Second Quarter (Apr - Jun) 2007

Volume 20, Number 2

The Newsletter of the War Eagles Air Museum

Editorial

T

he War Eagles Air Museum, like
most non-profit outfits, could not
survive without volunteers. The
permanent staff could not run the Museum day-to-day and also tackle the restorations, special events and exhibit upgrade
projects that are always on the agenda.
At the risk of leaving someone out,
I’d like to mention a few long-time volunteers. Ray Davis, Damon Loveless, Ed
Murray and Dario Toffenetti work on
nearly every aircraft and automobile restoration project. Guy Dority, who was the
radio operator/gunner on the first American-manned Flying Fortress to arrive in
England in WWII, comes in every Sunday and recounts his first-hand tales of
the European and North African Air War.
Frank Harrison spent months organizing
and cataloging thousands of old photographs, books and periodicals, and serves
as Ramp Boss for flight events. Dorothy
Loveless set up and maintains the library
catalog system. Anita Murray is always
on hand for special events, and Dorothy
Murray (no relation) cheerfully staffs the
counter every Thursday morning. Tour
guide Bill Messersmith, who is also our
Oral History Project Lead, never misses
an opportunity to lead visitors through
the exhibits. Manny Papadakis, woodworker par excellance, is crafting new
display cases for our smaller items. Jackof-all-trades Roy Sinclair has built or upgraded many exhibits, and also pitches in
as Safety Chief for special events. And of
course we can never forget our volunteer
pilots Waldo Cavender, Gene Dawson,
Dick Green and Don Mayes.
Thanks to all for helping out.

Featured Aircraft

I

n the world of warbirds, there are
many types of classic aircraft that
were produced by the thousands and
flew successfully in combat in aerial battles around the world. On the other hand,
some aircraft did not fly as their designers had intended, and quickly faded into
well-deserved obscurity. Other types of
aircraft, while still correctly considered
warbirds, were not built in great numbers, or did not fly in combat, and thus
never had the chance to prove themselves
over the battlefield. The Convair L-13A
is one of these aircraft.
Featured Aircraft (Continued on Page 2)
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S The distinctive Convair L-13A was a very
capable, but over-engineered and expensive,
post-World War II observation and liaison
aircraft with amazingly good short-takeoffand-landing performance.
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From the Director

I

t’s been a hard time lately for volunteers and friends of the War Eagles
Air Museum. Jack Bell and Joe Russo passed away recently, and we’re saddened to learn of the death of long-time
friend and original volunteer Bill Tullos.
A true “gentle giant,” Bill worked for the
Southern Union Gas Company in El Paso
for 42 years. He moved to Ozark, Alabama, in 1998. His happiest times were operating heavy equipment and flying. He
helped to get the Museum off the ground,
and we will never forget his enthusiasm,
dependability and kindness.
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Featured Aircraft (Continued from page 1)

In the closing days of World War II,
the U.S. Army Air Force (USAAF) began seeking a new observation aircraft to
replace its Stinson L-5 Sentinels. The L-5
was not very well suited to military operations, having been hurriedly derived
from Stinson’s popular pre-War civilian
Voyager design. Despite this, the Stinson
Aircraft Company built over 3,000 L-5s,
S Visibility from the L-13A’s roomy cockpit
and they served in all theatres of the War.
was remarkable—the two-man crew was virWhen the opportunity arose to bid on the
tually surrounded by Plexiglas.
L-5’s replacement, Stinson proposed the
L-13, a distinctive, all-new design that
prototypes at the Wayne factory. The allowed little to civilian predecessors.
metal aircraft had a high-mounted twoThe reason a Stinson aircraft is idenspar aluminum wing with big leadingtified as a “Convair” is because of takeedge slots and even bigger slotted trailovers and consolidations in America’s
ing-edge flaps. The wings were designed
aviation industry. The venerable Stinson
to fold back and down simply by removAircraft Company was founded by famed
ing the front spar attachment bolts. The
aviator Edward “Eddie” Stinson in 1920.
bulbous steel-tube and semi-monocoque
Located at the Wayne County Airport,
cabin featured huge Plexiglas windows
near Detroit, Michigan, Stinson’s comthat sloped out at the top and offered the
pany was acquired in September 1929 by
side-by-side pilot and observer excellent
automobile mogul E.L. Cord. After Eddie
visibility all around, even downward. All
Stinson died in an airplane crash in 1932,
three doors (two on the right, one on the
the company went through several ownleft) were jettisonable for quick escape.
ers. At the time the L-13 was designed in
The circular-cross-section tail unit, which
1945, it was a part of the Consolidated
seemed disproportionately slim, had upVultee Aircraft Corporation (Convair). In
ward-folding horizontal stabilizers to re1948, Piper Aircraft Corporation bought
duce width for ground handling. The tailStinson, but Convair retained the producwheel landing gear had a unique adjustation rights to the L-13.
ble track (width across the main wheels),
Convair itself resulted from a 1943
from 93 inches in the normal position to
merger of the Consolidated and Vultee
62 inches, used for towing backwards beAircraft companies. In 1953, as the L-13
hind a Jeep on narrow roads.
was being retired from service, Convair
The original engine was a 245-horsebecame the Convair Division of the Genpower Franklin O-425-5 horizontally operal Dynamics Corporation. In the midposed “flat-six” fitted with a two-bladed,
1990s, the last vestiges of Convair went
variable-pitch wooden propeller, which
piecemeal to McDonnell Douglas (later
provided a cruising speed of 92 miles per
bought by Boeing) and Lockheed. Thus,
the historic names Stinson, Consolidated,
Featured Aircraft (Continued on page 3)
Vultee, McDonnell and
Douglas were among
the many that vanished
forever from the list of
distinguished companies that forged the tools
of America’s victories
in World War II and
the Cold War.
Stinson built and
flight-tested two XL-13 S The L-13A had unusual folding wings and horizontal tail surfaces to reduce its width for towing behind a Jeep on narrow roads.

www.war-eagles-air-museum.com
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Featured Aircraft (Continued from page 2)

hour and a maximum speed of 115 miles
per hour. Thanks to the high-lift devices,
the L-13’s landing airspeed was as low as
44 miles per hour. Rollout distances were
so short that the Pilot’s Operating Handbook recommended landing across the
runway in strong crosswinds!
Flight test results were satisfactory,
but the Army at first thought the new aircraft, while capable and generally welldesigned, was a little too novel, and did
not place an order. It was expensive, aerodynamically “over-engineered” and had
a relatively poor “human factors” layout.
Before the Air Force broke off from
the Army as a separate, co-equal military
service in 1947, the Army finally ordered
300 slightly modified L-13As, which had
a slightly more powerful 250-horsepower
Franklin O-425-9 engine. But the production order did not mean any business for
the Wayne factory. Convair—at the time
the parent company of Stinson—moved
the L-13A production to its Kearny Mesa
plant in San Diego, California.
Forty-eight L-13As went directly to
Air National Guard units. The disposition
of the rest of them is undocumented, except for 28 aircraft, called L-13Bs, that
had a cabin heater and hot-air ducting installed for use in the Arctic. The Korean
War took place while L-13s were in the
inventory, but there is no evidence that
any of these aircraft ever saw service in
Convair L-13A
General Characteristics
Powerplant

250-horsepower Franklin O-425-9 horizontally
opposed air-cooled sixcylinder (“flat six”)

Cruise Speed

92 miles per hour

Maximum Speed

115 miles per hour

Service Ceiling

15,000 feet

Length

31 feet 9 inches

Wingspan

40 feet 5½ inches

Range

368 miles

Weight (empty)

1,888 pounds

Weight (maximum) 2,900 pounds
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that conflict. They all
remained Stateside, soldiering on in liaison,
observation and medical support operations
until, in the mid-1950s,
they were declared surplus without ever having had a military combat career.
Modified surplus
L-13s saw some use as
civilian aircraft after
the military disposed of
them. In 1958, the Longren and ACME Aircraft Companies, both
in Torrance, California,
joined forces to convert
a few L-13As into sixseat “bush” planes that
they called the Centaur
101, fitted with a 300horsepower Lycoming
R-680-E3 radial engine.
Another aircraft conversion company, Caribbean Traders, Inc., of
Miami, Florida, marketed modified L-13As
to small island-hopping
airlines in the Caribbean area. Called
Husky I, II or III, depending on which
engine was installed, the aircraft featured
quick-disconnect firewall fittings for ease
of maintenance (a nice touch in the sweltering tropical heat and humidity) and a
constant-speed Hamilton Standard metal
propeller in place of the original wooden
one. Customers included two small regional airlines, Compañia Dominicana de
Aviación, of the Dominican Republic,
and SATGA (Société Aérienne des
Transports Guyane-Antilles), of French
Guiana. SATGA, with air routes serving
Martinique, Guadaloupe and other Lesser
Antilles islands, put the Husky IIs shorttakeoff-and-landing (STOL) capabilities
to good use. Operating off of a 300-footlong airstrip, SATGA supplied a mining
camp in French Guiana. A resupply flight
took 20 minutes, compared to a week of
back-country boat, horseback and strenuous foot travel that would have been required for non-aerial resupply missions.

3

War Eagles Air Museum’s L-13A,
S/N 47-316, was delivered in 1947, and
fully restored in the late 1980s. Every detail is authentic and complete. The aircraft is just as it was when it left the Convair factory, according to Tom’s Aero
Service, of Edgewater, Florida, who did
the restoration for then-owner C.R. Powell, of New Smyrna Beach, Florida. The
aircraft won the coveted Warbird/Liaison
“Best of Class” award in 1990 at the Experimental Aircraft Association (EAA)
annual fly-in at Oshkosh, Wisconsin. Apollo 8 astronaut Frank Borman later purchased the aircraft. He traded it to the
Museum in partial compensation for a
North American P-51D Mustang. Today,
it is one of only 34 flightworthy L-13As
and six L-13Bs registered with the Federal Aviation Administration (FAA).
Special thanks to Dan Taylor and Cassandra Rodriguez for helping to research
this obscure aircraft.

www.war-eagles-air-museum.com
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Is This An Airport?

S This mountain sits just off the end of the
rough, short dirt strip at Superior, Arizona.

railroad track if you doubted your location, because it would lead you to a town.
The canyon that we entered quickly
narrowed. Soon rocky mountain peaks
jutted up on both sides, seemingly close
enough to snag a wingtip. With growing
apprehension, Carl flew straight up the
center. We were sweating profusely, and
not just because of the heat. After what
seemed like an hour—but was really only
15 minutes—a small town came into
view ahead. We figured it was Florence,
Arizona. With great relief, we spotted an
airport on top of a hill. We circled the
field to get a better look. It wasn’t encouraging—the runway looked like nothing more than a rough, rocky dirt strip.
But several small aircraft were parked
nearby. Carl figured that, if they used this
runway, he could too. Down we went to
a bumpy landing. It was only while taxiing to the single lonely hangar that we
noticed that the runway was covered with
rocks, some of them as big as baseballs.
Two sober-faced mechanics met us
as we got out of the airplane.
“You’re crazy as hell to bring a fabric airplane in here,” the younger man
said, shaking his head in disbelief. For
the first time, I noticed that the airplanes
parked near the strip all had metal skins.
They also all had much bigger engines
than our little 65-horsepower Chief. To
make matters worse, we were not where
we thought we were. We found out that
we were in Superior, an equally small
town about 25 miles from Florence.
The older mechanic offered to drive
us into town for lunch while we decided
what to do. The problem was that the little Chief might not be able to climb fast
enough after takeoff to clear the mountains surrounding the airfield. It was the
worst possible set of conditions—an underpowered airplane, a short runway, a
high elevation and a hot day. Carl and I
each had a dry sandwich and a cold Coke
at the local bar (the only place in town
that served food), while the mechanic
had a beer. When we returned to the airfield, Carl and the two men discussed the
winds, the runway conditions and shortfield takeoff procedures while I prayed.
Finally, Carl and I climbed back into
the Chief, which had gotten even hotter
inside from sitting in the sun. With good-

www.war-eagles-air-museum.com
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by Elsie Wright

O

n June 1, 1947, Carl Wright and
I were married in El Paso, Texas. At 8:30AM the next day, we
left on a honeymoon trip to Mesa, Arizona. Carl had recently earned his private
pilot’s license, and a long cross-country
flight would satisfy a requirement for his
commercial ticket. He had about 75 flight
hours locally, and was anxious to test his
training and skills in a new area. As we
took off from El Paso Municipal Airport
that hot morning in a rented Aeronca
Chief, we didn’t know that what we’d
planned as a pleasant holiday would become a “learning experience.”
As the little airplane droned west,
the heat from the desert floor below was
stifling. It was at least 90 degrees in the
cabin. By noon, with nothing but miles of
dry, monotonous, brown desert behind
and ahead, I became drowsy, but I felt
secure with my husband of 19 hours sitting in the seat beside me with an aeronautical chart spread out in his lap.
“There’s a fork in this canyon coming up,” Carl said. “The map shows a
railroad track, a dry creek bed and a dirt
road running through the one we want.”
I knew very little about navigation
and map reading, but I was sure I would
recognize those features on the landscape
below. Sure enough, there they were.
“The canyon on the right has all
three,” I reported.
“Then that’s the one we’ll take. The
one on the left doesn’t have a railroad
track,” Carl replied, turning to the right
and into the canyon. He explained that he
had learned in Flight School to follow a
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S Newlyweds Carl and Elsie Wright with
the Aeronca Chief at El Paso Municipal Airport after returning from Arizona.

luck wishes from the mechanics, we taxied to the very end of the runway. Carl
locked the brakes and ran the engine up,
causing a small dusty tornado to rise behind us in the prop blast. The instrument
readings were all good. Satisfied, he took
the engine up to full power, waited a second, then released the brakes. With a
deafening roar, the fragile little fabric airplane lurched and bumped down the
strip. As the end of the runway neared,
we seemed to be moving too slowly to
take off. Finally, with the mountain at the
end of the runway getting bigger in the
windshield every second, we lifted off.
Our rate of climb was agonizingly slow,
but the faithful Chief cleared the mountain with yards to spare. As we banked
over the desert and set a course to Mesa
for the last leg of our trip, the heat and
apprehension took their final toll—I lost
my lunch over the side.
As it turned out, the reason we went
up the wrong canyon was because the
aeronautical chart was wrong. So, despite
some anxious moments, we both gained
useful knowledge from the experience.
By relying on an incorrect map, we got
into a situation where our lives were in
danger. By relying on good flight training, and on an airplane that performed
the way it was designed to, we were able
to recover from that situation and continue safely on our way.

Second Quarter 2007

Historical

Perspectives
by Robert Haynes

L

ockheed’s P-38 Lightning is arguably best known for serving in
the Pacific Theatre of Operations
(PTO) in World War II. But most people
probably don’t know exactly where in the
PTO the big twin-engine fighter made its
combat debut. Popular conceptions aside,
Lightnings did not first see combat over
tropical islands with white sand beaches,
swaying palm trees and coral reefs teeming with colorful marine life. Rather, they
fought over dark, rocky, barren, treeless
islands thousands of miles from the nearest white sand beach. Mechanics in parkas, boots and gloves, not shorts and Tshirts, serviced the aircraft under unimaginably harsh conditions. If you haven’t
guessed it yet, the place where P-38s first
met the enemy in the PTO was the Aleutian Islands off the coast of the U.S. territory of Alaska.
Fleet Admiral Isoroku Yamamoto,
the strategist of Pearl Harbor, attacked
the Aleutians in June 1942. His aim was
to draw the U.S. Navy away from Midway, 1,650 miles to the south, which he
planned to occupy and fortify into an impregnable strongpoint of his northern Pacific defensive perimeter. Historians still
argue whether the forces that Yamamoto
sent to the Aleutians could have made a
difference in the Battle of Midway.
The Japanese “diversionary” force
occupied the Aleutian Islands of Attu, the
westernmost, and Kiska, about 250 miles
east (both are closer to Japan than to the
U.S. mainland). Japan thus became the
only foreign power to occupy U.S. territory since 1846, when Mexican soldiers
invaded parts of South Texas during the
Mexican-American War.
The psychological impact in the U.S.
of Attu and Kiska falling into Japanese
hands was huge. The Government believed that the only way to prevent public
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panic was for it to totally control the news
from the area. Luckily
for those who decided
they had to cover up
the truth to “protect”
the American people,
the Battle of Midway
took place at the same
time. Would you care
to guess which battle got more press coverage? There are strong parallels with
today’s wars in Afghanistan and Iraq. I
think there is less coverage of Afghanistan than of Iraq because the media prefers to focus on the negative aspects of
Iraqi operations rather than the arguably
more-important battles in Afghanistan. In
World War II, the Government got away
with telling the press and newsreel media
where to go and what to report. Can you
imagine that happening today?
The Aleutian campaign is a good example of how the Government’s censorship of the “free press” helped assure the
Allied victory. By censoring news from
the Aleutians, the Government reduced
the public’s fears that the occupation was
a prelude to an invasion of the mainland
U.S. (which was never the Japanese Imperial High Command’s intention anyway), and prevented demands for an immediate and probably ill-prepared counterattack. Thus American resources were
available to be better used elsewhere.
Despite lingering perceptions to the
contrary, some intense combat took place
in the Aleutians. Dislodging the Japanese
from Attu took weeks of fierce fighting
in terrible weather, and included several
horrifying banzai charges that almost
drove U.S. troops back into the sea. The
climate was terrible. The icy Bering Sea

S This heartbreaking picture shows P-38s
unceremoniously bulldozed into a pile to be
burned off the edge of a runway in Shemya,
Alaska, at the end of World War II.
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gave a hapless pilot or sailor a scant two
minutes before he would freeze to death.
Rain, snow, constant strong winds called
“williwaws” and frequent heavy fogs often made flying impossible. Aircraft flew
from unstable steel-plank runways set on
the spongy, tundra-like “muskeg” soil.
Fortunately for U.S. aircrews, Alaska had an active civil aviation community that passed on tips and tricks learned
from years of flying in the extreme conditions. These civilian pilots, for example, suggested that mechanics cover wing
and tail surfaces and drain the engine fluids from parked aircraft. Veteran bush pilots helped Air Corps pilots learn how to
navigate despite large magnetic compass
errors due to the high latitude and vast
underground mineral deposits. But there
was no way to properly prepare the military aviators to fly in weather conditions
that ranked among the worst on earth.
The first P-38 combat mission in the
Aleutian theatre, and thus of the entire
War, took place on June 7, 1942. It was
an inauspicious start. On that day, seven
Lightnings of the 11th Air Force’s 54th
Fighter Squadron took off on patrol from
their airbase at Cold Bay, on the western
edge of the Alaska Peninsula. Confused
by a red flag flying from the mast of a
ship that they spotted below, the Lightning pilots shot up a Russian freighter
sailing off Umnak Island. Things got better a few weeks later. On August 4, six
patrolling P-38s bounced three Japanese
seaplanes, shooting down two and damaging the third. A month later, six P-38s
took off for Kiska—550 over-water miles
away—on a long-range escort mission.
Four turned back, but the remaining two
pressed on to the Japanese-held island,
where they destroyed a Kawanishi H6K5
Mavis flying boat and shot up some barracks buildings. Their fuel tanks held only vapors when they returned to base.
Like the other aircraft based in Alaska—Bell P-39 Airacobras, Curtiss P-40
Warhawks, Boeing B-17 Flying Fortresses and Consolidated B-24 Liberators—
the P-38s there were at the mercy of the
weather, which offered few opportunities
Historical Perspectives
(Continued on page 6)
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Historical Perspectives
(Continued from page 5)

to fly. The Aleutian campaign became a
war of attrition. The aircrews flew whenever they could, but that was not very often, and the weather claimed more aircraft than Japanese action. April 1943
was particularly clear and calm, however,
and in that month 11th Air Force P-38s
and P-40s newly based on Amchitka, just
85 miles away from Kiska, racked up 685
bombing and strafing sorties against the
beleaguered island. Then the weather
clamped down again. For the rest of the
War, inaction was the rule. Often months
went by with the aircraft grounded and
the aircrews bored out of their minds.
Warfare depends on intelligence, and
nowhere was this truer than in the Aleutians. The low clouds and fog made gathering “intel” from the air nearly impossible. Operating “in the blind” led to some
big foul-ups, such as when U.S. forces
invaded Kiska in what was expected to
be a bloody battle. They found nothing
on the island but some pet dogs that the
Japanese had left behind when they’d
evacuated several weeks earlier. Not one
Japanese soldier was there. A U.S. Navy
fleet had been tasked with preventing a
Japanese evacuation, but the ships had
spent much of their fuel and ammunition
chasing false radar targets caused by “atmospheric anomalies.” This operation
earned the moniker “Battle of the Pips.”
The Aleutian campaign is still just a
footnote in the history books, but it was
by no means a “sideshow” to those involved. The isolated battlefield saw many
bloody land, sea and air battles, and significant casualties on both sides. It was
important from an aviation standpoint in
being the baptism of fire for Lockheed’s
new P-38 Lightning. The area also served
as a very important cold-weather laboratory for the aircraft, support equipment,
personnel and tactics of the Air Corps.
The next time you visit the War Eagles
Air Museum and see our own beautiful
P-38L-5-LO Lightning, think about the
harsh conditions under which Lockheed’s
most famous fighter first saw combat
against a resolute and determined foe in a
battlefield at the top of the world.

www.war-eagles-air-museum.com
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British Car Days 2007
at the Museum

I

f you talk with any owner of an old
British car, you’re very likely to be
regaled with stories of temperamental SU- or Stromberg-“carburetted” engines, garage floor puddles of three different colors from leaking fluids, and diabolical Lucas “The Prince of Darkness”
electrical systems. But despite their idiosyncrasies, many British cars endure today as true automotive classics. A good
selection of them gathered on the ramp at
War Eagles Air Museum recently.

S Resplendent in British Racing Green, this
Triumph TR.250 is one of 30 classic British
cars that gathered at the Museum for British
Car Days 2007. The car behind the TR.250
is a 1959 Rolls Royce Silver Cloud.

With over 40 antique and classic automobiles in the collection, and with 10
of them renowned British marques ranging from a Morris Minor to a Rolls
Royce, the Museum was the perfect venue for a gathering of the British Motorcar
Club of Southern New Mexico for British
Car Days 2007. On Friday, April 27, with
sunny skies, warm temperatures and a
brief respite from the area’s notoriously
strong and constant spring winds, 30
classic, mostly British motorcars (there
were a few ringers, like a Corvette, a Porsche and a Ford) lined the ramp in front
of the Museum. The annual meet began
16 years ago as a one-day show, and has
since blossomed into a three-day event
that attracts people and cars from far and
wide. This year, cars came from Arizona,
California, Colorado, New Mexico and
Texas, and attendees came in from as far
away as Ohio, including several who
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S British cars and a Russian Tupolev Tu.2
bomber on the War Eagles ramp make for a
real multinational display.

flew their own planes into the Doña Ana
County Airport. The Museum served the
75 hungry Anglophiles a sumptuous barbecue lunch provided by Jamie Cardwell
and the Cowboy Cooks.
A special guest at the gathering was
Mrs. Genevieve Coonly, whose late husband Bill was a world-renowned MG enthusiast, collector and restorer. When Bill
passed away a couple of years ago, Mrs.
Coonly donated to the Museum his outstanding collection of classic British automobiles, including MG-TDs, MG-TFs,
MGAs, MGBs, a Morgan +4, a Rolls
Royce Silver Cloud and a very rare MGArnolt coupe, of which only 65 were
made and which features MG-TD running gear clad in a stylish body by famed
Italian coachmaker Carrozzeria Bertone.
The Museum has fully restored the Rolls
Royce, and will soon begin work on restoring one or more of the MG roadsters
to roadworthy condition. Volunteers are
always welcome to help out.

S The warm, understated elegance and meticulous hand craftsmanship of a real-wood
British motorcar interior are rarely equalled
even in modern cars.
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Membership Application
War Eagles Air Museum
The War Eagles Air Museum collects, restores and displays historic aircraft, mainly from the World War II and Korean War time
periods, to encourage awareness and appreciation of military aviation history through exhibits, educational programs and special
events. The Museum is a nonprofit organization as defined by the United States Internal Revenue Code. Operated by staff and
volunteers, the Museum is supported by funds obtained from admissions, memberships and contributions. All dues and contributions
are tax deductible to the extent permitted by law.
War Eagles Air Museum memberships are available in six categories. All memberships include the following privileges:
Free admission to the Museum and all exhibits.
Free admission to all special events.
10% general admission discounts for all guests of a current Member.
10% discount on all Member purchases in the Gift Shop.
In addition, a Family Membership includes free admission for spouses and all children under 18 living at home.
To become a Member of the War Eagles Air Museum, please fill in the information requested below and note the category of membership you desire. Mail this form, along with a check payable to “War Eagles Air Museum” for the annual fee shown, to:
War Eagles Air Museum
8012 Airport Road
Santa Teresa, NM 88008

Membership Categories

NAME (Please print)___________________________________________________
STREET ____________________________________________________________
CITY ______________________________ STATE _____ ZIP _________—______
TELEPHONE (Optional) _____—_____—____________
E-MAIL ADDRESS (Optional) ___________________________________________

Individual

$15

Family

$25

Participating

$50

Supporting

$100

Benefactor

$1,000

Life

$5,000

Will be kept private and used only for War Eagles Air Museum mailings.

W

ar Eagles Air Museum sincerely thanks
the following individuals and organizations for their
donations to the 2005 Corporate
Youth Sponsors Program. This
program educates local student
groups about the contributions
of military aviation to America’s history. For many students,
visits to the Museum funded by
these generous donors kindle an
interest in aviation and related
technical career fields.

War Eagles Air Museum Corporate Youth Sponsors
Bronze

Silver

Gold

Platinum

Diamond

($50−$249)

($250−$499)

($500−$999)

($1,000−$2,499)

($2,500 or more)

Alamo Industries,
Inc.

El Paso Aero, Inc.

El Paso Electric
Company

El Paso Community
Foundation

Jonathan Rogers

Frank and Susan
Borman

Jon T. Hansen

William H.
Gardner, III

Coronado
Cleaners
C. F. Jordan, L.P.
SWIFCO, Inc.
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War Eagles Air Museum
Doña Ana County Airport
at Santa Teresa (5T6)
8012 Airport Road
Santa Teresa, New Mexico 88008

Museum to Receive
Air Force Trainer

T

hanks to the initiative, perseverance and generosity of Senior
Logistics Officer Lieutenant Colonel Bernhard Prohaska of the Deutsches
Luftwaffenkommando (German Air Force
Command) at nearby Fort Bliss, War Eagles Air Museum will soon receive a new
military aircraft for display.
With major growth expected to take
place at Fort Bliss within the next several
years due to the Federally mandated Base
Realignment and Closure (BRAC) process, real estate will soon be at a premium
on the base. LTC Prohaska became concerned about the fate of a Cessna T-37A
Tweety Bird twin-turbojet trainer on display outside the Deutsches Luftwaffenkommando headquarters building. He figured War Eagles Air Museum would be a
perfect place for the diminutive T-37A if
there was no room for it at Fort Bliss. An
agreement was quickly reached.
www.war-eagles-air-museum.com

Cessna built 1,269
T-37s of various models between 1955 and
1975. The first production T-37A went to the
U.S. Air Force in June
1956. The Tweety Bird
was the primary trainer
for virtually every student who went through
pilot training in the Service for more than 40
years. Loaded up with
cluster munitions, guns,
bombs, rocket pods and
S The second production Cessna T-37A Tweety Bird twin-turbojet
napalm canisters, Super trainer is seen here in flight over the Kansas prairie in 1956 before
Tweets also flew thou- it was delivered to the U.S. Air Force.
sands of sorties in the
counterinsurgency rôle in Viet Nam.
it to the Museum. Look for the full story
of this historically significant and imporOnly in the first decade of the 21st centant addition to our aircraft collection in
tury have the venerable little jets finally
the next Plane Talk.
been phased out in favor of Raytheon’s
turboprop T-6A Texan IIs.
At press time, preparations are unFor more Museum information, visit:
derway to remove the “Tweet’s” wings,
www.war-eagles-air-museum.com
hoist it onto a flatbed trailer and transport
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