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Welcome to 2026. What’s in it for AAHS?

The short answer is that it’s too early to tell. There is action on several fronts, but how it’ll all shake out remains to be seen.

The following are the editor’s personal observations and opinions. They do not represent a statement by or the official
position of the American Aviation Historical Society.

Looking first at the “what we know” parts, the people in the wheelhouse, or on the flight deck, to go with an aeronautical
metaphor, remain unchanged. CEO Jerri Bergen and President Tyson Smith will remain in those positions. Within the
support echelon, a replacement must be found for long-time AAHS and Board of Directors member John Lyon, whose
declining health prevents further service to the Society. FlightLine editor Joe Martin (yours truly) will take John’s place as
Society Secretary. Howard Butcher has also stepped away from the BoD to support his wife as she fights through her health
issues. Treasurer Les Whittlesey, Carl Scholl, Michael Mau, Caroline Mah, and Tim Williams (AAHS Prez, 1991-2000)
remain in their BoD spots. The bylaws allow for additional BoD members, so a search for prospective candidates may be
on the 2026 agenda.

AAHS Journal editor and one-man IT department Hayden Hamilton continues his invaluable efforts in both areas. Adam
Estes, whose work frequently appears in Vintage Aviation News, has signed on as associate editor. Other commitments have
forced Steve Johnston to throttle back his involvement.

Which brings us to what we see as AAHS’s most critical concern. We think it’s accurate to say that to 95% or more of the
membership, the Journal is AAHS. It’s why they sign up—and hopefully re-up. As those folks well know, the Journal is
chronically 90 days or so behind our desired publication schedule. The reason for that has been explained numerous times,
most recently in Jerri’s message in the Fall 2025 Journal. But those repeated pleas have had no discernable effect. The flow
of material for publication, never a raging torrent, is now barely a trickle. AAHS will continue to produce a print Journal as
long as possible, but it’s a struggle that gets more difficult with every edition. If the publication gap widens even further or,
in a worst case scenario, there’s no longer a print Journal at all, how would that affect AAHS? It’s an issue we have to face,
and soon.

FlightLine can continue with only moderate effort and requires no external input. But “the face of AAHS” it is not. Thanks
to the efforts of Office Manager Charlie Shaw and volunteer Heather Wilson, AAHS has established (and maintains) a
considerable Social Media presence. (Facebook and Instagram accounts—check ’em out.) The impact of Social Media on
general public awareness of AAHS and our mission is hard to measure, but it can’t help but be positive. Elsewhere in
cyberspace, a primary objective of the Society for 2026 is a major overhaul of the AAHS website, https://www.aahs-
online.org, including the long-awaited “blog” platform for FlightLine and other enhancements. Hopes are to have this done
by mid-year.

Previous FlightLine numbers have lightly covered the ongoing construction/renovation of the AAHS office at Flabob
Airport. There has been much more to it than we’ve reported, and not all of it has gone smoothly. As of this writing the
building contents, except for the climate-controlled “vault” holding the Society’s crown jewels, have been removed so that
the interior can be completely revamped. Four 40 ft. cargo containers, with internal lighting and a/c, are in place behind the
office building. The ultimate office configuration has not been finalized and as yet there is no estimate of completion date,
but the result will no doubt be a much enhanced environment for the conducting of AAHS business. All this is being financed
by a benefactor who for now will remain anonymous.

Meanwhile, day-to-day operations are very much in ad hoc mode, but regular meetings of the “HQ crew” and twice-
monthly Zoom conferences continue to be held. The office phone and all email accounts remain active and monitored.
Among the HQ Crew regulars are Collections Manager Bob Palazzola and volunteer Heather (already mentioned), who
strive mightily to evaluate and catalog the many and varied aviation history collections that AAHS continues to receive.
One of the most successful AAHS efforts is the eBay “sales department” run by volunteer Julie Oppen. The library shelves
are being thinned, and sales of duplicate books bring in around $250 a month. Other income is derived from book and
“merch” sales at airshows AAHS attends. (Five during 2025.) Klara Smith handles the accounting chores as well as
membership liaison. Steered remotely (from the Seattle area) by volunteer Matt Miller, the Plane Spotter project has made
good progress, but many slides remain to be identified. We’re looking at trying to harness Al to assist. That one will be
interesting!

In summary, 2026 shapes up as a make or break year for AAHS. Coincidentally, it’s our 70th anniversary. We’re planning
a celebration in the fall, so stay tuned for more on that. In the good news column, the organization is on sound financial
footing, thanks to some very generous donations, and the HQ crew are looking forward to getting back to work in their
renovated home. On the downside, membership numbers have declined over the past few years, and we need to do a better
job of attracting newcomers and retaining old timers. But the fact is that less than a dozen people—most days way less—
are keeping AAHS going. There simply aren’t enough hands to tend to all the buttons and levers that have to be pushed and
pulled, so things are put on hold and good ideas never get implemented. We’ll “keep on keepin’ on” as best we can, but we
could use some help.

So for this first newsletter of 2026, here’s the same message that closed out 2025: Share your ideas, gripes, or suggestions
with any of the AAHS team. Go to https://www.aahs-online.org/about/contact.php and select your target. Alternatively, ping
us here at FlightLine FlightLine@aahs-online.org. We’ll see that your message gets into the proper hands. =+

i
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Joe Martin
AAHS Newsletter Editor

As stated in previous numbers, we’re no longer attempting to produce FlightLine on the first and fifteenth of each month.
The intent was and remains to transition to an online “blog” format but as noted in the lead-off editorial the disruptions of
the past year have pushed that and much else to the back burner. Meanwhile, we’ll continue in this “pseudo-blog” format.

In this number, we’1l go with a teaser for an upcoming Journal article about one-time Messerschmitt chief test pilot Karl
Baur and his involvement in Operation PAPERCLIP, the “importation” of German scientists to the U.S. after VE Day. In
Baur’s case, it was the collection of the latest German aircraft by the USAAF team known as “Watson’s Whizzers” and the
testing and exhibition of those jets at Freeman Field, Indiana, and other locations in late 1945. The Journal should be in your
mailbox not long after you read this.

Baur’s exploits while in American service more properly fell under another project called “Lusty”—an acronym for
LUftwaffe Secret TechnologY. A pair of those specimens, the Me-262 and Arado Ar-234, are today well known stars in the
National Air and Space Museum’s galaxy. Sadly, others were scrapped before they could be saved as museum pieces. AAHS
members can view a great three-part series, “ATI and Operation Lusty” that appeared in the 1995 AAHS Journal. Seventy

years of aviation history are in that archive—another reason to join AAHS!

As we dusted off a couple of our books relating to LUSTY and the German jets, we were curious about what was printed
about them at the time. We found a very interesting article in the November 1945 edition of U.S. Air Service magazine. It’s
surprisingly detailed, so we clipped it. Here ’tis.

with a liquid rocket unit similar to that
used in the Me-163 and having 2 wing
area of only 1,250 square feet, the plane
can climb to more than 37,000 feet in
one minute and attains a maximum speed
of about 625 m.p.h. at 16,000 feet. At
full power it will fly for 80 seconds and
at normal power for two minutes. Its
armament was to be 24 7.3-cal. rocket
projectiles in the nose for close range.
Unlike the Me-163, which had no armor,
it was heavily protected in the cockpit.

Getting a headstart on this country on
jet-propelled aircraft, too, the Germans
designed a twin-engined jet fighter as early
as 1938 and flew it for the first time in
1940. This was the Me-262, since then
considerably modified. The production
model was powered with two Jumo
VUU4-B jet engines capable of producing
1,890 pounds of thrust at sea-level
These engines, incideatally, use an axial-
tow compressor rather than the cen-
trifugal type used in this country.

With a high speed of 530 m.ph, a
service ceiling of 39,400 feet, and a rate
of climb of 8,750 feet a minute, the Me-
262 was used in combat as both fighter
and bomber. As a fighter it carried four
30-mm. nose-mounted guns, and as a
bomber two 250-kg. or one 500-kg.
bomb, carried externally, plus two 30-mm.
guns.

The deepest penetration of the 262's
with bombs was 160 miles at an altitude
of 13,000 feet and a speed of 420 m.p.h.
Bombing accuracy at 13,000 feet, how-
ever, proved poor, so pilots were later in-
structed to go down to lower altitudes.
They would dive from 13,000 to 3,200
feet—though at no more than 570 m.ph.
—drop their bombs, and then easily
climb away from opposing fighters and
flak because of their high speed.

ANOTHER JET FIGHTER which demon-
strates the Germans' ingenuity is the
Heinkel 162, a twin-tailed plane popu-
larly known as the Volksjaeger (people’s
fighter) and code-named Salamander. De-
signed to employ as little as possible of
scarce materials, it had wooden wings and
duralumin formers and skin on the fuse-
lage. It was first encountered in combat
on April 4 of this year. Though a small
plane, with a2 wing span of 24 feer, it had
a maximum speed of 522 mph. at 19,
700 feet and of 485 at 36,000 feet.

In the twin-engined, single-place Arado
234 the Germans produced the first jet
plane for reconnaissance missions. The
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Ar-234-B was first flown in December,
1943; went into production in June, 1944,
and was used in combat soon after both
for reconnaisance over Allied territory
and for bombing tactical targets. For high
altitude operations it was fitted with a
pressure cabin, and as a bomber could
carry from 1,000 to 2,000 kg. of bombs.
It has a high speed of 470 m.p.h. at 19;-
700 feet and a service ceiling of 37,700
feet.

Soon after the Ar-234-B first flew, the
C sub-type was completed for flight trials.
This was powered by four BMW 003 jet
units, arranged in two twin nacelles slung
beneath the wing, and proved to be an
urusually efficient aircraft. Not only did
it have good inherent aerodynamic sta-
bility, but it turned in very high perform-
ance. Fortunately its development was re-
tarded because of frequent disruption of
the factories by Allied bombers. But the
fact remains that the Germans had engi-
neered this and other planes of advanced
design and were overcome in the end be-
cause the Allies had time to build up an
air force of superior numbers.

IT IS NOT ONLY IN JET AND ROCKET
PLANES that the Germans excelled. Since
the beginning of the war, and before,
they have produced conventional air-
craft to rival the best in the world—
fighters, bombers, dive bombers, trans-
ports.

In the fighter class, the single-engined
Me-109 and Focke-Walf 190 were out-
standing. Both made their appearance
early in the war, both were built in many
versions, and both were still going strong
at the time of Germany's capitulation.

Coming into service in September,
1942, the famous Me-109-G was used
effectively both as a high-altitude fighter
and bomber. Some of its sub-types had
pressurized equipment for sustained oper-
ation at high altitudes, and could be fitted
with MW-50 or GM-1 power-boosting
systems far short emergency acceleration
at altitude.

From the time the first FW-190 was
flown in 1938 until last May, the plane
underwent many changes and modifica-
tions but remained one of Germany's
best fighters. It was truly a pilot’s delight
for, in addition to giving excellenc all-
round performance, it was fitted with a
number of automatic devices so that the
pilot had a minimum of manual opera-
tions to attend to and could concentrate
on combat.
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More heavily powered than the Me-
109, the 190 was the first German fighter
to use an air-cooled engine, being
equipped with a 1,560-h.p. BMW 801
engine. Several later versions, however,
substituted liquid-cooled engines, which
were more highly developed in Germany
and more highly esteemed. Of these, the
most noteworthy is the Ta-152 with the
famed Jumo 213 engine.

IN THE BOMBER CLASS, the Junkers
Ju-88 was the German mainstay. This
was a twin-engined plane designed for
a crew of four. First flown in 1936, it
was subsequently adapted for a wide vari-
ety of functions, saw action throughout
the war, and was still in production when
the war ended. Among its many duties
were level bombing, dive-bombing, tor-
pedo-bombing, photo reconnaissance,
night flying, and serving as the lower
component of composite aircraft.

Based on the design of the Ju-88 were
the Ju-188 and Ju-388. The larter was
a high-performance, high-altitude plane
which was included in the restricted pro-
duction program in force at the end of the
war. Using two BMW 801 engines, it has
a top speed of 378 m.p.h. and a service
ceiling of 42,200 feet, but it can make as
much as 432 m.p.h. with Jumo 222 en-
gines. All models in the night-fighter
series have pressurized cabins and pointed
nose fairing for the radar aerial arrays.

Other German bombers now assembled
at Freeman Field which were of sound
design and were used with good results
during the war are the Heinkel 111, the
Henschel 129 and the Messerschmitr 410.
The He-111 was originally built as a
Lufthansa transport in 1935, was rede-
signed as a bomber for use in the Spanish
Civil War, and was used as a bomber,
torpedo-bomber, reconnaissance plane,
glider tug and transport in this war. Later
versions incorporate assisted takeoff by
a winch system and rockets, which are
slung under the center section. The HS-
129 was the standard ground-attack plane
developed for close cooperation with the
German Army and noted for its heavy
armor and armament. The Me-410 was
a two-place plane which could be used
as a fast bomber, heavy fighter, recon-
naissance plane or ground-atrack plane.

Among Freeman Field’s proudest pos-
sessions is one of the two known Ju-
290 four-engined transports, the largest
land planes ever built by the Nazis.

(Continued on page 46)

Many moons ago we asked (rhetorically) what were the five, or ten (or X) most influential aircraft in history. The response
didn’t exactly bust the internet, but we’re gonna continue anyway—just not today. We did get a sorta-but-not-really
nomination of the Ford Tri-Motor, but that one won’t make our list. If you think it should, then give us your rationale. If
other candidates come to mind, tell us.

To refresh, our first pick (in No. 25-02) was the 1783
prototype hydrogen balloon designed by J.A.C. Charles.
That basic design was followed for the 100+ years that
the spherical balloon, despite all its deficiencies, ruled as
the world’s only workable aircraft.

Staying within a chronological framework, our next
candidate (No. 25-06) was the Wright Flyer of 1907-
1908 that opened European and American eyes alike and
kicked off the development of practical airplanes.

We’d given some thought to a rather obscure type that
appeared around the time of the Wright Brothers’ first
hops at Kitty Hawk, then decided those didn’t quite make
the grade either. But after further review, as they say in
the NFL, we’re going to do a short tribute anyway. Not
today on that, either, but we could get remotivated—or
not—any day now. >
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