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THE DROPZONE
Recollections of a Mission, from Col. Fish
By Ron Clarke
In the early years of the Museum when
we were gathering material for the displays and records, I wrote to Bob Fish
regarding the R.A.F. liaison officer at the
base, and also asked him if he would
honour us by becoming President of our
Museum Society. This, was his reply.
‘Reference the R.A.F. liaison officer;
'Boop' as I remember him, was a Canadian who had volunteered for the R.A.F.
He had completed two tours as a fighter
pilot in the Battle of Britain, when he
knocked down several German planes,
and after flying 200 combat missions he
was taken off combat status and assigned to our Group as the R.A.F. liaison
officer.’
‘He was an outstanding officer and a
great fellow who saved my ass one day
in the middle of the Bay of Biscay when
he flew with me as second pilot.’
‘We were attacked by seven German
fighters and were fortunate to survive.
He and I had traded places at the controls every hour, and he was in the pilot's
seat when we got bounced.’

‘When various elements of the US
Air Force became uncooperative because they didn't understand our
missions, Boop would telephone his
contact in Dolittle's office and was
able to remove whatever obstacle
was bothering us, or interfering with
our mission. In this way he was able
to contribute significantly to the success of our missions, and shield the
801/492nd from interference of other
intermediate headquarters. He was a
prince of a guy.’
‘I recall he was married to a
Daughter of a former Chancellor of
the Exchequer of Britain, and after
the war he became a member of the
Canadian Embassy staff in Washington DC.’
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‘I would be highly honored to be
able to serve as the President of
your Museum organisation, and
would be pleased to assist in any
way I can.’
Sincerely, Bob Fish.

‘He threw that big bomber around the
sky as if it was as fighter until we got into
the cover of a thin cloud and after we got
into it we flew beneath it until the Germans started a head on attack, when
Boop would pull up into the cloud again.’
‘When he did that the Germans would
reposition themselves above the clouds
waiting for us, to make another head-on
attack - they were wary of our rear turret
guns. Boop repeated this procedure until
the Krauts got low on fuel and headed
back to France.’
‘One of Boops many values to me was
that he had direct access to General
Dolittle, who was my boss.’

Sqn. Ldr. ‘Boop’ Badeau
R.A.F.

Col. Robert W. Fish
U.S.A.A.F.
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Allied 'bandits' behind
enemy lines
By Robert Hall BBC News, Normandy
In the windswept sand dunes of Normandy,
there are many reminders of the liberating
forces, but the missions of one unit are far more
difficult to trace.
It was a unit backed by the Supreme Allied Commander General Eisenhower, but recruited and
trained in total secrecy. Its teams were codenamed
Jedburgh and each comprised three men; from Britain, France and the United States. Their mission
was to parachute behind enemy lines, link up with
local resistance groups and do all they could to prevent German reinforcements reaching Normandy.
Harry Verlander, from Kent, was a radio operator
with Team Harold. He says: "I suppose we were terrorists in a way. "It depended which side you were
on. I was one of the angry young men of the day just worried that the war would be over before I
could get involved."
Colonel William Pietsch is an American Jedburgh
veteran. He was recruited by a founder member of
the CIA and flown to England for training. He says:
"We were taught how to fire pistols and other weapons. They told us ways to break into properties and
out of jail - everything we'd need to become bandits."
Jedburgh team Quinine even included a member
of European royalty. Prince Michel de Bourbon
Parme says he was secretly selected whilst training
with the US Army. He says: "A man took me on to
one side. He offered me the chance of travel and a
return to my native France earlier than I had
planned. "I asked him how much they would pay me
and he said 'Double'. I said 'I'm in.”
Cyanide pills
One by one the Jedburgh teams took off from
Harrington in Northamptonshire. Today one of the
old buildings contains a small museum showing
team members and their equipment. Prince De
Bourbon Parme remembers being given James
Bond-esque gadgets, including pencils containing
bullets, and says he was amazed at their ingenuity.
But one final instruction was less welcome. The
agents were among the few to know about the
D-Day plans and capture was a huge risk. So they

were issued with cyanide capsules to use in any
such event and Mr Piesch recalls the words of the
mission commander. "We were to pop the pill in
our mouth, hold it in our cheek, and if it became
necessary we were to bite down and take a deep
breath - then goodbye Charlie," he said.
Hunted with dogs
Once in France, the Jedburghs began their task
of disrupting transport and communications. Some
blew up railway lines and bridges, others sabotaged German vehicles and telephone links.
There were many close shaves and near misses.
Harry Verlander remembers German troops surrounding the wood in which he was hiding. He
says: "I climbed a tree to avoid them. There were
soldiers with dogs, but we had learnt to evade
them by urinating around the foot of the tree to
throw them off the scent. "In this case the troops
gave up before they found us."
Prince De Bourbon Parme had a close encounter with an armed civilian. "I heard a shot and
turned round to see him with a pistol. The shot he
fired passed through my pocket and my wallet, but
missed my leg."
Mission commanders expected the Jedburghs to
last just a few weeks, but fortunately for today's
generation enough of them have survived to share
their adventures.

Ex-undercover agents drop into
the museum
Two former World War Two undercover agents
who were parachuted into occupied France have
dropped into a Northamptonshire museum to reflect on their experiences.
Harry Verlander and Arthur Brown, both 83, visited the Carpetbagger and Northampton Aviation
Museum at Harrington yesterday as part of the
filming of a BBC documentary on the role of the
special forces and the Resistance movement in
the D-Day operation.
The pair were each members of three-man Jedburgh teams, a special force which was parachuted behind German lines in occupied Europe to
act as a point of contact between Resistancegroups and the invading Allied forces. The groups
provided advice and assistance with communications and the acquisition of arms.
Words and picture credits: Northampton Chronicle & Echo, Kettering
Evening Telegraph 9th May 2009
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Committee members at Harrington said it had
Mr Verlander was a member of team Harold and
been a privilege to have Mr Verlander and Mr
was dropped over L’Absie, near Niort, in France
Brown, two out of only a handful of surviving
while Mr Brown served in team Quinine and was
Jedburghs in the world,
dropped further inland,
visit the museum. Chairover the Massif Central.
man
Ron
ClarkBoth served in the Royal
said:“These men were
Tank Regiment before bevery young when they
ing selected to join the
took on their mission,
force, for which they iniwhich was a very importially worked as wireless
tant part of the D-Day inoperators.
vasion. “It was extremely
dangerous being dropped
The pair, who both live in
behind enemy lines, even
Kent, travelled to Northat the time of the D-Day
amptonshire especially to
landings and, although
visit the museum, of which
the teams were only opMr Verlander is a member
erating in
occupied
of the Museum Society
Europe for a few months,
a lot of people didn’t surHarry preparing for his interview
vive”

(From left): Ron Clarke and former
Jedburghs Harry Verlander and Arthur Brown
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Development of the Short Stirling Pt.2
By Keith Taylor
(continued from DZ Vol 7 Issue 1)
When people talk about British WWII aircraft, the
Avro Lancaster always gets a mention. So it is
often forgotten that from the start of the war in
September 1939 until early 1941 the R.A.F.
Bomber Command and Coastal Command relied
entirely on a variety of twin engined bombers.
These were the Handley Page Hampden carrying a bomb load of 4,000 pounds; the Vickers
Wellington, bomb load 4,500 pounds; the Armstrong Whitworth Whitley, 7,000 pound bomb load
and the Bristol Blenheim that carried a bomb load
of 1,000 pounds.
In the last issue of The DropZone, I said that
Britain was well behind other nations in developing a four-engined bomber, and it was 1936 before the Air Ministry asked aircraft manufacturers
to submit tenders for such an aircraft. And so began the story of the Short Stirling bomber.
THE HALF SCALE PROTOTYPE
SHORT’S went ahead with the B12/36 project,
deciding to build a half scale model made of
wood. This was called the S31 but was commonly
referred to as the M4, the letters painted on the
tailplane. It carried a crew of two; a pilot with the
observer sat directly behind him.
This was a faithful miniature of the full size aircraft and was originally powered by four Popjoy
Niagara Mk III engines of 90 hp each, but in late

1938 was refitted with Popjoy Niagara Mk IV
115hp engines. This half scale model had an undercarriage unit which looked like the unit fitted to
the Mosquitoes (which had not even been built
then). The model sat quite low, the ground angle
being similar to the B17.
with certain modifications a 2000 lb bomb
could be carried
As the test flying of this half scale model progressed, the Air Ministry became involved; they
had already stipulated the design for the bomb
bay, splitting this into three bays divided by girders
that would add strength to the fuselage and give
greater protection in the case of a wheels up landing.
This design, as previously stated, limited the size
of bomb that could be carried to 500 lb., but once it
entered service it was found that with certain modifications a 2,000 lb high capacity bomb could be
carried.
Short’s had originally planned a 112 ft wingspan
but the Air Ministry intervened, stating that an aircraft with such a wingspan would be difficult to
manouvre on the ground and also the aircraft
would not fit in the existing hangars. This was absolute rubbish as the C Type hangars that were
being erected from 1936 onwards had a 120 ft
door width and managed to accommodate the
large post-war aircraft such as the Lincoln, Shackleton, and Hastings. At Harrington they managed
to fit the 110 ft. wingspan B24 into the smaller T2
hangars with out problems.

M4 half-scale Stirling prototype
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While the testing continued with the half scale
model, work progressed with the full size prototype,
and Short’s went about working out new estimates
in performance due to the shortened wingspan of
99ft. The testing of the S31 was carried out by
Short’s Chief Test Pilot John Lankester Parker but
after a few weeks the S31was handed over to Service Pilots of the R.A.F. seconded to the Aeroplane
and Armament Experimental Establishment at
Martlesham Heath Suffolk. Their overall opinion
was that the S31 had good handling qualities, and
while tending to swing to the right on take off,
should not present any problems to experienced
pilots.

length, the end of the legs complete with
wheels, would be left dangling behind the trailing
edge of the wing. The solution was to make the
whole contraption fold up in two stages that resembled a human leg bending at the knee, thus
making the hinged sections very vulnerable to
any sideway stress. Later on when concrete runways were introduced, out of wind take-off and
landings became a problem as the aircraft could
only cope with a very low speed crosswind.
Shortly after the construction of the prototypes
began the Air Ministry ordered 100 Stirling
Mk1’s.
,
MAIDEN FLIGHT AND DISASTER

the end of the legs, complete with wheels,
would be left dangling behind the trailing edge
of the wing
However, all pilots considered the take off run
excessive, and suggested an increase of three degrees in wing incidence that would take the angle
up to six and a half degrees and so increase drag.
As the tooling and work on the prototype Stirling
had reached an advanced stage the angle of the
wing could not be physically changed, so the
change had to be brought about by nearly doubling
the length of the undercarriage legs to increase the
angle of attack, that is the angle of the aircraft
when on the ground.

The first Stirling Prototype L7600 was ready
for flight testing at Rochester by May 1939. After
a series of fast taxi runs it was ready for its first
flight on the 14th May 1939 with Parker as the
Pilot, S/Ldr E.J Moreton as 2nd Pilot, and George
Cotton as Flt/Eng. It made a successful flight of
20 minutes, but on landing one of the brakes
seized putting excessive strain on the undercarriage which collapsed, tearing out the port inner
engine. It also caused major damage to the
wings and fuselage resulting in the aircraft being
written off. Shorts decided to strengthen the undercarriage on the future types, thus causing a
time delay in the test flying programme.

The new undercarriage was fitted to the S31 and
the units were so long that if fitted in their entire

the undercarriage collapsed, tearing out the
port inner engine
The second prototype L7605 complete with
strengthened undercarriage was ready for testing by the 21st November 1939. After engine and
taxiing tests it made its first flight on the 3rd December 1939 and after eleven more successful
test flights it was handed over to the Service
Test Pilots of the A.A.E.E. at Boscombe Down.
By this time a further order for 100 aircraft had
been placed with Short Bros to be built at their
Queens Island factory at Belfast, also plans
were being made to set up a shadow factory at
the Austin Motor Works, Longbridge, Birmingham.

Stirling Mk 1 undercarriage retraction test

The first production aircraft, N3665, had its
first flight on the 7th May 1940 piloted by Lankester Parker, but was not without incident. On
take-off, one of the engines suddenly closed
down to idling RPM due to a fault in the Exactor
Throttle Control System, the throttles being controlled by hydraulic pressure dictated by a transmitter to a receiver in the engine. This problem
continued to plague the Stirling until much later
in its career, when it was replaced by a conventional mechanical linkage.
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All tail wheel aircraft had a tendency to swing, (to
swerve off to one side when the brakes were released and full power was applied) this was due to
the torque developed by the propellers turning in
the same direction, either clockwise or anticlockwise. Another problem that faced the pilot
was that with tail wheel aircraft the rudder was
blanked by the wings when on the ground, the rudder only gaining authority when the tail was raised
and speed had reached approx. 50-60MPH. So the
method used was to open up the engines to about
half power, then release the brakes, opening up
the starboard outer engine to full power then when
the aircraft was running straight down the middle of
the runway, bring up the other engines to full
power.
all tail wheel aircraft had a tendency to swing

You can imagine the problem the pilot had if the
starboard outer throttle suddenly closed down to
idle RPM. Couple this to perhaps a crosswind
from the left and you have a recipe for disaster.
Luck was not on the side of the Stirling, not only
did they have these mechanical problems to sort
out, but also the electrical motors were burning
out causing complete undercarriage failure. The
solution was an alternative hand cranked system
fitted in the fuselage, which needed 740 turns to
raise or lower the wheels!
Finally, the factory at Belfast was bombed on
the 14th August 1940 destroying five aircraft, and
the following night the factory at Rochester was
bombed destroying six aircraft. What more could
go wrong?
Short Brothers were then told that due to the
Battle of Britain, priority had been given to the production of fighters, and priority for the Hercules
engines had been given to the Bristol Beaufighter.
So by the end of 1940, only 18 Stirling aircraft had
been delivered. Shorts had intended to use the
Mk XI Hercules in the later models coming off the
production line.
THE STIRLING GOES TO WAR.
After all the setbacks, the first Stirling to arrive at
an operational Squadron was N3640 flown by Sgt.
G.B.Blacklock from Boscombe Down to 7 Sqn. at
Leeming Yorkshire, on the 3rd. August 1940. Sixteen more Stirlings arrived in the following 6
Months and training of crews finally began, but
due to serviceability problems and modifications
that were needed no operational flights were carried out until 7 Sqn. moved to

Oakington, Cambridgeshire, early in 1941. Their
first Operation was on the night of 10/11 February
1941 when 3 Stirlings attacked oil storage tanks at
Rotterdam.
By December 1941,150 Stirlings had been delivered. These included deliveries to 15 Sqn, at Wyton, 149 Sqn at Mildenhall, and 214 and 218 Sqns.
both based at Stradishall. Then in November
1942, 3 Group converted to Stirlings, supplying 75
Sqn at Newmarket and 90 Sqn at Bottesford. C
Flight of 7 Sqn. separated from the Squadron to
set up 26 O.C U (Operational Conversion Unit)
and 1651 H C U (Heavy Conversion Unit) was
formed to train crews as more new Stirlings were
being delivered.
In 1942, Stirlings carried out attacks on Milan and
Turin. These raids fully tested the Stirlings, for with
their maximum fuel and bomb loads and almost
certain airframe icing, their safety margin was
greatly reduced when clearing the Alps. It was on
two of these Italian Operations that two pilots were
awarded the V.C

his bomber was fired upon, sadly by an Allied
aircraft
Flt/Sgt. R.H. Middleton, R.A.A.F. from 149 Sqn.
attacked the Fiat works at Turin on the night of the
28/29 November 1942. Flying BF 372, he received
severe head injuries from shell splinters and the
aircraft also suffered serious damage. This made it
hard to control, but Flt/Sgt. Middleton was determined to bomb the target which he did, but on returning to the English coast and nearly out of fuel,
he ordered the crew to bail out. However, two crew
members elected to remain with him and sadly they
drowned along with Middleton when he had to ditch
in the sea.
Flt/Sgt. A.L. Aaron of 218. Sqn. flying E.F.452 on
the 12th August 1943 was returning from Turin
when his bomber was fired upon, sadly by an Allied
aircraft. Flt/Sgt Aaron was seriously injured in the
face and right arm and when he lost consciousness, the aircraft had to be flown by another crew
member.
Flt/Sgt. Aaron regained consciousness as they
approached Bone in North Africa and taking control
once more, he made two attempts to land but coupled with his injury, found the damaged aircraft very
difficult to control. On the third attempt, with not
enough fuel to go around again, the Flt/Eng. took
control and forced the aircraft down to a successful
crash landing.
Sadly, Flt/Sgt. Aaron died the next day.
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With Air Chief Marshal Sir Arthur Harris now in the
driving seat of Bomber Command, the first 1000
bomber raid took place on the 30th May 1942 on Cologne, with 88 Stirlings taking part. The second
1000 bomber raid took place on the 1st/2nd June,
but low cloud stopped them bombing the primary target Essen, so they were directed to the secondary
targets at Oberhausen, Mulheim and Duisburg with
76 Stirlings taking part. The third 1000 plane raid
took place on Bremen on 25th/26th June with 78
Stirlings participating. No. 7 Sqn. at Oakington pioneered the Pathfinder Force, being formed in August
1942.
With most of the early problems now behind them,
the Stirlings began to replace Wellingtons and the illfated Manchester bomber.
By mid 1943 it was becoming obvious that the Stirling was no longer suitable for bombing missions,
plagued as it was with its low ceiling problem. Lancaster crews were reporting at briefings that when
dropping their bombs on the target they could see
Stirlings below them, sometimes 10,000 ft. lower
than the main force.

the Stirling was no longer suitable for bombing
missions

Early in 1943 tests were carried out to check
the suitability of the Stirling for transport and
glider towing and the results were favourable.
Following these tests Stirlings were converted to
MkIV standard. Stirlings started to replace the
Halifaxes of the two S.O.E. Squadrons, 138 and
161, based at Tempsford, Bedfordshire. Mk IVs
took part in D Day, Arnhem, and the Rhine crossing. The last bombing operation involving Stirlings
was carried out by 149 Sqn. on the night of
7th/8th Sep.1944.
In 1944 Shorts developed the Stiring Mk V, a
long-range transport for the carriage of freight
and/or passengers to the Far East via the Middle
East, India, Ceylon and Burma. No.1588 Heavy
Freight Flight based at Bombay was the last
Squadron to use the Stirling MkV, and after the
war many of them were scrapped on site at Santa
Cruz, Bombay.
After a shaky start and many teething problems,
the Short Stirling bomber made a valuable contribution to the war effort. However, after the war it
was quickly replaced as a long-distance freight
and passenger carrier by the more comfortable
Avro York.
The last Stirling in service with the R.A.F appears
to be LK608 at 23 MU.
This aircraft was
scrapped on the 28th February 1949.
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James J. Heddleson
In the last edition of the DropZone we reported
the passing of Jimmy Heddleson. In response to
that article we received the following letter from his
friend, Bill Ebner, which is reproduced verbatim.

On Sunday 24th May, we were pleased to welcome more members of the Coll family. Elizabeth
Laube, daughter of Joseph, and Meredith Laube,
granddaughter, were accompanied by Marguerite
Dickens, wife of Joseph’s nephew.
Marguerite lives in Creaton, Northamptonshire.

‘The article regarding Jimmy Heddleson's passing
was interesting but didn't tell the reader of the brave
things he did after his crew's aircraft crashed in
France in April 1944 on a drop mission.’
‘He and another airman survived the accident.
Rescued by the French underground he participated
with them for several months until retrieved by Col.
Fish in a C-47 after the Germans were swept out of
France. Jimmy bravely helped the patriots bomb
railroad bridges and track to hinder the Germans
from getting to the Normandy beach heads. He
knew that if he was caught he would have been instantly executed.’
‘We have kept communications over the past
sixty-five years through visits, phone and now Email. I miss him badly.’

L to R Marguerite Dickens, Elizebeth Laube,
Meredith Laube

Joseph Coll

Armed Forces Day

Cpl Joseph Coll was an armaments and munitions
worker, a member of 36th/856th Bomb Squadron.

The British Government, trying to pretend that it
actually cares for members of the Armed Forces,
past and present, decreed that Saturday 27th June
2009 would be Armed Forces Day, referred to as
Veterans Day. This was to try and ensure that we
would not do anything nasty, like celebrating VE
Day and VJ Day individually, thereby upsetting our
former enemies.

During the weekend 23rd/24th May 2009, the museum was pleased to welcome various members of
Joseph Coll’s family.
On Saturday 23rd May we were pleased to meet
Christine Vincent, granddaughter of Joseph. Christine was accompanied by her husband Capt Ray
Vincent, U.S. Army, stationed in Germany, and her
uncle Gene Reiter.

Towns and cities up and down the country organized a series of events and Harrington Aviation
Museums decided to do their bit. We put out notices in the press and on radio, offering free entry
to the museums to any ex-service personnel who
presented themselves wearing the Veterans
Badge, issued by the Service Personnel & Veterens Agency of the MOD. We also offered free entry to any serving personnel who presented their
ID card.
We obtained the special Veterans Day flag and
flew this alongside the Stars and Stripes, both at
the museum, and at the Carpetbagger Memorial.

L to R Gene Reiter, Christine Vincent,
Ray Vincent

With other Veterans Day events taking place in
surrounding towns, we were not sure just how
popular our offer would be. Although we didn’t attract any serving members of the Armed forces,
we were very pleased to welcome a number of veterans.
The photograph on the next page is of the first two
Veterans to visit the museum in the morning.
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Veterans
Left Paul Knight, ex R.A.F. and Roy Hart, ex Royal Navy
Paul and Ray arrived early as they had been listening to BBC Radio Northampton and heard the
announcement by our friend, Kevin Saddington.

Just for once, the wind refused to blow over the old air base
and show off the flags.

Armed Forces
Day Flag
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Editorial
Due to the sudden death of our dear friend and
editor, John Harding, it falls to me to write the editorial for this issue of the DropZone.
You should be reading these words around the 1st
of September, the seventieth anniversary of the start
of World War Two. On that date in 1939, German
forces invaded Poland and on the 3rd of September
1939 Poland’s allies, Britain and France, declared
war on Germany. Canada, Australia, New Zealand
and India issued their own declarations of war, followed soon afterwards by South Africa.
And so began the greatest conflict of the 20th century with no one having the slightest idea just how
much horror was in store for all those who would be
involved.
People of my generation were used to hearing stories from our fathers and uncles about the Great War
of 1914—1918, the ‘war to end all wars.’ But twenty
years later we were again at war with our old adversary, a war that was to cost millions of lives.
In my brief article on Armed Forces Day I took a
swipe at our Government and I make no apology for
that. Hundreds of ex-servicemen and women, including myself, were furious when our spineless politicians refused to officially acknowledge the 65th anniversary of D-Day on the 6th June.
It is unlikely that anyone under the age of 60, and
all those who have never experienced military service, will be able to appreciate the negative significance of Armed Forces Day. This day is a sop
thrown to the various ex-service organizations because there is no official recognition of D-Day in
1944, and no official recognition of either VE Day or
VJ Day in 1945.
The true history of the Second World War has been
air-brushed out of the State School curriculum, so
about all that children know of the war is that it was
started by Hitler, we had food rationing and some
children were evacuated.
It is difficult to imagine how an administration that
sends the youth of the country to fight wars in distant
lands, works so hard to distance itself and its citizens
from wars of the past. Almost nightly, the television
news shows pictures of the coffins returning the bodies of those killed in Afghanistan. Most of us ask
‘why is this happening?’
The Second World War brought peace to Europe,
and now we send our youth to fight smaller wars.
But wherever our young people give their lives, we
will never forget them, and must work to shame all
those who would rather that we did forget. FW.

HERALDRY BACKGROUND
(Adapted from A Guide to Air Force Heraldry
USAF Historical Research Center)
Heraldry had its origin in the early 12th Century
between the 1st and 2nd Crusades. Identifying
symbols were used by knights on their armour to
ensure recognition. These were called cognizance's.
They were painted on shields and embroidered
on pennons (banners) and attached to lances. By
the 13th Century heraldic emblems and devises
assumed a distinctive and systematic character
that identified individuals, families, nobles, knights,
establishments and communities.
The "herald" proclaimed edicts of the king, carried messages between opposing armies and issued official proclamations. Heralds eventually
compiled Rolls of Arms that listed the cognizance's, thereby establishing the system known as
heraldry.
A coat of arms consists of a shield, a crest and a
motto. When armorial bearings are described in
words, such a description is termed a blazon (to
paint a shield is to emblazon). The shield is the
most important device for displaying armorial bearings (heraldic devices or figures).
The crest is any device displayed above the
shield and is placed upon a wreath of six skeins or
twists. (This is frequently omitted from military
coats of arms). The motto is usually placed on a
scroll beneath the shield. However, the unit designation is normally used in place of a motto although both may be used.
U.S. Air Force Regulation 900-3 specifies that
flag bearing organizations (viz; groups, wings) will
use the shield while pictorial emblems of squadron
level units will be displayed on a disc. The essence
of any heraldic design is symbolism.
The emblem, design and placement on a shield
all have symbolic meaning. Some are readily identified - others must be interpreted.
According to AFR 900-3 and A Guide to Air
Force Heraldry, "Air Force organizational emblems
should be symbolic in nature and not represent actual unit aircraft or equipment, which are subject to
frequent change."
The following is a heraldry description of the Carpetbagger shield. This is called a Blazon, the verbal description of armorial bearings.
"Sable field upper; argent field lower parted by
four white and one gules estoiles in line from dexter base through fess point to sinister chief.”
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What we do
Harrington Aviation Museum Society and the
801st/492nd BG Association do more than
maintain records and inform on matters pertaining to World War II. We also bring people together and help them to stay in touch.
The latest example for HAMS, came about
due to the media coverage of the visit in May to
the museum by Harry Verlander and Arthur
Brown, reported earlier in this issue. As a result
of this, we received a phone call and then a very
interesting story from a lady called Marianne
Richards.
On white roundel at dexter chief a sable canopy
surmounted with shroud lines conjoined at canister
below.
From sinister base to just beyond middle base
nombril point, a sable stylized aircraft surmounted
sejant with bordure or. “
With the foregoing description anyone should be
able to draw the shield!
Now for a brief heraldic interpretation and translation:
Roundel: a circular charge.
Charge: a device on a shield, or other item.
Estoile: star with wavy points.
Field: the background tincture of the shield.
Tincture: the generic term for heraldic colors,
stains, metals and furs.
Sinister: left (from the point of view of the bearer
of the shield)
Dexter: right (from the point of view of the shield
bearer)
Chief: the upper third of the shield.
Nombril: the lower middle point of a shield.
Sejant: of a beast, sitting upright facing dexter.
(Is this appropriate for an aircraft in flight?)
Bordure: a narrow band around the edge of the
shield.
Or: gold.
Argent: silver.
Gules: red.
Sable: black .

This is Marianne’s story, in her own words, accompanied by pictures.

Thanks for the flying memories.
How did I come to be sitting at a computer
wondering where to begin my humble memoirs
of flying? And how can I convey, through this
impersonal keyboard the emotional highs and
lows? Life is a myriad of paths twisting and
turning; we take dead ends and miss hidden
treasures, then suddenly stumble over things
which may have gone unrecognised forever. It is
thanks both to my Brother, Keith Perryman, of
Northampton and Mr Fred West of The Northampton Aviation Museum, that I have dug out
my old flying memorabilia, pages intertwined
with dusty emotions of triumph and disaster.
Of course my sport flying escapades are not
in the same category as the real heroes and
heroines here in the museum, it is more a story
of family ties. It wasn't until Keith spotted a
newspaper photograph of two former World War
Two undercover agents: Arthur Brown and
Harry Verlander, that any of us realised our
connection to the museum. Our Father, Sydney
Verlander, was Harry's father. Keith and I are
half siblings to Harry, and I had never met, and
barely knew about this half Brother, let alone
heard of his bravery in the war.
All I can remember is that even when I was at
school I was fascinated with aeroplanes. At our
family home in Ilford I used to push the sash
window right up and hang out over the sill so
that I could watch the planes flying overhead at
night. During the long summer school holidays I
saved up my pocket money so that I could buy a
"Red Rover" bus and train ticket. This would
just get me as far as Heathrow Airport and in
those days you could stand on the terminal roof
and watch the planes landing and taking off.
At Grammar School I was befriended by a girl
called Tricia who announced one day that we
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were going gliding. This was at Haddenham, with
the Upward Bound Gliding Club, and involved
getting up at 5.30am every Saturday so that we
could get a lift from Ilford to Buckinghamshire.

flying days while I was stuck behind the counter until
6pm, but working at CSE Aviation entitled me to fly
an old Cherokee for £28 an hour, so all my wages
were spent on lessons.

We flew in open cockpit T21 and T31 gliders
with a winch launch which rarely got us to 1,000ft
so we would toil all day, pulling gliders back to the
launch point, waiting for our turn at last, and then
the flight would last only three or four minutes!
They also owned a Blanik, but this was destroyed
in a tragic accident in which our friend, Josie,
aged 19 was killed.

I also sat at the back of the ground training lectures when I was free and passed them all, going on
to teach these with Ted at Oxfordshire Sportflying.
Some of the Kidlington Instructors were scathing
about motor gliders and the Enstone club but I defended them furiously as they had taught me to fly.
Once when the CFI, Hugh John, took me up on a
test flight I said "one day I am going to take you flying!", and so I did, when I finally got my S.L.M.G.P.
P.L. (Self Launch Motor Glider Private Pilot Licence)
I also flew at Wellesbourne, on Cessna 152 and
172's. I remember one amazing day when I had an
early lesson at Kidlington on the Cherokee, shot up
to Wellesbourne for another lesson in the Cessna
and ended the day with an evening flight in the Grob
109 at Enstone - low wing to high wing to long wing
motor glider! I had to adapt quickly each time!

Marianne in a glider that didn’t need a winch!
Tricia went on to go solo, but I never did, and it
was either pay for driving lessons or gliding so I
got my driving licence instead. This niggled at me
all through my teens and twenties .... a little taunting voice saying :"you never went solo"; I knew it
would not just go away and leave me to a quiet
life of 1970's housework and "Tupperware" parties!
It was in my thirties when I was training my
dogs in nosework (another story!) at Enstone Airfield in Oxfordshire that I looked up and saw a
sleek white motor glider glinting in the sun. The
old flying embers burst into life, but it was not to
"take off " for some time.
I started by making myself useful to Oxfordshire
Sportflying Club, cleaning, making the tea etc,
then later, as I acquired other skills, operating the
air to ground radio and doing lots of paperwork,
all in return for flying lessons, often just half an
hour a month at the end of the day. I also got a
week-end job at Kidlington Airport, Oxford, as receptionist in GAC. I used to watch enviously as
customers walked out to the aircraft on perfect

Marianne has just completed her first solo circuit at South Warwickshire Flying School
An eyesight restriction (I only see with one eye)
meant a delay in going solo and I had to undergo
several extra flying test and examinations before I
could fly without a "safety" pilot as a look-out. They
would take no part in the flying, just act as my left
eye. The final test was at Lasham with Derek
Piggot, the "god" of the gliding world. Finally the
restrictions were lifted and I could carry passengers.
In 1988 my instructor at Enstone, Ted Ayling,
persuaded me to enter the "Tiger Club Dawn To
Dusk Flying Competition" and to our amazement we
came sixth and I received a special award from
HRH The Duke of Edinburgh for "fortitude", as I had
experienced bad air sickness during this eight hour
gruelling flight but had carried on.
Ted was an inspiration, always pushing me to the
limit, never beyond. He saw something in me, an
ordinary married housewife, which no-one else ever
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has. He taught me that you can do anything if you
set your mind to it, put enough practice and hard
work in, and season that with a little courage and
luck.
Tragically, Ted and his passenger were killed in
1990 in a mid air collision over Great Wolford,
Oxfordshire. My parents both died before all this, and
Harry's dad (and mine) never knew I flew at all ... or
perhaps he did and that is why Keith and I have been
led to this museum?
A big thank you to all who helped and encouraged
me in my flying, I will enjoy the memories.

Marianne Richards (nee Perryman, Father's name
Verlander,) Bideford Devon. May 2009

Marianne receiving her special award from His
Royal Highness, The Duke of Edinburgh
NOTE. Many of the pictures used in this article are copies of copies. For a better definition, view the article on our web site:
www.harringtonmuseum.org.uk

Marianne and husband Stephen, in front of
Harry’s display at the museum, June 2009
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The Sky

The Stooge

By Marianne Richards

Author unknown

Let no one underestimate the power of the sky,
She’s as fickle as a woman, and we are her playthings
When we fly.
When truly crossed the signs are clear and she’s best
Left alone. Dark-faced, she glowers in her rage, leave
Her be to rant and moan.
Some days her mantle blue lies soft, and sun lights up
Her face, her gentle breath lifts us aloft as we rise
Into her Warm embrace.
But do beware those dev’lish moods which lure us to
Her den, where she coaxes us and lets us go so far
With her...but then...
Gives vent to some imagined slight, pursues us with a
Frightening might, knocked sideways by her vicious
Flight we beg her loose her grip so tight.
And let us slink back home to catch our breath and
Still our pulse, relieved to land and walk away.
We’ll try again another day.

I am the co-pilot, I sit on the right.
I’m not important – just part of the flight.
I never talk back, lest I have regrets,
But I have to remember what the pilot forgets.
I make out the flight plans and study the
weather,
Pull up the gear and stand by to ‘feather’,
Make out the forms and do the reporting,
And fly the old crate when the pilot’s a-courting.
I take the readings, adjust the power,
Handle the flaps and call the tower,
Tell him where we are on the darkest nights,
And do all the bookwork without any lights.
I call for my pilot and buy him coke’s,
I always laugh at his corny jokes,
And once in a while when his landings are rusty,
I come through with a, ‘Gawd, but it’s gusty.’
All in all I’m a general ‘Stooge,’
As I sit on the right with the man I call ‘Scrooge.’
I guess you think that is past understanding,
But maybe some day he will give me a landing.

The Story Of The Four Candles
The Four Candles burned slowly. Their ambiance was so soft you could hear them speak...
The first candle said, "I Am Peace, but these days, nobody wants to keep me lit." Then Peace's flame
slowly diminished and went out completely.
The second candle said, "I Am Faith, but these days, I am no longer indispensable." Then Faith's flame
slowly diminished and went out completely.
Sadly the third candle spoke, "I Am Love and I haven't the strength to stay lit any longer." "People put me
aside and don't understand my importance. They even forget to love those who are nearest to them." And
waiting no longer, Love went out completely.
Suddenly... A child entered the room and saw the three candles no longer burning.
The child began to cry, "Why are you not burning? You are supposed to stay lit until the end."
Then the Fourth Candle spoke gently to the little boy, "Don't be afraid, for I Am Hope, and while I still
burn, we can re-light the other candles."
With shining eyes, the child took the Candle of Hope and lit the other three candles.
Never let the Flame of Hope go out. With Hope in your life, no matter how bad things may be,
Peace, Faith and Love may shine brightly once again.
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The following article appeared in the
“Carpetbagger,” December 1997. As we approach
the 70th anniversary of the start of World War II, it
seems appropriate to remember the end of that
war.

FACTS FOR HISTORY REVISIONISTS
This information is from the book WAR 'S END by
Maj. Gen. Charles W. Sweeney. USAF (Ret .) pilot
of the B- 29 that dropped the 2nd A-bomb.

History lesson from the OSS Society
In October 1945, the OSS was shut down. Many
of its activities remained active, however. The intelligence gathering apparatus was formed into the
Strategic Services Unit ("SSU") under the War Department and maintained active stations in Europe
and the Far East.

The facts that President Truman had to consider in
making the decision to drop the atom bomb.

The Research and Analysis apparatus was taken
over by the State Department and would eventually
grow into the State Department's Bureau of Intelligence and Research.

1. Without the slightest remorse or hesitation , the
Japanese army slaughtered innocent men. women
and children. In the infamous Rape of Nanking, up
to 300 ,000 unarmed civilians were butchered .
These are facts.

In Jan 1946, the Central Intelligence Group
("CIG") was formed under a Director of Central Intelligence. Later that year the assets of the War
Department's SSU were transferred to the CIG and
renamed the Office of Special Operations ("OSO").

2. During the Bataan Death March, 7,000 American and Philipino POWs were beaten, shot,
bayonetted, or left to die of disease or exhaustion.
These are facts .

In the 1947, the CIG was renamed the CIA, and
the OSO was its intelligence collection branch. In
1948, the CIA was given the authority to carry out
covert operations in addition to it intelligence gathering operations, and formed the Office of Policy
Coordination ("OPC") to conduct such operations.

3. The Japanese fought to the death; the closer the
US came to the Japanese mainland, the more fanatical their actions became .
Saipan: 3,000 Americans killed. 1,500 in the first
few hours of the invasion.
Iwo Jima: 6,000 Americans killed . 21 ,000
wounded .
Okinawa: 12,000 Americans killed. 38,000
wounded .
Kamikazes: The suicidal attacks took 5,000 American navy men to their deaths .
These are facts .
4. The Japanese made it clear that with the first
American to step foot on the mainland, they would
execute every Allied prisoner. Even after their
surrender, they executed some American POWs.
These are facts.
5. When the firebombs dropped on the Japanese
mainland, hundreds of thousands of Japanese
died. Still the Japanese military vowed never to
surrender. They refused to evacuate civilians even
though leaflets warned of the bombings .
These are facts.
Years after the war Truman was asked if he had
any second thoughts . He said emphatically—no .
He then asked the questioner to remember the
men who died at Pearl Harbor who did not have
the benefit of second thought.

While the OSO had its roots in the OSS' special
intelligence branch, the OPC's roots came from the
OSS' special operations branch. In fact many of
the early employees of the OSO were OSS veterans from the OSS' secret intelligence and X-2
(counterintelligence) branches who stayed on with
the SSU after the War.
Many of the early OPC employees were former
veterans of the OSS' special operations branch
who initially left the service after the War and were
later recruited by the OPC -- which, by the way
was run by Frank Wisner, a Wall Street Lawyer
and OSS veteran.
In 1952, the CIA merged the OSO and OPC to
form the Directorate of Plans, which later became
known as the Directorate of Operations. Today the
CIA's Directorate of Operations is also commonly
referred to as the CIA's Clandestine Services.

Global Warming
ENTRY FROM SAMUEL PEPYS’ DIARY
January 1661
“It is strange what weather we have had all this
winter; no cold at all; but the ways are dusty, and
the flies fly up and down, and the rosebushes are
full of leaves, such a time of year as was never
known in this world before here.”

Obituary: John Harding
HARRINGTON AVIATION MUSEUMS
Off Lamport Road
Harrington
Northamptonshire
NN6 9PF

Phone: 01604 686608

Email: cbaggermuseum@aol.com

It is with deep regret that we have to report the sudden death of our editor,
John Harding, during the preparation of the current issue of the DropZone.
John Harding who has died aged 81, was a lifelong aviation enthusiast who
joined the Harrington Aviation Museum Society in 1999 and took on the role
of our newsletter editor in 2003 as well as being a much appreciated and well
liked guide at the Carpetbagger Aviation Museum at Harrington.
His first contact with flying machines was apparently a sighting of the R101
airship over his parent’s house in Daventry in 1931 and his interest was confirmed in 1932 by a flight with Alan Cobham’s Flying Circus. He ran the Spotter’s Club at Daventry Grammar School and joined the Air Training Corps in
1942. Joining the Royal Air Force in 1946 he served in Egypt and briefly at
Sywell. After being demobbed he joined the Royal Observer Corps, Daventry
Post, in 1948 where he remained a member, latterly as the Chief Observer,
until the ROC finally stood down in September 1991.
Under John’s leadership Daventry Post ROC always did well in the annual
proficiency test and John himself won 35 top awards known as Spitfire
badges. This was one of the highest tallies in the entire Corps and his tunic
jacket displaying the Gold Spitfire badge with two golden stars representing
this achievement is exhibited at the museum. He was also awarded two Personal Commendations from the AOC Strike Command and was awarded the
Queen’s Jubilee Medal in 1977. Post members continued to meet as part of
the ROC Association in Daventry with John as their Chairman and leader after the 1991 stand-down.

Wer’e on the Web!
www.
harringtonmuseum.
org.uk

John had published details of his experiences in the Corps in earlier editions of the Dropzone newsletter. These can be viewed as pdf files Vol 2 Issue 2 and Vol 5 Issue 1 on the Museum website, www.harringtonmuseum.
org.uk
In 1993 be became a founder member of the volunteer group formed by Air
Atlantique at Coventry to assist with the maintenance and operation of their
vintage preserved aircraft. This took the form of weekly working parties and
acting as a tour guide at Open Days, a role which he continued, along with
keeping a daily log of the aircraft that he had seen which he started in the
early 1940’s, until his death.
In civilian life John for many years ran the
local cinema in Daventry and then worked
at Smith’s Industries in Rugby and finally at
Cummins in Daventry. He married, in 1954,
Rita with whom he had two sons who all
survive him

John Harding
1928 to 2009

