
 
  


                                      INTRODUCTION
                              

      World War ll would not have ended as it did were it not for the vast output of the United States' wartime civilian industry. It's incredible produoction of planes, tanks, ships, arms, trucks, innovative new landing craft, medicines, foods, electronics, gasolene,  fuel oils and the atom bomb finally overwhelmethe Axis powers. Within this young Nation’s unparalled production of airplanes, North Amerd ican Aviation’s P-51 Mustang stands out. Not only was its effectiveness in combat exceptional but so was its high rate of production and low cost. When most needed, a Mustang rolled out a factory door in Inglewood or Dallas every 22 minutes with the cost of each airframe 20% less than any other fighter. 

      It was from the New World's first truly representative democracy, created by and for free people that this miracle of mass production arose. The swift conversion from pesce-time output of the older civilian bureaucracies along with the birth and growth of many small independent businesses and our citizens’ deep committment to the war effort, interlinked to become a wartime industrial giant. Under the leadership of a dedicated Administration, the captains of industry and military leaders guided this colossus to unprecedented feats of materiel output.

     But thankfully, the standarization and conformity required to achieve economic efficiency under the massive bureaucracies did not completely stifle the innovative spirit of the workers. Creative men and women in the bowels of the workplace invented new ways to further increase productivity by making changes in the standardized methods and procedures put in place to operate the systems required for mass production. And many men and women in uniform stationed throughout the world improvised solutions to problems not anticipated by the standard procedures already set in place.

     Sometimes, a few individuals in positions of high command and authority also seemed out of step with the bureaucracies, but they were true team players in their own unique ways. A sampling for our case would include Billy Mitchell, Hap Arnold, Harry Hopkins, Jimmy Doolittle,  Dutch Kindelberger, Ronnie Harker, Ernest Hives, Sir Wilfrid Freeman, Mark Bradley, Tommy Hitchcock, Eastman Jacobs and Professors Ernest Lawrence and Arthur Compton. Each of these free thinkers unfettered by political correctness or the majority view, made independent decisions and took actions leading to breakthroughs that shortened the war to omly four years of U.S. involvement; something that the bureaucracies alone could never have accomplished. This book is dedicated to those rare individuals, in particular to Dutch Kindelberger and the unique Company that he and Lee Atwood built and called North American Aviation, Inc. that produced the incomparable P-51 Mustang. 

      Many of us have learned that life is not linear - but has its ups and downs. Wasn’t it Bobby Burns that said “The best laid plans of mice and men -- sometimes go awry”?  Sooner or later we all find our lives interrupted by certaiin external events that stand out from the placid everyday journey down the smooth river of time. These unplanned upsets often  lead  to changes in the direction of our lives. But, within the linear episodes our lives return to normal and conscious planning generally guides our actions. Was the process of developing the famous P-51 Mustang any different ?   No - the Mustang didn’t happen with the issuance of a neat set of requirements by some bureaucratic agency. Nor was it the result of a flash of inspiration by a single individual. Rather, it was the result of thousands of individuals - one who had decided to build his own airplane company. Another, whose life journey was set as an 8 year old youngsgter in Germany as he watched a “Wrigtht Brothers airplane being flown by a Russian pilot named Abramovitch fly overhead on its way from Berlin to Russia”. Many others were inspired  to became a part of this great new age of aviation by Lindbergh’s incredible solo flight to Paris. This book presents a history of the development of the famous P-51 Mustang that includes the up and down experiences of the real world.

  
                             PROLOG

    In addition to the urge to create, dominate, invent, and exploit, Americans seem to have an inbred impulse to sort things out in the order of their importance. Who was the world's greatest Leader or the best U.S. President, the greatest Scientist or the most prolific Inventor. Who hit the most home-runs, or made the sexiest movies, built the best sports cars or wrote the best cookbooks. Sooner or later for an airplane buff, the question arises as to What was the Greatest Airplane of World War II?

     To the Germans in 1939 it was undoubtedly the Stuka dive bomber whose terrifying attacks led Hitler's shock troops in his seemingly un-stopppable drive to take over the World. To the British it was the Hurricane and Spitfire that delt Hitler his first defeat in the Battle of Britain, ending his plan for invasion of their island, (thankfully for the free world, he turned his Blitzkrieg loose on his erstwhile ally Russia, to his later chagrin). The Russians would surely nominate their heavily armored Stormavik that harassed Hitler's vaunted Panzer divisions that were fighting and dying in the worst Russian winter in decades. In the Pacific you can bet it was the Japanese Zero that reigned supreme after Pearl Harbor, though it lost that lofty perch to Grumman’s F-6F Hellcat and the long ranging P-38, made famous by WW II's leading ace, Major Dick Bong and later by the miraculous interception and killing of Gen.Yamamoto, Japan's most inspirational military leader. Or, perhaps it was Jimmy Doolittle’s B-25s in their incredible Tokyo Raid or the strategic daylight air assualt by B-24 Liberators’s only 2 months later, with its daring 2400 mile round trip from Egypt to Rumania's vast Ploesti petroleum resources, diluting   Hitler’s limited fighter forces now needed to protect his vital fuel supply in the south.



     Surely Boeing's mighty B-17 Flying Fortress was most important as it shortened the War by devastating Germany in preparation for The Invasion of Europe, as well as mopped-up her vital fuel supply already stung by the B-24s at Ploesti. But all of the preceeding bests would be eclipsed by Boeing's B-29 Super-Fortress that fire-bombed Japanese cities into oblivion and then offered the coup-de-grace with "Little Boy" and “Fat Man” (August 6 and 9, 1945) the world's first atom bombs. That ended this bloody war and saved millions of Allied and Japanese lives by cancelling the need for the U. S. planned invasion of the large island, Kyushu, in November, 1945 to be followed up 4 months later with a massive effort to take the main Tokyo island, in  March, 1946. 
     Donald Douglas might justifiably object to this lack of recognition given his C-47 (DC-3) which made it possible to wage world wide war by supporting fighting troops around the Globe, not the least in flying the Hump from India to China with C-46s when the vital Burma Road was closed by the Japanese.  So be it.  But, returning to our airplane buffs, a more specific selection might be made by limiting consideration to a single type of airplane, such as fighters. Gen Robert Scotts epic plea for the P-40 in his book,"God Is My Co-Pilot", certainly deserves consideration here:

"Some day, when the war is over and our sturdy American engines driving great American ships have won victory with air power, I hope  and pray - with all fighter pilots who have faced our enemies in aerial combat, from the hot sands of Libya to the cold tundra of the Aleutians, from the jungle heat of Guadalcanal to those torrential rains of the Burmese Monsoons - that some understanding group of citizens will go to Kitty Hawk, North Carolina. There, beside the statue that commemorates the first flight of the Wright Brothres, I hope they will build a monument to the Curtiss P-40 with its Allison engine" 

     Yet this autobiographical declaration by General Hap Arnold, Chief of the U.S. Air Force, in referring to North American's P-51 Mustang, suggests another appropriate candidate:

"It seems to me, that one of the great "miracles" of the war was the fact that the full long range fighter escort did appear over Germany at just the saving moment, in the very nick of time to keep our bomber offensive going without a break ...".

     Or this simple statement from the fighting front itself, by Col. C. E.(Bud) Anderson. a triple ace of the top scoring 357th Fighter Group that, with the 4th and 354th P-51 FGs and Hub Zemke's 56th FG (with their P-47s) shared honors as the top scoring fighter units in the European theater. Bud’s 357th received the first long range Mustangs of the VIII Fighter Command, and he still flies Mustangs with his 357th buddy, Chuck Yeager:  


 “The Mustang had great range that no other fighter could match”, 

Richard Hallion, the Air Force Historian, calls Bud’s own book (To Fly and Fight), “the finest pilot memoir of World War ll and made it mandatory reading for all (his) historians”.

     Although North American's P-51 Mustang might arguably fill the role of “The Best”,  our book is not about the deeds of the Mustang and the men who flew them, unless such stories can help the reader understand some of the controversial aspects in the development of the Mustang that have never been fully recognized, much less explained. This Prolog is to provide a framework from which to view the Mustang's development. How it came into being as the North American’s privately financed commercial demonstator, CAA serial NX19998 (whose license was issued through Canada). How it was bought, produced and admired by the British but ignored by the U.S. Army AirCorps until finally recognized and developed as the airplane that played a decisive role in shortening the war with Germany. It is also to help you recognize how seemingly disparate events, when properly connected-up, illuminate patterns of action that more than once became the driving force that kept the Mustang program alive.. 
     It was conceived well before Pearl Harbor while the U.S. was still a pacifist Nation. Even then, there were unsettling reports from Europe that Hitler was illegally building-up a powerful airforce. Rickenbacker, Lindbergh and Doolittle had visited Germany and reported on the inferiority of U.S. pursuit planes. Thus, a major effort was underway to develop a fighter superior to that expected of future European planes. In Britain, fear of a German invasion was taking root, although the “Battle of Britain” could only have been a gleam in Hitler’s eyes at that time. But Winston Churchill had recognized the vital need for building up Britain’s interceptor force. This set in motion a plan to acquire airplanes from the U.S, and instituted a crash program to develop a new British fighter to replace the Hurricane and even the new Spitfire. To support this growing fighter force, more                                                                     pilots - and therefore more trainers - were needed  What could be more natural then to order a British version of North American Aviation’s new basic combat trainer already in large scale production for the U.S. Army’s Air Corps. The RAF’s initial order for 200 Harvard BC-1s was signed on June 22, 1938  -  three and one-half years before Pearl Harbor.

      While on an extended trip to finalize the trainer contracts in England and Europe, North American’s president, Dutch Kindleberger, became familiar with other British requirements as well. Their need for medium bombers later resulted in orders for NAA's B-25 Mitchells, and Dutch was particularly interested in their urgent plan for a new  fighter described by Britain’s Operational Requirement OR 73.  Since the U.S. Materiel Command at Wright Field considered North American as only a builder of trainers and medium bombers, NAA was not on the List of Qualified Companies to receive an RFP (Request For Proposal) for the next U.S. fighter competition. But, Kindelberger’s recogniition of the similarity of the U.S.and British fighter requirements offered an attractive opportunity for building, with company funds, a  fighter prototype that could be demonstrated to test the interest of Britain, France and the U.S., the three potential buyers.  As background let’s look at some of the many Mustang Legends.



    MUSTANG  LEGENDS
        The prevailing stories of the Mustang’s origin are more or less correct but often overly simplified and fraught with legends; some true, some half true and some completely false. Many can be rather simply clarified, but the most controversial are so complicated and the facts so elusive that their discussion is left to the main body of this book which  links many seemingly unrelated details into a comprehensive history of the Mustang’s development. It is facinating that in the extensive literature there is one issue that has been over-looked, or perhaps carefully hidden - we call it the “legend that isn’t”. It is high-lighted early to underscore the importance of such under-reported events that kept the Mustang program alive and moving when its future looked bleak.
       After Japan’s surprise attack on Pearl Harbor brought the U.S. into war in the Pacific, 

many believed that Japan should be our first priority. But Prime Minister Churchill made a secret trip to Washington (the Argentia Conference, Dec. 17, 1941) where he and President Roosevelt jointly concluded that Hitler must be stopped and Germany totally defeated before making a final assault on Japan, giving the war in Europe first priority. The next month (January 1942) Gens. Arnold and Spatz visited aircraft companies on the West Coast. While at North American they inspected the British Mustang and ordered a batch of 69? - (there are questions as to the exact number Hap requested) British Lend Lease order of 150 Mustangs to be Reverse Lend Leased back to the US Air Corps. 

A year later, January 1943, the two leaders met again, this time in Casablanca, where the Combined British and American Chiefs of Staff issued to Anglo-American bomber commanders, the Casablanca Directive, calling for: 

 "the progressive destruction and  dislocation of the German military, industrial and economic system and  the undrmining of the morale of the German people to a point where their capacity for armed resistance is fatally weakened." 

     Among the targets specified, the German aircraft industry was given top priority and because ball bearings play a crucial role, the German bearings industry was added high on the target list. Discussed here is Operation POINTBLANK the code name for the U.S. strategic bombing offensive against German industry. This was to be the 1943/44 role of the U.S. Eighth Air Force in the Combined Bomber Offensive, the overall effort to bring Germany under round-the-clock aerial bombardment by American heavy bombers by day and RAF Bomber Command by night. The vital part played by the RAF is not treated here but it is very important and can be found in the official history of the RAF Bomber Command, "The Strategic Air Offensive Against Germany 1939-1945”  by Sir Charles Webster and Noble Frankland).                                                        



      The top brass in Washington along with the news media and most historians describe POINTBLANK as a brilliant operation and its moment of crisis (on October 14 1943,)  the crucial turning point in the airwar against Germany. A critical turning point it was, but while success did ultimately follow, it was hardly a brilliant beginning. The root cause of this near disaster and the details of its resolution have been vastly glossed-over by historians.  A unique exception was Dr.William R. Emerson’s Harmon Memorial Lecture #4 titled, “Operation POINTBLANK A Tale of Bombers and Fighters”, an important but little publicized lecture given to the Cadets at the Air Force Academy in 1962. Many of Dr. Emerson’s words are used here to set the stage for describing the series of events that finally led the U.S. Air Force to its belated recognition of the Mustang and its key role as the Extended Long Range Escort Fighter that decisively shortened the war in Europe. 

Dr. Emerson is a former 15th Air Force P-47 pilot who later (on the GI Bill) graduated from Yale in 1948, obtained his Ph.D at Oxford in 1951, then returned to Yale where he taught European military history for many years. He described in vivid detail that near disastrous period of the war when Gemany ruled the air over Europe.    

     It has been asked,   “Was it simply the Air Force’s desparate clinging to a flawed  
strategic doctrine believing that, 
“a strong force of heavily armed and armored bombers can attack any target in Germany with acceptable losses without the need for fighter protection”? 

Superficially, the answer is  “Yes”, as pride in this U.S concept of strategic warfare certainly did come within a hairsbreadth of causing total disaster for the airwar against Germany during the summer and fall of 1943. But the basic cause was far more complex and cannot be described in such simple terms. And, were it not for the timely arrival of the Extended Long Range Metrlin Mustang P-51B in the winter of 1943/44 making possible the attainment of overwhelming air superiority over Europe,.the 1945 cross-channel invasion against Germany’s impregnable Atlantic Wall would likely have become the bloody rout that Winston Churchill had initially feared, and the war in Europe would have continued on for some time. 

                                                                                                                                                                                                                                                                                                                                                                                                                                                                                
   A  STRATEGIC  MIS-CALCULATION

                                            The Legend That Isn’t                                                                                                                                                                          
                    

War is a series of mistakes. The side that makes the fewest wins                                                                                                                                              

      Under POINTBLANK, on August 17 1943 an attack was planned: on the prime Messerschmitt fighter assenbly plant on the Danube River at Regensburg, with a simultaneous attack on Germany’s largest ball-bearing works, Schweinfurt, This was the first combined deep penetration mission into Germany by the U.S. Eighth Air Force. Both targets were well beyond the range of Republic’s P-47 Thunderbolt.  What follows is told from the perspective of the German fighter forces that were alerted to attack the bombers (The Luftwaffe War Diaries, Bekker, Cajus, Doubleday & Company, N.Y.)

“Shortly after 10AM, a formation of 146 B-17s crossed the Dutch coast and began to fly inland, escorted by 240 P-47s, . They were shadowed at a distance by Focke Wulf fighters of II/JG 1 that remained in contact but did not attack. While still over Holland the Americans changed course to the south, and crossed Belgium at 20,000 feet. Then, shortly before reaching the German frontier the P-47 escort had to turn back (due to their limited fuel supply). It was the moment the Focke Wulf 190s had been waiting for.  Attacking the bombers from head-on and slightly above they let fly. Then, sweeping close beneath the formations, they climbed up and repeated the attacks.”

     “Four B-17s caught fire and dived with black smoke-plumes down toward the town of Eifel, the next 3 B-17s toward Hunsruck. And now the sky was black with Focke Wulfs and Messerschmitts. As soon as one Gruppe exhausted its ammunition, it was replaced by another. The battle went on for a full ninty                                                                                                                                                                       minutes with no let-up. The Americans lost 14 B-17s, leaving 132 to bomb Regensburg. Meanwhile, German fighter control was ready to deal out similar punishment on the return flight. Usually this was the same course in reciprocal, but this time the Americans turned south, and the B-17s demonstrated their enormous radius of action by crossing Italy and the Mediterranean to land in North Africa. Even so, another 10 B-17s were shot down by Luftlotte 2 in that area, so this formation altogether lost 24 B-17s with many more damaged”.

      “But the zenith of the August 17th battle was still to come. In the early afternoon a still larger formation, 188 B-17s, crossed the Dutch coast on its way to bomb the ball-bearing works at Schweinfurt. (Weather had prevented the two raids from beng launched simultaneously as had been planned). It was given a still warmer reception than the first. This time the Luftwaffe did not wait until the escort had turned back. While one Gruppe engaged the P-47s, the second went for the bombers. JG II’s No.5 Squadron carried two 21-cm rockets slung under the wings of their Messerschmitts which were sent sizzling off at a range of 800 yards. Most fell short but two hit their targets and these bombers literally burst apart in the air. After this fiery introduction the Americans did not enjoy a moment of peace during the whole remainder of their flight to Schweinfurt, or on their return. Over 300 German fighters were airborne.”

“36 Fortresses failed to return, a total loss for the day of 60, plus over 100 damaged. Once again it had been demonstrated that bombers in daylight were vulnerable to resolute fighter attack. After this slaughter the bombers failed to appear again over the Reich for over 5 weeks, but avenged themselves by attacking Luftwaffe airfields and transportation centers in western occupied countries under strong fighter escort by the short legged P-47s”.
     It was not until 2 months had passed that the 8th Air Force again ventured beyond the range of its fighter escort, and the lesson learned earlier was rammed home even more firmly than in August. During one week, Bremen, Marienburg, Danzig, Munster and once again Schweinfurt were attacked. This second raid on Schweinfurt’s ball-bearing works (October 14) climaxed the week of deep penetrations into Germany, beyond the ramge of our latest P-47 which even with its new belly tank could barely reach the German border This left the heavies completely on their own for some 3 hours. Schweinfurt was a maximum effort with the 1st and 3rd Air Divisions dispatching 291 B-17s of which 257 entered German airspace. The results were another catastrophy.

“Sixty were shot down, over 20 % of the number dispatched.  229 reached Schweinfurt and dropped their bombs. 197 returned to England. Five more bombers were abandoned or crashed upon landing. Seventeen others landed safely, but with such damage that they had to be written off entirely. The total number of B-17s lost for the day was 82 of 291, over 28.% of the force dispatched, 60 of them with all the crews, 594 men were missing in action, 642 casualties among the 2900 aircrew members involved in the mission over 18%. Of 175 bombers returning to base, 142 had sustained damage. Only 33 bombers landed unscathed, about 12% of the force.      It was a slaughter. 

Casualties for the entire month of October were equally dire. A total of 214 heavy bombers lost, almost 10% of the number dispatched. The damage rate was 42% for both major and minor damage. Taken together; losses and damage mounted up to more than half of the credited sorties flown during the month. At this rate, an entirely new bomber force would be required every three months in order to maintain the bomber offensive.              (Emerson)   

 
Even America’s Great Arsenal of Democracy couldn’t support those losses.“ This loss rate exceeded the monthly rate of B-17 production.  
     This second Schweinfurt raid became enshrined in Air Force history as "Black Thursday". But in reality, “Black October” was more appropriate as the second week was even worse than the first, The effect of these losses on both aircrew morale and on Air Force planning was staggering as they overthrew the very basis of American air strategy which was based on the belief that unescorted heavy bombers, owing to their strong defensive firepower and the high altitudes at which they operated, could penetrate German airspace in daylight bombing raids without excessive losses. After Schweinfurt, it was clear that they could not, and a major belief underlying Air Force strategic doctrine had been proven wrong under fire.

      In higher command circles it was not uncommon to try to put a good face on bad happenings. On the day after the Schweinfurt raid, VIII Bomber Command announced that "it may be possible for the Germans eventually to restore 25% of normal productive capacity but even that will require time." This estimate was highly optimistic as German bearing production dropped by only 5% during the last quarter of 1943.  Even these losses were quickly made up, but VIII Bomber Command's higher mistaken estimates were gladly accepted in Washington. On October 18, this was reflected in a press conference called by the Commanding General of the Army Air Forces, who exultantly announced, "Now we have got Schweinfurt!". To the surviving bomber crews, however, General Arnold appeared to have gotten it backwards. "We've had Schweinfurt" would in their view have been a more accurate way of putting it.

    Four days later, while General Arnold was holding his press conference in Washington, the Theater Commander in England, General Fred L. Anderson  at a meeting of VIII Bomber Command Wing and Group commanders, called off the bomber offensive against Germany. He said, "We can afford to come up only when we have our fighters with us." 

                                But there were no such fighters
      The Eighth Air Force marked time for four months with only short missions that allowed full fighter escort. The 8th Fighter Command was anxiously awaiting the longer range P-38 Js. Although large quantities of external tanks had been ordered for the P-47s, deliveries from the U.S..were miniscule but a crash program for large-scale production of “paper/plastic” tanks from small British companies was begining to compensate. Bomber escort still consisted of RAF Spitfires across the English Channel followed by P-47s taking the bombers to the German border near Aachen where their limited fuel supply required them to turn back. This left the bombers on their own until re-fueled P-47s and a few P-38s could again pick up the bombers, but only as they departed German airspace. There was no question about it; The Luftwaffe ruled the air over Germany!!

     But ironically, behind this tragic situation was an unanticipated blessing in disguise, as it forced the 8th Air Force to radically and sharply switch from deep strategic targets to shorter range tactical targeting where fighter escort could be provided. This temporarily ended the bitter argumentation by the proponents of strategic targets deep inside Germany. Thus began the distruction of Europe’s western network of rail and road transportation, airfields and communications that the Germans were frantically re-inforcing to counter the coming invasion. While the Eighth's and Ninth’s bombers and fighters and the RAF were busy destroying Germany’s vital western infra-structure, General Monk Hunter was anxiously awaiting the longer range P-38Js with additional internal fuel in new leading edge wing tanks, but stubborn engine problems continued to delay their introduction.. 

      A letter from General Lyon in England to Gen. Craigie in the Materiel Command, cautiously advised of great British interest in the new North American Mustang fighter, 

“We are hoping that the P-38 and the P-47 will do everything that is anticipated when they actually get into combat. However, in view of the popularity of the Mustang with the British fighter pilois, I think we should 

give this matter very serious consideration”. 

But Gen Lyon seemed to consider this as only a possible back-up to the Secret Projects that Washington had bet their chips on. Gen. Lyon added,

“My estimate of the Fighter situation here is not too good. Unless the Secret Projects that you know of come through, there is nothing left but the Spitfire IX and a doubtful Typhoon to keep step with the new German developments”. 

      Desk-borne experts in the States believed that the secret General Motors mystery fighter, the monstrous P-75 Eagle that was being rushed into mass production would save the day. (Named after the famous French 75 cannon of World War I fame - and at the insistence of GM there was no fighter designated P-73 or 74). The need was so intense and confidence so high, at least in procurement circles, that an order for 2,500 P-75s had been placed before the airplane even flew. 

      Others were depending on another secret project, the heavily armed YB-40 bomber escorts converted from B-17s. With no bombs but much added armor and armament they would lead the bombers and shoot their way through the enemy fighters much like old time football’s famous “flying wedge”. Both the YBs and the P-75 resulted in hopeless failures. But, unrecognized by the “powers that be” a dramatic change was in the offing and it involved the British fighter obliquely referred to by Gen. Lyon - the Mustang. That change would be brought about by a young Colonel from Wright Field working closely with North American Aviation, Inc.. Col. Mark Bradley, Project Officer on Republic's P-47 Thunderbolt had just returned from the ETO where he had flown several combat missions and learned first hand the appalling devastation of the heavies flying unescorted beyond fighter escort range - and he was determined to do something about it.  Because of this, in less than a year the complexion of the airwar with Germany would completely reverse: 

FROM  THIS :   October 15, 1943,  the night after the Schweinfurt raid, written by a  member of the 384th Bomb Group, that lost twelve of sixteen B-17s and 120 fellow crewmen:

     “It has come to be an accepted fact that you will be shot down eventually.  The 384th entered combat four months ago with a combat flying strength of 363 officers and men. In these four months we lost more than we started with. We are just as strong, due to replacements that are continually coming in, but there are few originals left. . . It is little wonder that the airmen of Grafton Underwood have by this time developed the idea that it is impossible to complete a full tour of duty’

TO THIS :   On March 6, 1944, less than one month after entering combat with their new P-51B Merlin Mustangs, the still inexperienced 357th Fighter Group was to escort B-24s of the 2nd Air Division to Big B (Berlin) that had yet to see an Allied fighter overhead.

“But heavy cloud cover obscured the rendezvous point and when someone called “Bogies at 2 o’clock” that meant “Let’s fight  -  Drop tanks”. “Here were 120 - 150 FW-190s, 109s, 110s, and 410s going head on at a group of B-17s. We turned left onto their rear. Some turned into us and others continued for the bombers. Then a top cover of 30 or so 109s entered the fight. My high squadron, up sun, engaged the top cover. Our (Group) score was 20 kills and no losses and this was on our first big fight agaimst a large force and we really kicked ass. We were still learning and it was good for our morale, but it wasn’t our best work as we didn’t escort our assigned bombers (the B-24s)” 
      100  P-51s in the 3 fighters groups shot down 43 e/a to a  loss of five, 20 e/a  by the 357th, without a loss. 615 P-47s in 11 FGs shot down 36 e/a to a loss of 5 with Zemke’s 56th FG alone scoring 10 e/a with a loss of 1. Even so, the bomber losses were heavy. Of 672 heavies over the target 69 were lost and 347 damaged, but primarily from heavy flak and bomber groups without fighter escort. Although the bombers claimed a phenomenol 97 - 28 - 60 enemy fighters the multiple claims by many gunners shooting at the same German attacker would greatly reduce the actual number. But combined with the fighter’s 82 - 8 - 33 the German’s lost well over 100 of their vital fighters shot down in the single engagement, with at least that  number damaged and out for repair.     

     Looking back with the perspective of time, that exciting engagement was undoubtedly a turning point in the airwar, but for the heavies it was still a mixed bag. Those bombers fortunate enough to get the long range escort that day were ecstatic, but there were far too few Mustangs to escort the full bomber force to Berlin and for those without escort it was the same deadly story of flak and fighters. In this “Legend That Isn’t”  the gratifying results on March 6, 1944, although positive for the 357th FG, were not so happy for the B-24s whose escort didn’t show up. But, even that is put into perspective by a recent conversation with a B-24 crew member that was over Berlin that day. Lt.Bill Cagney of the 448th BG remembers the mission well. The 1st and 3rd Div B-17s had reached the IP early and were circling out beyond Berlin when the B-24s arrived. After a successful bomb run his B-24 took a flak hit and quickly fell out of formation. Hiding in any available cloud cover, they were soon behind and below the bomber stream -  not a healthy situation around Berlin that day. While keeping a lookout for fighters, the  top-turret gunners called - “bogies at 5 o’clock, very high”. Mel Byer, the pilot, called for Fighter Support and what were believed to be bogies called back,


“Hey, Big Friend, You look like you need some help. We’ll cover you”
and the high flying P-51Bs rocked their wings and escorted them back as far as the Zuider Zee, where they left with another r/c, “Have a good trip home, Big Friend”.
General Arnold called it,




 “a miracle that the Long Range Fighters appeared at just the saving moment - in the very nick of time to keep the airwar going” (or more accurately, “To restart the airwar”). 

 This was also when Reichsmarschall Herman Goering is reported to have said when he saw P-51s over Berlin, “The jig is up”.

       The key to the miracle was not simply the arrival of the P-51B Merlin Mustang in December, 1943, but was the introduction of the Extended  Long Range Mustang with its 85 gallons of additional internal fuel squeezed into the P-51B’s.fuselage.behind the pilot.  This, with the 75 gallon external wing tanks developed earlier for the A-36A Mustang dive bombers used by Jimmy Doolittle’s 12th AF in North Africa, and later the British supp;ied 108 galln paper/plastics provided enough range to escort bombers, not just to Berlin, but to anywhere in Germany, even to Poland and beyond the Russian border. But it was not just the Mustang that turned the tide. It was the combined team of the B-17 and B-24 bomber crews in joint partnership with the wide-ranging Mustangs, along with the seeminly indestructable P-47s. now based on the continent with larger wing tanks, and the oft maligned but powerful P-38s, all under General Jimmy Doolittle’s new policy of  “forward ranging strategic offensive escort”.  Not only was this a tribute to the Mustang the machine, but also to the men who flew them on round trip missions  approaching a full 8 hour work day but locked up in their tiny, noisy cramped cockpits with no lunch break, sometimes with a frozen relief tube, and who owed their survival to the reliability of that single Rollstiny engine in front of them.       

     This new strategic doctrine of going after the German fighters wherever they could be found - in the air - on the ground  - in the factories, originated with Gen. Doolittle in North Africa with his A-36s and P-38s. When it was applied under his new command in the 8th Air Force, it decimated the previously invincible Luftwaffe, rapidly killing off its elite battle tested and experienced fighter pilots that had dominated the air over Germany only a few short months before. Although this reduced the "rate of bomber losses" per mission to acceptable levels the absolute number of bombers lost continued to rise steadily as the dispatchable force grew to raids of over 1000 heavies (with a like number of fighters) to be mounted in the fall of 1944.  With the increasing size and frequency of raids on Germany’s deep fuel supplies, the Luftwaffe was left with only hastily trained pilots, plenty of airplanes but with little petroleum to fuel them. 

      According to Gen Galland, 
“Between January and April 1944 our daytime fighters lost over 1,000 pilots. This included our best squadrons. Each incursion of the enemy is costing us some 50 pilots”. 

Not only were the replacements pilots inexperienced, but training missions were now being severely cut to save the critical fuel supply. In early 1945 an FW 190  pilot and Gruppe maintenance officer described the difficulty of obtaining aviation fuel for his aircraft this way:

“Getting fuel for the fighters was not so much a logistics operation, more an intelligence battle. We would send tankers on circuitous journeys picking up 5,000 liters in one place, 2,500 liters at another; sometimes it might take as long as a week to collect the 20 tons of fuel needed for a single fighter operation.” 
       The 8th’s concentration on German fuel supplies had paid off. German fighters were pulled back and concentrated to defend only the most important targets.  But from the Spring of 1944, just in time to support the Invasion, the Allies completely dominated the air over Germany.                    
     In his autobiography, Gen. Arnold indirectly alludes to what we have called here, the  “legend that isn’t”, but he then strangely withholds any answer to the implied question that he posed.
“It may be said that we could have had the long-range (P-51) in Europe rather sooner than we did. That we did not have it sooner was the Air Force’s own fault. I have debated with myself how much of that story I should tell here. For seven years aviation people, in and out of the service, have been muttering about it. It seems to me, however, that one of the great “miracles” of the war was the fact that the full long-range escort did  appear over Germany at just 

the saving moment, in the very nick of time to keep our bomber offensive going without a break ; and some of the people who achieved this were the same ones who made the initial mistake”.
  

      (Global Mission page 376)

     That Gen Arnold did not go on to explain it is undoubtedly because of the complexity of the situation that existed at that critical time. The excruciating problem had become crystal clear, but naive cross-currents of frantic and mostly faulty thinking continued to feed the intense frustration, because a realistic solution was nowhere in sight.   

General Arnold then went on to say:

Dutch (Kindelberger) reached into his files and pulled out an old design and had his engineers update it and it became the Mustang.”
(ibed page 377)

That is hardly an accurate description of either 1940's original X73 prototype demonstrator or of the highly developed Merlin Mustangs that drove the Luftwaffe from the skies in 1944/45. Nor does it even remotely reflect the three years of continuous development and combat operations of the 620 Britsh Mustangs plus the 150 Lend Lease follow-ons, nor the 500 Mustang A-36A dive-bombers so critically used by Doolittle's North-African 12th Air Force, or the 310  P-51s, P-51As and converted F-6As used so effectively by the 8th, 12th, and 15th Air Forces in the ETO and the 12thAF in the CBI, or the RAF's Strategic Reconnaissance Flight No 1437 operating at low level (as far as possible at 'nought' feet - that's zero) in  reconnoitering Germany's AtlanticWall before the invasion, thus revolutionizing the concept of Strategic Reconnaissance. Yes, these were the one thousand five hundred and eighty one Allison powered Mustangs that the M/Gen Director of USAF Military Requirements described as "a hopelesssly sluggish airplane when it was powered by a 1300 horsepower Allison Engine"........"(now) reborn, at the suggestion of the British, by the substitution of a 1600 horsepower Rolls Royce Merlin engine. Suddenly it was beginning to act like a potentially great fighter plane."......."But like all other fighter planes of the period, IT LACKED RANGE. 


  This  -  by the Director of USAF Requirements???

     In contrast, this quote is from the May, 1944 issue of the USAF Quarterly Intelligence Report, IMPACT :
"Fast and versatile in its "A" model, the newer "B" model of the P-51, with a four bladed propeller and a high altitude engine, is probably the best fighter plane in mass production in the world today. In Europe it has chalked up a ratio of better than two to one over the FW-190 by staying with the deadly plane in turns and rolls and out-flying and out-diving it in the straightaway. In the Pacific, the P-51A has beaten Japan's newest and best product, the Tojo. When flying at 300 mph or more, the P-51A can easily out-turn the Tojo whose maneuverability decreases rapidly as speeds are increased".

      Gen Lyon and Dr Edward P.Warner were certainly correct in their earlier warnings to Washington that formal intelligence reports passed up through the bureaucracy become much diluted by the time they reach Headquarters and the Materiel Division.  Both Warner and Lyon had strongly suggested that more attention should be paid to, 
“close personal liaison between those engaged in combat and those planning Materiel Developments.” ..........”to provide the best record of what is necessary to react and defeat the best equipment and tactics that the enemy possesses”. 

      What follows is the real and fascinating story of  the fighter that nearly wasn’t  --  the most important Rabbit that Dutch Kindelberger ever pulled out of his hat





  
  EPILOG

     General Arnold’s incredible activity and drive over the five years that he built-up the Air Force from scratch to become the most powerful aerial force in the world, dominated his life. In fact, in the face of his series of serious heart attacks it seems more than incredible. Even without such stress, no leader could be expected to keep in close touch with all the details of what had actually gone on down in the trenches where the work was finally done. So it is understandable that inaccuracies might creep into his recollection of  how some things happened. Another example of this can be found in one of the highly acclaimed biographies of General Arnold, where the following account is given as the solution of the critical fighter escort problem:
"...............their argument about fighter range hung in the balance, first because Eaker's demand for extra fuel tanks (for the fighters) was unfullfilled so far, and secondly because, even with extra tanks, it was doubtful that the P-47 could reach the heart of Germany."

" By this time, however, the North American P-51 Mustang, a hopelessly sluggish airplane when it was powered by a 1300 - horsepower Allison engine had been reborn, at the suggestion of the British, by the substitution of a 1600-horsepower Rolls-Royce Merlin engine. Suddenly it was beginning to act like a potentially great fighter plane. But like all other fighter planes it lacked range." (highlights by authors). 

"Arnold had put Maj. Gen. Barney Giles, now his director of military requirements, to work on the problem. It was Giles who had earlier solved the P-38 training problem by adding a piggyback seat for instructors. He called North American president Dutch Kindelberger and told him the Air Forces wanted to put three hundred more gallons of gasolene in the P-51."

"Kindelberger said, Impossible!. The wings would not be strong enough and neither would the landing gear".

"Have a P-51 on the line tomorrow morning at ten o'clock, Giles said. I'll fly out there tonight. And have some of your design engineers there too".

"The next morning, after examining the plane, Giles said, Take out the radio set behind the pilot and put in a hundred-gallon tank. Then open up the wings and put in bullet-proof tanks the entire length."

"Though Kindelberger and his engineers didn't believe the plane could take such a load, Giles, who had been an aircraft engineering officer for most of his career, was convinced it could. Put the tanks in as soon as possible, he said. Then fill them with water and give the plane a thorough test."

"They did, and within a few weeks, the water-laden P-51 underwent and passed a series of tests that would eventually have a profound effect on the course of the war in Europe".

      Gen Giles was living up to his reputation as a “can-do” officer and we can be thankful of that.  And he was shaking up some troops that needed shaking-up, but to allow this ludicrous fairey tale to become part of the Mustang’s history would be unkind to say the least. The same biography (Hap) goes on to say,

“By mid July 1943, Giles had determined that if any fighter plane in prospect could fill the need for a bomber escort into Germany, it was the P-51. Tests at North American had proven that the plane could carry its extra gas load easily. At Giles suggestion (he was now chief of the air staff), Arnold ordered 181 Merlin-powered Mustangs for delivery to England. But they couldn’t possibly get there until late autumn. Meanwhile the war wouldn’t wait. The Eighth Air Force would have to fight the Germans with what they had”.........”and on July 25 the Eighth began its first significant offensive against targets within Germany.”    

With necessary but tragic results.

      You will recall that it was over that fourth of July weekend in 1943 that George Gehrkens and his small crew came up with the solution of how to cram in that extra fuel that Col. Bradley said was absolutely necessary. But the actual story of how that came about was quite different from the story quoted above about July1943  --  It was the year before in 1942 that 
“Gen. Doolittle in North Africa was pressing hard for more A-36s (P-51s with dive brakes and wing tanks) to escort both his medium and heavy bombers (pp 140), but sadly, there were no more. 

     In January 1943 Col. Mark Bradley had just returned from England and flown the disastrous P-75 experiment,  reported the failure to his bosses and on July 3rd had called Kindelberger alerting NAA to their need. Only a few long days from Bradley’s phone call to Dutch,  George Gehrken had come up with the proposed solution and within a month Chilton had tested it on a prototype with a 1500 mile round trip to Albuquerque  Within two months Col. Bradley’s demonstration flight recieved Air Force approval and was  followed by Gehrkens incorporating it as a change point in the production line and started modification kits on their way to England for installation in the few P-51Bs already delivered.

       Before going back to the actual story, the authors believe that one additional qualification is in order. Just as Gen. Arnold chould not be expected to know the fine details of every important action, the same is true of the “can-do” Gen. Barney Giles (as both Arnold and LeMay describe him). While Col. Bradley was talking to his boss, Gen. Cook at Wright Field, you may recall that Cook got his boss, Gen. Echols on the phone in Washington.  Handing Bradley the phone, he said, “Here, You tell him” (both Generals reported to Gen. Giles). And it may well be (?) that it was Gen Giles that overcame Echols initial resistance to Bradley’s plea, causing him to say “OK, Bradley, Go Do It”. Giles appeared to have been one of the few procurement officers in favor of the Mustang.

      In England, delivery of P-51Bs were more than keeping up with the 8th’s conversion of existing P-47 and P-38 groups.to Mustangs, and had begun forming new P-51 units. By March, 1944, most U.S. P-51Bs included the 85 gallons of additional internal fuel as well as larger (108 gallon) wing drop tanks giving a  “yardstick range” no longer just to Berlin and back, but to Berlin and back twice. After the successful OVERLORD invasion the 9th AF Fighter Groups began flying P-47s from bases on the continent, greatly increasing their effectiveness as the primary ground support fighter. And when called upon by the 8th AF to escort of the heavies,  the P-47s with tanks could also now reach Berlin, to the consternation of the Germans. 

    Two pilots who had scored over Berlin as early as 8 March 1944, were Capt. Clarence (Bud) Anderson who claimed his first victory, and Lt. Don Bochkay who got his fourth. Both were members of the Eighth’s first P-51B group, the 357th Yoxford Boys, which on 11 March had posted 59 kills in its first month of operations. Both Anderson and Bochkay would play a considerable part in making the 357th the highest scoring  of all Eighth AF fighter-groups by VE-Day. (page 197, Mighty Eighth War Diary).

      By 1945, the stream of thousands of B-17s and B-24s stretched from horizon to horizon. As long as the heavies stayed within the bomber stream continuous fighter escort  countered any serious threat by the Luftwaffe. While the extended range P-51Bs made it possible for the 8th AF to resume the deep penetration daylight raids, woe be unto any stragglers, just as Col Blakeslee had warned his new charges in the 357thFG,. Be it from battle damage, mechanical problems, navigational errors or incorrect Command judgement, lone airplanes, single squadrons or even straying Bomb Groups quickly became dead meat as German ground controllers who hsd 100 to 200 Bf-109s and FW-190s hidden behind clouds and away from the battle area and were continuously searching for unescorted aircraft. When found they vectored these hidden fighters in hundred plane “company front” asttacks on the unprotected bombers, obliterating everything in their path. The highest loss rate of the 8th AF occurred on September 27 1944, when 35 B-24s of the 2nd Air Division’s 445th Bomb Group separated from the main bomber stream during a mission to Kassel, Germany. The straying Group was attacked by several hundred fighters in multiple waves by the Luftwaffe’s new bomber assault units called Sturmgruppen. In 3 minutes the contryside around Kassel was littered with burning wrecks of B-24s and German fighters. Three B-24 returned to Tibenham, one crash landed just before final, another on the emergency field at Manston and one crash landed in Belgium. Although the far ranging Mustangs had forced the Luftwaffe to come up and fight, the Hun had as usual, countered with new tactics of their own. Although such viscous attacks typically downed most of the stray group’s bombers, and put a temporary damper on local morale, but it had no noticeable effect on the outcome of the war. Hap’s Great Gamble (Civilian Pilot Training CPT) combined with the phenomenal industrial output of the Arsenal of Democracy had replacement crews and their airplanes beginning to arrive at Tibenham that evening. It was a strange night for those who didn’t fly that day and stranger still for those newly arriving crews who were wondering about those 300+ empty beds in their Nissen Huts. But with the long range Mustangs freely roaming over Germany as well as providing bomber escort, the overall loss rate for the heavies was down to under 2 % and that was primarily due to flak. Even though the 445th's new replacement crews’ introduction to combat operations was shocking, their odds for making it home were very high.
     After the arival of the long range Mustangs, the only remaining serious threat to Germany regaining air superiority was their introduction of jet fighters. Both England and Germany had started jet propulsion programs in the late 1930s and by 1944/45 both had fielded operational jets. These were 150 mph faster than conventional fighters and their only drawback was a ravenous appetite for fuel which limited them to relatively short endurance defensive interceptor missions. With the Allies on the offensive in Europe, Britain's jet, the Gloster Meteor quickly found its niche in easily overtaking Germany's new V-1 jet powered Buzz Bombs that were increasingly hitting  London as well as the English countryside, but the Metor’s limited range precluded any offensive use.

     It was a different story in Germany who was now reeling under thousand plane bomber raids with a like number of fighters accompaning them. Their response was to base their new jets near critical bomber targets along the U.S American HighWay (Germany’s Fighter Alley) which now extended all across Germany. Here, they waited until alerted by Fighter Control to get airborne and be vectored to the incoming bombers. With their blinding speed they were the perfect interceptor and our escorts were seldom succesful in thwarting their attacks on the bombers. A measure of their effectiveness was reported to have been proven on September,1945 when a complete squadron of B-17s was shot down in one quick encounter. But with their limited endurance they soon had to return to their airbases where our fighter pilots attacked them on the ground, while taking off and more often in their landing pattern. With the heavy concentration of flak protecting their airfields, this was more dangerous for our fighters than air to air combat, but the attrition of their jets far outweighed our fighter losses and the ground attack role soon became the primary role of our fighters in the latter months of the war.

     Arguments continue as to the importance of Hitler’s role in delaying the Me 262's mission as an Interceptor by at least 2 years by his determination to convert the jet into his "Retaliation Bomber" by adding wing racks for bombs and additional fuel.. If it were not for this heaven sent delay, the air war might have shifted back in Germany's favor, as Gen. Arnold speculated in his autobiography. Hitler apparently did press for making the mass produced He-162 the top priority interceptor with the Me 292 relegated tofighter/bomber. After the first Me262 Commander, Maj. Walter Nowotny (credited with 250  kills) was shot down, Gen Galland was allowed out of  Hitler’s doghouse to replace him in the elite Group of experienced fighter pilots equipped with the new jets. But the Mustangs, Thunderbolts and Lightenings concentrated on attacking the jets wherever they found them - on the ground,  taking off or in their landing pattern and soon even these elite jet gruppen no longer existed. as a threat.

      The small rocket powered Me 163s that once in a while flashed through the bomber stream on a firing pass up and one pass back down was spectacular and deadly to the single bomber in his path, but inconsequential to to the outcome of the airwar.One further potential threat was the Henschel He 162 jet powered Volksjagger - the peoples fighter that was being mass produced in an underground factories beneath the Harz Mountains. But the long range attacks prevented them from becoming operational. (If Mark Bradley thought the the XP-75 was the worst airplane he had ever flown, Bob Hoover, who evaluated German aircrft at Freeman Field after the war, bestowed that honor on the He 162- Volksjagger; a large framed photo of which decorats his bar in Palos Verdes).

     There is a great deal more that might be said about the Mustang's role in World War II and Korea but there are many excellent books that tell those stories well. Our objective is not to repeat the history, but to present the story of its development while correcting some of the errors and mis-understandings that exist. Hopefully we have answered most of your questions about the Mustang. But two of the controversies posed in the Prolog seem to have become more blurred as the story has progressed  --  “What design feature gave the Mustang its clear superiority over contemporary fighters ?” and “Who really designed the Mustang ? The key design feature in the first question was,.of course, either the Laminar Flow Airfoil which was cited most often along with Ed Horkey in early Mustang publications, or the Meridith Effect as heralded by Lee Atwood.in later years but rarely mentioned in the early literature.      

      In the winter  of 1939/40 Lee Atwood was spending much time with the British Purchasing Commission regarding NAA’s Harvard trainers and the increasing interest of the British in the B-25 medium bomber and after studying the P-40 for some time began to  sell a new idea to the Commission,

“ that North American could design and build a fighter plane superior    to the P-40 in a reasoably short time”
and as the Commission began to get serious they expressed concern of the risk of meeting  the short time schedule. Lee emphasized that the technical risk was low as the only new technology was the use of the British’s own novel scheme for reducing drag by recovering energy from the hot cooling air (The Meridith Effect). Lee was was spending much time  in New York and was not aware that Horkey had finally convinced Dutch of the benefits of the new laminar flow airfoil,.Then with Schmued’s small team in Ingelwood, the two Eds prepared a formal Proposal supported by an Aerodynamics Performance Report that went to the British Commission on March 11, 1940. This Aerodynamics Report included a limited but quantitative analysis of both the Laminar Flow wing and a low-drag cooling system that benefited from the Meridith Effect. . . 

      Many reports “talk about” this intriguing subject, but the only quantitative analysis was published by Dave Lednicer of                                 
. But even Dave’s report                   only addresses a single flight condition while the merits of the two technologies vary widely with flight speed , altitude and power setting and environmental coditions, so none has been able to convincingly demonstrate the overall relative contributions. The reason for this ambiguity is quite simple, but the quantitative answer is maddenly complex as to the contribution of each  element.. Col. Leonard “Kit” Carson (also of the 357th FG), whose factual and eminently readable Mustang history, “Pursue and Destroy”. devotes 4 pages to just the broad subject of the laminar flow wing. Perhaps this complexity can best be understood by using  this short excerpt 

   “Kit” Carson said;

“The reason for going into this at some length is that the laminar wing in combat service has been romanced and waltzed around by various writers and public relations men to the point that the average aviation enthusiast would believe that if you put such a wing on Grant’s Tomb, it would go further and faster than anything contrived by man. That is a facetious exaggeration of the worst kind, of course. The point is, however , that a really good, high performance airplane is the sum total of many things, not the mainifestation of just one”.

“Mud, dirt, ice and frost will induce the transition to turbulrnt flow. We flew with them all, singly or in combination, out of muddy fields. The weather is so bad in England that sometimes you will get all four seasons in one day”........

“Fuel truck hoses, ammo belts, tools, guns and large feet in GI shoes found their way to the tops of wings. When you’re freezing them off on the flight line at 4 AM in the driving rain sleet and mud, one is predisposed to putting things where you get the job done quickly”...... 

“The Mustang was the smoothest airplane around in 1940, but there’s a practical limit in construction.  We’re talking about surface roughness and waviness of 0.01 inches which will cause transition to turbulence .......”  “These conditions of actual service make it impossible to realize the gains that a buffed and polished wind tunnel model of a laminar flow wing would show”.   

Well said, and certainly the full benefit shown by wind tunnel tests was never found in everyday wartime operations. Ed Horkey had thoroughly analysed the data from NAA, NACA and Wright Field’s in-flight laminar flow investigations.and had talked extensively with Kit Carson   Although not expressedi in such flowery terms, Horkey had arrived at essentially the same conclusion as Carson.  Appendix LF goes into much greater detail on the whole Laminar Flow Story.

    Both Dutch and Lee credited the beautifully proportioned lines and arrangement of the Mustang to Ed Schmued.  Bill Lappin of Rolls-Royce said after the British had worked with Ed for only a short time that “one has no difficulty in realizing why the Mustang is a good airplane”. Yet, most man-made artifacts, discoveries and even inventions are the work of more than one person.  Wilson and Krick gave credit to the microscopist, Dr. Rosalyn Franklin for their inspiration of DNA’s double helix  and the Wright Brothers gave credit to the work of Lilienthal and Chanute in helping to shape their vision.  Yes, it has been said many times --  We Stand On The Shoulders Of Those Who Came Before Us..  But before we ask  On Whose Shoulders was Ed Schmued Standing On?, we must ask WHICH MUSTANG?. Was it the prototype X73 ?, or the British Mustang that went into production ? Or was it The Mustang That Nearly Wasn’t  --  the mass produced Extended Range Merlin powered Mustang that shortened the war in Europe ? Who designed the Mustang is actually a rather meaninless question. 

But HEY !!  You airplane buffs  --  Since you now know that the fourth Mustang ever built is on display in the EAA Museum at Oshkosh, do any of you have an urge “to go there and “beside the original XP-51 install a plaque that commemorates the greatest fighter that nearly wasn't - the P-51 Mustang??”..... maybe with a picture of Ed Schmued along side with his closing words at the Mustang Gang’s 50th anneversary where he spoke.about  “My Life As A Designer”, ending with these words, 

“..... .................................................................................                                                                                                                                                                           

..................................................,  Thanks  America




