
the temperature was 58°C. On the 22nd, after an exhausting flight 
because of the heat, the aircraft reached Karachi. The British authori-
ties denied them permission to overfly Afghanistan, although the 
mission had intended to prove the viability of the route from Kabul via 
Kandahar. After waiting a week for permission to pass over Iran, "Paris" 
reached Djask after a stop at Gwadar. 

On the 30th, the Farman arrived at Shiraz. At dawn the next day, it had 
difficulty climbing even to 3 500 m, refuelled at Isfahan then arrived at 
Tehran for a 10-day stopover. The mission departed again on the 12th 
for Isfahan. On the 13th, after visiting the excavations at Persepolis, the 
crew departed, crossed Farzistan again and refuelled at Bouchir before 
arriving at Baghdad for a two-day stay. 

On 16 June, the mission left Iran, passing Palmyra before landing at 
Aleppo. The next day, a wall of clouds in Cilicie forced them to turn 
back. On the 18th, the crew decided to attempt to reach Athens in a 
single flight. Flying at an altitude of 300 m, they fiew over Alexandretta, 

Air-Britain Archive, published in the UK by Air-Britain (Historians) Ltd 

heading south-west, avoided the clouds over Turkey by flying over the 
sea and, after 7 h 40 in the air, landed at Athens. After a rest-day, the 
mission departed on the 20th for Belgrade and, on the 21st, reached 
Budapest. On the 22nd, "Paris" took to the air, passed Vienna and 
Strasbourg and finally landed at Le Bourget at 18h50 at the end of a 25 
000 km expedition. 

It was to be the aircraft's last flight. In May 1938, Philippe d'Estailleur-
Chanteraine made a gift of his F.199 no 5 "Paris" to the Museum of the 
Colonies. The aircraft does not appear on the register for 1939. 

F.197 no 7, c/n 7211, F-AJTS 

F.197 no 7 resulted from the conversion of F.190 no 51 F-AJTS and its 
history was recorded on page 2012/048. 

F.197 no 8, c/n 7339, F-ALUZ 

F.197 no 8 F-ALUZ resulted from the conversion in 1934 of F.198 no 2 
and its history will be included in the next issue. 

Below: The crew of F-ALGK "Paris", stand in front of their aircraft at Le 
Bourget on 17 July 1931. L to R: d'Estailleur-Chanteraine, Mistrot, 
Giraud, Dick Farman. d'Estailleur-Chanteraine's father. (Michel 
Barriere collection) 
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COVER PHOTO 

This issue's cover photo brings the Civil 
Aviation in China series up to date: it shows 
Embraer ERJ-190 B-16822 landing at Ho Chi 
Minh-Tan Son Nhut on 29 Aug 2007. (Bill 
Mallinson) 
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HEAD-ON VIEW - WHAT IS IT? Number 50 
The next Head-on-View subject is illustrated above. Same type of course, and same location, but 
two different engines and slightly different poses - should be easy for some to work out! (via JM 
Collection) 

In this issue . .. 
This year's concluding issue once again 
includes the work of new authors and intro-
duces new topics. Lawrence Hole and Michael 
West present the first instalment in a series 
based upon the photographs taken by the 
young Joe Connolly while working at Heston 
during the months leading up to the outbreak 
of war. More will follow. 

Michael Draper returns to the theme of his per-
sonal involvement in the Biafra saga with the 
previously untold story of an ambitious attempt 
to illegally export six ex-RAF Provosts to the 
Biafran Air Arm. 

Richard Cawsey's history of gliding in Britain 
up to the outbreak of the Second World War 
continues its steady progress through the 
British Gliding Association register, and is illus-
trated by contemporary photographs, many via 
Phil Butler. 

Martin Best's history of civil aviation in China 
remains in Taiwan this issue to examine the 
history and fleets of Yung Shing (later 
Formosa) Airlines and Mandarin Airlines. As 
one of our correspondents puts it, to photo-
graph aircraft in Taiwan during this period was 

to invite arrest for espionage, as a result of 
which illustrations, particularly for the early 
years, are very sparse. I am grateful to a 
number of Air-Britain members and others who 
have scoured their collections for relevant 
images, which has enabled us for the first time 
to match the other Air-Britain quarterly maga-
zines with a full-colour photo-spread on the 
back cover. I hope that this will become a per-
manent feature, suitable content permitting! 

Michel Barriere's history of the Farman F.190 
series continues to be dominated by colonial 
expeditions in very trying circumstances. Dave 
Partington continues to contribute the regular 
Head-On View series, now approaching its 
50th subject, as well as searching the Jack 
Meaden Collection for illustrations for several 
other articles. The historical registers of pre-
war France and post-war Yugoslavia continue 
their inexorable progress. Sue Bushell has 
again kindly provided a map of Taiwan. 

Looking forward to 2014, the historical 
German civil register will commence in the 
Spring issue, and there are many more treats 
in prospect. Use the link below to renew today! 

Robert Swan 

REMINDER: If your Air-Britain subscription is due to expire at the end of December, please help 

the Membership Secretary by renewing as soon as possible, before the Christmas break. Please 

renew online if you can. at https://www. air-britain. co. uk/actmembers/acataloa/. 
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COMPLETE CIVIL REGISTERS: 15 

X- UN- YU- YUGOSLAVIA 
With thanks to the 
following for their 
contributions to this 
issue: 
John Wegg, Vojislav 
Jereb and Ognjan 
Petrovic. 

Right: Aermacchi-
Lockhed AL.60B2 c/n 
73/6253 YU-BCZ, one 
of three imported by 
VSS (Vazduhoplovni 
savez Srbije - the 
Aeronautical Union of 
Serbia), Belgrade 1967. 
(Artwork by O. Petrovic) 

The post-war Yugoslavian Civil Aircraft Register (continued) 

YU-BAA series: 3. Non-airline singles and twins, from 1959 (contd). 

YU-BCX Utva 65P Privrednik 00698 .66 
AC Mlada Krila, Sombor; CofR 601; damaged 27.2.67; to 
JAT PA '70; Utva, Pancevo 3.8.71; regn eld on Utva 
request 28.9.79. 

YU-BCY Aermacchi AL.60B-2 49/6229 .67 
IO VSS, Belgrade 28.12.66; CofR 603; AC Murska 
Sobota, Murska Sobota, (Slovenia); AC Ptuj, Ptuj, 
(Slovenia) 10.7.79; wfu, believed stored in Slovenia. 

YU-BCZ Aermacchi AL.60B-2 73/6253 .67 
VSS, Belgrade (Lisiqi Jarak airfield) 28.12.66; CofR 604; 
private owner, Becej, (Serbia) 28.5.71; AC Cakovec, 
(Croatia); private owner, Belgrade 19.9.89; wfu after 1991. 

YU-BDA Aermacchi AL60B-2 74/6254 .67 
VSS, Belgrade (Lisiqi Jarak airfield) 28.12.66; CofR 605; 
AC Krusik, Valjevo, (Serbia) .79; crashed 18.5.90 at 
Ponikve airfield nearTitovo Uzice (now Uzice), Serbia (air-
craft overloaded and fell from 30 m after take-off, 5 of 6 
aboard killed), totally destroyed. 

YU-BDB Piper PA-25-235 Pawnee B 25-3178 29.12.66 
Ex N7272Z; Panadria, Zagreb 29.12.66; CofR 606; 
Transadria (then being established), Zagreb, .71; PA, 
Zagreb 10.1.85; burnt during refueling on ground 
Cerovljani nr Bosanska Gradiska, (Bosnia-Herzegovina), 
2.7.86; regn eld at request of PA 15.3.91 and Federal 
Secretariat order 25.4.91. Sold as HA-MJC, .92 

YU-BDC Utva 65P Privrednik 0699 13.2.67 
PU, Pancevo, 13.2.67; CofR 607; hit the ground and 
crashed 7.3.67 Seleus near Alibunar, (Serbia); returned to 
Utva '67, wfu. 

YU-BDD Utva 65P Privrednik 0700 23.3.67 
PU, Pancevo, 23.3.67; CofR 608; JAT PA .68; damaged 
14.4.81; Utva Factory, Pancevo 28.7.81; still extant (not 
airworthy) 31.12.90. Wfu, cancelled. 

YU-BDE Utva 65P Privrednik 0701 .67 
AC Mlada krila Sombor, (Serbia); CofR 609; Utva Factory 
Pancevo; PA Vrsac, 70;_regn eld on JAT PA request 
12.10.89 and Federal Secretariat order 15.10.89. 
Note: PA Vrsac was part of SVC until 12.3.73, then part of 
JAT PS Vrsac until 31.12.73, and later finally became JAT 
PA Vrsac. 

Above: Three shots of Aermacchi-Lockheed AL.60B-2 c/n 73/6253 
YU-BCZ: (top to bottom) as a brand-new VSS machine presented at 
1967 Belgrade Automobile Fair (Foto centar); YU-BCZ at Pribislavec 
airfield near Cakovec, Croatia, 1981 (Medjimurje tourist pamphlet); the 
same aircraft still with the same paint scheme waiting for better days at 
Lisicji Jarak sport airfield near Belgrade in January 2003 (P. 
Stamenkovic) 

YU-BDF Utva 65P Privrednik 0702 14.8.67 
AAS Osijek, 14.8.67; CofR 610; Utva Pancevo '67; VSCG 
Titograd, based Pancevo '70; PA JAT Vrsac 2.2.82; regn 
eld on JAT PA request 9.11.89. 
Note: This aircraft was operated in Sudan under Yugoslav 
ownership and registration. 

YU-BDG Utva 65P Privrednik 0703 2.2.68 
AC Mlada krila, Sombor (Serbia).'67; Zemljoradnicka 
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Left: Piper PA-25-235 
Pawnee B YU-BDJ 
owned by "Podravka 
Poljoprivreda" Daruvar, 
late eighties. (YUVAM 
Aeroplan 5/89 via O. 
Petrovic) 

Below: Cessna A185E 
Skywagon floatplane 
YU-BDK at Brussels en 
route to Yugoslavia in 
mid-1967. 
(John Wegg collection) 

zadruga (Agricultural Cooperative), Stanisic near Sombor, 
(Serbia) 2.2.68; CofR 611; damaged 29.3.68; wfu and 
regn eld 27.3.70. 

YU-BDH Piper PA-25-235 Pawnee B 25-3876 28.2.67 
Ex N7713Z. AC Zarko Zrenjanin, Zrenjanin, 28.2.67; CofR 
613; damaged 13.10.72, also 17.9.82; to Croatian AF .91; 
later to 9A-DSB. 

YU-BDI Piper PA-25-235 Pawnee B 25-3756 12.3.67 
Ex N7789Z. Zadrugar (Avio servis), Daruvar, (Croatia) 
12.3.67; CofR 614; PIK Nova, Poljopromet, Daruvar; major 
damage 21.4.71; wfu and regn eld on Nova request 
12.1.73. Later re-regd YU-BLE, new CofR 1118, AC 
Zrenjanin 6.3.78. 

YU-BDJ Piper PA-25-235 Pawnee B 25-3260 12.3.67 
Ex N7314Z. Zadrugar (Avio servis) Daruvar, (Croatia) 
12.3.67; CofR 615; PIK Nova, Poljopromet, Daruvar; 
Podravka Poljoprivreda, Daruvar, 11.2.81; RO (Radna 
organziacija = Work Organization) Poljoprivreda, 
18.12.90. Regn cancelled. To Trans-Adria, Zagreb. Re-
regd RC-BDJ .92, then 9A-BDJ Pan-Adria. 

YU-BDK Cessna A185E Skywagon 185-1241 8.67 
Ex (N4774Q), floatplane. Aerodromske usluge (Airport 
Service) Split, (Croatia); CofR 616; major damage at 
Komiza on Vis island, (Croatia) 24.6.69 (overturned during 
take-off from water); regn eld by order of Accident 
Commission of Federal Civil Aviation Secretariat 21.11.70. 

YU-BDL Cessna U206B Super Skywagon U206-0851 7.67 
Ex (N3851G). AU Split, (Croatia), 11.9.67; CofR 617; AC 
Ptuj, Ptuj (Slovenia) 9.4.71; regn eld 9.4.92. To SL-DAE, 
S5-DAE. 

YU-BDM Cessna F172H (Reims-built) F172-0351 21.6.67 
AU Split, (Croatia) 21.6.67; CofR 618; ZfS (Zrakoplovna 
skola = Aviation School) Split 26.7.68; AC Split, Split/Sinj 
.78; regn eld 1991. To 9A-BDM .93. 

YU-BDN Cessna 402 402-0100 7.67 
Ex N4000Q. AU Split, (Croatia); permission to import 
requested, CofR 619; permission denied, sold instead to 
F-BPJA regd 27.6.68 and w/o 13.2.70, eld 5.6.70. 

YU-BDO Utva 65P Privrednik - .67 
AC Mlada krila, Sombor, (Serbia); CofR 620, without CofA 
in '67; Utva, Pancevo, 3.8.71. Registration never taken up. 

YU-BDP Piper PA-25-235 Pawnee B 25-3152 6.67 
Ex N7265Z. Panadria Zagreb; CofR 621; major damage 
18.9.73; wfu and regn eld on Panadria request 4.11.74. 

YU-BDR Cessna F172H (Reims-built) F172-0412 21.6.67 
ZSH (Zrakoplovni savez Hrvatske = Aeronautical Union of 
Croatia) Zagreb, (Croatia), 21.6.67; CofR 622; AC Zagreb, 
Zagreb 11.1.73; regn eld 1991. To RC-BDR .92, 9A-BDR. 
(Note: C/n was later quoted as 2042 or 2062 -rebuild?) 

Above: Also at the Cessna delivery centre at Brussels in 1967 and 
intended for Split was U206B Super Skywagon YU-BDL. 
(John Wegg collection) 
Below: Reims-built Cessna F172H YU-BDM was a visitor to Baden-
Baden in West Germany on 26.6.70. (F van Bruggen) 

YU-BDS Cessna F172G (Reims-built) F172-0264 27.7.67 
Ex OE-DLF. ALC (Alpski letalski centar = Alps Aviation 
Center) Lesce-Bled, (Slovenia) 27.7.67; CofR 636; regn 
eld 1991. To SL-DAX, later S5-DAX. 

YU-BDT Let Z-37 Cmelak 02-25 7.8.67 
SVC (Savezni vazduhoplovni centar = Federal 
Aeronautical Center) Vrsac, (Serbia); CofR 637; crashed 
Surjan village near Jasa Tomic, (Serbia) 29.3.71; wfu and 
regn eld on request of JAT PS, Vrsac 22.1.73. 

YU-BDU Let Z-37 Cmelak 02-19 7.8.67 
SVC Vrsac; CofR 638; crashed during take-off 27.2.68 
Vrsacki ritovi, Vrsac; to JAT PS Vrsac 12.3.73; JAT PA 
Vrsac 31.12.73; regn eld on JAT PA request 9.11.84. 
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Above: Delivered in Yugoslav marks via Shannon and Brussels in 
June 1967. Cessna 402 YU-BDN nevertheless was not imported and 
was sold in France as F-BPJA. (John Wegg collection) 
Below: Reims-built Cessna F172G YU-BDR, also at Baden-Baden on 
26.6.70 wearing Rally Number 68. (F van Bruggen) 

YU-BDV Let Z-37 Cmelak 02-13 7.8.67 
SVC Vrsac; CofR 639; JAT PS Vrsac 73; JAT PA Vrsac 
.73; crashed during take-off Kaluderovo airstrip near Bela 
Crkva, (Serbia) 6.3.77; wfu and regn eld on JAT PA 
request 13.11.79. 

YU-BDW Let Z-37 Cmelak 02-06 7.8.67 
SVC Vrsac; CofR 640; JAT PS Vrsac 26.12.73; JAT PA 
Vrsac 31.12.73; crashed 1.2.81; wfu and regn eld on JAT 
PA request 9.11.84. 

YU-BDX Let Z-37 Cmelak 03-02 17.8.67 
Jugoimport (as importer) 17.8.67; CofR 641; SVC Vrsac; 
crashed, completely destroyed and pilot killed, Pacir 
Durdin Farm nr Subotica, (Serbia) 31.3.69. 

YU-BDY Let Z-37 Cmelak 03-03 17.8.67 
Jugoimport 17.8.67; CofR 642; SVC Vrsac 6.1.68; JAT PA 
Vrsac 31.12.73; crashed Gaj, Vrsac 26.3.86 (pilot severe-
ly injured); wfu and regn eld on JAT PA request 12.10.89 
and Federal Secretariat order 16.10.89. 

YU-BDZ Let Z-37 Cmelak 03-04 17.8.67 
Jugoimport 17.8.67; CofR 643; SVC Vrsac 6.1.68; JAT PA 
Vrsac 31.12.73; wfu and reg eld on PA JAT request 
12.10.89 and Federal Secretariat order 16.10.89. 

YU-BEA Let Z-37 Cmelak 03-05 17.8.67 
SVC, Vrsac; CofR 644; crashed and burnt 8.3.69 near 
Kikinda, (Serbia), pilot killed; reg eld and written of on JAT 
PS Vrsac official request 22.1.73. 

Right: YU-BDY. seen 
here in the mid-1980s, 
was one of a batch of Let 
Z-37 Cmelaks imported 
by Jugoimport for the 
Federal Aviation Centre 
SVC in 1967. adding to 
the variety of agricultural 
aircraft then in use in 
Yugoslavia. 
(M. Micevski via O. 
Petrovic) 

Above: About to touch down, Cessna F172G YU-BDS of ALC Lesce-
Bled. Slovenia, in the late sixties, (uknown newspaper via O. Petrovic) 
Below: Reims-built Cessna F172G c/n F172-0264 YU-BDS, ALC 
(Alpski letalski centar - Alps Aviation Centre), Lesce-Bled, Slovenia, 
summer 1988 (Artwork by O. Petrovic) 

Common abbreviations used in this extract: 
AU Aeodromske usluge (Airport Service) 
PA 
PS 
PU 

SVC 
VSS 

Privredna avijacija (Agricultural Aviation) 
Pilotska skola (Pilot school) 
Poslovno udruzenje za mehanizaciju i hemizaciju 
poljoprivrede (Agricultural Mechanisation and 
Chemicalisation Business Association) 
Savezni vazduhoplovni centar (Federal Aviation Centre) 
Vazduhoplovni savez Srbije (Aeronautical Union of Serbia) 

YU-BEB Let Z-37 Cmelak 03-06 9.11.67 
SVC Vrsac 9.11.67; CofR 645; JAT PS, Vrsac .73 (SVC 
became part of PS); hit telephone cables at 30 m and 
crashed on auxiliary airstrip Crvenka, near Kikinda, 
(Serbia) 7.5.76; regn eld on JAT PA Vrsac request 9.9.77. 

YU-BEC Let Z-37 Cmelak 03-07 17.8.67 
SVC Vrsac 9.11.67; CofR 646; JAT PS, Vrsac .73; des-
troyed on auxiliary airstrip Pristov (3 km SE of Vrsac) 
7.4.79; regn eld on JAT PA Vrsac request 9.11.79. 

YU-BED Utva-65P Privrednik 0704 .68 
Utva, Pancevo, end of .67; AC Pancevo .68; CofR 647; 
crashed and burnt 26.3.76 on auxiliary airstrip Pasaid near 
Kikinda, (Serbia); wfu and regn eld 11.1.77. 

YU-BEE Utva-65M Privrednik 0705 20.2.68 
AC Mlada krila, Sombor .67; Utva, Pancevo, 20.2.68; 
CofR 648; JAT PA, Vrsac 2.2.82; wfu and regn eld on JAT 
PA request 9.11.84. 
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Above: Preparing to take-off, two views of this Utva 65M Privrednik 
YU-BEE of JA T PA Vrsac, in the mid-seventies. This second version of 
the basic design was designated in the official register as Utva-65M 
(later known as Utva 65 Privrednik 10) and equipped with a 300 hp 
Lycoming 10 540-K1A5. (Belgrade Bank calendar via O. Petrovic) 
Below: Utva 65M Privrednik YU-BEH parked next to an Utva 66. In 
1969 the Utva 65 achieved its first overseas order with five going to 
Algeria of which YU-BEG was the first. (John Wegg collection) 

YU-BEF Utva-65M Privrednik 0706 24.5.68 
Utva Pancevo, .67; CofR 649; regn eld 2.7.70; sold to 
India as VT-EAQ 25.11.70. 

YU-BEG Utva-65M Privrednik 0707 3.9.68 
Utva Pancevo, .67; CofR 650; regn eld, sold to Algeria as 
7T-VTA 9.69. 

YU-BEH Utva-65M Privrednik 0708 .68 
Utva Pancevo .67; CofR 651; AC Mlada Krila, Sombor; 
destroyed Banatski Brestovac, (Serbia) 29.8.73 (pilot 
injured); wfu and regn eld at Utva request 26.2.74. 

YU-BEI Antonov An-2M 701725 24.3.67 
Kiev-built .67; Agrohemizacija, Skoplje (Macedonia), 
24.3.67; CofR 653; Agrotransport, Skoplje, 26.11.90; regn 
eld at Agrotransport request 17.12.90 and Federal 
Secretariat (SSSV) order 24.12.90. 

YU-BEJ Cessna 421 421-0109 3.6.68 
Built .68; ex N3128K; del 24.5.68; Republic Government 
of SRH (Socialist Republic of Croatia), Zagreb, 3.6.68; 
CofR 654; Linex, Zagreb, 23.10.72; Slovenijapromet, 
Ljubljana, 13.5.74; Tehnomaterijal, Belgrade, 20.5.74; 
Agromakedonija, Skoplje, 6.7.76; Aerodrom-Maribor, 
Maribor, 9.12.76; Energoinvest (El), Mostar (Bosnia and 
Hercegovina); sold to Bramco Aviation, Miami, USA; and 
onward to Bonair, Istanbul, Turkey 9.92 as TC-DVK; later 
became D-IGPP, current. 

YU-BEK Antonov An-2M 701726 .68 
Agrohemizacija, Skopje .68; CofR 655; crashed, c.1970; 
wfu and regn eld on Agrohemizacija request 25.2.77. 

YU-BEL Piper PA-25-235 Pawnee B 25-3789 .68 
Ex N77648Z; AC Heroj Pinki, Novi Sad (Serbia); CofR 
656; to AC Zarko Zrenjanin, Zrenjanin, operated by 

Above: Piper PA-25-235 Pawnee B YU-BEM of AC Novi Sad in the 
late 1980s makes an interesting comparison with the Utva 65 
Privredniks opposite. (M. Micevski) 

Agrovojvodina Export-Import, Novi Sad; crashed during 
emergency landing after wing collapsed, 75 mis S of 
Simsim, Dinder area, Sudan 25.10.69; regn eld 3.3.70. 

YU-BEM Piper PA-25-235 Pawnee B 25-3872 28.2.68 
Built '66, ex N7710Z; AC Heroj Pinki, Novi Sad; CofR 657; 
AC Novi Sad, operated by Agrovojvodina Export-Import, 
Novi Sad; flew until 7.04 with AC Novi Sad, still listed in 
official register but CofA expired 18.7.04 

YU-BEN Let Z-37 Cmelak 04-19 20.2.68 
Agromakedonija, Skoplje (Macedonia) 21.2.68; CofR 658; 
Agrohemizacija, Skoplje; JAT PA Vrsac 7.1.75; crashed 
10.1.85; wfu and regn eld at JAT PA request 12.10.89 and 
Federal Secretariat (SSSV) order 16.10.89. 

YU-BEO Let Z-37 Cmelak 04-20 2.68 
Agromakedonija, Skoplje; CofR 659; crashed on airstrip 
Lozja, Macedonia 10.6.68; not repaired, non-flyable from 
'69; regn eld on "Agromakedonija" request 17.2.77. 

YU-BEP Let Z-37 Cmelak 04-21 5.2.68 
Agromakedonija, Skoplje; CofR 660; crashed during 
emergency landing near Prizren 11.2.70 (pilot injured); 
wfu and regn eld on "Agromakedonija" request 17.2.77. 

YU-BER Piper PA-25-235 Pawnee B 25-3781 .68 
Built .67, ex N7644Z; AC Zrenjanin, Zrenjanin; CofR 661; 
crashed immediately after take-off at Karatib, S of Wadi 
Madani, Sudan 27.9.69; regn eld from Register 3.3.70. 

YU-BES Grumman G-164A Super Ag-Cat 490 21.2.68 
Ex N976X; JAT PA, Belgrade; CofR 662; damaged (over-
turned during emergency landing) on Lisicji Jarak airfield 
nr Belgrade 19.6.70; regn eld on JAT PA request 19.2.74. 

YU-BET Grumman G-164A Super Ag-Cat 493 21.2.68 
Ex N979X; JAT PA, Belgrade; CofR 663; hit the ground 
and destroyed Cepin airfield near Osijek, Croatia 4.4.81 
(pilot killed); cancelled. 

YU-BEU Grumman G-164A Super Ag-Cat 498 21.2.68 
Ex N984X; JAT PA, Belgrade; CofR 664; crashed 11.1.83; 
regn eld and now in Aeronautical Museum, Belgrade 
Nikola Tesla Airport. 

To be continued.. . 

Above: YU-BEU was one of a batch of Schweizer-built Grumman Ag-
Cats acquired by the agricultural division of JAT, seen here at 
Belgrade-Zemun in July 1969. (P Trippi via John Wegg collection) 
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The Portsmouth 
Aerocar 

HEAD-OjN VIEW No.49 

Portsmouth Aviation was founded on February 8th 1943 when 
Portsmouth, Southsea & Isle of Wight Aviation was renamed. The Joint 
Managing Directors of the company were Major Frank Luxmoore DFC 
and Lionel M J Balfour, while Sir Alan Cobham had been appointed 
Chairman in March 1935. As PSIoWA the company had operated com-
mercial services to the island before the war and during it as part of 
NAC, and had built a reputation in wartime as a Civilian Repair Unit. It 
had also operated a subsidiary company Aero Repairs Ltd for repair 
and maintenance pre-war. 

Maj Luxmoore was also the chief designer whose team in 1945 put 
together a new design for a "flying motor-car" for air taxi and/or light 
freighter roles, no doubt based on the PSIoWA experience of mainly 
short-range operations. Four versions of this light twin were initially pro-
posed, all bearing the'name "Aerocar" and the construction of two pro-
totypes began in 1946. 

The four versions were to be the Aerocar Major (2 x 155hp Cirrus 
Major), the Aerocar Minor (2 x 101hp Cirrus Minor II), both of which 
were fully equipped and fitted with retractable undercarriage; the 
Aerocar Senior and Aerocar Junior were to have the same engine 

Above: Viewed from above in flight, the Aerocar's clean profile is 
evident. Elevator mass balances are visible, as is the pitot head below 
the starboard wing, (via JM Collection) 

options respectively but with a lower level of equipment and with fixed 
undercarriage. Ski- and float-plane versions of these models were also 
proposed and various engine options were considered including DH 
Gipsy Major and Continental alternatives. 

The basic design of the Aerocar comprised a fuselage cell with a high 
wing and twin booms which housed the engines and undercarriage. 
The low fuselage with five doors for passengers and crew or rear 
clamshell doors for freight provided enviable accessibility, while easily 
removable panels simplified maintenance and inspection routines. 

The two prototypes were identified as one Aerocar Minor c/n 1 reserved 
as G-AGNJ on 19th February 1945 and one Aerocar Major c/n 2 regis-
tered G-AGTG on 10th September 1945. Consultation with potential 
customers, aided by the availability of a mock-up, showed a preference 
for the Aerocar Major in the belief that performance of the Minor version 
would be inadequate, particularly in single engine conditions. As a 

result, work on the Minor was 
abandoned and the registration 
G-AGNJ was cancelled on 
October 1947. 

10th 

Meanwhile, G-AGTG was com-
pleted and was wheeled out for 
taxying trials at Portsmouth on 
the afternoon of 18th June 1947. 

Left: Three-quarter view of the 
Aerocar during early trials. 
Notable is the low ground clear-
ance and original pointed rear 
fuselage. Three doors are fitted 
but the rearmost is taped 
around. Six cooling vents are 
seen on the port side cowlings. 
(Aeroplane via JM Collection) 
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Left: The first flight of G-AGTG at 
Portsmouth 18th June 1947. Watched by 
employees, the Aerocar passes over 
Portsmouth Aviation's Dragon Rapide G-
AHEB (ex RL963 and shortly to be EI-ADP) 
and the remains of a Focke Wulf 189. 
Below Left: A starboard side view with one 
door only fitted giving access to the right front 
seat. It is easy to see how the position of the 
engines made maintenance or removal rela-
tively easy. (both Aeroplane via JM 
Collection) 

The trials were conducted by Maj Luxmoore 
and proved so satisfactory that, in the 
absence of company test pilot Alan Jones, 
Luxmoore took off for the successful maiden 
flight at 7pm that evening. Further testing 
resulted in modification to the rear fuselage 
profile to improve low-speed handling charac-
teristics. It was acknowledged that G-AGTG 
was heavier than anticipated but the 
company preferred to concentrate first on 
flight testing issues and on reducing weight 
later. The prototype was then shown in public 
at the SBAC Show at Radlett in September 
1947. 

By this time considerable sales success was 
being claimed from the UK and from dealers 
overseas, amounting to 288 orders valued at 
around £2 million, together with a planned 
production subsidiary to be set up in India. 
The uncompleted Aerocar Minor was shipped 
to India as a pattern aircraft but the aristo-
cratic Indian backers were unable to finance 
the project and the deal fell through. 

The Aerocar Major G-AGTG received its 
CofA on 3rd September 1948 and that month 
appeared at the first SBAC Farnborough 
Show. It was intended to replace wood and 
ply as used in the wing and tail assemblies of 
the prototype with lighter alloy construction in 
production aircraft, which would have con-
tributed to solving the overweight problem. 
However, although some contemporary 
reports indicated that building was "nearing 
completion", no further Aerocars appeared. 

The difficulty of a small company such as 
Portsmouth Aviation in competing with the big 
manufacturers for markets and materials in 
the immediate post-war years, together with 
the availability of war-surplus aircraft, was no 
doubt a major contributory factor. Perhaps 
the unconventional design was also a step 
too far in comparison with the still-active 
Dragon Rapides and contemporary new 
designs such as the DH Dove. 

The construction of the Aerocar involved a 
metal fuselage with a central keel on which 

Above Left: Publicity photo of the Aerocar at 
Portsmouth in June 1947, engines running, 
elevator lowered; against a background of 
Oxfords/Consuls. Visible on the nose are 
clasps for the clamshell-style inspection 
panels on each side. 
Left: After revision of the rear fuselage shape 
and the addition of black trim on the bare 
metal and silver finish, G-AGTG arrived at 
Radlett for the September 1947 SBAC Show. 
Support struts are placed below the twin fins 
for safety and the Aerocar is positioned next 
to the Cunliffe Owen Concordia G-AKBE. 
(both Aeroplane via JM Collection) 
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were mounted steel tube frames, the whole cell being skinned 
in light alloy sheet. This fuselage was attached to the wing 
centre section which, apart from the spars, was also of steel 
tube. The two-spar wing was more conventional, with the 
spruce spars and stiffening, and was ply-covered except for the 
centre-section leading edge which was of alloy sheet. Ailerons 
and outboard flaps were all light-alloy but the inboard flaps were 
of spruce and ply. The twin tail booms were of monocoque con-
struction with laminated spruce frames and ply covered, as 
were the twin fins, rudders and elevator. These control surfaces 
were mass-balanced and fitted with manual trim tabs. 

With the emphasis on ease of access, the fuselage floor stood 
less than two feet above the ground and there were three front-
hinged car-type entry doors on the port side, one on the star-
board side and one upward-opening at the rear. Internally, 
accommodation for pilot and five passengers plus luggage was 
flexible, with the rear and central seat rows being readily remov-
able for combinations of freight operation. Hinged or removable 
panels on the fuselage allowed easy access to the controls and 
systems. 

The undercarriage mainwheels were mounted on the wing 
spars and retracted into the booms behind the engines, leaving 
about half of the wheel exposed. This also applied to the steer-
able nosewheel, mounted on the central keel, which would help 
to protect the underside in case of a wheels-up landing. Further 
protection was provided on the prototype by skid attached 
beneath the fuselage floor. The undercarriage was pneumati-
cally operated as were the brakes. 

Power was provided, as stated, by two 155hp Cirrus Major 
engines on the Aerocar Major. These were mounted ahead of 
the leading edge, simplifying maintenance and removal which 
could be carried out with all complementary equipment and 
cowlings as one unit. Engine cooling outlets took the form of 
gauze valence panels on either side of the cowlings, six on the 
left side, three on the right accompanied by scoop inlets. Fixed-
pitch wooden propellers were used on the prototype but it was 
intended to fit variable-pitch, featherable propellers when a suit-
able Rotol design became available. Fuel was carried in two 
flexible tanks between the spars in the centre section, contain-
ing a total of 60 gallons and allowing a cruising range in excess 
of 600 miles. 

The prototype G-AGTG was fitted with single-pilot controls but 
it was intended to provide dual controls as standard on produc-
tion models. The standard equipment to be fitted to the Major 
and Minor models included electric starter, night-flying and blind 
flying panels and the pneumatically powered undercarriage and 
flaps. A further option was to include Decca Navigator system 
which would result in the Aerocar being as well-equipped as 
many airliners. The Senior and Junior models would have fixed 
undercarriage, fixed-pitch propellers, manual flaps and simpler 
equipment suitable for club flying and daylight-only use. 

Prices were quoted as Major £4,850, Minor £4,600, Senior 
£5,050 and Junior £3,550. Twin floats added £640 to any basic 
price but a fixed ski undercarriage reduced costs. A wide variety 
of potential roles was predicted including that of an ambulance 
version. 

TOP: G-AGTG on a fast, low run across Portsmouth Airport on 13th August 
1947 with a line of Oxfords/Consuls on the perimeter. (Aeroplane via JM 
Collection) 
Above: Underside view of the Aerocar with split flaps and ailerons visible, 
also shows the landing light cut-out in the port wing, (via JM Collection) 
Below Left: The tail unit of the Aerocar showing the elevator and rudder trim 
tabs and the elevator mass balance weights. (Aeroplane via JM Collection) 
Below: G-AGTG in flight showing the undercarriage, partly-exposed when 
retracted, and the emergency skids with shock absorbers under the fuse-
lage. Unusual window shapes are the result of the braced cell structure of 
the fuselage, (via JM Collection) 
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Above: The Aerocar on approach during an early test flight, flaps 
partially extended. There was an excellent view from the cockpit 
with the aircraft in this attitude. (Portsmouth Aviation via JM 
Collection) 
Above Right: A final polish to the Aerocar at Radlett in 
September 1947, where the hangar still wore wartime camou-
flage. (Aeroplane via JM Collection) 
Right: The cockpit of the prototype, arranged for only single pilot 
operation, looks rather crude but is well-equipped. (Aeroplane via 
JM Collection) 

Whatever other problems were faced by Portsmouth Aviation, it is 
clear that they were unable to raise the required finance even 
against an exceptionally promising order book. The Aerocar 
Major's last major event was the 1949 Farnborough Show and in 
1950 it was partly-dismantled and left behind one of the hangars 
at Portsmouth. Still recognisable in 1952, it finally succumbed and 
the registration G-AGTG was eventually cancelled on 27th 
February 1959. 

Dimensions and performance : Portsmouth Aerocar Major 

Wing span 
Length 
Height 
Wing area 
Empty weight 
Max AUW 
Cruising speed 
Max speed 
Landing speed 
Range @ 65% 
Max rate of climb 
Service ceiling 

42 ft 0 in. 
26 ft 3 in. 
10 ft 7 in. 
255 ft2 

2,600 lb 
3,950 lb 
140 mph 
164 mph 
52 mph 
670 miles 
1,180 ft/min 
19.800 ft 

12.8 m 
8.0 m 
3.22 m 
23.69 m2 

1,179 kg 
1,792 kg 
225 km/hr 
264 km/hr 
84 km/hr 
1.078 km 
360 m/min 
6,035 m 

Below: Artist's impression of the fixed floatplane version from 
Portsmouth Aviation publicity material. The three port side doors 
would not be very accessible in this position! (via JM Collection) 

Above: A further view at the 1947 SBAC Show with the third door open. 
Clearly passengers would have to stoop to step in while front-door users 
would need to ensure that the propellers had stopped. The badge on the 
nosewheel door reads "PA Aerocar". (Topical Press via JM Collection) 
Below: General Arrangement drawing of the Aerocar appears to show 
landing lights in the nose of the aircraft, (via JM Collection) 

; t * k > O M U u -

Uenera l A r r a n g e m e n t -

P O R T S M O U T H 
A V I A T I ON LTD 
AEROCAR'SERIES 

2013/154 



Take Six Provosts 
45 years on, and an attempt to export six former Royal Air Force Percival 

Provosts (G-AWTB to G-AWTG) to Biafra still remains a confusing and contra-
dictory subject. Michael Draper, who was personally involved in the debacle, 

answers some of the questions by describing the frustrated attempt to 
smuggle these aircraft out of the UK. 

In all honesty, it was a preposterous idea. Anybody with an inch of 
common sense would have smelt a rat immediately - and, of course, 
they did! But it "almost" worked and six former RAF Provost T.1s were 
"almost" delivered to Biafra against the wishes of the British govern-
ment. 

The concept was hatched in September 1968, a low point in Biafra's 
War. Desperately short of ammunition, the Biafrans lost the key town of 
Aba at the beginning of the month whilst the defences to the north-east 
of Uzuakoli were equally weak for the same reason. The loss of 
Uzuakoli would have opened the way to the key town of Umuahia, but 
of greatest concern was the situation at the rebel's vitally important Uli 
Strip. For several nights in September, Biafran units defending the strip 
had been forced to abandon their positions under the threat of heavy 
artillery fire and aerial bombing by Nigerian Air Force MiG-17s, L-29 
Delfins and to a lesser extent llyushin 28s. 

Softer targets, including hospitals, refugee camps and markets were 
also regularly strafed and bombed. But one frequent visitor to 
Umuahia's Queen Elizabeth Hospital compound showed a tangible 
sense of defiance. He was Count Gustav von Rosen who, a month 
earlier, had broken the hold of gun-runner Hank Warton's control of Uli 
Strip's landing-codes. Citing the success of US Counter-Insurgency 
(COIN) operations in Vietnam, he was of the opinion that the Biafrans 
should establish a COIN-configured air element solely to attack the 
Nigerian MiG and llyushin bases. Von Rosen expressed that view to 
Godwin Ezeilo, head of Biafra's moribund Air Force. He also voiced his 
concerns at an ad hoc meeting of relief agency representatives at the 
Queen Elizabeth, including two members of the British Mercy Missions 
crew, John Mitchell-Smith and the author. [Note 1] 
Returning to the UK, a meeting was hastily arranged with Austin 
Okwesa, the Paris-based Biafran emissary who, a year beforehand, 

Above: Where it all started: Provost WV540 at RAF Gaydon on 14 
September 1968, shortly before becoming part of the conspiracy. 
Compare its appearance with the photograph on page 157. (Jack 
Meaden) 

had set up a deal with Frenchman Jean Godet involving a dozen former 
Armee de I'Air T-6 Texans. 

Despite the T-6 sale having been brokered by Templewood Aviation 
Ltd, a Windsor-based company with close ties to the Biafran leader-
ship, it had met complications and the aircraft were held up at Lisbon 
docks - eventually for over a year. The quest for a replacement turned 
to a batch of RAF Provost T.1s, examples of which were being declared 
surplus to requirements. 

Templewood Aviation chose not to become openly involved in any pro-
posed Provost deal and instead suggested that an Essex-based entre-
preneurial character, Tony Osborne, might prove to be useful. 
Osborne, who ran an aviation museum at Southend airport, was easily 
persuaded to come on board. 

The only concern in having Osborne involved was that he had, a few 
months beforehand, bought an Avro Anson (G-AWML) for which he 
needed funding for a CofA and saw the financiers behind Mercy 
Missions as a likely source. He had even painted the Anson with ridicu-
lous-looking invasion stripes and a legend suggesting that he was 
helping to save Biafra's children. In reality, Osborne had little intention 
of flying the Anson as far as Basingstoke, let alone Biafra. 

Nevertheless, it was Tony Osborne who arranged for the purchase of 
six RAF Provost T.1s (WV421/B, WV540/C, XF554/Z, XF691/K, 
XF693A/ and XF838/H) "specifically as museum exhibits". All six had 
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previously operated with the RAF's Central Air Traffic Control School at 
Shawbury. They were registered, on 8 November 1968, to Osborne's 
company, Target Towing Aircraft Ltd as G-AWTB to G-AWTG inclusive 
and with a special dispensation that they be ferried from Shawbury to 
Blackbushe in military markings. Osborne collected the first example on 
13 November with, as was standard procedure with sales of military air-
craft, just enough fuel supplied for the ferry flight. The remaining five 
aircraft were ferried to Blackbushe the following day although one 
(XF693/G-AWTC), having got lost approaching Basingstoke and 
running short of fuel, made an unscheduled landing at Odiham. Apart 
from WV540 (G-AWTG), which had its RAF insignia and markings 
carefully painted over and which Osborne used as a daily taxi between 
Blackbushe and Stapleford Tawney, the five remaining aircraft were 
tied down at Blackbushe. But one thing was clear; despite the title of 
Osborne's company, there was never any intention to use the Provosts 
for target-towing of any description. 

With hindsight, Blackbushe was hardly the wisest of choices for storing 
the Provosts, essentially for two reasons. The airfield's owner, Air Vice 
Marshal Don Bennett, who tended to fight the government on just about 
any subject for any reason, was an outspoken member of the then 
"Support Rhodesia Campaign". The other factor was Osborne himself, 
openly supportive of Biafra and, like AVM Bennett, prone to gossiping 
to whoever was prepared to listen. It didn't take long for the conspiracy 
theorists to rumour about the aircraft's ultimate destination, to such an 
extent that official interest soon became inevitable. 

The first to express any suggestion that something untoward was hap-
pening at Blackbushe was a Mr N.O. Rampton (of the Foreign Office's 
Defence Training & Supply Department). He had fired off a confidential 
memorandum, on 20 November 1968, to Miss J.E. Stevens at the 
Board of Trade outlining his concern following a brief conversation that 
a member of Customs Investigation Branch had had with several of 
those obviously connected with the aircraft at Blackbushe. One of those 
spoken to was a young Blackbushe-based engineer, Bryan Mather, 
who Customs concluded had some form of association with Osborne. 
They had also spoken with Osborne himself who openly outlined his 
plan to take the Provosts to Cherbourg for fitting of long-range tanks 
before returning them to the UK for export to Zambia where, he 

Right: John Mitchell-Smith, formerly owner of Messenger G-AKKC and 
Nord 1101 G-ATHH, was the principal "front-man" behind the attempt 
to export six Provosts to Biafra. John is seen here during his stint with 
the Mercy Missions' Anson G-AWMG. (Michael I Draper) 

Left: Having captured Ovim, troops 
of the Federal Nigerian 1 Division 
set out southwards from the Ahaba 
road junction towards the Biafran 
village of Uzuakoli and the more 
important regional capital, 
Umuahia. The Biafran Army, often 
subjected to MiG-17 attacks, was 
weak on the ground and a small 
ground-attack counter-insurgency 
element was seen as paramount in 
halting the Nigerian advance. (M.I. 
Draper Archive) 

claimed, they would be used in a 
"flying doctor" role. He even added 
that he was on the point of applying 
for an export licence. Osborne 
strenuously denied any intention of 
exporting the Provosts to Biafra, but 
in his memo Rampton added that 
"For what we know of Zambian 
support for the Biafrans, the 
Zambians are quite capable of 
having agreed to have them flown 
on to Biafra". The licence was there-
fore refused. 

In the meantime, and in an attempt 
to keep them out of the public eye, it 
was decided to move the Provosts 
to Fairoaks where secure 

hangarage was available. They were flown across in two waves on 20 
November. What the visitor from Customs Investigation Branch clearly 
was unaware of was that the group did in fact intend to fly the Provosts 
to Cherbourg where, not only were they to be fitted with long-range fuel 
tanks, but also with 20mm Browning guns. There was, of course, no 
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intention to return them to the UK. However, there was one other factor 
considered and that was to move the Provosts from Fairoaks to 
Goodwood. That would have enabled the departure to Cherbourg to be 
less visible as well as shortening the journey. Besides, the cost of 
hangarage at Fairoaks was beginning to rack up. 

Keeping the situation under wraps was by now becoming a farce. Even 
the Federal Nigerian government had become fully aware of the 
Provost deal from a very early stage. On 21 November 1968, Sir David 
Hunt, the British High Commissioner in Lagos, had been summoned by 
Nigerian government officials and told in no uncertain terms that the 
Nigerian leader, General Yakubu Gowon, was "dismayed that the 
British could not support the Nigerian Government in supplying Jet 
Provost aircraft but that the 'rebels' had acquired six Provosts and an 
Anson from British sources". Furthermore the Nigerians understood 
that "the brokers on the deal were named Osborne and Griffin and that 
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Above: Provost T. 1 WV540/(G-AWTG) was used by Tony Osborne as 
a daily taxi between Blackbushe and Stapleford Tawney which was 
close to his home at Romford, Essex. Interestingly, whilst the RAF 
insignia has been removed and the service serial only partially covered, 
no effort was made to apply the allotted civil registration. It was subse-
quently ferried, with the others, to Fairoaks for "secure hangarage" -
albeit not secure enough to prevent Bernard Martin taking this view 
shortly after its arrival. 

one of the pair was based in Geneva". They even knew of the intention 
to fly the Provosts firstly to France and then to be consigned to Zambia 
but diverted to Biafra whilst en route. [Note 2] 

Christmas 1968 was spent planning the next move; it came on 3 
January 1969 when John Mitchell-Smith and Bryan Mather visited the 
Board of Trade Civil Aviation Registration Branch at Shell-Mex House, 
London. Osborne had notified the Civil Aviation Authority, on 9 
December, that the Provosts were being sold to Bryan Mather. Mitchell-
Smith confirmed the intention to have the Provosts' registered owner 
transferred from Target Towing Aircraft Ltd to Trade-Air, a company 
whose headed notepaper showed B. Mather and W.S.W. Billingham as 
Joint Managing Directors. The company address was shown as 55, 
William Bristow Road, Coventry which was, in fact, the parental home 
of Bryan Mather and where Mather lived while working as an engineer 
for ACE Freighters. However, the Board of Trade rightly chose not to 
consider Trade-Air as a properly constituted company and refused the 
request as it stood. (They were, on the other hand, quite happy to show 
a change of registration to Bryan Mather and which was effected later 
in the day). Furthermore, the Board of Trade was also happy, as it 
turned out, to issue a "Permit to Fly" (valid until 15 January 1969) to 
each of the six Provosts for a one-way flight from Fairoaks to 
Goodwood. 

Until then the Board of Trade's Export Licensing Branch had been led 
to believe that the aircraft had been purchased by Trade-Air (from 
Target Towing Aircraft) but on (or around) 21 January 1969 the same 
Branch received a call from the Customs Surveyor for the Fairoaks 
area to say that the Provosts had, in fact, been purchased by 
Gesellschaft Zur Aktivierung Von Kunst und Wissenschaft of Berlin. 

Left: The letter that accompanied the export licence forms was hand-
written by the author but Bryan Mather was asked to add his signature. 
Note that the owner of the Provosts was shown as a Berlin-based 
organisation despite the fact that Trade Air had, two weeks beforehand, 
received an order from the Portuguese company. S.E.A.M.A. (Michael 
I Draper Archive) 
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Their representative, a Dr Pretzel of 270 Haggerstan Road, London E8, 
had been told by HM Customs that, since the Permits to Fly had 
expired, the aircraft must not be flown out of Fairoaks without an export 
licence. 
[Note 3] 

On 31 January 1969 the Export Licensing Board received a hand-deliv-
ered application for an export licence for the six Provosts. The applica-
tion (written, in fact, by the author) was on Trade-Air headed paper but 
now showing the company address as 14, Frogmore Park Drive, 
Blackwater, Camberley, Surrey. The letter (with a nonsensical Trade-
Air reference 1D/1500/69) claimed that Trade-Air, although not specifi-
cally shown as the owner, was simply acting as agent for both the pur-
chaser and owner. The owner was now given, not as Trade-Air but, as 
Gesellschaft Zur Aktivierung Von Kunst und Wissenschaft. The seller, 
on that occasion was purposely not shown although the implication was 
that it was Trade-Air. Interestingly, the value of each aircraft is shown 
as £1,361; the total consignment therefore valued at £8,166. But what 
this application confirmed more than anything else was that neither 
Bryan Mather, nor Trade Air actually owned the Provosts. The Board of 
Trade noted this which immediately set alarm bells ringing. 

Documentation attached to the Trade-Air application gave the con-
signee as Sociedade de Exploracao de Aerodromos e Manutencao de 
Aeronaves S.A.R.L. '(S.E.A.M.A) at Tires Airfield, Portugal. It also 
showed S.E.A.M.A as the ultimate purchaser and that the aircraft were 
to be flown from Fairoaks, via customs clearance at Gatwick and then 
on to Jersey and Bordeaux. The final leg to Portella would then be 
made via either Bergos or Valladolid. By now, the planned use for the 
Provosts, as shown on the documentation, was declared as "commer-
cial and advanced flying training at Cascais". Again, the supportive doc-
umentation was written by the author but signed by Mather who, by 
now was clearly being duped into being presented as the innocent leg 
man. 

Supporting the Trade-Air export application was an original - and 
genuine -order from the Portuguese company. Dated 15 January 1969, 
the order was signed by a Mr T Moreira, Director of S.E.A.M.A and 
which valued the Provosts at £8,166. One condition made by 
S.E.A.M.A. was that the Provosts should be flown to Portugal under 
British registry although Portuguese registrations had, S.E.A.M.A. 
claimed, been applied for. 

By the end of February 1969 the Civil Aviation Division was actively 
investigating the change of ownership from Trade-Air (ie Bryan Mather) 
to the Germans. It was at that stage that the Investigating Officer 

Right: The official order from S.E.A.M.A. (addressed incorrectly to 
Trade Air Ltd) dated 15 January 1969 and confirmed the value of the 
Provost package as £8.166. (Michael I Draper Archive) 

Left: After their service with 
Rhodesian Air Force (and later the Air 
Force of Zimbabwe) a number of 
Provosts were scrapped. Several sur-
vived, including R3614 (the former 
XF554, G-AWTD) which was subse-
quently placed on display at Gweru 
Museum, Zimbabwe where it was 
photographed on 6 May 1995. 
(Winston Brent) 

realised that the Provosts had not 
been sold by Trade-Air but, in reality, 
had been sold by Target Towing 
Aircraft directly to the German 
company and that the involvement of 
Trade-Air was nothing more than a 
simple ruse to confuse the issue and 
direct attention away from Osborne. 
As a result, the Export Licensing 
Branch decreed that the Civil Aircraft 
Registration Branch should never 
have accepted the change of regis-
tered owner. The Branch took the 
matter up with Mather but they failed 
to receive a satisfactory answer. 
Meanwhile the author, concerned at 

the constant questioning and aware that Customs & Excise had forcibly 
removed the aircraft starter motors as well as knowing that a large 
horde of cash was carefully concealed in the back of an upright piano 
at 14, Frogmore Park Drive, chose to walk away and wash his hands of 
the entire affair. [Note 4] 

With an added sense of urgency, events now began to move quickly. 
The German owner discovered that the aircraft had been immobilized 
and that there was little chance of getting them out of the country. He 
was also aware that money had gone missing. Within hours, Mitchell-
Smith, Mather and several others made a very hasty journey to 
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Heathrow to catch the first available flight out to Lisbon. Ahead of them 
was a new contract to ferry a former Luftwaffe C-47 (N10803) down to 
Biafra; behind them was a web of intrigue and a trail of confusion. 

Apart from an increasing string of unpaid bills, there was now some 
doubt over the future of the Provosts. All six were therefore wheeled out 
of the Fairoaks hangar and lined up outside. Left open to the elements, 
they were effectively abandoned. Unable to get them exported, or even 
moved away from Fairoaks, the German owner cursed the fact that he 
had been the subject of an elaborate con-trick, having lost around 
£4,000 on the deal, and now seeing them only worth their value as 
scrap. 

Administratively, the affair ended when the Civil Aviation Authority can-
celled all six Provosts on 24 March 1969 as "transferred to Germany". 
But they remained in the open until May 1970 when they were sold to 
Beverley Snook's Trans-Global Aviation Supply Company Ltd, report-
edly for as little as £210. Trans-Global then had the Provosts disman-
tled and conveyed by road to their warehouse at 409, High Road, 
Willesden, in north-west London. [Note 5] 

The six frustrated exports were held in storage at Willesden for up to a 
year before being shipped out beneath a cloak of considerable secrecy. 
It was said at the time that all six had been stored in sealed crates and 
at intervals one crate would be removed and replaced by an identical, 
but empty, one! Whether or not that was the case remains unconfirmed 
but a former Trans-Global employee claims that they were shipped in 
crates to Belgium, consigned as "spares" to an existing user of military 
Provosts, either Iraq or Kuwait. This would have given no cause for 
concern with the British authorities; nor, as they would technically be in 
transit, would it bother the Belgians a great deal. And once out of 
Europe, few would appreciate that they had been diverted to Rhodesia. 
Needless to say, the paper trail, including invoices, consignment notes 
and receipts etc were systematically destroyed afterwards. It should be 
said, however, that unlike the frustrated Biafra project that was not 
unentirely involved with hard cash, the new protagonists saw their 
activity as "helping out the old country through conviction and not pri-
marily for financial gain" All of those involved had close connections 

Above: Having been abandoned by the Biafra group, the Provosts 
were sold for scrap and dismantled during May 1970 for conveyance to 
a north-west London warehouse. Provost WV421/B/(G-AWTF) has 
already had the propeller, fin, rudder and undercarriage fairings 
removed. (Bernard Martin) 

with Rhodesia. 

It is also worth highlighting that between 1973 and 1975, twelve more 
Provosts (all former RAF Instructional airframes) were sold by the MoD 
to P.T. Griffiths & Co Ltd, a wholly-owned subsidiary of Trans-Global, 
of which only two have since emerged. The assumption, therefore, is 
that these too were shipped out to Rhodesia as spares, again in breach 
of United Nations Sanctions. [Note 6] 

It took almost ten years before a report from Zimbabwe confirmed that 
the original six aircraft, plus a number of additional aircraft for use as 
spares, had indeed been quietly spirited out of the UK to Rhodesia 
during the UDI period. The evidence came from a most incredulous dis-
covery by a South African enthusiast who visited several airfields in 
1979 during the transition period of Rhodesia becoming Zimbabwe. 
Dumped in a compound at one military base, Dave Becker discovered 
several wrecked Provosts which, amazingly, still had their manufactur-
er's plates in place. Two (R3614 PAC/F/285 and R6307 PAC/F/086) 
proved to the former G-AWTG and G-AWTD respectively. 

So, Biafra's loss became Rhodesia's gain. But the Biafrans were not 
left entirely high and dry. Again, it fell to Count Gustav von Rosen to 
emerge as Biafra's saviour. Just two months after the Provost deal 
effectively died, he became a key factor in resuscitating Biafra's air 
force with a fleet of former civilian-registered SAAB-Malmo MFI-9Bs. All 
had been smuggled out of Sweden, but that is another chapter and for 
another day. 

Subsequent histories and individual fates of the original six Provosts 
are said to be as follows: 

G-AWTB 

G-AWTC 

G-AWTD 

G-AWTE 

G-AWTF 

G-AWTG 

(PAC/F/342) 

(PAC/F/338) 

(PAC/F/285) 

(PAC/F/336) 

(PAC/F/004) 

(PAC/F/086) 

ex-XF838/H 

ex-XF693/V 

ex-XF554/Z 

ex-XF691/K 

ex-WV421/B 

ex-WV540/C 

Taken on charge RhAF 1.12.71 as R6317. 

Taken on charge RhAF 1.12.71 as R3616. 

Taken on charge RhAF 8.5.72 as R3614. 

Taken on charge RhAF 27.3.72 as R3165. 

Taken on charge RhAF 20.2.72 as R3606. 

Taken on charge RhAF 1.12.71 as R6307. 

Wfu 24.8.77 

Wfu 17.11.77 

Wfu 21.7.77 

Wfu 21.7.77 

Wfu 21.7.77 

Wfu 19.11.77 
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AIRCRAFT FOR SALE 

SIX PISTON PROVOST AIRCRAFT 
Due to cancellation of contract these aircraft are now available for 
immediate delivery. Al l fully airworthy and on the British register. 
Fitted two V.H.F. radios and full blind flying panel. 
For full details and price contact: 
TARGET T O W I N G AIRCRAFT CO. LTD., 
40 Cambridge Park, Wanstead, London, E.I I, England. 

Telephone: 01-989 9602 

Above: When the men from the Ministry made it impossible for the 
Provosts to be exported, Tony Osborne - ever the opportunist - chose 
to offer the aircraft for sale "owing to a cancelled contract"! Even at that 
late stage - and the fact that money had been paid over - there was 
some confusion over the precise ownership of the aircraft. Eventually, 
of course, all ended up being sold for their scrap value. (Michael I 
Draper Archive) 

Postscript 

There was an interesting sequel to the Provost affair. 

On 19 August 1969, Anthony Paris, of P.B. Sales (Cavendish) Square) 
Ltd (and an associate of Templewood Aviation Ltd) approached the 
MoD, claiming to be in need of a number of Meteor jets for film work. 
He was told that the Ministry of Technology had a Mk.TT.20 Meteor 
(WS804) for sale and was invited to inspect the aircraft at RAE Bedford. 
Paris lodged an offer of £4,000, an offer accepted by the MoD but with 
it came a warning that he would have to obtain a CofA before it could 
be flown and that it could not be exported without Board of Trade 
approval. Unable to locate a suitable ferry pilot with experience on 
Meteors, Paris called the MoD at Harrogate on 25 August to ask if they 
could deliver the aircraft to Blackbushe. This was agreed for a fee of 
£100 and two days later Paris paid over £4,100. 

Out of curiosity, the MoD later asked Paris as to the identity of his cus-
tomer. Paris answered that it was Tony Osborne's Target Towing 
Aircraft Ltd (and to whom the Meteor was registered as G-AXNE on 28 
August) whereupon he was told that this company was unsuitable, pre-
sumably - he believed - because Osborne had violated an XS.29A 
temporary export licence issued to him for Meteor NF.14 G-ASLW, the 
return of which was overdue. 

Paris gave an assurance not to sell the Meteor to Osborne, but was 
then told that the reluctance to allow Osborne to be involved was not 
the overdue earlier Meteor but that Osborne had outstanding debts to 
the MoD. On 29 August Tony Paris drove back to Harrogate to tell the 
MoD that Tony Osborne had, after some considerable discussion, 
given him permission to deal direct with Osborne's client - providing 
that Paris paid Osborne a generous commission. Paris was clearly 
facing a difficult situation, so much so that, on 2 September, Paris 
called MoD Harrogate and requested an urgent interview the next day. 
MoD agreed to see Paris who made an unexpected offer to settle 
Osborne's outstanding account providing the MoD would allow him to 
sell the Meteor to Osborne. Surprisingly, the Ministry of Defence 
agreed to Paris' offer at which point Paris paid over Osborne's out-
standing bill for £300 in £5 notes. 

Right: The rented chalet-style house at 14, Frogmore Park Drive, 
Blackwater was used as the base for the Biafran Provost group. Before 
too long, neighbours began to express concern at the number of "burly-
looking individuals in heavy overcoats" visiting the property. This view 
was taken in March 1969, shortly after the main protagonists had fled 
to Portugal. (Michael I Draper) 

What was the outstanding bill for? Twelve seat-type parachutes which 
had been collected by Osborne from RAF Shawbury on 13 November 
1968 for the six Provost T.1s but for which Osborne had failed to pay! 

Footnotes 

(Note 1) The author spent much time at the hospital whilst visiting an 
injured press photographer who was on board the Anson G-AWMG 
when it crashed at Uzuakoli on 3.9.68. Umuahia was also a useful 
place to be as, at the time, it was the Biafran leader's base and there-
fore heavily defended. Umuahia's Queen Elizabeth Hospital was also a 
magnet for pilots, journalists, missionaries and numerous American 
and French "advisors" passing through. More importantly, it offered an 
opportunity to judge the war situation - if injured soldiers were being 
brought back then the Biafrans were clearly advancing on the enemy; 
if no casualties arrived then the Biafrans were clearly in full retreat. 

(Note 2) National Archives BT234/89. "Griffin" refers to Tony Griffin, a 
partner with Templewood Aviation Ltd. 

(Note 3) Precisely who Gesellschaft Zur Aktivierung Von Kunst und 
Wissenschaft of Berlin was always difficult to determine. At the same 
time, the name of the Berlin-based buyer was later quoted as the 
International Association for the Promotion of Arts and Sciences but the 
front man who did the deal (and paid over the money) was Gunter 
Meisner - whoever he represented! He later claimed to have been the 
subject of an elaborate con. 

(Note 4) There were too many "burly-looking individuals in heavy over-
coats" taking an unhealthy interest in what was taking place for the 
author's liking. It was at that point that, albeit having only played a 
minor role, he chose to call it a day. 

(Note 5) Hitherto, much confusion has surrounded the precise location 
of Trans-Global's warehouse. Trans-Global Aviation Supply Co Ltd and 
Trans-Global Ferry Services both had their registered office at 338, 
Kilburn High Road, London NW6. The late Beverley Snook was 
Managing-Director of Trans-Global and held the same position with an 
associate company, P.T. Griffiths & Partners Ltd, all sharing the same 
Kilburn address. But the Kilburn location was no more than an office. 
Both companies had their storage warehouse at 409, High Road, 
Willesden NW10. 

(Note 6) David Wise noted two ex-RAF Provosts (8035M/WV443 & 
8037M/XF555), sold to P.T. Griffiths & Ptnrs (ex-MoD on 25.7.73), 
aboard two flat-bed lorries outside the High Road, Willesden ware-
house, late on 7 September 1973. Two more ex-RAF Instructional 
examples (8036M/WK505 & 8039M/XF841) were stored there shortly 
after their sale by the MoD on 25.7.73, and possibly 8038M/XF689 
which was sold at the same time to P.T. Griffiths & Ptnrs. Other former 
Halton Provosts sold to P.T. Griffiths & Ptnrs Ltd involved 
7618M/WW412, 7952M/WV471 and 7953M/WV677 (all sold ex-MoD 
on 15.1.74) whilst a year later the company acquired a final four 
Provosts: 7617M/WV573, 7694M/WV486, 7695M/WV492 and 
7954M/XF608 (all sold ex-MoD on 27.11.75). Apart from 7617M (to the 
RAF Hospital, Headley Court, Surrey) and 7618M (resold with the 
wings from XF554) to provide spares for G-BGKA and later noted at 
Kings Langley, Herts, none have since been noted. 
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Aviation in China PART 21B 
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Yung Shing Air Transport 
Yung Shing Air Transport 
1-10 Kwei Yang Street 
Section 2 

Fleet: three Kawasaki KH-4, one Hughes 269B. 
[Flight International, 9 August 1973, p.256] 

There is a lot of confusion over the date when Yung Shin Airlines (YSA) 
was renamed Formosa Airlines. It is possible that the name was 
changed in English before it was changed in Chinese. As a result of this 
confusion, we have listed some aircraft in both fleet lists but maybe only 
one listing is correct. Phil Hawks has written: "My guess is that the true 
name change date is probably somewhere in between the two quoted 
dates of 1978 and 1987. It's "possible* that the English name was 
changed to Formosa AL in 1978 (but this just wasn't picked up by any 
western sources until 1980), but the Chinese name remained as Yung 
Shing AL until (probably) 1987, when it was changed to the Chinese 
version of Formosa Airlines." [PH 16Oct2013] 

Fleet list by registration 

Above: Photography of aircraft in Taiwan was very difficult during 
much of the period covered by this article. There are few known images 
of aircraft bearing Yung Shing titles. This photograph shows Formosa 
Airlines Do.228-212 B-12257 c/n 8223 at Taipei-Sungshan on 17 Oct 
1994. It ditched on approach to Matsu Island less than two years later. 
No fewer than seven of the airline's Do.228s were involved in acci-
dents. (Stuart Jessop) 

reg. 
B-12101 
B-12102 
B-12103 
B-12104 
B-12105 
B-12106 
B-12107 
B-12108 
B-12109 
B-12110 
B-12111 
B-12112 
B-12113 
B-12114 
B-12115 
B-12116 
B-12117(1; 

make 
Kawasaki-Bell 
? 
Hughes 
Kawasaki-Bell 
Kawasaki-Bell 
Kawasaki-Bell 
Kawasaki-Bell 
Transavia 
Bell 
Cessna 
Hiller 
Hiller 
? 
? 
Hiller 
Hiller 
Hiller 

model 
47G 
? 
269B 
47G-2 
47G-2 
47G-2 
47G-2 
PL-12 
47G 
A185F 
UH-12E 
UH-12E 
? 
? 
UH-12E 
UH-12E 
UH-12E 

c/n 
0000 
? 
78-0387 
1017 
108 
190 
1009 
G-473 
? 
185-03725 
5160 
5176 
? 
? 
5017 
5177 
5011 

B-12117(2) 
B-12118 
B-12119 
B-12120 
A9A 

B-12127 
A9A 

B-12137 
A9A 

B-12201(1) 
B-12201(2) 
B-12202 
B-12203 
B-12204 
B-12205 
B-12206 

Bell 
Bell 
Hiller 
Hiller 

Bell 

Bell 

Douglas 
Britten-Norman 
Britten-Norman 
Britten-Norman 
Cessna 
Cessna 
Cessna 

212 
212 
UH-12E 
UH-12E 

412 

412 

DC-6B 
BN-2B 
BN-2A-8 
BN-2A-26 
404 
404 
404 

30931 
30931 
5221 
5147 

33051 

33048 

45076 
2014 
380 
866 
? 
404-0408? 
404-0418 

Notes: 
1. A draft fleet list for Yung Shing Airlines was sent to the ROC CAA for 
verification in December 2012 but they said that this information was no 
available. The problem is that their archive is a long way from their 
office and they have better things to do than search through old papers 
for the benefit of aviation historians. 
2. There are obvious gaps in this list that need to be investigated 
further. 
3. In August 2013 we asked the ROC CAA for help in filling some of the 
gaps in this listing. On 6 September 2013 they replied: "This is in reply 
to your e-mail on August 30, 2013 regarding inquiring the registration 
information about aircrafts. We are sorry that some information is 
unavailable owing to aircrafts registered ages ago. Attached please find 
the information of B-12101, B-12103 and B-12120." 
4. Detailed notes will be found below the individual aircraft histories. 

2013/161 



reg. 
B-12117 
B-12118 
B-12118 
B-12118 

c/n 
30931 
30931 
30931 
30891? 

p/i 
JA9539 
JA9539 
JA9539 
JA9537 

d/d 
19May83 
R15Aug83 
1984 
Jul84 

fate 
ex, to JA9539 
ex, to JA9539 
ex, to JA9539 
ex, to JA9537 

Fleet list by aircraft type 

Bell 212 

notes 
leased from Asahi Koyo? (see notes) 
[CAA] leased from Asahi Koyo? 
Returned to Asahi Koyo Sep87 
leased from Asahi Koyo? (see notes) 

[ABN; KS 07Aug2013; PH 14Apr2013, 28Jul2013; ROC CAA 09May2013; Rotorspot; SEA90 p.46] 

Notes: 
1. SEA90 p.46 gives the history of c/n 30931 as: JA9539 > B-12118 > JA9539 > B-12117 > JA9539 restored Sep87 to Asahi Koyo. The combina-
tion of "B-12118" and "B-12117" and in that order seemed rather unlikely. (B-12117, B-12118 & JA9537 are not listed in SEA90.) 
2. The TAHS Mexican register (p.119) gives the following previous identities for XC-JBB c/n 30931: JA9539 > B-12118 > JA9539 > B-12117 > 
JA9539 > N3135P. This was probably copied from SEA90. 
3. The author's Bell 212 production list shows that JA9539 c/n 30931 was first registered on 27Aug79 [ABN8/83, AL156] and cancelled on 09Aug83 
[ABN1/84, AL204]. It was then restored on 10Jan84 with p/i given as B-12118 [ABN10/84] and cancelled again on 20Jul84 "on lease as B-12112" 
(sic) [ABN1/85] (B-12112 was Hiller UH-12E c/n 5176 (q.v.).) Finally, JA9539 was restored to Asahi Koyo on 17Sep87 [ABN12/87] and cancelled 
on 26Sep91 [ABN12/91, AL300]. Page JA.29 of ABN1/84 says that JA9539 c/n 30931 was "Leased to Great China Airlines Taiwan 19.5.83. Canx. 
9.8.83." (Great China Airlines aircraft were registered in the B-15100 series. We have no record of them operating any Bell 212s.) The previous iden-
tities listed on page Dec.540 of ABN12/87 are JA9539, B-12118, JA9539, B-12117 (as in SEA90). The situation with JA9537 c/n 30891 is not so 
clear. This was first registered in Oct78 [ABN8/83, SEA79] but crashed on 120ct88 and was cancelled on 14Feb89. After repair, it was registered 
as ZK-HID(2) on 03May93 [ABN8/93] and later as C-FRUT on 16Mar94 [ABN6/94, AL330] with no mention of a B- registration previous identity. 
Page JUN.418 of ABN6/94 gives the previous identities of C-FRUT as N16986, JA9537, ZK-HID. Asahi Koyo operated 8 Bell 212s but only JA9539 
shows any connection with Taiwan. 
4. Kiyoshi Sato, editor of Japanese Aviation News (JAN) and Civil Markings of Japan (CMoJ) gives the following information for Bell 212 c/ns 30891 
and 30931: 
"Here is my record for these aircraft record in Japan. 
JA9537: model Bell 212 serial number 30891 
registered 250CT78 and cancelled 14FEB89 due to crashed at Oochi-gun, Shimane. Then appeared as ZK-HID, C-FRUT and HC-C. Many cases, 
helicopters were damaged in Japan, then some machines are shown in other country registrations before. Therefore, you would not have to worry 
about any gaps between Japanese aircraft registry cancellation till appeared in New Zealand later date. 
JA9539: model Bell 212 serial number 30931 
first registered 27AUG79 cancelled 08JUL83 as the leasing on to B-12118 for cancellation reason. 
Second registered 10AUG84 cancelled 20JUL84 as the leasing on to B-12117 for cancellation reason. 
Third registered 17SEP87 cancelled 26SEP91 as on the sale on to USA, N3153P." [KS 07Aug2013] 
These details are in close agreement with the author's production list and confirm that c/n 30891 was not leased to Taiwan. 
5. On 03/06/2013 the Rotorspot database (updated 30-Apr-2013) listed B-12117 as an unknown Rogerson-Hiller UH-12E and also an unknown Bell 
212; B-12118 as Bell 212 c/n 30931 with the following history: JA9539 > B-12118 > JA9539 > B-12118 > JA9539 > (N3153P) > XC-JBB > XA-SSM 
> C-GAEO > N98789 > EC-GOR > C-GEEC. 
6. The ROC CAA say that B-12118 was c/n 30931, registered to "Y.S.A." (i.e. Yung Shing Airlines) on 15Aug1983, which fits in well with JA9539 
being cancelled on 09Aug83. They also say that B-12117 was UH-12Ec/n 5011 (q.v.). [ROC CAA 09May2013] 
7. "B-12117 was most definitely a Bell 212, not a UH-12 [sic]. There's a very clear photo of it in full Yung Shing c/s at http://www.edcoatescollec-
tion.com/ac5/ROW%20Asia/B-12117.html. Note particularly the Asahi Aero logo on the cowling, and the thimble radar fairing on the nose. The Asahi 
logo indicates where it came from, presumably on lease as there would be no reason to retain the logo if it had been sold. 
"Then look at http://blogs.yahoo.co.jp/ja724fj/archive/2012/11/11, which has a couple of nice photos of JA9537 and JA9539. They're both in (almost) 
identical colour schemes, albeit with a slight difference of the trim on the tail-boom. Compare JA9539 with B-12117 - the colours are identical. 
JA9539 also has a thimble nose radome, JA9537 does not. To my mind, there's no question that B-12117 is JA9539 (and therefore c/n 30931). 
"It's not clear if the colour scheme is that of Yung Shing AL, but since they're so similar, and JA9539 has previously been connected to B-12118, it 
would seem highly likely that B-12118 was actually the other one (i.e. JA9537 c/n 30891)." [PH 14Apr2013] 

Left: Yung Shing Airlines, 
and later Formosa 
Airlines, operated a fleet 
of helicopters within 
Taiwan. Photographs of 
these helicopters are 
extremely rare; this image 
of Bell 212 B-12117 was 
taken at Taipei-Chung 
Shan during the 1970s. 
(Ed Coates) 
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Above: Formosa Airlines operated a total of nine Saab 340-series commuteriiners. B-12255 c/n 340B-337 is seen here at at Taipei-Sungshan on 
17 Oct 1994. It crashed in the Taiwan Straits on 18 Mar 1998. (Stuart Jessop) 

Bell 412 

reg. 
B-12127 
B-12137 

c/n p/i d/d fate notes 
33051 JA9572 1986 returned to JA9572 leased 
33048 JA9571 260ct87 returned to JA9571 leased 

[ABN; AL277; Rotorspot] 

Notes: 
1. JA9571 c/n 33048 was cancelled on 01Dec87as "Leased to Taiwan 26.10.87." [ABN1/89 p.Jan.44] and restored in Oct88. 
2. JA9572 c/n 33051 was cancelled on 20Aug86 "on lease to Great China Airlines, Taiwan" [ABN1/87 p.Jan.30] and restored to Mitsui Lease Jigyo 
on 130ct89 [ABN4/90 p.Apr.209]. (Great China Airlines aircraft were registered in the B-15100 series. We have no record of them operating any 
Bell 412s.) 

Britten-Norman BN-2A Islander 

reg. 
B-12202 
B-12203 
B-12207 

model 
BN-2A-8 
BN-2A-26 
BN-2B-26 

c/n 
380 
866 
831 

p/i 
9V-BGA 
G-BFCM 
9V-BKQ 

d/d 
Nov74 
Sep78 
1979 

fate 
crashed 22Apr81 [WFJ](see note) 
to Formosa A/I 
to Formosa A/I 

[AF80 p.9; MSB; PH 02Feb2013, 17Feb2013; SEA79 p.27; WFJ p.5; 1000Up p.194] 

Notes: 
1. 1000Up index (p. 194) gives the c/n of B-12202 as 379 but the production list (p.71) gives c/n 380 as B-12202. AF80 p.9 also gives the c/n of B-
12202 (incorrectly) as 379 ex G-BBUC. 
2. WFJ p.5 also appears to show a collision between BN-21A-8 B-12202 and BN-2 B-11109 of Great China Airlines on 15Jul81. (This listing is in 
Chinese.) 

Cessna 185 

reg. model c/n p/i d/d 
B-12110 A185F 18503725 N8524Q Jun79 
B-12210 A185F 18503725 N8524Q ? 
[FAA N185SJ; PH 16Oct2013; SEA90 p. 13; USRQ8 p.26; WFJ p.5] 

fate 
crashed 06Nov79; ex 23Aug91 to N8524Q 
toN185SJ (current) TBC 

Notes: 
1. The FAA file for N185SJ confirms that c/n 185-03725 N8524Q was cancelled on 13 June 1979 on sale to Heli Orient, Singapore, for onward sale 
to Taiwan. B-12110 was sold by Formosa Airlines Corporation on 31 (sic) September 1991 and B-12110 was cancelled on 23 August 1991. 
2. As a result of this new information, we no longer know the identity of B-12210. Information on page 13 of SEA90 appears to be incorrect. 

Cessna 404 Titan Courier II 

reg. 
B-12204 
B-12205 

c/n 
404-0224 
404-0408 

p/i 
N88690 
N8785K 

d/d 
? 
Mar81 

fate 
w/o 09Sep79 collision with BN-2A-8 B-11107, to Formosa A/I (q.v.) 
to Formosa A/I (q.v.) 
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Left: This striking in-flight image 
of SAAB 340A B-12200 c/n 340A-
127 was possibly a publicity 
photo taken shortly before or after 
delivery in September 1988. (via 
Ian D Johnson Collection) 

B-12206 404-0418 N8807K ? accident 10Mar80 [WFJ], to Formosa A/I 
[AMCAR13 p.27; AMCAR20 p.21; AMCAR42 pp.59-60; AMCAR43 p.63; Google/Planetrace; PH 02Feb2013, 16Oct2013; SEA90 p.13; USRQ8; 

WFJ p.5] 

Douglas DC-6B 

reg. c/n p/i d/d fate 
B-12201 45076/712 B-2007 1972 WFU at Taipei 1975, BU 
[JMD 30Jan2013; PEAPL4 p.298; PH 02Feb2013, 17Feb2013; SEA79 p.27] 

Notes: 
1. Included in ROC CAA listing dated 21Aug74. [JMD 30Jan2013] 
2. B-12201 was never painted in Formosa Airlines colour scheme. It was still derelict at Taipei in 1984 in Yung Shing colours. [PH 02Feb2013, 
28Jul2013] 

Hughes 269B 

reg. model c/n p/i 
B-12103 269B 78-0387 
[ROCCAA06Sep2013] 

date 
R01Apr69 

fate notes 
to B-15110 to Great China Airlines 24Jul73 

Kawasaki-Bell 47G-2 

reg. 
B-12101 
B-12104 
B-12105 
B-12106 
B-12107 
B-12109 

model 
47G 
47G-2 
47G-2 
47G-2 
47G-2 • 
47G-2 

c/n 
0000 
1017 
108 
190 
1009 
? 

p/i 
JA7016 
JA7026 
JA7030 
JA7081 
JA7019 
? 

date 
R18Nov66 
R11Jun71 
R11Jun71 
R24Sep71 
R22Nov71 
? 

fate 
Cancelled (date?) 
w/o prior to 1977, ex 16Aug77 
w/o17Jul71,cx 16Aug77 
w/o 06Jul75, ex 16Aug77 
cancelled 04Jul79 
crashed 22Dec76 

notes 

ex47D 

ex47D 
or Bell 47G 

[BHT82 II p.32; BUCH93 p.4; BUCH96 p.3; BUCH97 p.4; ROC CAA 12Jul2005, 30Nov2010, 06Sep2013; Rotorspot; SEA79 p.27; SEA90 p.13; WFJ 
p.5] 

Transavia PL.12 Airtruk 
reg. c/n p/l d/d fate 
B-12108 G473 VH-FXF Apr78 w/o 29May78 
[PH 12Feb2013, 15Oct2013; SEA90 p.13; VH1977 p.49] 

notes 
see notes 

Notes: 
1. SEA90 p.13 gives the c/n of B-12108 as "G-787" with a note that says "(Identity unconfirmed but thought correct)." 
2. "My records show B-15118 as being a Transavia PL-12 Airtruk which crashed on 29July1980. I'm not sure of its identity but have pencilled in c/n 
G787 ex VH-UWQ, although I'm not convinced on this. VH-UWQ was cancelled on 28-April-1978 as sold to China. I also have B-12108 as being a 
PL-12 registered in 1978 but with no id." [IT 28Dec2012] 
3. "According to Wings Fan Journal (http://home.kimo.com.tw/alec0719/new_page_5.htm) PL-12 B-12108 crashed on 29May1978 and PL-12 B-
15118 crashed on 29Jul1980. If B-12108 was ex VH-UWQ, it didn't last very long in Taiwan." [MSB Dec2012] 
4. "Apparently there were only two PL-12 Airtrucks [sic] that went to Taiwan: 
VH-FXF (G473) Transavia PL-12 Airtruck, (VH- reg canx 18-07-77); 
VH-UWQ (G787) Transavia PL-12 Airtruck, (VH- reg canx 28-04-78). 
One of these became B-12108 (Yung Shing AL), and the other B-15118 (Great China). Which became which is not clear, ..." [PH 04Jan2013] 
5. "I've also been having another look at the PL-12 Airtruck situation, and I'm now 99% sure that B-12108 was G473 (ex VH-FXF), and B-15118 was 
G787 (ex VH-UWQ). I found an (official?) listing of ROC civil accident info, which included the age of the aircraft in some cases. Nothing for B-12108, 
but B-15118 was stated as being "2 yrs 8 mths" old, which almost ties in with the initial registration date of VH-UWQ in Australia. It's a couple of 
months out, but doesn't fit at all with VH-FXF (which would have been at least 3 yrs 6 mths old when it crashed)." [PH 12Feb2013] 
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Right: Formosa 
Airlines operated a 
fleet of seven Fokker 
50s from 1995 until 
they were merged 
into the Mandarin 
Airlines fleet in 1999. 
B-12272 c/n 20286 
was the first to be 
delivered, so this 
also likely to be an 
official publicity 
photo, (via Ian D 
Johnson Collection) 

Formosa Airlines 
"Formosa had been founded as a crop-spraying company in 1966 as 
Yung Shing Airlines, mainly with helicopters, and was renamed on 15 
July 1978. It concentrated on routes to the small islands to the west and 
eastof Taiwan, adding a 19-seat Dornier 228 turboprop on 11 February 
1983. But it was plagued with crashes, and even though China Airlines 
acquired 42% of the shares, the tragedies continued, with a Saab 340 
fatal accident on 18 March 1998 listed as its sixth in 10 years. The cul-
mination was China Airlines' acquisition in June 1999, and a merger 
with Mandarin." [Davies AJA p.271] 

"Formosa Airlines was originally called Yungshing Air and was estab-
lished 5 May 1966, operating the passenger and cargo service for 
routes between the islands. In 1990, the airline started serving 
Taiwan's domestic air routes and, in October 1996 [sic] the airline 
changed its name to Formosa Airlines. On 1 July 1996, China Airlines 
acquired a 42% equity stake in order to further expand the domestic 
operations as well as establishing a dense network of international 
routes. In August 1999, the airline was merged with Mandarin Airlines." 
[Jane's 2003] 

ICAO code: FOS 
IATA code: VY 
Code: HU 
Base: Taipei (TPE) 

Chronology 

5May66 Founded as Yung Shing Airlines 
15Jul78 Renamed as Formosa Airlines 
08Aug99 Merged with Mandarin Airlines under the Mandarin name 

Fleet list by registration 

reg. 
B-12200 
B-12201(1) 
B-12201(2) 
B-12202 
B-12203 
B-12204 
B-12205 
B-12206 
B-12207 
B-12208 
B-12209 
B-12210 
B-12222 
B-12228 
B-12232 
B-12233 

make 
Saab 
Douglas 
Britten-Norman 
Britten-Norman 
Britten-Norman 
Cessna 
Cessna 
Cessna 
Britten-Norman 
Dornier 
? 
Cessna ? 
Britten-Norman 
Dornier 
Britten-Norman 
Saab 

model 
340A 
DC-6B 
BN-2B 
BN-2A-8 
BN-2A-26 
404 
404 
404 
BN-2A-26 
D0228 
? 
A.185F? 
BN-2B-26 
D0228 
BN-2B-26 
SF340 

c/n 
127 
45076 
2014 
380 
866 
404-0224 
404-0408 
404-0418 
831 
8008 
? 
03725 ? TBC 
2131 
? 
2039 
336 

8111 
8158 
8215 
8220 
337 
8220 
8223 
8224 
351 
357 
360 
363 
364 
154 
8129 
20316 
20284 
20286 
20303 
20306 
20312 
SH3750 
20317 
3042 
3046 
3049 
8142 
11500 
11496 
11517 
11527 
11505 
11461 
8151 
129 

The ROC CAA was asked for help to fill some of the gaps in this listing. 
On 17 September 2013, they replied: "This is in reply to your e-mail on 
September 10, 2013 regarding inquiring the registration information 
about aircrafts. We regret that there is not any available information in 
our historical archives. We are sorry to help you unsuccessfully this 
time." 

Please see fleet list by aircraft type for individual aircraft histories. 

B-12238 
B-12252 
B-12253 
B-12254 
B-12255 
B-12256 
B-12257 
B-12259 
B-12261 
B-12262 
B-12263 
B-12264 
B-12265 
B-12266 
B-12268 
B-12270 
B-12271 
B-12272 
B-12273 
B-12275 
B-12276 
B-12277 
B-12279 
B-12281 
B-12282 
B-12283 
B-12288 
B-12291 
B-12292 
B-12293 
B-12295 
B-12296 
B-12297 
B-12298 
B-12299 
[Austen p 

Dornier 
Dornier 
Dornier 
Dornier 
Saab 
Dornier 
Dornier 
Dornier 
Saab 
Saab 
Saab 
Saab 
Saab 
Saab 
Dornier 
Fokker 
Fokker 
Fokker 
Fokker 
Fokker 
Fokker 
Shorts 
Fokker 
Dornier 
Dornier 
Dornier 
Dornier 
Fokker 
Fokker 
Fokker 
Fokker 
Fokker 
Fokker 
Dornier 
Saab 

379; Towey p.716] 

D0228 
D0228 
D0228 
D0228 
SF340 
D0228 
D0228 
D0228 
340B 
340B 
340B 
340B 
340B 
340A 
D0228 
F50 
F50 
F50 
F50 
F50 
F50 
SH360 
F50 
D0328 
D0328 
D0328 
D0228 
F100 
F100 
F100 
F100 
F100 
F100 
D0228 
340A 
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Fleet list by aircraft type 

Britten-Norman BN-2A-26 Islander 

reg. 
B-12201 
B-12202 
B-12203 
B-12207 
B-12222 
B-12232 

model 
BN-2B 
BN-2A-8 
BN-2A-26 
BN-2A-26 
BN-2B-26 
BN-2B-26 

c/n 
2014 
380 
866 
831 
2131 
2039 

p/i 
N45858 
9V-BGA 
G-BFCM 
9V-BKQ 
G-BJOO 
G-BNMJ 

d/d 
Apr84? 
ex YSA 
ex YSA 
ex YSA 
Jul84 
25Sep87 

fate 
NLR (note clash with DC-6B) 
accident 22Apr81 [Wings], w/o 09Oct83 Orchid Island [ASN] 

w/o Feb87 (unknown location)[ASN] 

damaged 01Jan90, to Mandarin A/I 
[AF88 p.11; AF90 p.13; AF95 p.18; AF96 p.20; ASN; Austen p.227; MSB; SEA79 p.27; SEA90 p.13; 1000Up p. 194] 

Cessna 404 Titan Courier II 

reg. 
B-12204 
B-12205 
B-12206 

c/n 
404-0224 
404-0408 
404-0418 

p/i 
N88690 
N8785K 
N8807K 

d/d 
ex YSA 
ex YSA 
ex YSA 

fate 
to 9V-BMT Aug82 
to N3952Y Jun83 
crashed into house after take-off 

[AF88 p.11; AMCAR42 pp.59-60; SEA90 p.13; WDAC p. 189] 
Kaohsiung, Taiwan 27Jun89 (12k) 

Dornier 228 

reg. 
B-12203 
B-12208 
B-12228 
B-12238 
B-12252 
B-12253 
B-12254 
B-12256 
B-12257 
B-12259 
B-12268 

B-12288 

B-12298 
[AF88p.11; 

model 
201 
201 
? 
201 
202 
212 
212 
212 
212 
212 
201 

201 

201 
AF90p.13; 

Dornier 328-110 

reg. 
(B-12281) 

c/n 
8008 
8008 
? 
8111 
8158 
8215 
8220 
8220 
8223 
8224 
8129 

8142 

8151 
AF91 p.12; 

c/n 
3042 

p/i 
D-IHIC 
D-CASE 
? 
D-CAAC 
D-CAHA 
D-CJOH 
D-CROC 
B-12254 
D-CLFB 
D-CLFC 
D-CBEA 

D-CALA 

D-CALA 

d/d 
29Jan83 
May88 
? 
15Feb87 
Mar91 
15Dec92 
01Mar93 
X 
Jan94 
26Jan94 
02Dec87 

19Jan88 

16Jun88 
AF95p.18; AF96p.19;AL314 

p/i 
D-CDXI 

d/d 
X 

3046 
(B-12283) 3049 
Five 328-120 on order [AF95 p.18] 
[AF96 p.19; ATDB; TPAPL6 p.263] 

D-CDXQ 

fate 
to D-CASE Oct87, B-12208 (q.v.) 
crashed on take-off, Green Island, Taiwan,18Jun95 (0k)[WFJ] 
w/o 26Feb93 [WFJ] 
crashed at sea, off Green Island, Taiwan, 28Feb93 (6k) [WDAC] 
to Mandarin Airlines 08Aug99 (merged) 
to Mandarin Airlines 08Aug99 (merged) 
r/r B-12256 24Mar93 (q.v.) 
crashed on Jade Mountain, Matsu Island, Taiwan 10Aug97 (16k) 
crashed into sea near Matsu Island, Taiwan, 05Apr96 (6k) 
to Mandarin Airlines 08Aug99 (merged) 
DBR after undershooting runway Orchard Island, Taiwan, 14Aug90 
(0k) [WDAC] 
DBR in belly landing, Taitung, Taiwan, 15Jun95 (0k)[AL320 p.3, 
WDAC, WFJ] 
undershot runway on landing, Green Island, Taiwan, 14Jun93 (0k) 

p.24; AL317 p.25; ASN; SEA90 p.13; TPAPL6 p.256; TS; WDAC p.282; WFJ p.5] 

fate 
NTU, to D-CPRT 

NTU, to D-CAOS 

Fokker F.27-050 

reg. c/n p/i d/d 
B-12270 20316 PT-MLF 07Jun99 
B-12271 20284 PH-MXG 18Feb95 
B-12272 20286 PH-MXH 21Jan95 
B-12273 20303 PH-JCF 260ct95 
B-12275 20306 PH-JPB 29Sep95 
B-12276 20312 PH-JCR 190ct96 
B-12279 20317 PT-MLG Jul99 
[AF95 p.18; AF96 p.20; TPAPL6 p.373] 

Fokker F.28-0100 

reg. c/n p/i d/d 
B-12291 11500 PH-JCO 02Dec95 
B-12292 11496 PH-JCP 15Apr96 
[AF96 p.20; ATDB; JAPL Vol.2 p.322; Towey p.716] 

HillerUH-12E 

fate 
to Mandarin 
to Mandarin 
to Mandarin 
to Mandarin 
to Mandarin 
to Mandarin 
to Mandarin 

Airlines 08Aug99 
Airlines 08Aug99 
Airlines 08Aug99 
Airlines 08Aug99 
Airlines 08Aug99 
Airlines 08Aug99 
Airlines 08Aug99 

(merged) 
(merged) 
(merged) 
(merged) 
(merged) 
(merged) 
(merged) 

fate 
to Mandarin Airlines 08Aug99 (merged) 
to Mandarin Airlines 08Aug99 (merged) 

reg. 
B-12111 
B-12112 
B-12115 
B-12116 
B-12117 

c/n 
5160 
5176 
5017 
5177 
5011 

p/i 
-
N40327 
N77606 
N40328 
N5098W 

d/d 
1981 
1982? 
S12Jan95 
1982? 
R03Dec92 

fate 
Cancelled (date?) 
Cancelled (date?) 
to Mandarin A/I (merged 8Aug99) 
to Mandarin A/I (merged 8Aug99) 
crashed 15Sep94 
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Above: Mandarin Airlines was created as a subsidiary of China Airlines to operate long-haul flights to Australia and Canada using a fleet of Boeing 
747s (predominantly 747SPs such as B-1862 c/n 21300 seen here at Kai Tak in the 1990s) and MD-11s. (Ian D Johnson) 

B-12119 5221 N60070 R30May91 to Mandarin A/I (merged 8Aug99) 
B-12120 5147 N4030A R01May86 Cancelled (date?) 
[ABN3/99 p.291; BUCH93 p.4; BUCH95 p.3; BUCH96 p.3; BUCH97 p.4; ROC CAA 12Jul2005, 09May2013, 06Sep2013; Rotorspot; SEA90 p.13] 

Notes: 
1. Hiller UH-12Es B-12115 & B-12119 of Formosa Airlines are both listed on ABN3/99 p.Mar.291 with a note that says: "These are believed to be 
c/ns 5011 ex N5098W and 5017 ex N76606, both of which were known to be with Formosa Airlines." Hiller UH-12E B-12116 c/n 5177 of Formosa 
Airlines is listed on the same page with a note that says: "Noted at Taichung on 2.2.99 with B-12115/12119 and 31001." 
2. The ROC CAA confirm that B-12117 was UH-12E c/n 5011 but there is photographic evidence that B-12117 was also a Bell 212 leased from 
Asahi (q.v.) 
3. FAA registry files for N5098W (5011), N40261 (5056), N4027T (5079), N40327 (5176), N40328 (5177), N60070 (5221) and N61436 (5017) were 
ordered on 01-April-2013. The FAA file for N61436 includes a fax from the ROC CAA that says that Hiller UH-12E B-12115 c/n 5017 and B-12116 
c/n 5177 were deregistered on 12-Jun-2000. N77606 was sold to Formosa on about 12-Jan-95 (date of letter) and cancelled by the FAA on 23-Jan-
95. A bill of sale shows that Mandarin Airlines sold B-12115 on 26-Feb-2001. [MSB 23Apr2013] 
4. Hiller UH-12E N4030A c/n 5147 was cancelled on 17Mar86 on sale to Formosa Airlines, Taiwan. [FAA] The ROC CAA say that this was regis-
tered B-12120, as shown above. 
5. SEA90 p. 13 gives B-12111, B-12112 & B-12116 with Yung Shing Airlines. It is not clear when YSA's name was changed to Formosa Airlines and 
maybe these UH-12Es were initially delivered to YSA. 

SAAB 340A/B 

reg. 
B-12200 
B-12233 
B-12255 

B-12261 
B-12262 
B-12263 
B-12265 
B-12266 
B-12299 

model 
340A 
340B 
340B 

340B 
340B 
340B 
340B 
340A 
340A 

c/n 
127 
336 
337 

351 
357 
360 
364 
154 
129 

p/i 
SE-F27 
SE-C36 
SE-C37 

SE-C51 
SE-C57 
SE-C60 
SE-C64 
SE-F54 
SE-F29 

d/d 
05Sep88 
29Apr93 
04May93 

11Nov93 
26Jun94 
25May94 
03Jan95 
15Dec89 
08Nov88 

fate 
to Fokker Jun96, SE-LEP 
to B-3655 Dec98 
crashed in Taiwan Strait after take-off from Hsinchun, Taiwan, 
18Mar98 (13k) 
to B-3656 Dec98 
to B-3657 Dec98 
to B-3658 Dec98 
to Mandarin Airlines 08Aug99 (merged) 
to Mandarin Airlines 08Aug99 (merged) 
to Fokker May96, SE-LES 

[AF90 p.13; AF91 p.13; AF95 p.18; AF96 p.20; ASN; SEA90 p.13; TPAPL6 p.437] 
According to FAA TCDS A52EU, the model designations are "SAAB SF340A" and "SAAB 340B". 
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Short SD.3-60 

reg. c/n p/i 
B-12277 SH.3750 G-BPFR 
[AF91 p.13; SEA90 p.13; TPAPL6 p.461] 

d/d 
Jun89, 19May89 

fate 
to G-BPFR 10May91 

Summary of Yung Shing Airlines/Formosa Airlines accidents 

date 
17Jul71 
09Sep79 
09Oct83 
280ct83 
??Feb87 
27Jun89 
14Aug90 
28Feb93 
14Jun93 
15Sep94 
15Jun95 
18Jun95 
05Apr96 
10Aug97 
18Mar98 

type 
KB47G-2 
Cessna 404 
BN-2A-8 
BN-2A-8 
BN-2A-26 
Cessna 404 
228-201 
228-201 
228-201 
UH-12E 
228-201 
228-201 
228-212 
228-212 
340B 

[ASN; WDAC pp.282, 313; 

reg. 
B-12105 
B-12204 
B-12202 
B-12202 
B-12207 
B-12206 
B-12268 
B-12238 
B-12298 
B-12117 
B-12288 
B-12208 
B-12257 
B-12256 
B-12255 

WFJ] 

location 
Taiwan 
? 
Lan Yu, Taiwan 
Orchid Island 
? 
Kaohsiung 
Orchard Island 
Off Green Island 
Green Island 
? 
Taitung airport 
Off Green Island 
Near Matsu Island 
Matsu Island 
Off Hsinchu 

fatalities 
? 
? 
0 
0 
? 
12 
0 
6 
0 
? 
0 
0 
? 
? 
13 

notes 
YSA 

} [WDAC] or 
} [ASN] YSA 
YSA 

[WFJ] 

Notes: 
1. ASN incorporates data from WDAC. Where these differ, presumably ASN had a good reason to change the data. 
2. No accidents currently reported for Mandarin Airlines. 

See also: 
1. www1.cy.gov.tw/dyna/2153a.doc (In Chinese, ROC dates, includes incidents as well as accidents, and some errors.) 
2. Wings Fan Journal [WFJ], pages 4, 5, 6 & 7, e.g. http://home.kimo.com.tw/alec0719/new_page_5.htm (underscores, URL defunct?) (In Chinese, 
ROC dates, include military accidents.) 
3. Aircraft Crashes Record Office: http://baaa-acro.com/ 

Mandarin Airlines Limited 
"China Airlines had not been dormant. In 1991, to overcome political 
sensitivities in Australia and Canada, it founded Mandarin Airlines 
which, with only one Boeing 747-400, was able to provide the neces-
sary links to Sydney and Vancouver. It operated independently and effi-
ciently, adding more aircraft, and in August 1999 merged with Formosa 
Airlines, to comply with the government's wish to simplify the domestic 
system, and to halt a disturbing succession of crashes by a fragment-
ed industry." [Davies AJA p.271] 

"Mandarin Airlines was established on 1 June 1991 and was originally 
a joint venture of China Airlines and the Koos Group. The Chinese 
name of Mandarin Airlines was therefore created as a synthesis of 
characters from both investors. On 16 October 1991, Mandarin Airlines 
started direct flights from Taipei to Sydney and thereafter to Vancouver, 
thus becoming the first airline from Taiwan to fly directly to Australia 
and Canada. 

"On 31 October 1992, the airline became wholly owned by China 
Airlines, although human resource affairs, finance and accounting, 
logistics, training and support all remained independent. 

"Formosa Airlines was merged into the airline on 8 August 1999. 
"The airline expanded its route network by commencing regional flights 
and has transferred the Sydney and Vancouver destinations back to 
China Airlines." [Jane's 2003] 

Shareholders: China Airlines: 90.05%. 
Code: AE 
Base: Taipei - Chiang Kai Shek (TPE) 
Scheduled destinations 
Domestic: Chimay; Hualien; Kaohsiung; Makung; Taichung; Taipei; 
Taitung; Wonan. 
East Asia: Cebu; Chiang Mai; Denasar; Ishigaki; Kuantan; Pataya (sic); 
Phnom Penh; Pyongyang; Saipan; Itapo(sic); Vientiane. (Note: Utapao 
is another name for Pattaya International Airport.) [Jane's 2003] 

Fleet Details 

type (engine) 
B737-800 (TBA) 
Fokker 100 (RRTay 650-15) 
Fokker 50 (P&WC PW125B) 
Fleet totals: 
[Jane's 2003] 

total in fleet 
3 
2 
7 
12 

o 

2 
7 
9 

owned leased out leased in on order options notes 
3 

Fleet list by aircraft type 

Phil Hawks has written: "The BN-2 Islander, Hiller UH-12s and Saab 340s were never painted in Mandarin colours and never flew any services for 
the airline as such. Technically, they may have been officially registered to Mandarin, but that would have been a paper exercise only when trans-
ferring the assets of Formosa over to Mandarin." [PH 15Oct2013] 

Boeing 737-800 

reg. 
B-16802 
B-16803 

model 
8Q8 
8Q8 

c/n & l/n 
28236/739 
30664/743 

p/i 
N1786B 
N1787B 

d/d 
16Jan01 
12Jan01 

fate 
leased from ILFC, returned 16Jan09 
leased from ILFC, returned 15Jan09 
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Above: An unidentified McDonnell Douglas MD-11 of Mandarin Airlines on final approach to Hong Kong's old Kai Tak Airport during the 1990s. (Ian 
D Johnson) 

B-16805 8Q8 30636/768 N1786B 24Feb01 
B-18601 809 28402/113 N1787B OUulOO 
B-18602 809 28403/117 N1786B OUulOO 
[ATDB; JAPL Pt.2; PH 17Feb2013] 

leased from ILFC, returned 23Feb09 
leased from CAL, returned 15Apr01 
leased from CAL, returned 29Mar01 

Boeing 747SP-09/409 

reg. model c/n & l/n p/i d/d 
B-1862 
B-18252 
B-1880 
B-18253 
B-16801 
B-18252 
N4508H 
N4522V 

SP-09 

SP-09 

409 
SP-09 
SP-09 
SP-09 

21300/304 

22298/445 

27965/1063 
21300/304 
22547/534 
22805/564 

N8290V 

B-1861 

-
B-1862 
(B-1882) 
-

Dec92 

Aug92 

14Jun95 
? 
O10ct91 
Nov96 

[AF95 p.19; AF96 p.20; ANO; ATDB; JAPL Pt.2; PH 17Feb2013] 

Britten-Norman BN-2A-26 Islander 

fate 
leased from CAL, returned Feb99, to 

leased from CAL, returned Feb99, to 

to CAL as B-18251 AugOO 
to P4-GFC [not listed JAPL] 
leased from CAL, returned 18Mar97? 
leased from CAL, returned 31Dec97 

reg. 
B-12232 

model 
BN-2A 

[AF2000 p.28] 

Dornier 228 

reg. 
B-12252 
B-12253 
B-12259 

model 
202 
212 
212 

[TAPL6 p.254] 

c/n 
2039 

c/n 
8158 
8215 
8224 

p/i 
G-BNMJ 

P/i 
D-CAHA 
D-CJOH 
D-CLFC 

d/d 
ex Formosa A/I 

d/d 
ex Formosa A/I 
ex Formosa A/I 
ex Formosa A/I 

fate 
to B-69832 

fate 
WFU by 2002 
to B-55561 Apr05 
to B-55563 Apr05 

Embraer ERJ-190AR 

reg. c/n p/i d/d fate 
B-16821 19000087 PT-SNF 14May07 
B-16822 19000091 PT-SNK 29Jun07 
B-16823 19000099 PT-SNT 23Aug07 
B-16825 19000167 PT-SAZ Apr08 
B-16826 19000175 PT-SDK May08 
B-16827 19000182 PT-SDQ Jun08 
B-16828 19000190 PT-SDY Aug08 
B-16829 19000302 PT-TZQ Jul09 
[AF2010 p.48; AF2011 p.53; AF2013 (via TS 28May2013); ATDB; JAPL Vol.2 p.319] 
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Above: A classic image of Boeing 747SP-09 B-1862 c/n 21300 on final approach to Kai Tak in the 1990s against a backdrop of Hong Kong sky-
scrapers. (Ian D. 

Fokker F.27-050 

reg. 
B-12270 
B-12271 
B-12272 
B-12273 
B-12275 
B-12276 
B-12279 

Johnson) 

c/n 
20316 
20284 
20286 
20303 
20306 
20312 
20317 

p/i 
PT-MLF 
PH-MXG 
PH-MXH 
PH-JCF 
PH-JPB 
PH-JCR 
PT-MLG 

d/d 
ex Formosa A/I 
ex Formosa A/I 
ex Formosa A/I 
ex Formosa A/I 
ex Formosa A/I 
ex Formosa A/I 
ex Formosa A/I 

fate 
to PK-TWJ Dec04 
to VH-FKY Jan07 
to VH-FKZ Jan07 
to VH-FKV Jun08 
to VH-FKW Jun08 
to VH-FKX Jul07 
to PK-TWR Feb04 

[AF2000 p.28; ATDB; AL459 p.57; AL483 p58; AL484 p.52; AL489 p.59; AL490 p.50; AL499 p.66; AL500 pp.56-57; TPAPL6 pp.372-373] 

Fokker F.28-0100 

reg. 
B-12291 
B-12292 
B-12293 
B-12295 
B-12296 
B-12297 

c/n 
11500 
11496 
11517 
11527 
11505 
11461 

p/i 
PH-JCO 
PH-JCP 
F-OLLI 
F-OLLF 
F-OLLH 
F-OLLA 

d/d 
ex Formosa A/I 
ex Formosa A/I 
10Jun04 
09JU.I04 
30Aug04 
27Sep04 

fate 
returned 20Nov09, to PH-MJR 
returned 31Aug09, to PH-MJQ 
leased, returned 11Sep08, PH-RJS 
leased, returned 09Jun08, PH-MJL 
leased, returned 28Jun09, PH-MJP 
leased, returned 26Sep07, VH-FNT 

[AF2000 p.28; AL499 p.66; AL503 p.56; AL512 p.50; AL514 p.54; AL517 p.60; ATDB; JAPL Vol.2 p.322] 

HillerUH-12E 

reg. 
B-12115 
B-12116 
B-12119 
[AMCAR86 p.40; FAA N61436; MSB 23Apr2013] 

McDonnell Douglas MD-11 

c/n 
5017 
5177 
5221 

p/i 
N77606 
N40328 
N60070 

d/d 
ex Formosa A/I 
ex Formosa A/I 
ex Formosa A/I 

fate 
canx 12Jun2000, to N61436 
canx 12Jun2000, to N6145G 
to B-31031 

reg. 
B-150 
B-151 
B-152 
B-153 
B-18172 
N489GX 
[AF95p.19; AF96 p.20; 

SAAB 340A/B 

reg. model 
B-12265 340B 
B-12266 340A 
[AF2000 p.28; TPAPL6 

c/n & l/n 
48468/518 
48469/519 
48470/546 
48471/558 
48469/519 
48458/449 

p/i 
-
-
-
-
B-151 
N280WA 

ANO; JAPL Vol.3 p.339] 

c/n 
364 
154 

pp.426, 434] 

p/i 
SE-C64 
SE-F54 

d/d 
? 
01Nov95 
1996 
Oct95 
X 
230ct97 

d/d 
ex Formosa A/I 
ex Formosa A/I 

fate 
leased from CAL, returned Mar99 
leased from CAL, r/r B-18172 Dec99 
leased from CAL, returned Feb99 
leased from CAL, returned Aug98 
leased from CAL, returned 31Jul02 
leased from CAL, returned JanOO 

fate 
WFU, to SE-LHO SepOO 
WFU, to Golden Air Flyg SepOO 
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Right: The route network of Formosa Airlines in 
1982. (Sue Bushell) 

Further research 

The ROC CAA has been asked for help to fill the 
many gaps in the B-12100+ and B-12200+ regis-
ters and to verify draft data but they were only 
willing to supply a limited amount of data, included 
above. We particularly need to know cancellation 
dates and owners of leased aircraft. In some cases, 
additional information can be obtained from FAA 
registry files for aircraft exported to or imported 
from Taiwan. Any additional information obtained 
will be included in future feedback articles. 

The data given above is clearly not complete and 
may not be 100% accurate, so the author would 
welcome constructive feedback to fill in the gaps 
and correct the errors. 

Abbreviations 

AAM 
AFB 
A/l 
BAS 
BCal 
BU 
CAA 
CAL 
canx 
CAT 
CIA 
c/n 
c/s 
ex 
DBF 
DBR 
d/d 
FAA 
FEAT 
GAP 
GECAS 
IATA 
ICAO 
ILFC 
l/n 
Isd 
MDAP 
NA 
NLR 
NTU 
pax 
p/i 
PRC 
reg. 
ret 
ROC 
RoCAF 
r/r 
RVN 
SCD 
SL 
SOG 

TBA 
TBC 
USAID 
VCV 
VIAT 
WFU 
w/o 
YSA 

Air America 
Air Force Base 
Airlines 
Boullion Aviation Services 
British Caledonian Airways 
Broken Up 
Civil Aeronautics Administration 
China Airlines 
cancelled 
Civil Air Transport 
Central Intelligence Agency 
constructor's number (msn) 
colour scheme 
registration cancelled (canx.) 
Destroyed By Fire 
Damaged Beyond Repair 
delivery date 
Federal Aviation Administration 
Far Eastern Air Transport 
Guggenheim Aviation Partners 
General Electric Capital Aviation Services 
International Air Transport Association 
International Civil Aviation Organisation 
International Lease Finance Corporation 
line number 
leased 
Mutual Defense Assistance Program 
National Association 
No Longer Registered 
registration Not Taken Up 
passenger 
previous identity 
People's Republic of China 
civil registration 
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F-1922 The French Civil Aircraft 
Register from 1922 Part 37 

F-Uodate 1931 (continued) 

New Registrations: 

2993 F-ALMT Caudron 270 Luciole 
Andre Bohny, Casablanca. (19.10.31) 

5/6566 

2968 F-ALMU Caudron 270 Luciole 6/6567 
R.Caudron, Paris. (2.9.31) Converted to C.272 c/n 25/6567, 1.33. 

3067 F-ALMV Couzinet 33 01 
De Verneilih, Puyrazeau, Paris. (1.2.32) "Biarritz" 

F-ALMX Nothing known 

F-ALMY Nothing known 

2976 F-ALMZ Farman 234 
Georges Sittler, Grasse. (28.9.31) 

Above: Two views of the Couzinet 33 Biarritz F-ALMV (three 120hp DH 
Gipsy III) which was flown 24,000 miles from Paris to Noumea in 18 
days but was badly damaged on arrival 5.4.32. Returned to France for 
rebuild, it was written off on 30.10.33 killing owner Charles Verneilh and 
two others, (via JM Collection) 

2952 F-ALNG Potez36/13 2481 
Club Provencal de Tourisme Aerien, Marseille. (7.9.31) 

2954 F-ALNH Potez 36/14 2482 
Aero-Club de Champagne (Groupe Guynemer), Reims. (9.9.31) 

2947 F-ALNI(2) Potez 36/14 
Lucien Cornet, Nancy. (31.8.31) 

2929 F-ALNJ Potez 36/13 
M.Vezzani, Paris. (20.8.31) 

2483 

2484 

3151 F-ALNA Dewoitine 270 

13/7323 

1 

3015 F-ALNK Potez 36/14 2602 
Club Aeronautique de I'Oranie, Oran. (20.11.31) 
Note - presumably originally reserved for c/n 2485? 

Ste Aeronautique Frangaise (Avions Dewoitine), Paris. (19.5.32) 

F-ALNB Nothing known 

3079 F-ALNC Dewoitine 35 1 
Ste Aeronautique Frangaise, Paris. (3.3.32) 

3126 F-ALND Bleriot 111/3 3/4444 
SA Bleriot Aeronautique, Suresnes. (18.4.32) 

2958 F-ALNL Potez 36/14 
Buretel de Chassey, Paris. (14.9.31) 

2486 

2950 F-ALNE(2) Farman 202 
Georges Bernard, Paris. (4.9.31) 

12/7326 

2959 F-ALNF Potez 36/13 2480 
Maurice Okhuysen, Maisons-Laffitte (S&O). (16.9.31) 

2931 F-ALNM Potez 36/14 2487 
Aero-Club de Madagascar, Tananarive. (20.8.31) 

3460 F-ALNN Potez 36/15 2488 
Ste des Aeroplanes H Potez, Paris. (21.7.33), 7.35 to Potez 36/21. 

2932 F-ALNO Potez 36/13 2489 
Pegalu de Rovin, Paris. (21.8.31) 

2957 F-ALNP Potez 36/14 2490 
Edmond Boyet, Tiaret (Algeria). (14.9.31) 
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Left: The sole example of the 
Dewoitine D35 flew unmarked for a 
year before being registered as 
F-ALNC in March 1932. A four-
seat cabin monoplane with a 
300hp 9-cyl Wright-Hispano radial, 
it was used by Marcel Doret, the 
company test-pilot, from 1933. 
(Aeroplane via JM Collection) 

Below: The Bleriot 111-3 F-ALND 
was a large 8-passenger mono-
plane retained by the manufacturer 
until it found its way to the Spanish 
Republicans in August 1936. 
(via JM Collection) 

2965 F-ALNQ Potez 36/14 
Jacques Pradel, Tiaret (Oran). (19.9.31) 

2491 

2933 F-ALNR Potez 36/13 2492 
Philippe Leon, Paris, later Neuilly-sur-Seine. (21.8.31) 

2951 F-ALNS Potez 36/13 2493 
Ste des Aeroplanes H.Potez, Paris. (7.9.31) 

2979 F-ALNT Potez 36/13 2494 
Jean Faure, Revin (Ardennes). (29.9.31) 

2980 F-ALNU Potez 36/14 2495 
L Lecorche, Cayeux-sur-Mer. (29.9.31) 

2987 F-ALNV Potez 36/13 2496 
Union des Pilotes Civils, Paris. (9.10.31) 

2971 F-ALNX Potez 36/14 2497 
Leonard Martin, Boulogne-sur-Seine. (24.9.31) 

2989 F-ALNY Potez 36/13 2498 
Aero-Club de Provence, Marseille. (13.10.31) 

3080 F-ALNZ Potez 36/13 2499 
Aero-Club de la Drome et de I'Ardeche, Montelimar. (3.3.32) 

2988 F-ALOA Potez 36/13 
Jacques Mendel, Malakoff. (9.10.31) 

2985 F-ALOB Potez 36/13 
Roland Coty, Montbazon. (3.10.31) 

2964 F-ALOC Potez 36/14 
Marcel Legendre, Longueville (19.9.31) 

3034 F-ALOD Potez 36/13 

2500 

2501 

2502 

2503 
Aero-Club de Chamonix Mont Blanc, Chamonix (12.12.31) 

3004 F-ALOE Potez 36/14 2504 
Aero-Club de la Somme, Abbeville. (30.10.31) 

2992 F-ALOF Potez 36/13 2505 
Club de Tourisme Aerien de Fez, Fez (Morocco). (17.10.31) 

2990 F-ALOG Potez 36/13 2506 
Aero-Club de Valenciennes, Valenciennes. (13.10.31) 

3000 F-ALOH Potez 36/13 2507 
Robert Bouton, Paris. (27.10.31) 

155 F-ALOI SalmsonA.2 5012 
Registered in original series, not replaced 

2899 F-ALOJ Morane Moth 60M 41 
Jean Lemercier, Paris. (27.7.31) 

Above: The Albert 62 was a tandem 2-seat tourer with a 95hp Renault 
4Pb engine. Registered F-ALOT, it was unfortunately written-off in an 
early test flight, (via JM Collection) 

2962 F-ALOK Morane Moth 60M 42 
M. Perigord de Talleyrand (Due de Valencay), Paris. (17.9.31) 

2978 F-ALOL Potez 32/4 1595 
Ste des Aeroplanes H Potez, Paris. (29.9.31) 

2946 F-ALOM Potez 32/4 1596 
Ste des Aeroplanes H Potez, Paris. (28.8.31) 

2900 F-ALON Hanriot 14/23 317 
Ministere de I'Air (for Aero Club du Nord de la France), Douai. 
(27.7.31) 

3068 F-ALOO Morane Moth 60M 
Jacques Vincens, Paris. (1.2.32) 

43 

2914 F-ALOP Caudron 59 382 
M.Delelee-Deshayes, Rochefort-sur-Mer. (6.8.31) 

2790 F-ALOQ Farman 231 6bis/7233 
Ste des Avions H-M & D Farman, Billancourt. (1.5.31) 

F-ALOR ANF Les Mureaux 110.R2 02 
Presumed 2nd evaluation prototype for I'Armee de I'Air 1931. 

2934 F-ALOS Schreck FBA.310 6/1386 
Michel (Marcel?) Rongeat, Villeurbanne. (26.8.31) 
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Right: The Guillemin JG-10 
side-by-side two-seat tourer 
F-ALPE (95hp Renault), 
seen in its later enclosed 
cabin form, was built in the 
Bleriot factory but was a 
technical failure, 
(via JM Collection) 

Below: With little of the reg-
istration visible, this Schreck 
FBA-17 series appears to be 
F-ALPM. (via JM Collection) 

2983 F-ALOT Albert 62 1 
Ste Albert Aeronautique, Drancy. (1.10.31) Destroyed 10.31. 

2935 F-ALOU(2) Schreck FBA.310 
Louis Schreck, Argenteuil. (26.8.31) 

2912 F-ALOV Hanriot 14/22 
Marcel Papillon, Paris. (6.8.31) 

2926 F-ALOX Hanriot 14/22 

2/1382 

P.12 

P.15 
Jean Bivoit, Bogny (Ardennes). (19.8.31) Re-regd F-APOX. 

2939 F-ALOY Hanriot 14/22 P. 14 
Aero-Club des Ardennes, Charleville. (27.8.31) 

3141 F-ALOZ Morane Moth 60M 
Jean Hote Bridon, Nancy. (6.5.32) 

45 

3492 F-ALPA(2) Potez 32/4 1598 
Ste des Aeroplanes H Potez, Paris. (17.8.33) 

2963 F-ALPB Morane Moth 60M 
Paul Pernod, Paris, (17.9.31) 

44 

2911 F-ALPC Dyle & Bacalan DB.70 1 
Ste Dyle& Bacalan, Paris; f/f 15.11.29. (5.8.31). To Fr military. 

2915 F-ALPD Schreck FBA.310/1 1/1380 
Louis Schreck, Argenteuil. (6.8.31) 

F-ALPE(2) Guillemin JG-10 01 
No further registration data. 

3045 F-ALPF Farman 200 20/7327 
Aero-Club de Normandie, Rouen. (11.1.32) 

2940 F-ALPG Hanriot 14/22 P.16 
Jean Lannes, Toulouse. (27.8.31) 

3003 F-ALPH Schreck FBA.171.HE1 1/1381 
L Schreck, Argenteuil. (30.10.31) 

156 F-ALPI Salmson2A.2 308 
Registered in original series, not replaced 

2973 F-ALPJ Schreck FBA.172.HE2 1/1412 
Ste des Moteurs Gnome & Rhone, Paris. (25.9.31) 

Above: F-ALPC, the Dyle & Bacalan DB. 70, was a lifting-body design 
for a 25 to 32 seat transport with three 600hp Hispano-Suiza 12 Lbr 
engines. Seen here with a Potez 36 for scale, it was later used by the 
Ecole de lAir at Versailles, (via JM Collection) 
Below: F-ALPN was a Breguet type 19-8 converted from 19-7 and 
which set two altitude records in 1932 flown by Capt Signorin, reaching 
34,120 ft with a 500kg load, (via JM Collection) 
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Above: Koolhoven FK.43 prototype PH-AFW was sold in France in 
1932 and registered F-ALPO as a Baxter BFK.43. (via JM Collection) 

2974 F-ALPK Schreck FBA.172.HE2 2/1413 
Ste des Moteurs Gnome & Rhone, Paris. (25.9.31) 

2975 F-ALPL Schreck FBA.172.HE2 3/1414 
Ste des Moteurs Gnome & Rhone, Paris. (25.9.31) 

3313 F-ALPM Schreck FBA.172.HT4 4 
Ste des Moteurs Gnome & Rhone, Paris. (8.2.33) Became 
FBA.172/2HT4c/n 1 

2924 F-ALPN Breguet 19/8 1243 
SA des Ateliers d'Aviation L.Breguet, Paris. (19.8.31) 

3125 F-ALPO Baxter BFK.43 01 
Pierre H.Tabourin, Boulogne-sur-Seine (18.4.32) 
Rebuild/redesignation of Koolhoven FK.43 PH-AFW c/n 4301). 
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Left: The Gnome-Rhone 
company operated a flying 
school for floatplane pilots 
at Saint-Chanas on the 
Etang de Bene near 
Marseilles using MS.312 
and MS.314 parasol 
monoplanes. This unregis-
tered example is probably 
one of the eight listed as 
F-ALPQ to F-ALPY below, 
(via JM Collection) 

Below: Privately-owned 
Potez 36/15 F-ALQR 
(90hp Potez 6Ab) was later 
operated in Senegal and in 
French Soudan, now Mali, 
(via JM Collection) 

2966 F-ALPP Hanriot 14/22 1202 
Emilien Prophete, Montlucon. (19.9.31) (BV quotes c/n 1203) 

3022 F-ALPQ Morane 314 1/3784 
Ste des Moteurs Gnome & Rhone, Paris. (25.11.31) 

3026 F-ALPR Morane 314 2/3785 
Ste des Moteurs Gnome & Rhone, Paris. (8.12.31) 

3027 F-ALPS Morane 314 3/3786 
Ste des Moteurs Gnome & Rhone, Paris. (8.12.31) 

3028 F-ALPT Morane 314 4/3787 
Ste des Moteurs Gnome & Rhone, Paris. (8.12.31) 

3029 F-ALPU(2) Morane 314 5/3788 
Ste des Moteurs Gnome & Rhone, Paris. (8.12.31) Regd F-APPU. 

3030 F-ALPV Morane 314 6/3789 
Ste des Moteurs Gnome & Rhone, Paris. (8.12.31) 

3031 F-ALPX Morane 314 7/3790 
Ste des Moteurs Gnome & Rhone, Paris. (8.12.31) 

3032 F-ALPY Morane 314 8/3791 
Ste des Moteurs Gnome & Rhone, Paris. (8.12.31) 

2986 F-ALPZ Caudron 60 
Jean Bivoit, Bogny (Ardennes). (5.10.31) 

P.17 

2998 F-ALQA(2) DH.60G Moth 1841 
ex G-ABJE. Marquis de Chateaubrun, Paris. (23.10.31) Sold 
abroad 5.33. Regd CH-354 9.3.33; HB-ETA 1.35. 

3008 F-ALQB Potez 36/13 
Dr Dupechez, Sens. (10.11.31) 

2603 

3049 F-ALQC Potez 36/14 2604 
Aero-Club Maurice Weiss, Albert (Somme). Later Potez 36/15. 

3013 F-ALQD Potez 36/14 2605 
Jean Cuaz, Ain Temouchent, Algeria. (19.11.31) 

3021 F-ALQE(2) Potez 36/14 
M.Vallet, Oyonnax (Ain). (24.11.31) 

3014 F-ALQF Potez 36/13 
E Charpentier, St Dizier. (19.11.31) 

3011 F-ALQG Potez 36/13 
Bouchon, Toul. (12.11.31) 

3009 F-ALQH Potez 36/13 
Robert Senechal, Paris. (10.11.31) 

2606 

2607 

2608 

2609 

157 F-ALQI SalmsonA.2 
Registered in original series, not replaced 

5007 

3025 F-ALQJ Potez 36/13 2610 
Club Aeronautique du Maroc Orientale, Oudja, Morocco. (3.12.31) 

3063 F-ALQK Potez 36/14 2611 
Aero-Club de I'lle de France, Versailles. (30.1.32) 

3039 F-ALQL Potez 36/13 
Albert Fleury, Saigon. (28.12.31) 

2612 

3128 F-ALQM Potez 36/14 2613 
Marius Picard, St Germain-d'Etang (Seine Inferieure). (25.4.32) 

3050 F-ALQN Potez 36/13 2614 
Jean Villa Parker, St Jerome, Marseille. (16.1.32) 

3041 F-ALQO Potez 36/14 2615 
Guy Liger-Belair, Pargny-sur-Saulx (Marne). (5.1.32) 

3051 F-ALQP Potez 36/13 2616 
Club de Tourisme Aerien, Rabat, Morocco. (16.1.32) 

3183 F-ALQQ Potez 36/15 2617 
Ste des Aeroplanes H.Potez, Paris. (28.6.32) Later Potez 36/21. 

3052 F-ALQR Potez 36/15 
Louis Michel, Levallois. (16.1.32) 

2618 

3076 F-ALQS Potez 36/13 2619 
Louis Filliatreau, Nice-St-Pancrace (Alpes Maritime). (16.2.32) 

3086 F-ALQT Potez 36/13 2620 
Pierre Louis Prouteau, Boissy-St-Leger, S&O. (11.3.32) 

3053 F-ALQU Potez 36/13 2621 
Touring Club Aerien de Cochinchine, Saigon. (16.1.32) 

3186 F-ALQV Farman 204 
Joseph Gaston, Bordeaux. (30.6.32) 

3/7329 

To be continued. 
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Heston 1938-1939: Joe Connolly's 
Photographs 

by Lawrence Hole, Michael West and Douglas Rough 

Young Joe Connolly,an apprentice aero engineer with Airwork , was a 
familiar pre-war sight on the tarmac at Heston in his overalls carrying 
his roll-film Zeiss Ikonta camera. Now 94 he has loaned his beautifully 
preserved negatives to an Air-Britain team for scanning and possible 
publication. 

Joe had studied at Chelsea School of Aeronautical Engineering and its 
out-station at Brooklands (where he recorded both Hawker and Vickers 
activities in 1937/1938) On joining Airwork as an apprentice airframe 
fitter/rigger, he arrived at Heston in October 1938 just after the famous 
Chamberlain 'Munich' flights . Airwork had just moved to a smaller 
hangar from their purpose built Dawbarn hangar which they transferred 
to British Airways as a cutting edge maintenance and ops unit for their 
advanced Lockheed 14 fleet . BA Ltd planned to serve 25 European 
destinations by the end of 1939. Airwork had sold Heston Aerodrome 
to the Government in late 1937 and there were expansion plans involv-
ing 4 hard runways to give London an international standard civil 
airport. Of course the outbreak of war quashed the plans and by 1943 
the planners had switched their attention to Fairey's Great West 
Aerodrome at nearby Heathrow which offered more space for expan-
sion. 

Joe's photos show various several brand-new civil aircraft with regis-
trations in the G-AFxx series, some Croydon weather diversions, some 
foreign visitors (at least one with a swastika!) and a handful of military 

Below: G-ACJK Short L.17 'Scylla Class' SYRINX, which had been 
repaired after being seriously damaged in 1935; possibly an Imperial 
Airways Croydon diversion. 

Above: G-ADSX Armstrong Whitworth AW27 c/n AW1162 'Ensign 
Class' ETTRICK'. Delivered to Imperial Airways summer 1939, 
destroyed in combat, Le Bourget, summer 1940; its supposed later use 
by the Germans is nowadays considered to be a myth. 

types (the Martin-Baker MB-2, the impressed tricycle u/c Waco ZVN 
P6330 ex VT-AKI, and a 51 Sqdn Whitley possibly on the day war 
broke out). 

Joe and a squad of young unmarried aero engineers were evacuated 
to the Airwork branch at Renfrew on 2 September 1939. He returned 
to Airwork Heston from 1945-1949 then moved with them to Langley. 

. BRITISH AIRWAYS 

Above: G-AFGP Lockheed 14 c/n 1469 British Airways Ltd. Crashed at 
Khartoum during 1941 while operating with BO AC. 
Below: G-AFFM Airspeed AS.40 Oxford I c/n 75. Air Ministry property 
but used by British Airways for crew training. 

2013/177 



Above: G-AEOS FokkerXII c/n 5291 of British Airways Ltd. 
Right: The sole Martin-Baker MB.2 visiting Heston marked as P9594. 
It was allocated civil registration G-AEZD but this identity was never 
worn. 

Above: G-AFKG Percival Q6 was subsequently impressed as X9363. 
Right: Waco ZVN-8 P6330, formerly VT-AKI, prior to its accident on 
22 Aug 1940. 
Below: Joe Connolly still going strong in the 21st century! (Douglas A. 
Rough) 

Above: K7234 Armstrong 
Whitworth Whitley of RAF 51 
sqdn. Possibly the first day of 
the war and involved in leaflet 
dropping. To the left of the 
Airwork hangar are the office 
sheds used by Sidney Cotton's 
clandestine aerial photography 
operation. 
Left: Messerschmitt BF.108B-
1 Taifun D-IDBT W/Nr 1660 
was used by the German 
Embassy in London. It was 
seized on the outbreak of war 
and used by 24 Sq RAF as 
ES955. 
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Pre-War British Gliders: Part 3 
From 1930 to 1940: BGA 138 to 178 

Richard Cawsey 

British Gliding Association Register 1930 -1940 

138 Schleicher Luftkurort Poppenhausen 7.32 
This two-seater design was imported from Germany by 

London GC and first flown by them at Ivinghoe Beacon on 19.7.30. It 
was damaged when its hangar at Dunstable was wrecked in a gale on 
17.9.35, and was offered for sale in June 1936 for £15, with 'wing ribs 
broken, but otherwise in excellent order'. 

139 Kassel20 3.33 
Built from a kit by its owners, John F Harris and Jack Mackie 

of the Ulster Gliding and Aviation Club; first flown at Tyrella in June 
1932. The first soaring flight in Ireland was a 25-minute flight by 
Norman P Metcalfe in the Kassel at Magilligan on 11.7.32. 
Reconditioned by Slingsby in April 1938 and still at Ulster GC in August 
1938. 

140 Kassel SK 3 Herkules 10.30 
Two-seater, built by Segelflugzeugbau Kassel. Scarborough 

GC, delivered 7.10.30, assembled in the ballroom of the Royal Hotel 
and named "The Scarboro" by the town's Mayoress on 10.10.30. Flown 
and maintained solely by the club's paid German instructor Carli 
Magersuppe. The club folded and the glider was offered for sale by the 
BGA in early 1932, eventually being bought by London GC in 
September 1932. It was repaired and renovated by Abbott-Baynes in 
March 1935, and sold to a syndicate of eight members at Derby & 
Lanes GC in December 1935. Renumbered G250 in March 1936. 

141 R.F.D. Albatross 10.30 
Designed by Capt C H Latimer-Needham for his own use 

and built by R F Dagnall, delivered from Guildford to Dunstable on 
1.6.30 and flown there the same day. To R J T Granger (designer of the 
tailless Archaeopteryx); sold to Arthur E H Coltman 25.11.34 and first 
flown at Leicestershire Air Sports Club the same day; flown at the new 
club site at Beeby 6.1.35. Sold to Edwin S Griffis and flown at Camphill 
26.1.36. Taken from the owner's home at Sale to the Furness GC on 

Right: BGA140 Kassel Herkules "The Scarboro". (via Phil Butler) 

Above:. Head-on view of a Prufling at Dunstable in 1935; probably 
G142. (via Phil Butler) 

9.8.36, a wing was damaged in a road accident en route. Some repairs 
were made, but the wing spar failed on launch at Askam, 12.8.36, 
Griffis being killed. 

142 R.R.G. Prufling 10.30 
Thomas E Lander from August 1930, named "Thistledown 

I". Used by an offshoot of London GC at Streatley Hill in early 1931. 
After Lander's death in the prototype Scud, it passed to London GC in 
August 1931. Damaged in a crash at Ditchling Beacon 3.8.31; repaired 
by the end of 1931. Overhauled by Zander & Weyl in 1935 and deliv-
ered back to the club on 15.6.35. Written off when a bungy rope caught 
on a car on landing at Dunstable on an unknown date between July and 
September 1936. [In October 1936 an 'entirely rebuilt' Prufling was 
offered for sale by Dart Aircraft Ltd.] 
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143 R.R.G. Zogling 10.30 
Built in Germany; Wiltshire Light Aeroplane and Glider Club. 

The club was formed on 7.7.30, and the first flights in the new glider 
were made on 13.10.30 during the club's inaugural meeting, initially at 
Yatesbury aerodrome, then moving to Cherhill Down later in the day. 
The club was soon renamed as the Swindon and North Wilts Light 
Aeroplane and Glider Club, and a permanent site at Easton Hill, 
Bishops Cannings began to be used from 1.11.30; still in use a year 
later. [An apparently-unrelated Wiltshire Light Aeroplane and Country 
Club was established in 1931 at High Post, later becoming the Wiltshire 
School of Flying.] By the beginning of 1932 the gliding club had a new 
site at Wick Down, Hackpen, on the Marlborough Downs. 

144 B.G.A. Primary 11.30 
This was a Dagling-type primary built by the gliding section 

of the Manchester branch of the Royal Aeronautical Society from plans 
provided by the B.G.A. Initially to be tested at Farcoombes Farm near 
Mottram, it was in use at Woodford aerodrome by February 1931, and 
moved to Higher Disley later in the year. To Jersey GC by August 1934, 
repaired and first flown by them on 23.9.34, using a site overlooking 
St.Ouen's Bay on the west side of the island. 'Written off on 31.3.35, 
but repaired and still in use in December 1936. 

145(1) B.A.C. II (104) 9.30 
Isle of Wight GC (club formed in July 1930): primary with 

box-spar rear fuselage; delivered and demonstrated by C H Lowe-
Wylde 24.9.30. Flying at Somerton aerodrome, Cowes (by permission 
of Saunders-Roe) in Oct - Dec 1930, it moved to Whiteley Bank, near 
Godshill from 21.12.30, but the wings were wrecked in a crash there on 

Above Left: R.F.D. Albatross (G141): the first British sailplane, 
designed by Capt C H Latimer-Needham. Seen after being fitted with a 
wheeled undercarriage later in its career. (Richard Cawsey collection) 
Above Right: Caot Latimer Needham in the front cockpit of the 
Schleicher Poppenhausen G 138 with a Mr Hembrow in the rear seat, 
(via JM Collection) 

28.12.30. First flown after repair at Park Place Farm, Bowcombe Down 
on 15.3.31. Overturned on landing at Compton Down 23.8.31. No 
record of the club after 1931; number reissued as below. 

145 (2) Schleicher Rhonbussard (99) 5.34 
Joan Meakin, National Aviation Day Displays; delivered by 

aerotow by a Klemm from Griesheim, near Darmstadt, arriving at 
Lympne 4.4.34; thence to Heston. Used for demonstrations with Sir 
Alan Cobham's Circus in 1934. Displayed in the Science Museum, 
South Kensington winter 1934/5. Sold to Kit Nicholson, Philip Cooper 
and Jack Dewsbery, Dunstable 31.3.35. Reconditioned by Zander & 
Scott in 1937 and sold to Lawrence R Robertson, Edwin Swale and 
Garnet Shepard, Camphill. Robertson's share was sold to Duncan 
Swale in March 1939. Impressed; to Central Landing Establishment 
(CLE), Ringway 9.8.40; 37 MU, Burtonwood .41. 

146 9.30 B.A.C. II (105) 
Bridlington GC - delivered on 1.10.30, with an alternative 

fuselage to fly as either a B.A.C. II or III. The initial club site was at 
Fordon, eight miles from Bridlington. At the end of June 1931 they were 
flying from the sands at Barmston when the glider dived into the beach 

and overturned; the pilot was uninjured. 

147 B.A.C. II (106) 10.30 
Rugby District GC; delivered by C H Lowe-Wylde, who 

demonstrated the glider at the club's base at Cote Hill 
Aerodrome, Husbands Bosworth on 6.10.30. The club was later 
based at Market Bosworth; and at Lawford Heath from 
September 1932. 

148(1) B.A.C. II (107) 10.30 
Dumfries & District GC, Tinwald Shaws; delivered 18.10.30; 

the first flights took place on 23.10.30, however the wings were 
wrecked in its garage by a disgruntled club member later the 
same evening. The number was reissued. 

148 (2) Grunau Baby II (295B) .34 
Built by Schneider and delivered to William Liddell at Ulster 

GC, first flown at Magilligan on 12.5.34. Replaced by Kirby Kite 
G291 in December 1936, but still at Ulster GC in April 1938, it 
was rebuilt by Slingsby shortly afterwards with their works 
number 295B. Impressed, becoming NF745 in December 1942. 

Above Left: Schleicher Rhonbussard G 145 was clearly an 
advanced design for 1934 when it was aero-towed on delivery all 
the way from Germany via Brussels and Lympne to Heston. (via 
JM Collection) 
Below Left: Rhonbussard, probably G145, used by Sir Alan 
Cobham's National Aviation Day Displays in 1934. (via Phil 
Butler) 
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Right: A B.A.C. Ill Intermediate glider said to be flying at Lenham, 
Kent c. 1932. Only two examples are known for this period, G 154 and 
G 159, although another three B.A.C. lis (G104, G146, G149) were 
also provided with alternative fuselages so they could fly as B.A.C. III. 
(via JM Collection) 
Below Right: The former Scarborough-based Prufling G 159 in March 
1933. The round object on the nose is an airspeed indicator home-
made from a cocoa tin. (via JM Collection) 

149 B.A.C. II (108) 10.30 
Furness GC, delivered 26.10.30 with alternative fuselages 

to fly as either B.A.C. II or III, demonstrated by Lowe-Wylde at Out 
Park, Kirkby-in-Furness. The club began using a training site at 
Gleaston Park Farm, Gleaston from 1.11.30, moving to Raikes Moor 
Farm, Hawcoat in April 1931. It was still flying (with replacement wings) 
as a B.A.C. II in 1937, while the B.A.C. Ill fuselage was fitted with new 
tapered wings in 1933 as a B.A.C. IV, later becoming G255. 

150 B.A.C. II (111) 11.30 
Isle of Thanet GC: the club was formed at a meeting at 

Ramsgate on 11.9.30, and an inaugural demonstration given by Kent 
GC and Lowe-Wylde at Wingham on 4.10.30. The B.A.C. II was deliv-
ered in late November, and was flying at Manston aerodrome in Dec 
1930 - Jan 1931. The club was still active in September 1931. 

151 B.A.C. II (110) 11.30 
Worthing and District GC: like most B.A.C. gliders it was 

delivered personally by C H Lowe-Wylde, and demonstrated at the 
club's ground at High Titton, seven miles north west of Worthing on 
23.11.30. To Norman T Whiteman at Southdown GC; crashed in 1934. 

152 B.A.C. II (112) 11.30 
Edinburgh GC - demonstrated by Lowe-Wylde at Comiston 

Farm, near Fairmilehead on 16.11.30; it was crashed later the same 
day and taken back by B.A.C, who delivered a replacement glider on 
30.11.30. By January 1931 the club was flying at West Craigs Farm, 
between Corstorphine and Turnhouse aerodrome. 

153 B.A.C. II (114) 11.30 
Falkirk and District Aviation Club; the club was formed fol-

lowing a meeting on 20.10.30, and its glider delivered and demonstrat-
ed by Lowe-Wylde at Wester Glen on 29.11.30. It was taken to a new 
site at Glen Farm, Glen village on 31.1.31. Another site used was at 
Redbraes, four miles south of Falkirk. A Falkirk club glider, presumed 
to be this aircraft, was damaged beyond repair in a crash at Denny in 
April 1931. 

154 B.A.C. Ill (116) 12.30 
Glasgow GC, in use from early 1931. On 7.7.34 the Scottish 

Gliding Union was formed in Glasgow, combining the resources of the 
clubs in the region, at Glasgow, Stirling, Kilmarnock, Crieff and Falkirk, 
none of which were still active. A number of gliders were taken over 
from the defunct clubs, including the Glasgow B.A.C. III. 

155 B.A.C. II (117) 12.30 
Comrie GC; first flown on 14.12.30 at the club's flying field at 

Fordie Lodge, on the Lawers estate about a mile from the town. (This 
was following a demonstration of a similar machine at Lawers by Lowe-
Wilde on 28.11.30.) The club was dissolved in November 1931 due to 
lack of interest. In January 1932 the Strathearn GC was formed in 
nearby Crieff and acquired the B.A.C. II, which had meanwhile been 

Below: Percy Michelson about to be launched in his Cloudcraft 
Phantom (G158) at Dunstable, 1931. (Richard Cawsey collection) 

purchased by some local enthusiasts. It began flying in March 1932 at 
Concraig, between Crieff and Muthill. By 1934 the club was defunct, 
and the B.A.C. was donated to the Scottish Gliding Union in 1935. 

156 B.A.C. II (118) 12.30 
Wrexham & District GC; the club was formed on 7.12.30 and 

its glider delivered by Lowe-Wylde on 13.12.30 and first flown by him at 
The Plassey, Eyton on the following day. The club also flew from 
Whitegate, Marchwiel. 

157 B.A.C. II (119) 12.30 
Dover GC (owned by Clarence Wilbur Mason and operated 

by the club), delivered 16.12.30 and tested the following day on the hills 
at the back of the Danes, Dover. Subsequently flown by the club at 
Elms Vale Road, Maxton, Dover. Used at Channel GC from 2.4.31 (Mr 
Mason being a member of both clubs), but was badly damaged in a 
crash at Etching Hill on 5.4.31. Under repair by Channel GC in May 
1931. 

158 Cloudcraft Phantom 11.31 
Percy Michelson; damaged on first flight, Bunster Hill, 

Dovedale 27.6.31. First flown at Dunstable 11.7.31. G M Buxton set an 
unofficial British duration record of 4hrs 15 mins at Dunstable on 
18.7.31. From 2.4.32 it was stationed on the coast near Dover in readi-
ness for a cross-channel attempt, but was damaged in May by unruly 
soldiers who had been assigned to guard the craft and act as a launch-
ing crew. Offered for sale in damaged condition in July 1932, it was col-
lected from Michelson's Manchester home by Bradford and County GC 
members on 8.4.33. It was being worked on in late 1933 - early 1934, 
but the repairs were not completed, and it passed to Slingsby at 
Kirbymoorside later in 1934. The wreck was still at Slingsby's works in 
1938 but was later burned. 

159(1) B.A.C. III (129) 2.32 
Edgar Sharpies (president of Accrington GC), first flown 

from the top of Hambledon Hill in July 1931. Later in 1931 it was pre-
sented to Accrington GC; but Mr Sharpies then moved to the Preston 
and District GC and donated the glider to this club. It was converted to 
B.A.C. V standard with wheels for auto-towing, and first flew from 
Middleton Sands, near Heysham on 13.3.32. On 15.5.32 it stalled and 
dived into the sands, killing the pilot, Alan W Graham. The number was 

reissued. 

159(2) R.R.G. Prufling 
Built by Kassel; owned by 

Scarborough GC member Alfred E Thompson 
by December 1930. To Percy Watson, York in 
March 1933, it crashed on 13.5.34 while being 
flown by John Dent in a strong wind at Sutton 
Bank, slightly injuring two spectators, but was 
rebuilt and renewed in March 1935, going to 
Midland GC in April and still flying in March 
1936. 
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Left: W L Manuel's Willow Wren G 162, known 
as the "Yellow Wren": this much-rebuilt glider is 
preserved at Lasham. A colour photograph was 
published in the Autumn issue (P .H. Butler) 
Below Left: Kassel Herkules G 140 about to 
launch in 1932. (via JM Collection) 
Below: A somewhat apprehensive Constance 
Leathart strapped in and ready to go in the 
Cramlington Cramcraft Primary G 165. (via JM 
Collection) 

160 Kassel 20 12.31 
David F Dent & Mary D Nichol, Dunstable, flying by 

November 1931; repaired by G E Collins in 1932; John Dent & part-
ners, Dunstable 1933; to Frank G Enser 1936, overhauled and offered 
for sale in October 1936 at £42, and at £33 in June 1937. To 
Portsmouth and South Hants GC, based at Portsmouth aerodrome in 
July 1937; moved to Gosport in April 1938. To H H Hopkinson, still at 
Portsmouth GC. Rebuilt for the postwar Portsmouth GC and first flown 
in December 1946; it was still active with the club in mid-1947. 

161 R.R.G. Professor 6.33 
New to Susi Lippens (daughter of the Belgian Minister for 

Transport) and brought by her to England in September 1930. It was 
normally kept with the Channel GC at Hawkinge. On 23-24.4.32 it was 
flown at Dunstable by Mile. Lippens, after which it was left with the 
London club on loan for the use of its members. Sold to Norman 
Sharpe, taken to the Bradford GC site and flown on 25.6.33. Loaned to 
Yorkshire GC from 1934; J C Neilan set a British duration record of 
13hrs 7mins at Sutton Bank on 16.7.35. To Henry Leach, Sutton Bank 
in September 1937; crashed. 

162 Manuel Willow Wren 9.34 
Built by W L Manuel at Folkestone, test-flown there in 

December 1932 before arriving at Dunstable on 17.5.33. Sold to Kit 
Nicholson and partners; known as the "Yellow Wren", Fit. Lt. Edward L 
Mole set a duration record of 6hrs 55mins on 30.7.33. Spun in by 
Nicholson at Dunstable 6.8.33. Rebuilt for its syndicate, but spun in 
again by W D MacClement during the competitions at Sutton Bank on 
3.9.34, and repaired by L E Baynes. Restored to Nicholson and part-
ners and flown at Dunstable 6.1.35, as the "Green Wren". To Ralph 
Slazengerand the Duke of Grafton, Cambridge by August 1935, for use 
by Cambridge University GC. It returned to Dunstable in 1937 and was 
renovated by Dart Aircraft for brothers Lawrence A & Eric M Read. 
Removed from Dunstable in June 1940, it was next recorded stored in 
the hangar roof at Dunstable in 1950 and 1954. Moved from Fairoaks 
to Norman Jones (The Tiger Club), Rochester by 1964; rebuilt by W L 
Manuel and flown on 13.8.65; Last flown 1970; stored at Rochester. To 
Chris Wills & Mike Russell, Henham 12.74; Mike Russell, Duxford 8.76; 
Mike Beach, Brooklands 3.93; to Brooklands Museum Trust .98 (on 
display at Brooklands in 1993-2012). Loaned to the Gliding Heritage 
Centre, Lasham 7.13. 

163 Slingsby T.2 Falcon II (2) 8.33 
Slingsby's first commercial venture was this modified 

version of his Falcon, with extended wing tips, built for Charles Espin 

Hardwick and first flown at Dunstable on 20.8.33. Hardwick was instru-
mental in setting up the Midland GC, and the Falcon began flying at the 
Long Mynd in 1934. A British duration record 15hrs 47mins was set by 
Fg Off. Anthony Nugent Young at the Long Mynd on 18.8.38. To Espin 
Hardwick & Graham Grindall post-war and registered as G-ALNR 
11.5.49. After Hardwick's death in 1954, and suffering from glue failure, 
it was burned at the Long Mynd on 7.11.55. 

164 B.A.C. 1(101) 8.30 
Kent GC, Lenham: this was the first glider built by the British 

Aircraft Company at Maidstone, and was the only primary of its type; it 
was later converted to a secondary with a nacelle fitted by Kent GC 
ground engineer E G Sanguinetti, and first flown with this on 10.9.33. 
New wings were fitted in 1937. 

165 Cramlington Cramcraft I (2) 1.31 
Sunderland GC: the club began operating in autumn 1930 

with two Cramcraft primaries; one was later modified for auto-towing, 
with wheels and a nacelle. No record of activities in the club after March 
1931. 

166 Reynard R4 Primary (R4/5) 1.31 
Leeds GC: the club had at least two Reynard primaries. The 

first, "Reynard I", was delivered on 23.11.30 and first flown by C St L 
Jervis at the site used by The Aircraft Club, Harrogate. "Reynard II" was 
delivered and first flown on 29.11.30 at the club site at Gildersome. 

Below: Ulster's Reynard R4 Primary G167 on its trailer. (Richard 
Cawsey collection) 
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Left: Schleicher Rhonadler G171, flown by Eric Collins at Sutton Bank 
8.9.34. (via Phil Butler) 

However this glider appears to have been short-lived, as another 
Reynard II was delivered on 2.1.31 and first tested on 1.2.31 at the new 
site at Wharfedale (shared with two other clubs). Logically this would 
have been G166. Leeds GC was wound up and amalgamated with the 
Bradford club on 26.10.31 as Bradford and District GC, becoming 
Bradford and County GC in 1932. Reynard I & II were still flying in 
February 1933; G166 was still flying in early 1934 but was beyond 
repair at Sutton Bank later in the year. 

167 Reynard R4 Primary (R4/6) 1.31 
Ulster Gliding and Aviation Club. The club was formed in 

June 1930, and the Reynard was its first glider, arriving in Belfast at the 
end of January 1931. The first flying meeting was on 14.3.31 at 
Comber. Later meetings were held at Ballymiscaw and Clandeboye, 
Co. Down, but the club established itself at Holestone, Doagh, in Co. 
Antrim by May 1931. Gliding at Holestone ceased in October and the 
club resumed its activities on the sands at Minorstown, Tyrella, nine 
miles south of Downpatrick on 20.3.32. The Reynard was then fitted 
with a nacelle, flying with this on 4.6.32. Sold to the short-lived Dublin 
GCin March 1934. 

168(1) Cramlington Cramcraft I (C.A.3) 2.31 
Newcastle GC, Cramlington, believed to be the second of 

the type used by the club. (A Cramcraft I was tested by Newcastle GC 
members on 5.10.30.) A new site was opened at Denton Burn on 
24.5.31, moving to Killingworth later in the year, although Cramlington 
continued to be used as club headquarters and training ground. 
Number reissued as below, but remained in use with Newcastle GC, 
fleet no. "PI". CofA No. G168 renewed 26.8.36; to Cornwall GC in June 
1937 as a replacement for their crashed Keebling. 

168(2) Kassel25 
Built by Fieseler, Kassel. Syndicate-owned at Ulster GC, 

and first flown at Magilligan on 1.4.34 by Jack Mackie. Still flying in 
June 1935, but no record after this. (An apparently unrelated and 
unregistered Kassel 25 was active at Dunstable in 1938.) 

169 B.A.C. II (123) 2.31 
Wolseley GC: the club was originally formed on 23.6.30 at a 

meeting held in the canteen of Wolseley Motors (1927) Ltd., Ward End, 
Birmingham. The flying site was at Terry's Farm, Walmley. 

170 R.R.G. Zogling (1046) 2.31 
llkley and District GC; in use from 16.8.30. A number of sites 

were tried out in the vicinity of llkley, before the club moved to Malham 
in April 1931. 

171 (1) R.F.D. Primary 6.31 
Registered as a 'Dagnall-Bewsher Primary' to John 

Bewsher, who was the chief designer for R.F.D. Number reissued as 
below. 

171(2) Schleicher Rhonadler 8.34 
Built by the Kyffhauser-Technikum at Bad Frankenhausen, 

and delivered to Eric Collins, Dunstable; first flown at Dunstable 
14.4.34 and made a cross-country flight to Rayleigh, Essex on 22.4.34. 
Flew 98 miles from Dunstable to Holkham Bay, Norfolk on 5.8.34. 
Following Collins' death while flying Grunau Baby G216, it was sold by 
his widow to Brian E A Vigers at Dunstable in March 1936. 
Renumbered G281 in November 1936. 

172 Wilkinson Mk.1 9.31 
Secondary glider designed and built by Frank Wilkinson, 

Kensington, London, but reportedly his wife would not let him fly it. 
Made a test ground-hop at Dunstable 24.7.32; stored in the basement 
of a house in Kensington. CofA restored to Bristol GC at Lulsgate 
26.6.46, but used for ground training only. Out of use by 1949. 

173 R.R.G. Prufling (511) 3.31 
Surrey GC from October 1930; changes of name to 

Southern Counties Soaring Club 6.31 and Southdown GC 20.3.32; 
crashed at Lancing 2.4.34 and sold; rebuilt by the Cavendish 
Engineering Co. To Leonard Hatcher & Alan R Jameson, Southdown 
GC in January 1935 and first flown at Lancing 3.2.35; later change of 
ownership to Hatcher & John Copeland. Sold to Geoffrey V Vaughan & 
Dr John A Mains, Creetown, Scotland 12.38. [In May 1939 a 'Slingsby-
built Prufling' was for sale by Johnnie Campbell of Dumbarton for £30. 
This was impressed as HM538 in March 1942.] 

174 R.R.G. Professor 4.31 
Built by Segelflugzeugbau Kassel; bought by the Daily 

Express, replacing the Professor which had been ditched in the sea off 
Scarborough on 11.7.30. Flown by Carli Magersuppe at demonstra-
tions in September; by October 1930 it had been acquired by Canadian 
opera-singer Lissant Beardmore. It was based with the London GC and 
was named "Sandra" (after Beardmore's wife). Towed by an Avro 504K 
from Lympne and flown across the English Channel by Beardmore 
19.6.31, however the flight was not officially observed. Sold to London 
GC in October 1933; to Midland GC as G212 in March 1935. 

175 R.R.G. Professor 4.31 
Built by Kassel; to London GC and first flown 4.4.31; Mungo 

Buxton flew it for 2hrs 20mins on the following day. Further long flights 
followed, with a British duration record of 3hrs 28mins set by H A Petre 
on 24.5.31, while Fg Off E L Mole set a new record of 6hrs 10mins at 
Ditchling Beacon on 2.8.31. Crashed at Dunstable while being flown by 
H M Hedges 2.9.33. For sale in damaged but repairable condition in 
January 1935, and presumed to be the anonymous Professor in use by 

Below:. Major H A Petre preparing to take off from Dunstable in the 
R.R.G.Professor G 175 for his duration record flight of 3 hours 28 
minutes on 24th May 1931. (via JM Collection) 
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Above: Eric Collins in the London GC 
Professor (G175) at Dunstable, (via Phil 
Butler) 

sold to Dorset GC in April 1937.] 

177 Hanseat Primary 5.31 
German variation on the primary glider 

concept featuring strutted wings and a 
fairing behind the pilot, built by H 
Wagener, Hamburg; delivered to 
Accrington & District GC. First used for 
ground practice at Lower Witham Farm, 
Accrington 25.1.31; the first flying 
meeting was on 31.1.31. Crashed in 
February, but began flying again at a 
new site at Hambledon Hill on 15.3.31. 
Damaged in March 1934; repaired by 
8.34. 

178(1) Schleicher Falke 5.31 
Imported by the J. Lyons Tea Co. for 

use in a programme of demonstrations 
organised between May and September 
1931. Flown by Hans Krause, it carried 
"Lyons' Tea" titles on the fuselage, and 
the name "Teany" on the rudder. The 
first display was at Forest Lodge, 
Glanrhyd, Brecon on 2 - 3 May. Taken to 
St.lnglevert for an attempted flight 
across the English Channel by Krause 
on 20.6.31, towed by NFS Moth G-
AAPA piloted by Max Findlay, but was 
unable to achieve sufficient height for a 
crossing. The last demonstration was 
organised for Dunstable on 5 - 6 
September. To Portsmouth GC; 
crashed; number reissued, but after the 
Portsmouth club became defunct in 
1936 it was sold to Ron Clear at 
Airspeed GC, Portsmouth; undergoing 
repairs in May 1937. 

To be continued 

Above: Back in time for tea. The Lyons' Tea Company's 
Schleicher Falke "Teany" G 178 which was active in 1931. 
(via JM Collection) 

Christopher M C Turner at Channel GC in 1935, and still 
present in 1939. 

176 R.R.G. Prufling 4.31 
Built by Kassel; to London GC (purchased from 

the BGA on hire purchase) - delivered and flown on 
31.5.30. Used by C H Latimer-Needham at Itford on 
7.6.30 for a 1 hr 6min flight, qualifying for the first British 'C 
certificate. Written off in the latter half of 1931. [In March 
1934 an unidentified damaged Prufling was acquired from 
Lincoln by Harold & Will Adcock and Messrs. Moore & 
Wood, of the Leicestershire Air Sports Club; it was 
repaired and flying again from June 1935. It moved with 
the Adcock brothers to Dunstable in March 1936, and was 

Above: Man-handling a Prufling up Ivinghoe Beacon in 
July 1930 during a London GC versus Lancashire GC 
competition - this may be the London Club's G 176. 
Below. A Prufling in flight at Dunstable in July 1930, 
making it in all probability G 176. The trailing loop was 
used to hold the glider back against the bungee cords 
prior to launching, (both via JM Collection) 
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The FARM AN 190 
and its derivatives 

Michel Barriere 
PART THIRTEEN 
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Farman F.198 (Renault RE 9 Pa engine) 
The Farman F.198 resulted from the installation of a Renault RE 9 Pa 
engine in the fuselage of the F.190. It was developed as an expedition 
aircraft with an increased fuel capacity of 728 litres, further increased to 
935 litres for F.198 no 1. We do not have definitive information on the 
location of the fuel tanks. Despite the efforts of Ludovic Arrachart, 
Director of Aviation Services for the Renault company, to promote it, 
the F.198 met with limited success. Two (or perhaps three) examples 
were constructed, and all were later converted into other versions. 

F.198 no 1, c/n 7172, F-AJNH 

Renault & Ludovic Arrachart 

The fuselage of F.190 no 40 was allocated for the production of F.198 
no 1, c/n 7172. In late-May and early-June, Lucien Coupet presented 
the F.198 to the S.T.I.Ae which undertook some trials. The aircraft first 
appeared in public at the Vincennes Air-day in June 1930. 

The CdN/Cdl 2600 associated with registration F-AJNH was only 
issued on 18 October 1930 after tests leading to type approval. The air-
craft, registered to the Societe des Usines Renault, was flown by 
Ludovic Arrachart and maintained by his mechanic Puillet. 

On 26 January 1931, Arrachart and Puillet took off from Le Bourget to 
rescue Marcel Lallouette and Jean de Permangle, who had broken 
down at Mopti (Mali) after breaking the straight-line distance record on 
Farman 231 F-AJTB. After a stop at Marseilles (26/01), they flew via 
Alicante, Tangier, Casablanca (27/01), Agadir (28/01), and Port 
Estienne and Dakar (29/01). On 31 January, they met up with 
Lallouette and de Permangle. The F.231 was rapidly repaired. On 2 
February, the two Farmans reache Gao; on the 3rd, Aoulef; the 4th, 
Beni Abbes and Colomb-Bechar; the 5th, Tangier and the 6th, Alicante, 
where Lallouette and de Permangle decided to stay for a few days. 
Arrachart continued alone to Perpignan. On 7 February, he refuelled at 
Lyon and reached Toussus. 
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Above: F. 198 No 1 F-AJNH in the colour scheme in which it was flown 
by Ludovic Arrachart between 1930 and 1932. (Artwork: Michel 
Barriere) 

In May 1931, Arrachart participated in the Bucharest air rally. In August 
and September 1931, he took part in the Antwerp Rally and then one 
at Deauville-Cannes. 

Paris - Madagascar 

At the end of 1931, still operated by Arrachart and Puillet, F-AJNH 
undertook a trip to promote the aircraft and to investigate the the two 
major air routes between France and Madagascar. Arrachart had been 
tasked by the Air Ministry, with reconnoitring airfields along the route to 
Tananarive and to specify the works needed to improve the organisa-
tion of this route. 

The F.198 departed on 23 November 1931 from Toussus-le-Noble for 
Marignane. On the 24th, it arrived at Oran and departed agin on the 
26th for Colomb-Bechar. On the 27th it was at Reggan. It left again on 
the 29th, accompanied by F.190 F-AJDD of the French Aerial Company 
which was inaugurating the Trans-Saharan route from Reggan to Gao. 
On the 30th, F-AJNH arrived at Kano and on 1st December it reached 
Fort Lamy. On the 4th, the Farman took off for Fort Archambault and 
Bangui. On the 5th, it reached Coquilhatville, then Brazzaville. 

For the next two days, Arrachart prepared for the second stage of his 
flight. He left on 7 December and reached Luluabourg (7/12), Elisa-
bethville (8/12), Tete (9/12) and Quelimane (10/12). On the morning of 
the 11th, F-AJNH flew over the Mozambique Channel before skirting 
Madagascar and landing at Tananarive. On the 13th, Arrachart took 
part in the first Aviation Festival at Ivato airfield. 

The following day, Arrachart and Rene Lefevre, who had arrived in his 
Mauboussin, compared the routes they had employed and exchanged 
charts; Arrachart decided to return to France via Egypt. 

The Farman departed on 17 December for Dar 
Es Salaam, then reached Juba on the 18th. On 
the 19th, a strong headwind forced Arrachart to 
land at Renk because of fuel shortage prior to 
resuming his flight to Khartoum, but he was only 
able to procure 40 litres of fuel. He had to make 
a forced landing with empty tanks on the outskirts 
fo the town and only reached the airfield the fol-

Left F.198 No 1 F-AJNH while in use with 
STAF. (Collection Michel Barriere) 
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lowing day (20/12). After refuelling, the aircraft left immediately for 
Aswan. It subsequently stopped at Heliopolis (21/12), Benghazi (22/12) 
and Tunis (23/12), and then crossed the Mediterranean to Marignane 
(24/12). 

Starnded at Marseille by fog, he finally left on the 29th in a storm with 
his wife and Puillet, but had to land at Lyon at 10h15, then at Nevers at 
14h40, and at Orleans at 15h30 where they spent the night. When the 
weather cleared, he was able to reach Toussus, and then Le Bourget, 
the following day (30/12). 

From March to September 1932, Arrachart took part in various events 
including the Morocco Rally, the first Athens Aviation Exposition, the 
Auvergne Rally, and then the Deauville Rally. 

In October 1932, Arrachart decided to sell the aircraft. 

On Saturday 31 December 1932, F.198 no 1 was delivered by 
Arrachart and Puillet to Mr Delavergne who had acquired it on behalf of 
the Societe des Transports Aeriens Frangais (STAF). At the beginning 
of January, the aircraft was given a complete overhaul. 

On 9 February, the overhaul completed, Thuau, STAF's Chief Pilot, 
ground-tested the engine. On 1 March, Thuau made his first flight on 
the F.198, and then, on the 3rd, made a second flight with a full load. 
In May 1933, F-AJNH was registered to the Societe des Transports 
Aeriens Frangais (STAF). It was used for charters (for example, a 
private flight Paris-Madrid for the Count de Vibraye, piloted by 
Pharabod in early November 1933) and several seasonal flights to the 
East or Southeast of France (Deauville, Le Touquet, Biarritz,...). 

During July 1933, the aircraft took part in the Tour de France for touring 
aircraft. 

In September 1933, the Paris-Biarritz flight became daily, apart from 
Sundays and holidays, connection being guaranteed with flights to and 
from London and Amsterdam. A one-way ticket cost 600 francs and a 
return 1000 francs. 

F.192 n°24, c/n 7172, F-AJNH 

STAF ceased operations during 1935, and the aircraft was registered 
in November to Frangois Moreau, named "Avion Bleu VII". It was con-
verted into F.192 no 24, c/n 7172, F-AJNH. The change of type was 
registered on 9 October 1936. 

In January 1938, the Farman was registered to Georges Genet. On 14 
February 1938, he departed Le Bourget for Africa, piloted by Rene 
Froment, to join "Air Sahara", a subsidiary of the Saharan Automobile 
Company (Societe des Transports Automobiles du Sahara). It was not 
until March that, still named "Avion Bleu VII", it was registered to the 
Compagnie Saharienne Automobile (Ouargla, Constantine). This 
company transported mail by car over the 1500 km which separated 
Ouargla from Djanet and received a subsidy of de 80.000 francs from 
the government of Algeria, but had decided to employ an aircraft, thus 
creating "Air Sahara". 

On 6 March, it was inspected by the Bureau Veritas with 843 flying 
hours at Touggourt. On 1 April, at 06H00, Rene Froment took off from 

Above: F.198 no 1, as it appeared in 1933 in the livery of the Societe 
des Transports Aeriens Frangais (STAF). (Artwork: Michel Barriere) 

Ouargla with 600 kg of mail. At 10H00, he arrived at Fort Flatters, then 
at 14H30 at Fort Polignac where the 'simoun' wind stranded him for 
three days: Froment, who was not familiar with the route, did not wish 
to take any risks with this first flight. He finally left on 5 April at 07H00, 
reaching Djanet at 09H30. The left the following marning at 06H00, 
landing at 17H00 at Ouargla. Despite a hurricane, the second journey 
was completed more quickly, as Froment was now familiar with the 
route. Thereafter, the flight took place regularly every fortnight, on the 
1st and 15th of the month, in 8h30 flying time. The aircraft transported 
the mail, with no additional charge, and cargo. 

Its ultimate fate is unknown. 

The Enigma of the F.198 (no 2?) of Armand 
Esders 

At the end of July 1930 construction was concluded at Toussus of an 
F.190 destined for Armand Esders, a textile magnate and aviation 
enthusiast. The press announced on 7 August: "The superb F.190 sold 
to Mr Esders, equipped with a Renault 230 hp engine, which is 
equipped like a luxurious limousine, has been delivered". If the details 
of the engine are correct, this aircraft must have been F.198 no 2, but 
it never appeared thereafter. In October, F.192 F-AJTU was delivered 
to Mr Esders: he kept it less than a year, taking delivery in July 1931 of 
a new F.192, which he kept this time untiM 935 ! 

It so happens that in August 1930 the French government decided to 
offer a Farman F.192 to the Negus. In order to deliver this before 1st 
November, this aircraft must have been constructed from an existing 
airframe.Nowr, the fuselage of the aircraft offered to the Negus (see 
F.192 no 12) was jade green, eau-de-nil and silver; its luxuriously-
appointed interior was draped in green silk brocade. This livery is 
similar to that of Esders' F.202 and his Bugatti; he named all his aircraft 
"Jade Green", which leads us to conclude that the aircraft offered to the 
Negus was in fact the F.198 destined for d'Esders, re-engined and 
equipped with a new wing. 

F.198 no 2, c/n 7339, F-ALUZ 

In January 1932, an F.190 was ordered by Mr Seligman. It was to be a 
Farman F.198 De Luxe and was approved by Burtin at the beginning of 
March, the owner taking possession immediately. It was a well-appoint-
ed aircraft with 6 seats and a large baggage compartment. 

F.198 no 2 was registered on 16 March 1932, with CdN 2425 and Cdl 
3098. Fitted with large windows, it also featured the larger windscreen 
of the F.392. 

In March 1932, Seligman made a trip to the Loire valley, then took part 
in the Morocco Rally, from which he returned on 11 April. In July 1932, 
he participated in the Auvergne Rally and, at the beginning of 
September 1932, in the "Aerial Weekend" at Heston organised by the 
Royal Aero Club. 

From 24 to 30 April 1933, Seligman made a trip to Italy with F-ALUZ. 
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Above: F.198 no 2 F-ALUZ in its striking livery, the house colours of 
the Roland Garros Club. (Artwork: Michel Barriere) 

In September 1933 the Aero-Club de France organised their first 'Aerial 
Welcome' in response to the 'Aerial Weekend' at Heston which had 
taken place in September 1932. Roger Seligman was the organiser of 
this event, which coincided with the 20th anniversary of the first 
Mediterranean crossing by Roland Garros on 23 September 1913. 

On this occasion, the Roland-Garros Club and the Touring Club of 
France welcomed about forty foreign aircraft with the aim of strength-
ening ties between aviators from various vountries. On Sunday 17 
September, the aircraft assembled and wer welcomed at Reims; the 
following day, they all flew to Orly, where they were met by Suzanne 
Deutsch de la Meurthe. On the 19th, the aircraft all flew on to Lyon, 
where several aircraft were delayed by poor weather, the staggered 
arrivals disrupting the the three days of festivities planned at Cannes. 
On the 23rd, the event concluded at Saint Raphael with the commem-
oration of the 20th anniversary of Roland Garros' crossing. 

During the winter of 1933-34, Seligman donated F-ALUZ to the Societe 
Nouvelle du Journal Paris-Soir, publishers of the influential newspaper 
'Paris-Soir'. 

F.197 no 8, c/n 7339, F-ALUZ 

It was not until May 1934 that the aircraft was registered in the name of 
the Societe Nouvelle du Journal Paris-Soir, but, as early as 11 April, the 
press reported a flight from Toussus-le-Noble to Lisieux and back made 
by Savary in the "F.197 of Paris-Soir". 

During 1934 Savary was the named pilot of F-ALUZ, and he made 
numerous flights within France and to neighbouring countries. There is 
evidence of trips to Le Havre (April), Angouleme (May), Perpignan 
(July), Bordeaux (August), Le Havre again (September), Bordeaux 
again (October), Brussels (December) and Istres (January 1935). 

In early March 1935 in Greece, General Venizelos rebelled against the 

Right and Below: Three in-flight views of F.198 no 2 F-ALUZ taken by 
Andre Mailiet, chief pilote of the Roland-Garros Club. (Collection Michel 
Barriere) 

government. Supported by units of all three armed services, he took 
control of Crete. But his isolated partisan groups were not able to resist 
the advance of loyalist forces. In the face of this success for the Greek 
government, his revolt seemed destined for inevitable defeat. Although 
Greek airspace had been closed, a team from "Paris-Soir" composed 
of pilot Edmond Abraham, radio-operator Bouillut and the paper's star 
journalist, Miss Titayna, decided to fly to Crete in order to interview 
Venizelos. On 7 March, they left Le Bourget on board F-ALUZ. They 
flew via Marseilles, Rome, Naples and Taranto before heading directly 
to Crete. Flying through difficult weather conditions, they approached 
the island on 11 March at the end of their journey. Their intention was 
to land at Souda Bay, but they were greeted by volleys of machine-gun 
fire and flew around the area looking for a suitable landing ground. 

After flying for 45 minutes, they spotted a level field 40 metres wide, but 
the landing was too violent and the fuselage broke into two pieces to 
the roof of the cabin, and the propellor was destroyed. Apprehended by 
a crowd of people, the crew had difficulty in explaining that they and 
their aircraft represented a French newspaper. When the crowd had 
quietened down, they were taken to a hotel. Titayna was finally allowed 
to interview Venizelos, which turned out to be of great significance as it 
wa the occasion on which he announced his intention of disarming his 
forces and going to Italy. 

In April 1935, the aircraft was reported as having been destroyed. 
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Farman F.199 (Lorraine 9 Na "Algol") 
A logical development of the F.197 with an "Algol" engine of 300 hp 
replacing the 240 hp "Mizar" whose power had been shown to be inad-
equate for the climate of Africa, only six examples of the F.199 were 
manufactured, of which two were conversions of the F.197s of Goulette 
and of d'Estailleur Chanteraine as part of their programmes of expedi-
tions. The traditional portholes of the F.190 were abandoned in favour 
of rectangular windows. 

F.199 no 1, c/n 7221, F-AJZO 

At the end of November 1930, "the F.199 with a 300 hp Lorraine engine 
has just been completed". The aircraft was equipped with fuel tanks 
with a total capacity of 540 litres. From the beginning of December, it 
made its first flights with encouraging results. On 18 December, the air-
craft was ready to be sent to the S.T.Ae. This F.199 no 1 was fitted with 
rectangular windows, but of smaller dimensions than those subse-
quently fitted to this model 

On 20 March 1931, F.199 no 1 received CdN / Cdl 2728 and was reg-
istered to the Aerotopographie company. Painted in blue and red and 
carryling the company's logo, the Farman was named "Colonel 
Laussedat" on 16 May after the French pioneer of photogrammetry; it 
was based at Toussus-le-Noble. It was equipped to transport 2 pas-
sengers and 100 kg of photographic equipment: an "Aerophot" Gallus 
GR1 camera for oblique views, and two "Cadastro" twinned remotely-
controlled cameras with a special viewfinder for taking vertical images. 
A hole measuring 30 cm by 60 cm was drilled into the aircraft floor 
behind the pilot. The aircraft also carried an electrical supply system 
consisting of a generator and batteries. To ensure precise piloting of 
the aircraft during photographic sessions, tracking equipment was 
installed on the left side of the cockpit, including a Lenouvel Geoscope 
which enabled vertical monitoring of the ground being overflown by the 
pilot. 

From 1931, F.199 no 1 undertook a number of mapping missions over 
France, piloted by experienced airmen such as Reginensi (Orange, 
1933), Lasne (Reims, 1933), Challe and Seitz (Perpignan; 1935), 
Thuau or Coupet, accompanied by a camera operator from the Gallus 
company, often Mr Fusier. 

During the second quarter of 1935, the aircraft underwent a special 
inspection at 161 flying hours. On 10 October 1938, it visited Amberieu, 
at which point it had accumulated 370 flying hours. On 28 October, its 
CdN was renewed. 

Nothing is known of its eventual fate. 

F.199 no 2, c/n 7283, F-ALHG 

Roger Lenier's Project 

During March 1931, Roger Lenier, a former merchant marine officer, 
placed an order for F.199 no 2 with a view to undertaking a high-speed 
flight from Paris to Madagascar and on to Reunion. The trip was to 
have a scientific charcater, with the aim of studying radio propagation 
links. The aircraft was to be named "Roland Garros". Lenier assembled 
a crew consisting of sub-lieutenant Fabere and, as chief mechanic, 

Above: F.199 no 1 F-AJZO in the red and blue livery of the 
Aerotopographie company, whose logo may be seen on the aircraft's 
nose. (Artwork: Michel Barriere) 

sergeant Delporte. In July 1931, the aircraft was under construction in 
the Farman workshops at Toussus, when lack of funds forced Lenier to 
abandon his project. 

F.199 no 2 was then taken over by Andre Conti and Leon Gancel, 
founders of the "Saint-Didier" group, a company which specialised in 
the motor trade and associated services. In 1931 they created a 
department dedicated to touring aviation, "Saint-Didier Aviation", and 
put the pilot Jean Reginensi in charge. On 1 October 1931, Saint-Didier 
Aviation opened its first Salon for touring aircraft with eight machines 
present. 

The failure of the "Saint-Didier" 

Taking up Lenier's project, Conti decided to employ F.199 no 2 for a 
France - Madagascar expedition, intending to test radiotelephony per-
formance on the route. This choice enabled him to benefit from the offi-
cial support of the Ministry of Colonies and the PTT (Post Office). A 
special radio installation in the Farman included a long wave transmit-
ter in the 600-metre band and a short-wave set in the 27-metre band. 
The single receiving set was able to monitor a wide range of frequen-
cies. The Farman was to try out a new route, passing over Hoggar, 
Chad and northern Belgian Congo, stopping at Barcelona, Oran, El-
Golea, Agades, Binder, Fort-Lamy, Fort-Archambault, Stanleyville, 
Tabora, Dar-es-Salaam and Tananarive. 

In mid-January, Reginensi tested the aircraft at Toussus. At the end of 
the month, Reginensi and Lenier made several tests of the radio equip-
ment. On 25 January 1932, F.199 no 2, bearing the logo of "Saint-
Didier Aviation", was named "Saint-Didier". The crew consisted of Jean 
Reginensi (pilot), Joseph Touge (navigator) and Roger Lenier (radio 
operator). 

On 29 January at 14h25, "Saint-Didier" departed from Toussus-le-
Noble, landing at 18h30 at the aerodrome of Istres-Le Tube, the official 
starting point for the expedition. On the 30th at 23h00, the Farman was 
rolled out of the hangar; at 23h50, the engine was started and checked 
prior to taking off at 01 hi 5. The Farman landed safely at 06h45 at Oran 
- La Senia; it departed again at 07h58, passed El-Golea at midday and 
then landed at In Salah at 14h00 for a half-hour stop. Arrival at 
Tamanrasset was planned for 17h30, but with night falling swiftly, 
Reginensi landed at 18h40 in the desert where the crew passed the 
night. On the morning of 1 February, at 07h00, Lenier announced over 
the radio that they were lost, and then at 09h55 stated that they were 
running out of fuel. At 15h30, he announced, without giving a precise 
position, that they had landed safely in the desert south of In Salah. 
During the evening, their transmissions were too weak for direction-
finding to be successfully employed. 

At dawn on 2 February, the crew transferred into the central tank the 
fuel remaining in the wing tanks. To ensure that the fuel would reach 
the carburettor, Reginensi lifted the aircraft's tail onto a trellis, started 
up and took off immediately. Once in the air, he flew in a way which per-
mitted Lenier to deploy his 105-metre antenna. The available fuel was 
only sufficient for them to fly for a few kilometres, after which the 
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Farman crash-landed in the desert, damaging the engine and propellor, 
as well as the wire aerial and some of the radio equipment. The batter-
ies were now flat so no communication was possible. 

Meanwhile, Colonel Vuillemin and Lieutenant-Colonel Weiss in a Potez 
25, and the Air Afrique pilot Poulain in a Late 28, left Algiers for El-
Golea. On 3 February, Poulain landed at Aoulef at 11 h45, whilst Weiss 
refuelled at Arak where Vuillemin joined him that evening. On 5 
February, a final message allowed them to locate the missing aicraft, 
but aerial and ground searches were in vain; it was the same on the 6th. 

On 7 February, the mechanic of Vuillemin, who was searching along 
with Poulain's Late 28, noticed a parachute being waved by the crew of 
the "Saint Didier". The two aircraft landed near the three exhausted 
men who had set out towards the ATnfous spring which had been found 
the previous day by Reginensi, after four days of searching covering 
120 km. After giving them first aid, the rescuers flew Reginensi and 
Touge to Arak on board the Late, along with Lenier in the Potez 25. 

On 9 February, after two days' rest, the crew returned to recover the 
Farman which arrived at Arak at 10h15. Escorted by the aircraft which 
had come from Algiers, they finally arrived at In Salah at 17h45, 
stopped on the 10th at El-Golea, then, on the 11th, returned to Algiers 
at 16h00. 

"Saint-Didier" and its crew left Algiers at 10h30 on 13 February for 
Barcelona where they landed at 17h45. Blocked by bad weather, it was 
not until the 15th at 10h10 that they could depart Barcelona for Paris. 
At 11 h50, they made a brief stop at Perpignan, but the strength of the 
wind forced them to land during the afternoon at Montelimar where they 
stayed the night. The following day they took advantage of the calmer 
weather and took off at 11h27, finally landing at Le Bourget late that 
afternoon. 

Following these events, the Air Ministry, taking into account the high 
cost of these research flights, imposed new conditions on aviators 
thereafter crossing the Sahara: respect for basic guidelines for provi-
sions and equipment, as well as placing a deposit of 100,000 francs for 
future trips. 

During May 1932, Saint-Didier Aviation created a flying school at Buc 
under the direction of Reginensi. In June, F.199 n°2 reverted to stan-
dard specification and was inspected by Bureau Veritas. At the begin-
ning of July, Reginensi used it for demonstrations and to fly his friends 
prior to participating in the Auvergne rally in July. On 25 August the air-
craft was registered to Mr Conti with CdN 2084 and Cdl 3242. 

Roger Levy 

On 9 February 1933, F.199 no 2 was registered to Roger Levy. The son 
of the founder of the "Andre Shoes" company, Roger Levy was deputy 
chairman. In May 1932 he had joined the Aero-Club of France, starting 
flying lessons immediately. Once he had obtained his license, he used 
the Farman for personal travel. In March 1933, he made a trip to 
Morocco via Barcelona, Malaga and Marrakesh. At the end of 1934, 
Levy sold the aircraft to Jean Laurent. 

Jean Laurent and the "Philippevilie" 

On 7 January 1935, F.199 no 2 was registered to Jean Laurent who 
had formed a team with Gaston Genin and Andre Robert with a view to 

Above: F. 199 No 2 F-ALHG 'Saint-Didier', displaying the logo of Saint-
Didier Aviation. (Artwork: Michel Barriere) 

an expedition to Madagascar. Before their departure, the aircraft was 
serviced by Air France. Philippe d'Estailleur-Chanteraine, Managing 
Director of the S.G.A., offered Jean Laurent a new engine and took 
charge of the preparation of the Farman by making available to the 
team the mechanic Mistrot who had accompanied him on his own 
African flights. The aircraft was painted a deep blue and named 
"Philippevilie" after Laurent's home town. 

On Saturday 19 January, Farman F-ALHG took off from Le Bourget at 
20h50 heading for Marignane, the official starting point for the expedi-
tion. On the 20th at 03h10, Genin lifted "Philippevilie" off the runway, 
loaded with 1100 litres of fuel, and headed south, passing Corsica and 
Sardinia before landing at Gabes between 10h00 and 11h20 to refuel. 
Following the coast, Genin passed Syrte with the intention of flying 
directly to Wadi Haifa over the desert, but unfavourable winds forced 
him to divert to Cairo where he landed at 05h00 on the 21st (Paris 
time). At 09h05, he departed, following the Nile, and landed in the early 
morning of the 22nd at Juba. After a lengthy refuelling stop, he took off 
again at 11 hOO, made a rapid stop at Kadjiado, north of Nairobi, and 
continued at night and in fog towards Mombasa, then Dar Es Salaam 
where he landed at 02h00. 

At dawn, the Farman flew over Mozambique, then began the crossing 
to Madagascar, crossing the coast at Maintirano before landing at Ivato 
at 13h05 (10h05 Paris time), establishing a new record of 3 days, 23 
hours and 25 minutes. 

After two days of rest, on 26 January at 02h30, "Philippevilie" took off 
at maximum weight for its return flight, crossing the Mozambique 
channel in heavy rain. As he flew on, shortage of fuel led Genin to land 
in open country 60 km south of Dar Es Salaam. While Robert, with the 
aid of the local population, freed the aircraft which had landed without 
damage, Genin and Laurent set out in search of fuel. Having lost pre-
cious time, the Farman departed for Cairo where the crew made a rest 
stop from 18h45 on the 29th to 04h55 the next morning. Syrte was 
reached by 14h00 and they arrived at Tunis El Aouina at mid-day the 
following day. 

On 1 February at 07h30, "Philippevilie" crossed the Mediterranean and 
made a one-hour stop at Marignane at 13h15. At 16h20, they arrived at 
Lyon-Bron for the night. On 2 February at 12h05, they landed at Le 
Bourget, greeted by Mr Brun of Air France, Richard Farman, 
d'Estailleur-Chanteraine of the S.G.A., and numerous pilots. 

On 12 February 1935, the aircraft was briefly registered to Clement 
Achard (Paris), then on 11 April was restored to Jean Laurent who had 
decided to undertake a new expedition. We have not succeeded in 
identifying this Clement Achard whose address was the same as 
Laurent's, 92 Rue de Tocqueville, Paris, but these changes do not nec-
essarily indicate a change of ownership: it is possible that Achard was 
a financial backer of Laurent's projects. 

The Paris - Madagascar Expedition of the "Roland-Garros" 

In 1936, Lenier joined the team created by Joseph Touge and Jean 
Laurent to finally make an expedition to the island of Reunion and break 
the record set by Marcel Goulette. The F.199, renamed "Roland 
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Above: F. 199 No 2 F-ALHG in its distinctive blue final livery, carrying 
the name 'Roland Garros', for its flight to Reunion in December 1936. 
(Artwork: Michel Barriere) 

Garros", was fitted with an LMT RC5 radio-compass. Also equipped 
with a radio, they set off from Le Bourget on 16 December 1936 at 
11h30 in rain and wind, landing at Marignane at 16h45, where they 
were trapped for two days by the weather. 

On the 19th at 04h10 they were finally able to depart, stopping at Tunis 
- El Aouina at 09h24, then arriving at Syrte at 17h25. The Italians had 
banned night flights, so they took off the following morning for a 
customs stop at Benghazi between 08h50 and 11h30. A strong head-
wind and driving rain forced Touge to land at Mersa-Matruh, where the 
Farman became bogged in the sand. After three hours of effort, the 
crew spent the night in a hangar, and then spent the following morning 
working on the engine prior to reaching Cairo at 16h00 on the 20th. 
Leaving again at 22M0 on the 21st, they arrived at Port Sudan seven 
hours later, but could not leave until 15h45 after rigorous checks by the 
Sudanese authorities, a delay which forced Touge to make a night 
landing on the primitive airstrip at Assab. 

Leaving at 06h15 on the 22nd, they made a brief stop at 07h00 at 
Djibouti before arriving at Mogadishu at 16h40 for the night. They took 
off at 05h00, stopped at Dar Es Salaam from 12h00 to 14h15, and 
landed for the night at the satellite landing field at Porto Amelia. The 
next day at dawn they departed, flying over Mozambique, and made 
the crossing to Madagascar where they arrived at 08h45 for a brief stop 
at Maintirano. A navigation error caused by equipment failure forced 
Touge to put down briefly near Lake Alaotra to put it right but, two hours 
later, low oil pressure led to a forced landing on the satellite landing 
ground at Moramanga where the aircraft overran the runway, fortu-
nately without damage. 

The next day, 26 December, Rene Lefevre, accompanied by the 
mechanic Chollet, came to their rescue and, at 10h30, the Farman 
finally landed at Ivato. 

On the 28th, after servicing the Farman, Touge left Ivato at 04h55, 
over Vatomandry and set course for Reunion, where he arrived 
at 10h10, having received assistance from the wireless station 
at Barachois, and flew over the statue of Roland Garros prior to 
landing at Saint-Denis. 

On 17 January 1937, the "Roland Garros" took off from Gillot to 
fly to the small airfield at Stella Matutina, near Saint-Leu, accom-
panied by two aircraft from the local aero club piloted respec-
tively by Mr. Branlat and Adam de Villiers. Having brought as 
passenger the priest of a small local parish, Father Duval, the 
Farman took off at 13h20 and landed two hours later at Mon 
Choisy. 

On 21 January, at 15h45, Touge took off for Reunion with 7,000 
letters destined for Reunion, Madagascar and France. Then on 
the 26th at 05h00 he departed for Madagascar, landing at Ivato 

Right: The arrival at Le Bourget of F199 No 2 F-ALHG 
"Philippeville" after the Marignane - Tananarive - Paris flight by 
Genin, Laurent and Robert on 2.2.35. (New York Times - Wide 
World Photos, via Harm Hazewinkel collection) 

flew 

four hours later. 

The aircraft departed on the 28th, reaching Dar Es Salaam on the 29th, 
Mogadishu on the 30th and then Djibouti on the 31st. It left the French 
Somali Coast on 2 February heading for Port Sudan and arrived at 
Cairo the following day. On the 4th, it crossed the Suez Canal and 
headed north to Damascus and then Tripoli in the Lebanon where it 
arrived on the 5th. From there, it crossed the Mediterranean, flew over 
Cyprus and landed at Rhodes on the 6th. On the 7th, continuing to fly 
over water but now over the Aegean Sea, it arrived at Athens. Naples 
was reached on the 8th, Marseilles on the 9th. On 10 February, after 
flying up the Rhone valley, the Farman landed at Lyon where it was 
grounded by adverse weather. The mail was sent to Paris by train. 

On 22 June 1937, the aircraft was registered to Joseph Touge who was 
planning a Paris - Tokyo expedition, assisted by a radio-compass, in 
under 100 hours. Announced publicly at this time, the project never 
came to fruition and the aircraft was subsequently sold. On 23 June, it 
was registered to Roger Usal (Paris) who placed it on sale again in 
December 1937. 

Firmin Guiron 

On 8 February 1938, F.199 no 2 was registered to Firmin Guiron, the 
"pilot of Mont-Blanc", and Thoret's heir. 

Originally in charge of the local branch of Potez Aero Service, Guiron 
had created in 1936 the Popular Aviation Section, but it had not been 
a success. In 1937, he set up at Passy Mont-Blanc with a Potez the 
"Mont-Blanc Aviation" company. In 1938, he purchased a Caudron 
Simoun which he rapidly replaced with F.199 no 2 which he named "Le 
Faucigny" which enabled him to extend his activities. In 1939, the air-
craft was prominently involved in the construction of the cable car 
system at I'Aiguille du Midi. 

F.199 no 2 was requisitioned in 1939. Guiron, mobilised himself, per-
sonally delivered the aircraft to Etampes. The subsequent fate of the 
aircraft is unknown. 
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Above: A view of the extensive radio installation in the cabin ofF. 199 
No 2 F-ALHG "Saint-Didier". (L'Aerophile, via Collection Michel 
Barriere) 
Right: L to R: Laurent, Genin and Robert pose in front of F-ALHG 
"Philippeville" on 2.2.35 on arrival at Le Bourget from Madagascar, (via 
JM Collection) 

F.199 no 3, c/n ?, F-AKHV 

F.199 no 3 was purchased by the French State. Sent to CEMA in 
February 1938, it was used to test navigational equipment, flown by the 
engineer-pilot Jouy. 

The aircraft was in the configuration of an F.392 with a rounded fin and 
a tail-wheel. It carried on its rudder the military identity "F.199 no 1", 
which can give rise to confusion with F.199 no 1 F-AJZO. It was 
equipped with a radio transmitter. It was operated by the Villacoublay 
Test Centre (CEV). The aircraft made a forced landing caused by lack 
of fuel at Chalons sur Marne on 18 July 1938. 

Nothing further is known about this aircraft. 

F.199 no 4, c/n 7203, F-AJRY 

Conversion in November 1931 of F.197 no 3 (covered in the previous 
two issues). 

F.199 no 5, c/n 7269, F-ALGK 

Conversion in 1933 of F.197 no 6 (covered in the previous issue). 

F.199 no 6, c/n 7366, F-AMOI, CS-AAV 

At the beginning of August 1933, the F.199 destined for Edouard 
Daubree was being assembled at Toussus. The same month, Salel and 
Daubree, after a round trip to Orleans, undertook a longer journey 
within France: Toussus, Chambery, Toulouse, Biarritz, Bordeaux, and 
back to Toussus. 

On 26 September 1933, the aircraft was registered with Cdl 3572 in the 
name of Edouard Daubree, who named it "Pompon". In November, it 
flew to Tangiers, piloted by Pierre Froissard, with Mr and Mrs Daubree 
on board. At the end of that month, Daubree flew to Cairo for the 
second Tour of Egypt (Cairo Rally) which took place from 18 to 24 
December in which it participated, piloted by Finat, with competition 
number '9'. 

During 1935, it appears that F-AMOI was usually in France, flying to 
Toussus in February and November. 

At the end of December 1936, Mr Royer, the chief pilot of the Roland-
Garros Club, accompanied Mr and Mrs Daubree to Tangiers, via 
Marseilles, Naples, Rome, Tunis and Algiers. Royer then returned to 
France on a scheduled Air France flight. 

F.199 no 6 was offered for sale by Legastelois in February 1937. On 13 
April 1937, the aircraft was inspected by the Bureau Veritas at Buc prior 
to its purchase by the Portuguese Abel Pessoa. 

In 1937, Abel Pessoa was seeking to re-launch his company Aero-
Commercial Ltda, created in 1936, but whose development had been 
thwarted by the Spanish Civil War. In particular, he was hoping to 
establish a regular service from Lisbon to Porto for which he anticipat-
ed purchasing British aircraft (De Havilland Dragon or Percival Petrel). 
Nevertheless, having had good personal experience with F.190 no 10 
delivered to Franco's partisans, he decided to acquire a similar aircraft 
for his personal use. 

Abel Pessoa made good use of F.199 no 6 during May 1937 on the 
sectors Oran -Tangiers and Tangiers - Lisbon. The aircraft, registered 
CS-AAV, could carry 6 passengers; following on from his previous 
F.190, Pessoa named it "Aguia Branca II" and, also like its predeces-
sor, F.190 no 10 "Aguia Branca", he painted it white overall. On 28 May 
1937, Pessoa participated with the Farman in the Lisbon Fete, dropping 
streamers over the town. 

Abel Pessoa registered for the International Rally attached to the Paris 
Universal Exposition of July 1937, but he was not able to take part. On 
8th August, he took off from Lisbon-Alverca with four friends, all share-
holders of the company, to fly over the international regatta which was 
taking place that day at Figueira da Foz in Santa Cruz Bay. For 
unknown reasons, (probably a control failure), the aircraft crashed into 
the sea. None of the five occupants survived. 

To be continued.. 

Below: The only known photograph of F.199 no 6 CS-AAV in 
Portuguese markings, taken shortly before its destruction. Taken from 
an article in the 'Diario de Lisboa' which appeared after the accident 
which claimed the lives of d'Abel Pessoa and his passengers. (Michel 
Barriere collection) 
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MANDARIN AIRLINES AND FORMOSA AIRLINES 
The colour photographs on this page illustrate Part 21B of the History of Civil Aviation in China, to be found on pages 161-172 of this issue. 

Above: MD-11 B-153 at Kai Tak in July 1997 (Paul Finnigan) 

Below: ERJ-190-1OOIGW B-16821 at Ho Chi Minh-Tan Son Nhut in 

Aug 2007 (Bill Mallinson) 

Above: Fokker 50 B-12279 at Kaohsiung in Nov 2000 (Stuart Jessop) 

Below: Dornier 228 B-12259 at Taipei-Sungshan in Oct 1994 (Stuart 

Jessop) 

Above: Boeing 747SP-09 N4522V at Kai Tak in Dec 1997 (Glyn 
Ramsden) 
Below: Fokker 100 B-12297 at Taipei-Sungshan in Nov 2005 (George 
Trussell) 
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Above: Boeing 737-809 B-16802 at Taipei-Chiang Kai Shek in Nov 
2005 (George Trussell) 
Below: SAAB SF.340A B-12266 at Taipei-Sungshan in Oct 1994 
(Stuart Jessop) 
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