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VAANEWS 

compiled by H.G. Frautschy 

SHOU LDER HARN ESS 
INSTALLATIONS 

From EAA's Vice President of 
Government Relations, Earl 
Lawarence, we have this update of 
the recent policy statement from 
the FAA regarding shoulder harness 
installations: 

In 1998, EAA approached the FAA 
during AirVenture Oshkosh to ex
press concern that the prescribed 
procedures for installing shoulder 
harnesses in older aircraft are bur
densome and not advancing safety. 
In September of this year the FAA is-

THE COVE R S 
FRONT COVER.. .Banking our way is the 

EAA AirVenture 2000 Reserve Grand 
Champion Antique, the first Aeronca Chief 
equipped with stick controls. First flown in 
1939, it remained in storage fo r nearly 6 
decades befo re being restored by Densel 
Wi lliams and friends, including fel low mem
bers of EM Chapter 304,Jackson, Michigan. 
EAA photo by Mark Schaible, shot with a 
Canon EOS1n equipped with an 80-220 mm 
lens on 100 ASA Fuji Provia slide film. EM 
Cessna 210 photo plane flown by Bruce 
Moore. 

BACK COVER. ..George Grant, EAA 
Master Artist from Fort Worth, Texas did this 
acryl ic painting entitled Cabin on the Range. 
Here's what he wrote: "This painting was 
inspired by my childhood memories of a 
Waco cabin biplane which was flown out of a 
rough field near my home in west Forth 
Worth, and the beautiful prairie of our region. 
The Waco, flown by aman I can only remem
ber as "Shorty," came over our house so low I 
could have hit him with my slingshot. I'll 
never forget the beautiful sound of that old 
radial engine and the excitement I felt when I 
knew Shorty was going to fly. The setting for 
th is painting is typical of alarge portion of our 
state. I feel fortunate to be able to fly over vast 
pastureland such as this in my Pietenpol. I 
often find myself thinking of how long 
mankind has dreamed of flying and what an 
impossibility it has been for most of history." 
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sued a new policy addressing EAA's 
concerns on shoulder harness instal
lation in older aircraft. Many 
members have written or called EAA 
regarding the new FAA policy. 

This policy states that, while the 
preferred method of approval for 
shoulder harness installation is Sup
plemental Type Certification (STC) 
or Field Approval , shoulder har
nesses could be installed by minor 
change in; (1) the front seats of those 
small airplanes manufactured before 
July 19, 1978 and; (2) in other seats 
of those small airplanes manufac
tured before December 13, 1986. 

The FAA policy statement further 
states that it does not encourage 
retrofit shoulder harness installation 
by minor change, but FAA shou ld 
not prohibit such minor change in
stallation of shoulder harnesses by 
the airplane owner. 

Basically if the shoulder harness 
can be installed per the guidelines in 
FAA Advisory Circular 43. 13-2A, and 
the aircraft did not originally have 
shoulder harnesses installed, then 
the installation would be considered 
a minor change. The new po li cy 
clarifies to FAA inspectors that this 
change can be a minor alteration 
and does not require a field approval. 

Several misconceptions about 
the new policy have been expressed 
including: 

lilt is of no help because you can 
not drill or weld with a minor instal
lation." 

"Automotive seat belts can (or 
can not) be used." 

First, most installations of shoul
der harnesses in older aircraft do not 
require drilling or welding of fit
tings. For instance, on tube and 
fabric aircraft the harness can be at
tached by using a tube clamp or a 
swaged cable that is wrapped around 
the tube, etc. However, the FAA did 
not say no welding of drilling - they 
said no welding or drilling in "pri
mary structure" such as a wing spar 
of wing spar carry through structure. 

With regard to automotive har
nesses, the FAA did not approve the 
use of "automotive" harness or com

ponents. The FAA did state the har
nesses that were approved to 
TSO-C114, military specifications or 
SAE 8043 could be used in aircraft. 
The SAE 8043 standard is one stan
dard that is used on automotive and 
racing vehicles. Ensuring conformity 
with that specification would be 
necessary to use those harnesses. 

NEW ADS FOR VINTAGE 

VINTAGE 

TRADER 


Something to buy, sell or trade? 

You say you've always wanted to 
advertise in Vintage Airplane, but 
just couldn't handle the cost of a 1/4 
page ad? Well, we've added a new 
category of advertising to help you 
get the word out to your fellow vin
tage airplane enthusiasts. 

A display classified ad may be just 
the ticket to highlight your mer
chandise or service. They're priced 
by the co lumn inch (2.67 inches 
wide), and you can include a logo or 
photo with your ad. (You should 
contact us regarding format before 
sending any artwork or photos.) 
Priced at $20 per inch, they're quite 
a bargain. 

Also effective with this month's 
issue is new simplified pricing for 
classified word advertising. Conve
niently priced at $5.50 per 10 words, 
with the lead-in in boldface type, 
your ad will be seen by over 10,000 
people who are interested in keeping 
the old airplanes flying. Please see 
the Vintage Trader masthead on 
page 29 for complete information 
on our classified advertising pricing 
and submission guidelines. Please re
member that classified ads are not 
accepted over the phone, but can be 
su bmitted via fax and e-mail at 
classads@eaa.org. 

CUB, LUSCOMBE 
TYPE CLUB EDITORI 
PUBLISHERS RETIRING 

After 16 years at the helm of the 

mailto:classads@eaa.org


Cub Club and the Luscombe Associ
ation, John and Alice Bergeson are 
stepping down. Beginning in the 
early 1980s, John and Alice began 
publishing Cub Clues and The Lus
combe Association Newsletter, 
bi-monthly publications for owners 
of long wing Piper aircraft and the 
"No wood, no nails, no glue" Lus
combe aircraft, respectively. 

The numbers of subscribers to the 
two newsletters have steadily grown 
under the direction of the Bergesons. 
Publications that began as dupli 
cated pages produced on an IBM 
Selectric typewriter have grown to 
become 16-page professionally pro
duced technical newsletters. Under 
the Bergeson's guidance, persever
ance and a strict regard for both 
content and deadlines gave these 
newsletters a reputation by which 
others are compared. The Cub Club 
is now one of the largest active type 
clubs throughout sport aviation. 

"After 16 years, our mutual health 
problems have convinced us it's 
time to turn things over to someone 
else," John stated. "As you know, 
when you're landing, it is important 
to make a good approach! And we 
think the newsletters are landing in 
good hands. Steve and Sharon Krog, 
Hartford, WI are taking over. 
They're both pilots, immersed in 
aviation and looking forward to the 
challenge," he concluded. 

John and Alice have been well 
known fixtures at the EAA AirVen
ture Vintage Type Club Tent for 
many years and plan to continue at
tending many aviation events 
around the country-but as "vaca
tioning tourists." 

Our best wishes to John and Alice. 
We have worked closely together for 
many years, and know firsthand the 
dedication they've given to the 
many type clubs with which they've 
been associated. Have fun on the fly
in Circuit, Alice and John! 

SWIFTPARTS 
No that's not a typographical er

ror, that's the name of a new site on 
the Internet set up by the Swift Club. 
Swiftparts.com is for both member 

and non-members, with pages dedi
cated to parts, accessories, and live 
chat and messages between Swift afi
cionados. 

You can also get to SWiftparts.com 
from the Swift Club website at: 
www.napanet.net/-arbeau/swift/ 

Also, we'd like to send along our 
best wishes to Swift Club parts de
partment secretary Pam and her 
daughter Candice, who are recover
ing from an auto accident near the 
airport. 

RHINEBECK AERO
DROME SCHEDULE FOR 
2001 

Cole Palen's Old Rhinebeck Aero
drome will have over thirty air shows 
during the upcoming season. They'll 
feature vintage aircraft, including 
the oldest flying airplane in the 
United States (a Bieriot XI of 1909) 
up through the Golden Age of Avia
tion. Numerous rotary-powered 
World War I types 

planes of the Golden Age. The Sun
day shows consist of airplanes from 
the First World War, including the 
Fokker Triplane, D.VII, Spad VII, 
Sopwith Camel and Albatros DV.a. 
The museum collection includes 
approximately sixty pre-World War 
II aircraft and fifty pre-1930s vehi
cles. New additions include the 
Spad VII shown in the photo and 
the restoration of their 1918 Curtiss 
IN-4 Jenny. 

In addition to hosting the regu
lar weekend shows, they will be 
hosting special events throughout 
the season, including displays of 
unusual antique vehicles from visit
ing automobile cl u bs and guest 
speakers from other aviation his
tory related organizations. 
Additional special events will be in
cluded as their schedule allows. For 
further information, call 845/752
3200 or visit their website at: 
www.oldrhinebeck.org ..... 

will be flown in mock 	 The Aerodrome's Spad VII is shadowed by their Fokker Dr.1 Triplane 
during their visit to this past year's Sun n' Fun EAA Fly-In. 

dogfights each week
end. Beginning with 
opening day on Sat
urday, June 16, 
weekend shows will 
be presented until 
closing on Sunday, 
October 14. Follow
ing the traditional 
schedule set by Cole 
for many years, the 
Saturday shows will 
present the "History 
of Flight" airshow, 
featuring the air-
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AWild Lunchtime Visitor 

Thunderstorms tore up a CPT school in 1943 

by Dutch Redfield 

VAA member Chuck Burtch, of 
Phoenix, New York, sent us this 
photo from the collection of the Avi
ation Historical Society of Central 
New York. It shows the incredible af
termath of a strong storm in 
Syracuse, New York. You can see the 
mix of Piper J-3 and Aeronca tandem 
trainers scattered about the pools of 
standing water and lying across the 
road in the field. Knowing that 
Dutch Redfield lived and worked in 
the area at about the same time, we 
wrote and asked him if he could fill 
in the details. He certainly did: 

"This happened in 1943. I was 
there. Not long prior to this I went 
on the payroll at Pan Am. April 10, 
1943, to be exact. For a lot of 
months I commuted every few 
weeks to my family in Syracuse. I 
rode the New York Central's Empire 

4 DECEMBER 2000 

State Express back and forth. Nice 
transportation! 

"I went to the field to see Harry 
Ward and some friends. It was late 
morning and between civilian pilot 
training (CPT) morning schedules. 
Few airplanes were tied down, as 
they'd be going right back up. I was 
at Ward's hangar. The sky in the 
west rapidly became very dark and 
ominous. Something was coming, 
and coming fast. With much alarm 
I assisted Harry and others cram as 
many airplanes as possible into the 
hangar. We pushed the doors closed 
on their tracks and roilers, crashing 
them together as the storm hit. 

"It was one heck of a storm that 
lasted about half an hour. I can still 
hear the roar of the wind, the heavy, 
heavy rain, and the hangar doors 
crashing around on their tracks. 

Then it stilled and the sun came out. 
There were three large hangars 

on the field: Ward's, the city 
hangar, and another boarded-up 
hangar not in use. This photo was 
taken from the roof of the city 
hangar, looking east. 

"I have snapshot-size photos of 
the same scene that were given to 
me a while back. The photo here 
does not show the bashed-up air
planes to the right of the road. I 
believe some 30 airplanes were se
verely damaged, many despite being 
tied down. Airplanes were flying 
through the air backward and bang
ing into one another in the air. They 
were lighting upside down on 
hangar roofs and blowing off!" 

Regards, 
Dutch Redfield 
Cutchogue, New York ..... 



Pete Bowers highlights a rare, little-known civilian 

variant of the late WWI-era Fokker biplane fighter. 


T
he Fokker c.n was a civil version of 
the military c.1. The prototype was 
built in Germany late in World War 

I as Fokker's Model V.38. It was a slightly 
stretched two-seat version of the famous 
single-seat Fokker D.VII fighter. The Ger
man Technical Branch had suggested a 
light reconnaissance adaptation of the 
D.VII to A.H.G. (Tony) Fokker. He then an
ticipated a big order for what would be 
designated C.I in the German designation 
system and started a batch of 60 before re
ceiving an order for them. 

These were quick adaptations of the 

D.VII, with 
slightly longer 
wings using 
the same ribs 
and struts. The 
tail surfaces 
were also the 
same. The ma
jor innovation was putting the 40-gallon 
fuel tank in the landing gear; this allowed 
the pilot to be moved slightly forward so 
the steel-tube fuselage had to be length
ened only 8 inches to make room for the 
new rear cockpit. 

by Pete Bowers 
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The three-seat Fokker CII Expresse, converted from the military CI in Fokker's new Dutch factory. This one has an oval radiator instead of the 
original D.VII type, but it uses the same 185-hp B.M.w. engine. 

The German government, how
ever, didn't buy the V.38s/C.Is, and 
the war ended. Fokker was able to 
smuggle all 60 of the nearly finished 
C.Is, along with a lot of D.VIls and 
material, into Holland, where he set 
up a new company. The Dutch air 
force was very glad to get many of 
the C.Is and D.VIIs. 

Fokker records show that 16 C.Is 
were converted to three-seat civilian 
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models. These were called the C.Il 
Expresse and used the same 18S-hp 
B.M .W. III engine as the D.VIl and 
c.r. The two passengers sat in tan
dem under a canopy that covered 
the enlarged rear cockpit. Entry was 
via a left-side door. Four were ex
ported to the United States through 
Fokker's American sales organiza

. tion, The Netherlands Aircraft 
Manufacturing Co., formed in Janu

ary 1921. 
The first U.S. customer for a C.Il 

was Sherman Fairchild, who used it 
for his aerial photography and map
ping work. The c.rr was the best for 
this work among several available 
models at the time; the tandem seat 
rear cockpit had plenty of protected 
room for the cameraman and his 
big mapping cameras. 

Three other C.lIs came later, 

http:V.38s/C.Is


again via the sales organization, 
and were refurbished at Fokker's 
new American manufacturing orga
nization, the Atlantic Aircraft Corp., 
of Hasbrouck Heights (Teterboro) , 
New Jersey, in 1925. 

Brock & Weymouth, an aerial 
mapping firm based in Philadel
phia , Pennsylvania, bought a ll 
three. Two stayed in the United 
States and one, C/N 174, went to 

c/N 214, now registered as 1532, stripped of its cabin. Once owned by Bert Acosta, it appears 
here as a German WWI plane. Note the oval radiator . Parts of 1532 were used to create Cole 
Palen's first Fokker D.VII replica. 

The German-built Fokker V.38, prototype of the c.1. It was a DVII fighter stretched slightly to 
become a two-seater. Note the streamlined fuel tank between the wheels. 

FOKKER C.l1 SPECIFICATIONS: 

WINCSPAN 34 FEET. 9-1/2 INCHES 

LENCTH 23 FEET. 8 INCHES 

CROSS WEICHT 2.600 POUNDS 

HICH SPEED 112 MPH 
VINTAGE AIRPLANE 7 



A later photo of c/N 165 when registered to 
Fairchild Flying Corp. Note the exterior cool
ing shutters on the D.VII radiator. These 
show as the white spot on the nose in the 
previous photo. 

the firm's Canadian branch in Mon
treal, Quebec. It was assigned 
Canadian registration G-CAEV in 
Apr il 1925. Some references say 
that it also had the U.S. registration 
#3190, but it went to Canada before 
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U.S. registration started in 1927 and 
crashed there in May 1928 with a 
new Canadian owner. 

The other two on the U.S. Civil 
Register were C/N 165, which be
came 7552 in 1927, and C/N 214, 

which became 1532. The FAA reg
istration records for these two 
oldies are lost, so their subsequent 
ownersh ip and dates of demise 
cannot be traced. 

Thanks to Vincent]. Berinati 
and Richard S. Allen for adding to 
my own records of these long-for
gotten Fokkers. 

Footnote: According to a note in 
a Dutch book about Fokkers, Fokker 
Commercial Aircraft, published in 
1994 by the public relations depart
ment ofFokker (now defunct), 7552 
was abandoned after a forced land
ing in a swamp and was not found 
for two years. ~ 



Wake Stopover 

By Julius H. Smith 

Out of a clear blue sky with 
pink-tinged clouds scattered 
wildly around a tiny island 

appears a tiny black speck, rapidly 
growing larger and glinting silver 
flashes in the morning sun-soon rec
ognizable as a Connie, with three 
tails jutting proudly on the end of 
the gracefully curved fuselage. 

Suddenly the sleek lines are bro
ken by long gangling stilt-like 
landing gear unfolding and locking 
in position for the mating of the ma
chine of the sky with the solid 
unforgiving runway. The nose dips 
and the wings seem to swell to twice 
their normal size as the landing flaps 
are extended to ease the pain of con
tact with the earth once more. Little 
puffs of smoke mark the actual point 
of touchdown as the airplane reluc
tantly makes the transition from 
being a creature of the sky to a me
chanical mass of sheet metal, 
engines, miles of piping, and more 
miles of electrical wiring, all assem
bled around the only reason for the 
creature's existence, the passengers 
and cargo compartments. 

The airplane turns from the run
way, picking its way along the 
taxiway past even larger airplanes 
that are squatting in their parking 
area and smugly contemplating this 
awkward-looking machine as it tip
toes along, brakes screaming in 
protest at the indignity of being seen 
as such an unglamorous collection of 
parts supported as far as possible 
from the ground by the long legs of 
the landing gear. Then it turns with 
a flourish in front of the terminal 

where its needs are tended by a 
ground crew with mixed emotions. 
Some give tender loving care, some 
look at it with annoyance, and some 
with complete indifference. 

The chocks are tucked in fore and 
aft of the wheels; the power cart is 
connected to its electrica l system. 
The passenger ramp gently bumps 
the side of the fuselage as the stew
ardess frowns out of the opened door 
in the glaring sunlight, wishing the 
passengers would hurry with their 
disembarking. Then she can ex
change her uniform for a swimsuit 
and lie in the brilliant sun in more 
comfortable surroundings, as both 
the earth-bound personnel and her 
fellow airborne workers admire her. 
The life-giving fuel hoses snake 
across the wing to have their nozzles 
stuck in the fuel tanks' openings and 
spew out the fuel for the four hungry 
but powerful engines, tended by 
competent though careless-looking 
gas boys. 

The mechanics look, probe, poke, 
twist, tighten, wipe, and pat the air
plane while the crew deserts their 
bird. This crew stands around in 
small groups passing on to the next 
crew the little idiosyncrasies and 
mannerisms that the airplane had se
cretly divulged to them during the 
time it had consented to let them 
give it directions through the sky. 

A little later, with its passengers 
fed, babies burped, crew finished 
with endless reams of flight plan
ning, weight and balance, gas chits, 
maintenance forms, customs declara
tions, and passenger manifests, and 

the airplane itself fed, watered, its 
minor aches and pains cared for, and 
poked, prodded, and checked by the 
flight engineer, it's time to begin the 
process of flight again. 

The traffic agent herds the passen
gers back inside its gleaming shell, 
locks and pats the door after a final 
exchange of paperwork with the 
stewardess on the new crew, and sig
nals for the ramp to be pulled away. 
The ground crew stands by with a 
fire bottle as the engines start one by 
one, burping once or twice, then set
tling down to a steady low rumble as 
the engineer turns switches, pushes 
levers, and calls back checklist items 
to the captain. 

Then with its heart beating on its 
own again, the power unit pulled 
away, and chocks removed from the 
wheels, it starts tip-toeing back past 
the other sneering airplanes to the 
end of the runway. There's a brief 
stop to reassure its crew that its ner
vous system is still slightly neurotiC, 
its engines can still cough and 
smoke, and its hydraulic system is 
still slightly erratic. Then it lunges 
down the runway, eager to be back 
where it can put away its unsightly 
legs and roar with delight as it once 
again becomes a beautiful, proud sky 
creature of unexcelled grace, in its 
own private domain of the entire un
limited sky ... 

EAA/VAA member Julius H. Smith 
wrote this while living on Wake Island 
in 1959, as he served as a maintenance 
crew chieffor both military air transport 
command (MA TS) and commercial mil
itary airlift charters. ..... 



TYPE CLUB 

NOTES 
by H.G. Frautschy 

Compiled from various type cl ub 

publications & newsletters 

Tails from the FAA-Curtis Fuel Drain 
Curtis drain valve failures can result in a major fuel leak or worse! 

From the Bellanca-Champion Club newsletter B-C Contactf, Vo l. 10, No.4, October 2000 

The information for the following 
article was furnished by Mr. Roger 
Pesuit, an aeronautical engineer with 
the FAA Aircraft Certification Office 
located in Los Angeles, California. 
This subject prompted the issuance 
of FAA Safety Recommendation 
97.079. 

Curtis valves are in use as fuel and 
oil sump drains on many general 
aviation aircraft. Valve failures have 
been reported and entered into the 
FAA Service Difficulty Program data
base . Most of the failures involved 
the loss of the inner shaft and pin , 
which allowed the fluid content of 
the system to be lost. In most cases 
(other than drains located forward of 
the firewall) when the inner valve 
shaft is missing, there is no way to 
shut off the fluid supply. 

The valves are available in a vari
ety of sizes, similarly constructed, 
and marked "Curtis CCX-XXX" on 
the actuation pin. (Refer to the illus
tration.) Most of the failures occurred 
when the valve was closed and the 
stem fell through the valve body. 
Normally, the stem was prevented 
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from moving beyond the valve seat 
by the molded seal and cap, which 
have a larger diameter than the va lve 
body opening. The valve shaft wi ll 
be lost when the retention cap and 
seal wear to such an extent that their 
diameter is reduced to equal or less 
than the valve body opening. 

The sealing rings used on these 
valves are manufactured specifically 
for this application . They are round 
on the inner and outer diameters, 
and they are flat on the top and bot
tom surfaces. The flat surfaces of the 
seal provide support against the flat 
surface of the valve stem. The sea ls 
are constructed of nitrile material. 

Age may cause the seals to deteri
orate. When a drain valve begins to 
leak, it has been common practice to 
rep lace the seal with an a-ring. An 
a-ring may appear to fit and provide 
an initia l seal; however, it may not 
be adequate to support the stem. In 
order to reduce possible damage to 
the cap when the o ld sea l is being 
pried off with a sharp instrument, 
Curtis has recently stopped selling 
the seals. 

The Nitrile sea ls are not expected 
to last over 10 years; however, some 
of these drain valves are more than 
20 years old. 

The following recommendations 
were offered to preclude age-related 
failures . During scheduled inspec
tions, inspect the external portions 
of the drain valves for leakage, dam
age, and condition. If the age of the 
va lve can be determined, that alone 
is a good indicator of the condition 
of the seal. 

If defect s are found, the valve 
should be removed for inspection of 
the seal ring and cap for condition 
and security. When operating the 
drain va lves, slight hand pressure 
should be used to oppose the spring 
force when closing the valve. This re
duces the impact force on the seal 
ring and cap that occurs if the valve 
is allowed to "snap" closed. All oper
ators are encouraged to report valve 
failures to the FAA using FAA Form 
80 10-4, Ma lfunction or Defect Re
port . These reports help with defect 
analysis and solutions to problems. 

Here are some anecdotes gleaned 



SEAL 
RING 

STEM 
ASSEMBLY 
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from the March/April 2000 issue of 
Cub Club Clues, John Bergeson, Editor 

Apparently this problem is more 
prevalent than we thought-and 
more serious. (If the seal is badly 
worn, the stem can fall out and your 
tank drains rather quickly-either 
while you are flying with no suitable 
landing spot below or in your hangar 
where a fire hazard exists.) 

"I am sure that there are many 
thousands of Curtis drain valves in 
use. This is the earliest type that I 
can remember. My first aircraft had 
them until a couple of years ago. A 
friend, Dave Salvador, had this type 
of drain on his gascolator. The seal 
was leaking on his valve. These 
valves take a special seal, not an 0
ring. We went to our on-field 
aircraft parts house to buy a new 
seal. It was on a Saturday, and there 
was a line of people in front of us. 
As we were waiting in line, Dave's 
valve self-destructed as we exam
ined it. The stem broke off right 
below the groove where the seal 

STEM RIVETED 
OVER CAP CAP 

TYPICAL CURTIS VALVE CROSS SECTION 


fits. We were certainly surprised to 
have this happen and happy that it 
didn't occur in the air. 

At that time we were told that the 
parts supplier could no longer get 
the seals for the valve. Since then a 
Bucker sitting a few hangars down 
from me started leaking fuel. An in
vestigation found that this valve had 
failed in the same manner. Although 
these are the only failures that I 
know of personally, I have tried to 
get anyone with a Curtis drain valve 
to change it. Maybe not furnishing 
new seals is the way that Curtis is us
ing to get these valves out of 
service?"-Len Buckel 

Cub Club Clues newsletter editor's 
note: The seals are once again avail
able, but NOT from Curtis. 
TrimCraft is making FAA/PMA seals. 
HOWEVER, before you go out and 
just replace the seal, INSPECT the 
cap end of the valve with a lO-power 
magnifying glass. After carefully re
moving the seal, open the valve and 
check the seal groove and around 

In the closed position, the flat seal is 
clamped by the top of the valve stem. 

For this valve, removed due to leakage, 
years of use have taken their toll. With the 
valve locked in the open position, the wear 
and cracking of the seal as the valve was 
opened and closed is readily seen. When 
inspecting a Curtis drain valve, pay attention 
to the small holes-cracks can occur when the 
valve is allowed to snap closed. If the riveted 
top of the valve fractures and fails, the 
entire valve stem can be ejected from the 
valve body. The fuel is then free to flow out 
of the tank in a 1/4-inch stream! 

the cross holes for cracks. You may 
not like what you see. During many 
years of service, your valve may have 
been subjected to the time-honored 
procedure of snapping the valve to 
dislodge a piece of crud that was 
keeping the valve from sealing. This 
tends to stress the valve and cause 
damage. 

For the price of three or four seals, 
you can buy a new replacement 
valve. One supplier, Aircraft Spruce 
& Specialty, has a replacement Cur
tis fuel drain valve for only $9.50 in 
the NPT size (part # CCA-160). 
Phone 800/824-1930. Buy a new 
valve and be safe. If you don't need 
the turn-and-lock-open feature, then 
a Saf-Air drain valve, which uses a 
more modern and readily available 
O-ring, should be your choice. 
They're about the same price, and 
they are constructed of steel. ... 
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PASS IT TO BUCK 

by E.E. "Buck" Hilbert 

EAA #21 VAA #5 
P.O. Box 424, Union, IL 60180 

Metal in the screen 
I just finished a conversation with 

a friend operating an 10-520 on his 
Cessna 210. He brought me his oil fil
ter screenings a few weeks ago and 
asked for a second opinion. His IA 
was quite concerned over some 
minute particles of metal they'd 
found when they opened up the oil 
filter. We did the usual magnetic par
ticle check and found very few 
particles that stuck to the magnet. 
But there were still some very shiny 
particles we couldn't identify. 

Were they hard carbon or what? 
How to identify? Well, back when I 
went to school, (sometime before the 
Earth cooled) myoId, and I do mean 
old, engine mechanic teacher showed 
me a trick I'd all but forgotten about. 
He took the particles, laid them on a 
flat surface, and whacked them with 
a ball peen hammer. He showed me 
that the carbon particles would disin
tegrate, where the metal would still 
be intact. 

We tried that. It worked just fine 

and, as expected, the hard carbon 
was just that. All that left us with was 
some minute particles of metal. We 
finally deduced it was chrome. 

Looking over the logs on the en
gine we weren't able to determine 
where it might have come from. 
There were no entries that would lo
calize any chroming back to standard 
of any parts during the last overhaul. 

What we did do was put the en
gine on a "watch, wait, and see" 
program. New oil, ground run for 
fifteen minutes, pull the screens and 
check. That was satisfactory so we 
flew it for 30 minutes, operating it 
normally. We again checked the 
screens. 

Satisfied there wasn't any need to 
panic, we decided to continue the 
program of watch, wait, and see by 
flying it another five hours and 
checking again. We didn't get the 
chance. Before the five hours were 
up a roughness developed in the en
gine operation and it wasn't a 

For pre-oiling an A-, c- or 0- series 
Continental, my visiting mechanic 
removed this AN932-4, 3/8" NPT plug 
from the left (as you look at the front of 
the engine) oil gallery and installed a fit
ting and hose connected to a recycled 
Freon tank. The tank was modified with 
a siphon tube and fil led with engine oil. 
Once pressurized with 20-30 pounds of 
air pressure, the oil is forced into the oil 
galleries and flows into the oil sump. 
Pretty clever, eh? 

magneto. It was very low compres
sion caused by a cracked cylinder. 
My friend was near a shop and they 
pulled the cylinder. 

While they had it open they took 
a good look at the camshaft and 
found it was pitted and showing 
signs of abnormal wear. The valve 
train, cam, lifters, followers, etc. 
must have been the source of our 
metal in the screen. 

An interesting theory came to the 
surface about this time, one I had 
never heard before, and I'm still won
dering if it could be a possibility. 

This engine is equipped with a 
heater. The kind you plug in with 
pads epoxied to the pan and probes 
in the cylinders. The shop supervisor 
voiced a strong opinion that these 
heaters cause more problems than 
they're worth. 

I asked him to explain and that's 
where this theory comes in. He por
tends that the heating from these 
pads promotes condensation. The 
condensation promotes corrosion 
and thence the problem we were ex
periencing. 

These thoughts had never, in all 
the years I've been around, been ex
pressed before. Now it's got me 
wondering ... does this theory have 
any credence? I'd like some more 
opinions on this one. Maybe the pre
heater people can do a "Letter to the 

-continued on page 28 
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Y 1938, it was 

pretty clear to 

the officials in 

the front office at 

Aeronca that the mar

keting life of the 

Aeronca K model had 

run its course. Aeronca 

engineers and produc

tion experts like Val 

Baltz knew there was 

plenty of life in the vari

ous components of the 

airframe, but it needed a 

new personality. 

Densel Williams scores 
again with a terrific 
prewar stick-c:ontrollecl 
Aeronca Chief restoration 

by H.G. Frautschy aerial photography by Jim Koepnick, ground photos by LeeAnn Abrams 
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Brian Van Wagnen's expertise on prewar Chiefs with stick controls proved invaluable to 
Densel's restoration effort. Densel gave him the honor of flying the Chief during our 
photo shoot. Densel's in the co-pilot's seat. For his efforts, Densel and the 65-C were 
awarded the Antique Reserve Grand Champion award during EAA AirVenture 2000. 

The introduction of the new four
cy lin der horizontally opposed 
engines by manufacturers such as 
Continenta l, Lycoming, Franklin, 
and even Menasco was immediately 
popular to various extents, and cus
tomers wanted the new engines on 
their new airplanes. The new designs 
promised increased reliability, better 
performance, and lower fuel con
sumption than their vertical or 
round engine cousins. In the early 
stages of product development, that 
may have been a tad optimistic, but 
as the bugs were worked out of the 
designs, the basic flat-opposed four
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banger would become the standard 
configuration for most of the en
gines made into the next century. 

Aeronca coupled the new Conti
nental ASO-3 with a redesigned KCA, 
which featured a wider cabin, full en
gine cowling, and larger fuel 
capacity. A letter instead of a name 
wasn't enough to catch the public's 
attention by this time, especia ll y 
with the wild success of Mr. Piper's 
Cub. Aeronca's management decided 
upon the moniker "Chief" for their 
new design. The new model, desig
nated the SOC, became world famous 
when a West Coast Aeronca distribu

tor and American Airlines DC-3 pilot 
named Johnny Jones flew a SOC 
2,477 miles nonstop from Los Ange
les, Ca lifornia, to Mineola, Long 
Island, New York, November 29-30, 
1938. The flight, cooked up by 
Aeronca executives Friedlander and 
Wooton, established a new interna
tional distance record for single-seat, 
light landpLanes. 

The design really matured with 
the installation of the 6S-hp Conti
nental and Lycoming engines. The 
increased reliability and power of the 
new engines gave the Aeronca and 
other lightplanes an extra margin of 



performance that meant more util
ity. Over time, the Continental 
became the standard against which 
all others were judged. 

Throughout the 1930s the light
plane evolved from a flivver, 
intended only to give a sport pilot a 
plane he could buzz around in for 
fun on a weekend, into a useful air
plane for daily business trips that 
could be flown for fun, too. If a fel
low or lady needed to travel a 
moderate distance to a business ap
pOintment and the weather was 
good, there was no reason the mod
ern lightplane of the late 1930s 
couldn't be used to make the trip. 

The new Aeronca Chief certainly 
fit that bill. With its side-by-side seat
ing and control wheels, it reminded 
many of the autos of the day, com
plete with a fabric headliner and side 
panels. But control wheels weren't 
for everybody, and requests soon 
came in from the field for a Chief 
with control sticks instead of wheels. 
The first one to be so modified was 
serial number C-3509. It first flew at 
Lunken Airport in Cincinnati, Ohio, 
on May 22, 1939. The idea proved 
somewhat popular, with slightly 
more than 80 of the Chiefs built 
with control sticks instead of wheels. 

That Chief was sold to California 
Aircraft Corporation, then to two 
civilian owners, and later to a flight 
school in Van Nuys, and it flew until 
December 7, 1941. Following the 
grounding of the majority of the 
civilian air fleet in the United States, 
the wings of the prototype stick 
Chief were removed and stored, 
along with the fuselage. It would be 
nearly six decades before the airplane 
flew again. In March of 1944, the 65
C was sold to Edwin Lloyd Cannady 
in Redwood Falls, Minnesota. It 
would remain with Ed until the 
1983, when it was sold to another 
Midwesterner, whom he got to know 
through the community of Aeronca 
owners. 

A well-known and fondly remem
bered Aeronca man, August 1/ Augie" 
Wegner, bought the project from Ed. 
Augie and his wife Pat ran the 

These two shots of the interior show the neat, spartan cabin. The large tach/oil pressure/oil 
temperature gauge dominates the instrument panel. The majority of the cabin is fabric-cov
ered, with the exception of the headliner. 

Aeronca Club from 1981 until the 
formation of the National Aeronca 
Club in 1988. At that time, Augie felt 
the information and materials he'd 
gathered over the years would be 
better served in the new association. 
But they made plenty of new friends 
along the way, including this author. 
Augie and Pat were among the first 
Aeronca folks I spoke with when I 
began my search for a postwar 
Aeronca Super Chief. Always encour
aging and helpful, they gave me 

plenty of pointers as I began to learn 
about the type. Many of us relied on 
Augie to keep our airplanes going. 
He was the typical fellow who started 
a type club-helpful and generous 
with his time to a fault. To be sure, I 
wasn't the only one who felt that 
way. Densel Williams had also found 
the Wegners to be that way, too. 
Densel Williams of Jackson, Michi
gan, is a well-known name around 
Aeronca circles. The restorer of the 
1992 EAA Oshkosh Grand Cham-
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Aircraft Yearbook 1941 

A steerable, non-swivel Heath tailwheel was 
used on the original, so that's what's on the 
restoration. 

The engine compartment of the Chief shows the increasingly rare up-exhaust Continental A-65 
and the unusual ducting for the cylinders. The new firewall and outstanding workmanship on 
the new cowling are evident in this shot. 

pion Classic Aeronca 11CC Super 
Chief, Densel has a remarkable abil
ity to bring together a team of 
restorers, all with expertise in a cer
tain area. This project was no 
exception. As Densel worked to com
plete the postwar Super Chief, 
someone suggested he contact Augie 
since he had so many contacts and 
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might be able to steer him toward a 
nonsensitive altimeter. 

"1'11 see what [ can do," was 
Augie's reply to Densel 's query. 

Fast forward to the next EAA 
Oshkosh, and as Densel and his 
friends from EAA Chapter 304 were 
resting under "their tree" near EAA's 
Theater in the Woods, Augie and Pat 

came forth with the elusive altime
ter, complete with Aeronca logo. 

"How much do lowe you for 
it?" Densel asked. 

"I don't want any money for it, " 
was the answer. 

"No , I'll pay you for it," said 
Dense!. 

Augie settled the conversation. 
"Here's what the payment is going 
to be. Someday you are going to 
help someone else out." 

"You've got it," said Dense!. 
That's just so typical of our late 

friend , who passed away suddenly 
in November of 1994. We all 
cheered him along as he worked on 
his project, the very first stick Chief 
built, the very same SIN 3509. 

After Augie's passing, Pat Weg
ner took her time deciding what 
she wanted to do with the various 
projects. Pat also completed her pi

lot training so she could continue 
flying the Stinson 108 she and Augie 
had restored. When she chose to sell 
the stick Chief project, Pat agreed to 
let it go to Densel, and his wife, Judy, 
knowing that the project would be 
completed with great workmanship 
and with an eye toward an accurate 
restoration that would be flown, one 



of Augie's goals as well. 
Densel and his fellow Aeronca 

fans believe fewer than two dozen of 
the models exist, although that 
number is difficult to nail down be
cause the model number does not 
vary with the installation of stick 
controls. The change was simply 
listed as an option on the price sheet. 

Augie had owned the project 
since 1983 and had been methodi
cally working his way through the 
restoration. He disassembled one 
wing and began the wing rebuild by 
building up a set of ribs, the same 
ribs used by Densel. "He did an ex
cellent job on them ... he was so 
meticulous about doing some
thing," Densel said about Augie's 
workmanship. 

There are all sorts of neat ties to 
the people at Aeronca as well. On 
the original firewall, Val Baltz, then 
one of the line inspectors at 
Aeronca (he would have a big part 
in designing the 7AC Champ pro
duction line at the end of World 
War II), signed the firewall. "OK for 
Cover 5-11-39 VCB" was inscribed 
when he approved the airplane for 
its next step in the production 
process. Although the original fire-

wall had to be replaced during the 
restoration, Densel kept the original 
signature. Val's signature also was 
present on the butt ribs of the origi
nal wings. Augie had made certain 
that he completed two new butt 
ribs for the restoration before the 
1988 Aeronca Convention in Mid
dletown, Ohio. Val sat down and 
autographed those two new ribs as 
well, and they're now part of the 
restoration. 

While the original spars were re
placed, the old ones didn't go to 
waste. They were ripped down and 
used for the wood pieces in the 
cabin. All new stringers and formers 
were made for the restoration. 

The cowling for the prewar Chief 
is a bit convoluted, and too often, 
after years of wear and tear, they 
begin to take on the appearance of 
a lumpy burlap sack of potatoes. 
Not this restoration. Jeff Perkins 
took on parts of the cowling pro
ject, along with Greg Hudson. Greg 
also rebuilt the wheel pants. Lots of 
English wheel time was spent on 
the seven pieces of the cowling. No 
automotive filler was used on either 
the cowling or wheel pants. 

Jay Cavender, who has served as 
lead mechanic and AI 
on a number of pro
jects headed up by 
Densel and the EAA 
Chapter 304 crew, 
overhauled the Conti
nental A-65. After 
sorting through a 
dozen cylinders, they 
found four they were 
happy with, installed a 
new camshaft, and pol
ished the crankshaft 
O.OlO-inch undersize. 

A few years ago An
drew King wrote an 
article that we pub-

Both wheel pants were 
patiently reworked and 
smoothed, with no automo
tive body filler used in their 
restoration. The cowling for 
the prewar Chief is built up 
using seven different pieces. 

Densel Williams, Jackson, Michigan 

lished in Vintage Airplane on doing 
five tuck Navy splices in cables. 
Based on the expertise he saw in 
that article, Densel commissioned 
Andrew to make up a new set of con
trol cables for the Chief, complete 
with cotton cord wrapping over the 
completed splices. They look so nice; 
you almost wish they were more 
common on newer airplanes! 

The covering on the project is 
Poly-Fiber, complete through the fi
nal paint. The colors, Indian suntan 
and red, neatly match the original 
colorful scheme. The interior was 
also faithfully duplicated, right 
down to the small cotton duck 
boots that cover the gap between 
the controls and the floorboards. 

The restoration was completed 
over the winter of 1999-2000, with 
the first flight just a little before EAA 
AirVenture Oshkosh 2000. By the 
time the airplane was on the flight 
line at Wittman Field, it had a little 
more than 12 hours on it, for a total 
time of 1,062 hours since May of 
1939. 

All of us who knew and enjoyed 
a friendship with Augie Wegner 
were pleased to see such a great job 
done by Densel and the many folks 
who helped him out, and I'm sure 
Augie would have been tickled to 
see it turn out so well. .... 
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H 
arry H. Crosby was a practical 
visionary. Born in 1907, he 
grew up as aviation became 

an industry, and he would make his 
own mark before meeting an un
timely death in 1945. 

Crosby logged over 4,000 hours 
during a career that saw him run 
fixed base operations in Santa Bar
bara and San Bernardino, fly with a 
Central American airline, and de

sign, build, and fly one of the 
famous racers from the 

golden age of air racing. 

Crosby 
first built the C6R-3 
racer in 1936, showing up at 
the National Air Races (NAR) in Los 
Angeles with the open cockpit , low-Wing air
plane he had wind tunnel tested and built to race . 
Powered by a Menasco Super Buccaneer C-6S-4 of 260 hp, 
he flew the 1936 version, NX260Y, to a sixth place finish 
in the Thompson Trophy race. For his efforts, Crosby took 
home a check for $875. (Michel Detroyat earned $9,500 
for winning the race.) The C6R-3 also placed fourth in the 
Shell Cup race that year, but it was bumped to last place 
when it was determined that Crosby had cut a pylon. Two 
months later, on November 11,1936, he attempted a 
speed record over the Burbank speed course, but he nearly 
killed himself when the C6R-3 crashed. About all that was 
salvagable were the engine and tai l surfaces. He was re
portedly very close to 300 mph. 

Skipping the '37 contest in Cleveland, 1938 saw Harry 
driving from Los Angeles to Cleveland with his new racer, 
securely mounted on the back of a flatbed truck. The 
racer, which had been built at the Curtiss Wright Techni BY H.G.FRAUTSCHY 
cal Institute at Los Angeles' Grand Central Air Terminal, 
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Joining the spectacular lineup rounding the pylon in the EAA AirVenture 
Museum's air racing gallery, the Crosby CR-4 is flanked by other famous racing 
airplanes. From the upper right to the foreground, we have the Church Midwing 
racer, CR-4, Loving's Love, Wittman Little Bonzo, Bonzo, and Laird Speedwing. All 
but the Speedwing are original aircraft, not reproductions. Also on display in 
another part of the museum are the Brown B-2 racer and the Marcoux-Bromberg 
Jackrabbit (Elmendorf A-l Special). Sharp-eyed readers will spot Art Chester's 
Jeep racer peeking out from behind the illuminated pylon in the gallery. Its 
restoration was also recently completed-we'll have more on its remarkable saga 
in a later issue of Vintage Airplane. 

was tied to the truck at an angle that 
made it look as though it was round
ing a pylon . It must have been quite 
a sight as Crosby made his way across 
the Rockies and the Great Plains. He 
almost made it unscathed, too, but 
as he drove into the airport in Cleve
land, the wingtip of the racer was 
sideswiped by a car. The left wingtip 
was dinged up, as was the leading 

The six-cylinder Menasco Super Buccaneer displaced S44.9 
edge of the wing. Both had inches and normally put out 260 hp rated at 290 for 1 

minute, although racers often pushed it to exceed 300 hp.to be hastily repaired. 
The narrow profile of the engine made it possible to build 

During the two years airframes with slim fuselage cross sections. 
since the 1936 events in 
Los Angeles, Harry had 
been busy redesigning and wind tun slim fuselage looked even sleeker, 
nel testing his racer, which he with a full canopy over the semi-re
re-designated the CR-4. With the clining pilot. The trailing edge of the 
same supercharged Super Buccaneer canopy could be raised while in 
that could be pushed to 350 hp, the flight, allowing Crosby a better view 
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ahead during his landing. The land
ing gear, actuated by carbon dioxide, 
was fully covered by gear doors when 
retracted. A skullcap spinner covered 
the highly pitched wood prop's hub. 

One notable feature of the CR-4 
was its highly tapered wing plan
form, equipped with split flaps. The 
airfoil started out at the root as a 
semi-symmetrical NACA 23015, 
which transitioned to a NACA 23009 
at the tip. The aircraft was built en
tirely of aluminum, with a fabric 
covering on the ailerons, elevators, 
and the rudder. The upper portion of 
the right cowling looked different, 
too. Instead of a conventional flow-

The tail surfaces of the Crosby CR-4 were fab
ric-covered and painted aluminum. The fuse
lage and tail surfaces were originally left nat
ural aluminum, but time had taken its toll on 
the skins. In the interest of preservation and 
presentation quality, painting the entire air
frame completed the restoration. 

(Left) The oil cooler on the CR-4 was a skin-type unit, basically a flat 
hollow tank that also doubled as the right engine fairing. To provide 
additional cooling, the oil tanks were located in the leading edge of 
the wings. (This shot was taken just prior to the hanging of the air
plane, hence the cable and duct tape.) 

(Below) With the landing gear down, this view of the business end of 
the CR-4 highlights its sleek lines. Crosby built the airplane with the 
help of the mechanics at Curtiss Wright Technical Institute at the 
famous Grand Central Air Terminal. The workmanship on the airframe 
was outstanding. 

had been originally designed for the 
a V-12 Ranger that put out 420 hp, 
but that engine wound up on the 
nose of the Bellanca Tri-motor flown 
in the 1938 Bendix Trophy race. The 
pre-production engine was for sale, 
but the price was more than Harry 
was willing to pay, so it was bought 
and installed in the front cowl of the 
Bellanca 28-92. 

There's no telling what the CR-4 
was capable of if it had all of its bugs 
worked out. At the 1938 NAR, Crosby 
had to pull out on the 14th lap of 
the Greve Trophy race (for inline en
gines 549 cubic inches or less 
displacement). The exhaust manifold 
on the Menasco had broken, and the 

through oil cooler, Crosby chose to exhaust flames set fire to the engine 
include a skin-type oil cooler. While compartment, forcing Crosby to 
the 544-cubic-inch Menasco Super land immediately. It must have been 
Buccaneer normally delivered 260 a long, disappointing drive all the 
hp, it had been hopped up to pro way back to Los Angeles. For the sec
vide at least 350 hp. The airplane ond time during his trip across the 
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Thirty years ago the CR-4 was 
drafted into model form by 
master modeler Pres Bruning . 
His drawings, reproduced 
here, were part of a set of race 
plane rubber-powered model 
plans sold in the 1970s by a 
Detroit area model club, the 
Cloud busters. The markings 
show the CR-4 as it appeared 
at the 1939 National Air Races. 
These plans are available on 
the web at 
http://members.nbci.coml 
d/ivesaylmode/p/ans.htm/ 
Other airplanes included in the 
series are the Folkerts SK-2, 
Floyd Bean, Chambermaid, 
and Smirnoff Bearcat. The site, 
maintained by modeler Dave 
Livesay, features a number of 
free flight model airplane 
drawings. 

United States, Crosby suf
fered an engine failure, but 
this time it wasn't part of the 
Menasco that let him down. 
The engine in the decrepit 
Model A Ford truck blew, 
and the airplane/truck com
bination had to be towed 
home behind a '37 Ford four
door sedan. 

For the 1939 National Air 
Races held over Labor Day 
weekend, the CR-4 and 
Crosby returned for what 
would be the last of the great 
air racing events before 
World War II ended the 
Golden Age of Air Racing. 
Lining up again at Cleveland 
airport on September 3 for 
the Greve Trophy race, 
Crosby took the starter's flag 
and firewalled the throttle. 
With the Menasco roaring as 
he lifted off, he found he 
could not fully retract the landing 
gear. The drag cost him plenty of 
speed , and he could only average 
164.874 mph. Unable to even make 
his qualifying speed, the officials 
flagged him down on the 13th lap, 
fearful that the 100 mph difference 
between Crosby and Art Chester's 
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Goon might result in a midair colli
sion. 

There were five starters in the 
Greve that year, and only one actu
ally finished the race. George Byers 
didn't make it off the starting line 
when the Menasco in his R-6 Keith 
Rider Eight Ball shelled out. Lee 

Williams stalled and crashed the 
Brown B-2 Miss Los Angeles at the 
scatter pylon after nearly colliding 
on takeoff with Tony LeVier in the 
Schoenfeldt Firecracker. Catching lip 
to Art Chester flying his Goon racer, 
LeVier was within reach, averaging 
271.590 mph when the Menasco in 

http://members.nbci.coml


Mark Schaible 

These two views of the CR-4's retractable landing gear show the forward link gear 
designed by Harry Crosby. Fully covered by a set of landing gear doors, the gear was 
retracted using carbon dioxide as the motive force in the landing gear circuit. Shock 
absorption was by bungee cords lashed between a bar crossing the aft end of the wheel 
arms and another bar near the top of the fork. 

Bruce Jovaag, EAA Foundation restoration 
specialist, worked on the restoration of 
the CR-4 and the Menasco C-6S-5 for over 
two years. 

his racer began to detonate. He 
throttled back, and when the engine 
failed to run better, he chose to land 
the airplane on the field at Cleve
land, knowing that a forced landing 
off the airport could very well be fa
tal. With Crosby out on the 14th lap 
Art was left alone on the course. He 
didn't take it easy though, knowing 
that he was on a record pace for the 

race. As he finished the final six laps 
of the 200-mile, 20-lap race, Art 
Chester kept the throttle at the stop 
and finished his run with a speed of 
263.390 mph. He beat the old record 
by 12-1/2 mph. 

Crosby and his CR-4 faired a little 
better in the Thompson (an unlim
ited free-for-all) Trophy race. He had 
an extra day to fiddle with the racer 
when a nasty line of storms blew 
through the Cleveland area on La
bor Day. The dark clouds weren't 
limited to Cleveland , as Hitler's 
army had marched into Poland the 
day before, starting WW II in Eu
rope. The 56 mph winds and soaking 
rains forced race organizers to post
pone the Thompson Trophy race 
until Tuesday, September 5. 

Harry Crosby was ready. The brute 
strength of Roscoe Turner's L TR-14 
Laird Turner Special could be fi
nessed by the sleek CR-4, if the gear 
would fully retract and the Menasco 
would give it all that could be ex
pected and then some. One can only 
wonder what Harry's thoughts were 
about not being able to install the 
420 hp Ranger V-12-the CRA's air
frame certainly seemed ready for all 
that power. 

Taking the starter's flag for the 
racehorse start of the Thompson, 
Crosby concentrated on flying the 
best race of his career. Still, his skill
ful piloting couldn't make up for the 
fact that while the CR-4 was up to 
the challenge, the Menasco was not, 
and its power output began to drop. 
He finished the race with an aver
age speed of 244.522 mph, nearly 
40 mph off the pace of race winner 
Roscoe Turner. Turner's racer had a 
l,830-cubic-inch displacement Pratt 
& Whitney twin-row Wasp, much 
more than the 544 cubes displaced 
by the Super Buccaneer. Tony 
LeVier, also running a Menasco in 
the Schoenfeldt Firecracker got 
even closer to Roscoe, averaging 
271.538 mph. Placing fourth and 
taking home a check for $2,500, 
Crosby retired from racing as the 
Unites States' prodigious manufac
turing capabilities prepared to build 
the largest fleet of aircraft ever seen. 

Harry Crosby's piloting talents 
were well known across the country, 
particularly in the Los Angeles area, 
where he pursued a career test pilot
ing some of America's hottest new 

-continued on page 26 
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Harry Luecke sent us this neat shot of a pair 
of advertising airplanes. One is pretty obvious, 
but the other may not come to mind right 
away. That's quite an interplane gap between 
the upper and lower wings! 

Send your answers to: EAA, Vintage Air
plane, P.O. Box 3086, Oshkosh, WI 
54903-3086. Your answers need to be in no 
later than January 25, 2001, for inclusion in 
the March issue of Vintage Airplane. 

You can also send your response via e-mail. 
Send your answer to vintage@eaa.org. 

Be sure to include both your name and ad
dress in the body of yo ur note and put 
"(Month) Mystery Plane" in the subject line. 

December Mystery Plane 

Se pte mbe r' s foreign registered 
Mys tery Plane didn't stump too 
m a n y of you. We ' l! start with the 
West Coast contingent: 

Gentlemen: 
The September Mystery Plane is the 

prototype Fokker F- VII (e/N 4832) of 
1924. Powered by the Rolls Royce Ea
gle IX 360 hp engine, the F- VII evolved 
into the cleaned-up F- VIIA. Eventually 
two outboard engines were installed to 
originate the outstanding series of F
VIlA/3 m and F- VIlB / 3m Fokk er 
Tri-motors. 

Widely used commercially in Europe 
and America throughout the 1920's, the 
F- VIIA was often powered with engines 
native to th e country in which em
ployed. The most popular installation in 
Europe was the 450 hp air-cooled Bris
tol Jupiter radial, while the 420 hp Fokker F-VII (GIN 4832) 
Liberty was commonly used in America. 

For well over 50 years one man has 
prolifically published photos and details 
so informative and enjoyable for an
tique airplane history bUffs. So, it should 
come as no surprise that my primary 
reference source on the Fokker F- VJJ is 
an article; "The Fokker F- VII's," appear
ing in Air Pictorial magazine (London, 
Vol. 20, No . 4) April 1958, by Peter M. 
Bowers. 

Sincerely, 

Ralph Nortell 

Spokane, Washington 


24 DECEMBER 2000 
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And from the Midwest: 
Rolling out with 1924 Palmer Cord 

Aero Tyres on multi-braced split axle 
landing gear is the Netherlands Aircraft 
Factory's Fokker prototype F VII. KLM 
Royal Dutch Air Service colors are light 
blue fu selage and tail, with dark blue 
trim. Aluminum cowl panels enclose 
the single Rolls Royce Eagle engine. 
Wing and wheel covers were varnish 
yellow. Holland registry H.NA CC is 
black, on white panels. 

Follow-on production F. VIIs were 
clean ed up by Bertus Gras e with 
rounded wing and horizontal stabilizer 
tips, inboard ailerons, and improved 
underca rriage as th e F. VIlA. Thi s 
cleaner landing gear was similar to the 
Fokker Universal gear shown on the 
September 2000 EAA Vintage Airplane 
back cover. 

The 1925 Ford 1,500 mile Reliabil
ity Tour requirements inspired Anthony 
Fokker to cable Reinhold Platz to mount 
three engin es on the first F VII/3m. 
Three Wright Whirlwind radial engines 
replaced the Rolls Royce Eagle. After the 
October 1925 Ford Reliability Tour, the 
first three-engine Fokker was flown by 
Wright Field Army Air Corps pilots, 
and later by Lt. Commander Richard 
Byrd over the North Pole ice cap. 

Regards, 
Russ Brown 
Lyndhurst, Ohio 

To conclude, here's a note from 
author William Mellberg, long-time 
feature writer for Airliners magazine 
and the autho r of the book Famous 
Airlin ers (Pl ymouth Press , 1999) . 
William once served as a public rela
tions representative and historian 
for Fokker Aircraft in North America. 

Dear Mr. Frautschy: 
Your "September Mystery Plan e" 

should be very familiar to Dutch read
ers as it is the Fokker F. VII prototype, 
H-NACC. This airplane was the first 
in a long lin e of highly success ful 
Fokker air transports that were derived 
from th e basic F. VII . Th e original 
F. VII was designed by Walter Rethel, 
the German-born head ofFokker's Am

sterdam North drawing offi ce. It was 
ordered by KLM on Dece mber 10, 
1923, as a larger and longer-range 
successor to the Fokker F.IU airliner. 
Powered by a single Rolls-Royce Eagle 
engine, and seating up to eight passen
gers, th e F. VII made its first flight 
from Schiphol on April 11, 1924. Al
though th e pilots sat in an open 
cockpit, passengers enjoyed a relatively 
spacious cabin, which included one of 
the first in-flight toilets, among other 
creature comforts! Th e airplane was 
delivered to KLM on June 17, 1924. 

After flying on the airline's busy Eu
ropean routes for several m onths, 
H-NACC was sold to the Netherlands
Indies flying Expedition Committee on 
September 1, 1924. Several modifica
tions were made to th e aircraft in 
preparation for a trailblaz ing flight 
from the Netherlands to the Dutch East 
Indies. Departing from Schiphol on Oc
tober 1, 1924, th e histo ric trip was 
delayed for a month following an emer
gency landing in Bulgaria on October 3. 
The flight resumed on November 2, and 
H- NACC safely touched down in 
Batavia (now Jakarta, Indones ia) on 
November 24, ending a journey ofover 
9,000 miles (15,000 km). A ship car
ried the airplane back to Europe, where 
it resumed its career with KLM the fol
lowing June. Unfortunately, H-NACC 
was written off in an accident near 
Wolverthem, Belgium, on July 9, 1926. 

Only five F. VIIs were built, all for 
KLM. But Fokker fl ew the much-im
proved F. VIla in March 1925. That 
same year, two more engines were added 
to the design, one slung beneath each 
wing, to create the F. VII a-3m (3 mo
tOl), followed by the F. VIIb-3m and the 
American-built Fokker F.1O and F. lOA. 
The Tri-motor was also built under li
cense in England as th e A vro Ten. 
Production of these types reached well 
into the hundreds. 

During th e late 1920s and early 
1930s the Fokker Tri-motors were the 
world's most successful airliners. They 
were also used on a number of other 
trailblazing flights, including Richard 
Byrd's trip across the Atlantic in June 

1927 and Australian aviator Charles 
Kingsford-Smith 's transpacific journey 
in June 1928. All around the globe the 
Fokker name, which had been associ
ated with German warplanes during 
World War One, soon became synony
mous with air travel. 

For these reasons and many more, 
your "September Mys tery Plane" is no 
mystery at all. Rather, it should be re
membered as one of history's mos t 
significant airplanes-the first of the fa
mous Fokker F. VII series! 

Sincerely, 
William Mellberg 
Park Ridge, Illinois 

Larry Knechtel adds this relative 
to th e hist o ri c trip to Bata v ia, 
Dutch Java: 

Two days into the flight the reserve 
radiator sprang a leak, allowing the 
cooling water for the 360 hp Rolls Royce 
engine to escape. This necessitated a 
forced landing near the Bulgarian town 
ofPhilippopel during which the landing 
gear and wing were damaged. Fortu
nately, the very capable crew was able 
to make repairs on the spot. Unfortu
nately the engine was in such a sorry 
state that a new one was needed. Since 
no money had been budgeted for a new 
engine, the Dutch magazine "The Life" 
came to th e res cu e via a collection 
raised by its readers. The magazine pro
vided the money for a new powerplant. 

The new engine was installed on the 
spot under very primitive conditions, en
abling th e flight to continue on 
November 2, after a one month delay. 

Larry Knechtel 
Seattle, Washington 

Our thanks aga in to R.W. Buttke 
for sharing his photo of the Fokker 
with us . Other co rrect answers for 
the September Mystery Plane were 
received from: Wayne Muxlow, Min
n eapolis, Minnesota; James Kitt s, 
Mansfield , Ohio; Charles Schultz, 
Louisville, Kentucky; Roy Williams, 
McAllen, Texas; Thomas Lymbum, 
Princeton, Minnesota and George 
Cerveny, San Diego, California. .... 
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-CROSBY continued from page 23 

Even in its debut in 1936 as the C6R-3, the lines of the Crosby racer gave people reason to pause and gaze at the sleek speedster. During 1937 
the addition of a full canopy and gear doors, plus a bit more attention to cleaning up the airframe aerodynamically, gave the CR-4 its fina l rac
ing form. You can plainly see how Harry Crosby's semi-supine position in the racer helped keep its cross section to the absolute minimum. 

airplanes. The exotic Northrop fly
ing wing programs benefited from 
his expertise, but his career came to 
a tragic end on September 12, 1945. 
Northrop had designed a small jet
powered (originally it was to be 
rocket-powered) interceptor, desig
nated the XP-79B. With a wingspan 
of 38 feet, the pilot was to fly it in 
the prone position. The mission 
specified for the airplane to disable 
enemy bombers by ramming and 
severing their tail section. Crosby's 
first flight in the airplane was his 
last. After making a high-speed pass 
after takeoff, the flying wing was 
edged into a climbing turn. The roll 
continued, and the airplane fell off 
into a spin. Fighting to regain con
trol , Harry Crosby stayed with the 
airplane until the last possible mo
ment. As he bailed out, he was struck 
by the rotating airframe . His para
chute never opened, and the XP-79B 
and Crosby both crashed to the dust 
of the California desert. 

The CR-4 was registered for the 
1946 NAR, but it was a no-show, 
when a replacement engine could 
not be found. While Northrop was 
building the N9M flying wing, they 
bought up as many of the few re
maining Super Buccaneers they could 
find, Harry Crosby's included. ...... 

Bringing it back... 
For years it had been rumored that the CR-4 still existed, but it 

was a phantom. Nobody seemed to really know where it was, or 
what had become of it. Fortunately, some folks are just more 
tenacious than others. Longtime EAA member and EM Founda
tion Director Morton Lester, of Martinsville, Virginia, followed 
up on an "airplane in a barn/! story he had heard. He must have 
had to catch his breath when he realized he was looking at the 
remains of the Crosby CR-4, which had been sitting outside of a 
barn near Norlina, North Carolina, for over 30 years. Minus its 
Menasco Super Buccaneer, prop, and spinner, the airframe, 
while corroded sufficiently to prevent a flyable restoration, was 
perfectly suited to a cosmetic restoration. After gathering up the 
rest of the airplane (the wings and tail surfaces were in nearby 
Greensboro, Morton had his cousin and longtime restoration 
partner Pete Covington start work on stabilizing the air
frame's corrosion. As Pete's health began to fail, the project 
was put on hold for a time. Morton then decided the time 
was right to put the project in the capable hands of EAA's 
restoration center crew, and the airplane was moved to 
Oshkosh in 1998. Bruce Jovaag headed up the effort, assisted 
by EAA's very own shipwright, Bauken Noack, and others on 
the EAA and EAA Foundation staff. 

In the meantime, Morton had located and purchased a rare 
Menasco C-6S-S, SIN 6200, so it could be displayed along with 
the Crosby CR-4. This past October, a decade after its discovery, 
the CR-4 was hung in the EAA AirVenture Museum's air racing 
gallery for all to marvel at the excellent workmanship of its flush 
riveted skin and the advanced design genius of Harry Crosby. 
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welcomes 

NEW MEMBERS 

Doug McIlwraith ...................... . 


. Burliegh Heads QLD, Australia 


Benoit Bourque ........................ . 


............. Longueuil, PQ Canada 


KurtJ Grosse ............................. . 


.......... Hampshire, Great Britain 


Edward Rodwell ....................... . 


....... Billingshurst, Great Britain 


Michael Hennessy .................... . 


.......................... Dublin, Ireland 


Tomonori Yoshizawa ................ . 


............ Seta-gun Gunma, Japan 


William Henriksen ................... . 


.......................... Anchorage, AK 


Ginette C. Aelony .................... . 


Rancho Palos Verde, CA 


Darrell Blasjo ............................ . 


........ ............ Lake Mathews, CA 


Pamela De Castro .................... .. 


.............................. Oakland, CA 


Nathan Elliott.. ..... Edwards, CA 


Jeff Gutow ..... Castro Valley, CA 


Robert E. Hubbes ...................... . 


........................... . Highland, CA 


Marvin B. Miller.. .... Soquel, CA 


Donald A. Moore ...Upland, CA 


Joseph H. Parker ...Fontana, CA 


David M. Peters ....... Venice, CA 


Kathleen L. Rodgers ................ .. 


....................Moreno Valley, CA 


Gary Hanson ....... Collbran, CO 


William M. Renken Aurora, CO 


Jack Weaver.. .......... Newark, DE 


M. G. Bibbee ........ Palm City, FL 


Bryce Kyle Bock ........................ . 


........................... Longwood, FL 


Richard Grant ......... Senoia, GA 


Charles D. Kaminski ................ . 


......................... Kailua-Kona, HI 


Bernard Olson .. .. . Moorland, IA 


Kyle Reynolds ......... Newton, IA 


Dennis Bowen ...... Wheaton, IL 


James c. Dittmer .......... Troy, IL 


Larry Simmons ........................ .. 


.......... .......... ...... .. Princeville, IL 


Todd McCuthan ..Anderson, IN 


Jerry J. Crenshaw ..... Russell, KS 


John Alexander ........................ . 


.. ...... ...... ........ Silver Spring, MD 


Franklin D. Landmesser .......... .. 


..................................... Troy, MI 


Boyd D. Naylor. ...... Portage, MI 


Ryan Bach ...St. Louis Park, MN 


Marlon O. Gunderson .......... .. .. 


......................... Lake Elmo, MN 


Stewart Lucke .......... Minot, NO 


Richard H. Harriman .............. .. 


............................. Papillion, NE 


Daniel Dinsmore, Jr .. .......... .. .... . 


........ ... ........... .. ... . .Intervale, NH 


Donald Aspden ........................ . 


..................... Albuquerque, NM 


Rick Van Derck ........ .. .. .. .. .. ...... .. 


................... .Incline Village, NV 


Dennis C. Borkowski ........ .. ...... . 


...................... Williamsville, NY 


Stanley R. English ................ .. .. . 


.. .... .. ...................... Elbridge, NY 


Thomas Hurley ........................ .. 


............................ Salt Point, NY 


Bradley A. Meech .Syracuse, NY 


John Eiting .......... .. Minster, OH 


Michael Heise .......... .. .............. .. 


................... Shaker Heights, OH 


Al Kenkel.. ........ Cincinnati, OH 


Earl Muenze...... Columbus, OH 


Larry B. Plank ......... Perkins, OK 


Errol Roberts .... Gold Beach, OR 


Robert M. Cochran .................. . 


........ Shawnee on Delaware, PA 


Pete Leinberger ..... Elverson, PA 


Ted Fontelieu ....... Mesquite, TX 


Richard L. Myers ...................... . 


. ....... .. ................... . McAllen, TX 


Jeffrey M. Rowland .... Point, TX 


Bill Urbanovsky .. ...... ................ . 


.......... .......... New Braunfels, TX 


John Corradi. ...... Rixeyville, VA 


Robert Tyler ....... Great Falls, VA 


James Purinton ........ Bristol, VT 


Charles B. Brownlow .............. .. 


.. .......... .. .......... Weyauwega, WI 


Bruce Carver ......... Horicon, WI 


Timothy Edwards .................... .. 


...... ... ... .. ... ...... ... ... .. Bayfield, WI 


Clifton A. Korn .... Hayward, WI 


Richard B. Passmore .. .............. .. 


............................. East Troy, WI 


Ronald L. Remster ... Racine, WI 


Reese Otts ....... Charleston, WV 


Lawrence B. Fretwell ................ . 


........ .. ............ Rock Springs, WY 
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BUILDERS' WORKSHOP 

-BUCK from page 12 

Editor," and perhaps we can get some 
feedback from people who've had 
similar problems. Either e-mail us 
(vintage@eaa.org) or snail mail to me 
or your editor. Let's get some real dia
logue going on this one. 

I saw another unique operation the 
other day, a handmade pre-oiler for 
A-65s and '85s. Again, I'm finding out 
I'm never too old to learn! This me
chanic had built himself a pre-oiler 
out of a surplus Freon tank. He had a 
siphon tube going down to the bot
tom of the tank, and a hose and 
fitting insta lled in the left oil gallery 
plug. He filled the Freon tank with 
light weight oil, then he put about 
twenty to thirty pounds of air pres
sure in the tank. Doing so pressurized 
the oil system via the fitting in the oil 
gallery plug. 

He kept checking the oil stick and 
listening at the oil filler until he saw 
that the oil was pool ing in the sump 
(tank) and when he was satisfied that 
all the internal parts were swimming 
in oil, he disconnected the air pres
sure, put the plug back into the oil 
gallery, brought the oil level up to 
normal and declared this newly over
hauled engine ready to run. 

Seems like a neat idea to me. We 
never went to that much trouble. 
When the engine was assembled it 
was always with plenty of lube wher
ever we felt it was required. Then too, 
we always primed the oil pump 
through the oil temperature bulb 
adapter of the oil pressure line to be 
sure the pump was primed. We pulled 
it through until we saw the oil pres
sure gauge needle jump a little, telling 
us we had prime and potential pres
sure. That always seems to work for 
us, but I do like this particular me
chanic's way of doing it. 

I'm still not over the "Elder States
man of Aviation" Award from the 
National Aeronautic Association, and 
I'm sti ll getting flak from friends . 
Keep it u p people; I love it when 
you're jealous! 

Over to you, t( ~t(ck.. .r 
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Oshkosh, WI 
January 20-21,2000 

• Basic Sheet Metal 
• Engine Installation 
• Fabric Covering 
• Sheet Metal Forming 

EAA MEMBERS $209- $289 
NON EAA MEMBERS $284-$314 

c .~, 

EAA/ 


The Leader In Recreational Aviation 

HANDS-ON RV™ 
ASSEMBLY WORKSHOP 
Corona, CA 
January 19-21, 2000 
Spend 2 1/2 days at our workshop and 
you will learn how to build your RV.TM 

• Sheet Metal Basics • Riveting 

• FARS & Paperwork • Painting 

• Surface Preparation 

• Inspection &Testing 

• Assembly &Jigging 

EAA MEMBERS $359 NON EAA MEMBERS $389 

WORKSHOPS 800.967.5746 
~ www.sportair.com 

Call or log-on for our complete workshop calendar 
"Under EAA's leadership 


these workshops are 

better than ever," 
Ron Alexander 

workshop developer. 1) : ~ 
Alr <: rnft Coating s -"Proud Sponsors of EAA SportAir Workshops" 

http:www.sportair.com
mailto:vintage@eaa.org


TilE. ONLY ~nll 
WAY TO 
'OVE.Il~ 
YOUIl --'Q? 

Fly-In Calendar 
The following list ofcoming events is jitrnished to our readers as a mailer of 
information only and does not constitute approval, sponsorship, involvement, 
control or direction ofany event (fly-in, seminars, fly market, etc.) listed. 
Please send the information to EAA, All: Vintage Airplane, P.G. Box 3086, 
Oshkosh, WI 54903-3086. Information should be receivedfour months prior 
to the event date. 

JANUARY 1,2001- NAPPANEE, IN- 10th al/nual New Year 's Day Hang Over jly
in, sponsored by EAA Chapter 938. I I a.m.-2 p.m. Info : "Fast Eddie, " 
219/546-2795 or the chapter website: www.bnin.net/-jlyboy 

MA RCH 1-3,2001 - KALISPELL, MT-Montal/a Aviation Conference, Cavanaugh's 
Ollllaw Inl/. Workshops, seminars, nationally recognized speakers, trade show. 
Info: Montana Aeronautics Div., 406/444-2506. 

MA RCH 2-4, 2001 - CASA GRANDE, AZ-43rd Annual Cactus Fly-In at Casa Grande 
Ailport. sponsored by the Arizona Antique Aircraji Association. Info: John Engle 
480/987-55 I6 or www.americanpilot.orglcactus. 

VINTAGE TRADER 


Something to buy, sell or trade? 

Classified Word Ads: $5.50 per 10 words, 180 words maximum, with boldface lead-ill 
011 first lille. 
Classified Display Ads: One column wide (2. 167 inches) by 1, 2. or 3 il/ches high at 
$20 per inch. Black and white only, and 110 frequency discounts. 
Advertising Closing Dates: 10th ofsecond month prior to desired issue date (i.e., 
January 10 is the closing date for the March issue). V AA reserves the right to reject 
any advertising ill conflict Wilh its policies. Rates cover one insertion per issue. 
Classified ads are not accepted via phone. Payment must accompally order. Word ads 
may be sent viafax (9201426-4828) or e-mail (clossads@eaa.org) using credit card 
payment (VISA or MasterCard). Include name on card, complete address. type of 
card, card number, alld expiration date. Make checks payable to EAA. Address 
advertising correspondence to EAA Publicatiolls Classified Ad Manager. P.O. Box 
3086, Oshkosh, WI 54903-3086. 

MISCELLANEOUS 
BABBITT BEARING SERVICE - rod bearings, main bearings, camshaft bearings, 
master rods, valves. Call us Toll Free 1/800/233-6934, e-mail ramremfg@aol.com 
Web site www.ramengine.com VINTAGE ENGINE MACHINE WORKS, N. 604 
FREYA ST., SPOKANE, WA 99202. 

AIRCRAFT FABRICS - Imported Unen, Certificated Cotton. Tapes - Straight and 
pinked. For an $18-18" sample, send $10.00. Contact for price list. Vintage Aero 
Fabrics, Ltd., 18 Joumey's End, Mendon, VT 05701 USA. Tel: 802/786-0705, Fax: 
802/786-2129. E-mail: www.avcloth.com 

Wear Your Favorite Airplane! 

www.airolanetshirts.com 

1/800/645-7739 

You'll look good in one!! 


Beech-Roby controllable pitch propeller, excellent condition, all linkage, dash 
plate, service manual, tools to install & remove, Continental 65 to 85 hp w/taper 
shaft, $1400. NJ,201-337-1943 

AZIlPLAffE. 
Of course, if you plan to fl~ it, 
the easiest way is stiR Poly-Fiber. 
~hy Poly-fiber? Because for 30 years builders 
" have followed our easy steps and achieved safe, 
truly superlative, long-lasting results. And Poly-fiber 
products are painstakingly manufactured and proven 
over time, Our reader-friendly manual is almost like 
having an instructor right there with you, and if you'd 
like some coaching, by one ofour hands-on workshops. 
There's also a step-by-step v ideo, a kit for practicing 
with Poly-Fiber, plus a web site full of information. 

~~.polyiiber.com 

e-mail: inio@poJyfiber.com 

Aircraft: Coating s 

Fly high with a 

quality Classic interior 

Complete interior assemblies for do-it-yourself instal/ation. 

Custom quality at economical prices, 

• Cushion upholstery sets 
• Wall panel sets 
• Headliners 
• Carpet sets 
• Baggage compartment sets 
• Firewall covers 
• Seat sl ings 
• Recover envelopes and dopes 

Free catalog of complete p roduct line. 

Fabric Selection Guide showing actual sample colors and 

styles of materials: $3.00. I1- ", 

: I. 'air''';;RODUCTS, INC. 
259 Lower Morrisville Rd ., Dept. VA 
Fallsington , PA 19054 (215) 295-4115 ~ 
www.airtexinteriors.com 
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J;mMdrv;n 

Columbus, MS 

u.s. Air Force Fighter 

Pilot, 1988 to present 

Desert Storm veteran 

Formed Mclrvin 

Aviation, Inc., in 1992 

Holds several pilot and 

instructor ratings 

We're Better Togetherl 

AUAis 

approved. 

To become a 

member of the 

Vintage Aircraft 

Association call 

800-843-3612 

"We purchased N 1083 D in 1994 and 

started our terrific relationship with 

everyone at AUAI We're currently 

restoring a 1946 Cessna 120. 

"Thanks for the terrific support, AUAI " 

- Jim and Lori Mclrvin 

The best is affordable. 


Give AUA a call - it's FREE! 


800-727-3823 
Fly with the pros .. .fly with AUA Inc. 

AUA's Exclusive EAA 
Vintage Aircraft Assoc. 
Insurance Program 

Lower liabili and hull premiums 

Medical payments included 

Fleet discounts for multiple aircraft 
carrying all risk coverages 

No hand-propping exclusion 

No age pen Ity 

No component parts endorsements 

Discounts for claim-free renewals 
carrying all risk coverages 

Remember, 

AVIATION UNLIMITED AGENCY 
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lumper@execpc.com 


Gene Morris 
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Membershi~ Services Directo!y_ 

Enjoy the many benefits ofBAA and the 

BAA Vintage Aircraft Association ~ 


EAA Aviation Center, PO Box 3086, Oshkosh WI 54903-3086 
Phone (920) 426-4800 Fax (920) 426-4873 


Web Si te: http://www.eaa.organd http://www.airvenfure.org E-Mail: vintage@eaa.org 


EM and Division Membership Services 
800-843-3612 ••••••••••• . . FAX 920-426-6761 
(8:00 AM -7:00 PM Monday- Friday CST) 

• New/ renew memberships: EM, Divisions 
(Vintage Ai rcraft Association, lAC, Warbi rds), 
National Association of Flight Instructors 
(NAFI) 

• Address changes 
• Merchandise sales 
• Gi ft memberships 

Programs and Activities 
EM AirVenture Fax-On-Demand Direc tory 
. . .. , , . , . , , . , . , , , , , . . .. . . ..... 732-885-6711 

Auto Fuel STCs , . .. . , . .. . .. ... , 920-426-4843 
Build /restore information .. , .. , 920-426-4821 
Chapters: loca ting/organizing,. 920-426-4876 
Education " ", ...... , .. ,., .. ,. 920-426-6815 

• EM Air Academy 
• EM Scholarships 

Flight Advisors in fo rmation, . . , , 920-426-6522 
Flight Instructor in formation. , . 920-426-6801 
Flying Start Program ......•..•. 920-426-6847 
Library Services/ Research .. .... 920-426-4848 
Medical Questions .. . .. . . ... , , . 920-426-4821 
Technical Counselors . ... , . . , , , 920-426-4821 
Young Eagles . ... , .. , . ...... ,' , 920-426-4831 

Benefits 

Aircraft Financing (Textron) "", 800-851-1367 
AVA , ........ .. , .. , . ... .. . , . , , 800-727 -3823 
AVEMCO . . . . .. .. ,... . . , , 800-638-8440 
Term Life and Accidental . . . .... 800-241 -6103 
Death Insurance (Harvey Watt & Company) 

Editorial 
Submitting article/photo; advertising information 

920-426-4825 ...• • .•. •••• • FAX 920-426-4828 

EM Aviation Foundation 
Arti fact Donations, , , , , , , , , , , . . 920-426-4877 
Financial Support, . , . " . ,', .. . 800-236-1025 

MEMBERSHIP INFORMATION 

EAA 

Membership in the Experimental Aircraft Association, 
Inc. is $40 for one year, including 12 issues of SPORT 
AVIATION. Family membership is available for an addi
tional $10 annually. Junior Membership (under 19 
years of age) is available at $23 annually, All major 
credit cards accepted for membership, (Add $16 for 
Foreign Postage.) 

VINTAGE AIRCRAFT ASSOCIATION 
Current EM members may join the Vintage Aircraft 
Associaton and receive VINTAGE AIRPLANE maga
zine for an additional $27 per year. 
EM Membership, VINTAGE AIRPLANE mag-azine 
and one year membership in the EM Vintage Air
craft Association is avai lable for $37 per year 
(SPORT AVIATION magazine not included), (Add 
$7 for Foreign Postage.) 

lAC 
Current EM members may join the International 
Aerobat ic Club, Inc, Division and receive SPORT 
AEROBATICS magazine for an additional $40 
per year, 
EM Membership, SPORT AEROBATICS magazine 
and one year membership in the lAC Division is 

available for $50 per year (SPORT AVIATION mag
azine not included), (Add $10 for Foreign 
Postage.) 

WARBIRDS 
Current EM members may join the EM Warbirds of 
America Division and receive WARBIRDS magazine 
for an additional $35 per year, 
EM Membership, WARBIRDS magazine and one 
year membership in the Warbirds Div ision 
is available for $45 per year (SPORT AVIATION 
magazine not included). (Add $ 7 for Foreign 
Postage,) 

EAA EXPERIMENTER 
Current EAA members may receive EAA 

EXPERIMENTER magazine for an additional $20 

per year. 

EM Membership and EM EXPERIMENTER mag

azine is available for $30 per year (SPORT 

AVIATION magazine not included).(Add $8 for For

eign Postage.) 


FOREIGN MEMBERSHIPS 
Please subm it your rem ittance with a check or 
draft drawn on a United States bank payable in 
United States dollars , Add required Foreign 
Postage amount for each membership. 

Membership dues to EAA and its divisions are not tax deductible as charitable contributions. 

Copyright ©2000 by the EM '-Intage Aircraft Association 
Ail rights reserved. 

VINTAGE AIRPLANE (ISSN 0091·6943) IPM 1482602 is published and owned exclusively by the EM '-Intage Aircraft Association of the Experimental Aircraft Associalion and is published monthly at EM Aviation Center, 3000 
Poberezny Rd., PO. Box 3086, Oshkosh, Wisconsin 54903·3088. Periodicals Postage paid at Oshkosh, Wisconsin 54901 and at addilional mailing offices. POSTMASTER: Send address changes 10 EM Antique/Classic Division, Inc.. 
PO. Box 3086, Oshkosh, WI 54903·3086. FOREIGN AND APO ADDRESSES - Please allow at least two months for delivery of VINTAGE AIRPLANE to foreign and APO addresses via surlace mail. ADVERTISING - '-Intage Aircraft 
Association does not guarantee or endorse any product offered through the advertiSing. We invite constructive criticism and welcome any report of inferior merchandise obtained through our advertising so that corrective measures can 
be laken.EDITORIAl POLICY: Readers are encouraged 10 submn stories and photographs. Policy opnions expressed in articles are so~ those of lhe authors. Responsibility for accuracy in repor1ing rests entirely with the contributor. No 
renumerntoo ~ made. Material should be sent to: Ednor, VINTAGE AIRPLANE, PO. Box 3088, Oshkosh, WI 54903·3086. Phone 9201426·4800. 

The words EM, ULTRALIGHT, FLY WITH THE FIRST TEAM, SPORT AVIATION, FOR THE LOVE OF FLYING and Ihe logos of EM, EM INTERNATIONAL CONVENTION, EM VINTAGE AIRCRAFT ASSOCIATION, INTERNA· 
TIONAL AEROBATIC CLUB, WARBIRDS OF AMERICA are ® registered trademar1<s, THE EM SKY SHOPPE and logos of the EM AVIATION FOUNDATION, EM ULTRALIGHT CONVENTION and EM AirVenture are trade· 
marks of the above associations and their use by any person other than the above association is strictly prohibited. 
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David Clark 
HtO t3.4 Headset 

$288.30 

Personalized Black Glass 
License Plaque 

$69.95 

~ 
Blackhawk Mach 3 

Alarm/Chrono 

$249.00 

Check out hundreds of new items added for the holidays, 

including GPS units, personalized apparel and watches. 


Free shipping, gift-wrapping and gift certificates 

make shopping a breeze. 


Order on-line or call toll-free (888) 609-4390. 


*$25.00 minimum order, Continental USA, Ground Shipping 

theworldof 

www.eaa.org 

www.vintageaircraft.org 
www.warbirds-eaa.org 

www.eaa.org/ultralights/ 

www.airventure.org 

www.youngeagles.org 

www.nafinet.org 

Log on to the adventure ... 

http:www.nafinet.org
http:www.youngeagles.org
http:www.airventure.org
www.eaa.org/ultralights
http:www.warbirds-eaa.org
http:www.vintageaircraft.org
http:www.eaa.org







