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STRAIGHT AND LEVEL 


During the past few years we have noted an in
teresting fact, that at fly-ins other than Oshkosh, 
there has been I a noticeable reduction in the attend
ance of antique aircraft. Several problems have con
fronted the antique owners that might possibly lessen 
their desire to fly their aircraft to area fly-ins. Over 
the past ten years the inflation factor has escalated 
the value of antique aircraft to excessive heights, thus 
lessening the desire of some owners to make fre
quent long flights. The current fuel costs affect the 
owners of all types of aircraft and this is definitely a 
factor governing a long cross-country flight with a 
twenty-five gallon per hour round engine pushing 
along at say, niniety miles per hour. It does not take 
long to compute a fuel cost of over forty dollars per 
hour or about 50 cents per mile. What the final out
come will be in a few years is not known. 

Obviously antique owners are not going to com
pletely stop flying. Engines have to be run to keep 
them in good operating condition, and the aircraft 
have to be flown to keep the fabric and airframes in 
an airworthy condition. We apparently are not going 
to attend as many of the fly-ins we had participated in 
during the past years. Our selection will be limited 
and our flights will be shorter in distance. 

Every year at Oshkosh we begi n to see the appear
ance of more aircraft in the " replica " category. What 
could be more appropriate after facing the fuel prob
lems and values of inflation that exist today. The 
Antique/Classic Division 's definition of a replica air
craft is: 

" An aircraft constructed exactl y to original manu fac
turer 's plans, full size in sca le, but not constru cted by th e 
o riginal manufacturer or his li censee ." 

Our basic source of antique aircraft is, for all nor
mal purposes, depleted. Granted, a rare find does 
pop up occasionally, and there are many restorable 
antiques, with the wood rotting and the metal rust
ing , but at the same time , a known fact. As we glance 
through the back issues of Th e VI N TAGE AIRPL ANE 
our attention is frequently drawn to the articles about 
an aircraft of the past that we would love to find and 
restore , but knowing full well that an example of the 
plane does not currently exist. After searching, it 

sometimes becomes known that drawings and plans 
of our favorite aircraft still exist, whether they be in 
the files of a Museum, the FAA, or in a historical li
brary. Then the challenge is there to reproduce that 
" dream" aircraft. Many of us are restorers, 
homebuilders, craftsmen, as well as fliers, so what is 
keeping us from that burning desire to bite the bullet 
and start that replica? With a set of plans we can fab
ricate a replica and make our dream become a reality. 

Depending upon the era of the aircraft to be repli
cated, engine authenticity can create a problem, but 
one that can be solved. It is a known fact that there 
are more vintage engines available than vintage air
frames. So, with a master plan of action in hand in
cluding a set of drawings , the selection of the ap
propriate engine, and the desire to fulfill your dream , 
you are ready to create a replica. More than likely, 
young and old alike will thrill at the sight of seeing 
your replica in flight. 

The excitement created by the appearance of the 
Gee Bee Z and the Travel Air Mystery Ship during 
OshkOSh '79 is a prime example of the interest in rep
licas . How many of us while viewing these aircraft, 
envisioned the thrilling flights, and the setting of rec
ords by the original Mystery Ship and Gee Bee? How 
many of us upon returning hom e from Oshkosh '79 
thumbed through our historical publications to read 
about the pilots and the original flights of these air
craft? The nostalgia is there! The re-creation of other 
notable flights made long ago by favorite airplanes 
can be made possible by your motivation and the 
co mpletion of the replica of your dreams. 

To complete a replica of some historical aircraft can 
be a task of huge proportions and overwhelming 
odds; but it has been done. This is where the basic 
spirit and intent of EAA and its divisions, comes to 
the forefront. The help and assistance often needed 
in a project of this nature is usually available in some 
form through the organization. 

Membership in EAA and the Antique/Classic Divi
sion has many rewards, including the association with 
other sport aviation enthusiasts who share common 
problems in the restoration and maintenance of vin

tage aircraft . This would naturally include the creation 
of replica aircraft as well. 

The EAA Air Museum Library at EAA Headquarters 
represents a fine collection of books, magazines, 
plans, manuals and other documents which contain 
invaluable information which would be useful to 
someone planning to build a replica of a vintage air
craft. Because of a severe space shortage, much of 
th e library has been boxed and placed in temporary 
storage, with the remainder still accessible for staff 
members' research necessary for producing the vari 
ous EAA publications . 

Even though the small staff at Headquarters cannot 
possibly comply with the many requests to do re
search in the library for individuals , they can provide 
helpful information and steer p eople in the right di
rection. 

Each of you who have a favorite airplane of the 
past, which is not available as a restoration project 
should give serious consideration to the replica ap
proach. Start by researching the plane, its pilots , and 
its accomplishments. That in itself is quite a project , 
and the natural step preceeding the actual construc
tion of a replica. 

With such notable replicas as Bill Turner ' s Gee Bee 
Model Z and Brown B-2; th e three Spirit of St. Louis 
aircraft by EAA, and Frank , David and Steve Cannavo , 
and th e San Diego Museum ; Jim Younkin 's Travel Air 
Mystery Ship; and many others under construction 
including the Laird Super Solution, Howard Mike and 
Pete, Wedell Williams Racer , the Hall Racer, another 
Travel Air Mystery Ship and the Gee Bee R-1, replica 
aircraft have attained a high leve l of respect and their 
popularity most certainly will co ntinue to grow by 
leaps and bounds. 

Don ' t keep on dreaming of that replica project 
roll up your sleeves and do something about it! 
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by Gene Chase 

NASM PERSONNEL CHANGES 

Lew Casey has retired from the National Air and 
Space Museum to take up aviation consulting. He has 
been a staunch friend of EAA and SSA for many years 
and he will be missed. 

Lew disclosed that work on the restoration of 
Charles Lindbergh's Miles Mohawk is progressing. 
The Menasco engine has been completely rebuilt and 
is in running order. The rudder and stabilizer have 
been rebuilt by a gentleman in Louisville, Kentucky 
and is ready for assembly. The wings and fuselage are 
at the Wings and Wheels Museum in Orlando, 
Florida, and will be worked on next. The instrument 
panel is at Lew Casey's home in Washington and he is 
looking for British instruments of the 1936 era to 
finish it. 

SECTIONAL CHART CHANGES 

Beginning on April 17,1980 all Sectional Charts will 
show Terminal Radar Service Areas. VFR Terminal 
Areas Charts will also show this information. TRSA's 
will be symbolized by an outline of the entire area 
including the various sectors and will be shown in a 
magenta red color. Each altitude sector will be iden
tified in a magenta solid color by the MSL ceiling and 
floor values within the respective sector. The chart 
will have a note identifying the TRSA and will advise 
where to obtain the appropriate frequency. 

On August 17, 1980 Military Training Routes will 
begin appearing on all Sectional Charts. 

Ell DEADLINE EXTENDED 

The FAA has announced that owners of Emergency 
Locator Transmitters built by Communications Com
ponents Corporation, Garrett Manufacturing and 
Leigh Systems will have the deadline for battery re

placement extended from March 28, 1980 to October 
15, 1980. The reason for the extension of time is that 
not enough replacement batteries are yet available. 

SAN DIEGO TCA 

The FAA announced in the Federal Register its final 
rule on the San Diego Terminal Control Area . It fol
lows the original FAA p.roposal almost completely and 
provides for an upside down wedding cake configura
tion extending to 12,500 feet MSL. There is a provi
sion for a north /south VFR corridor. It is probably th e 
most complicated TCA yet proposed and will require 
radar vectors for all aircraft to keep them within the 
deSignated zones at the proper altitude and heading . 

NEW AD FOR CESSNA 120S AND 140S 

The NTSB has asked the FAA to issue an airworthi
ness directive on Cessna Model 120 and 140 aircraft 
which requires an immediate inspection of wing strut 
upper rod-end spherical fittings for corrosion , crack
ing or elongation. 

The NTSB states that if any of th ese conditions are 
detected the fittings should be replaced before 
further flight. 

Ale NEWS 
by Gene Chase 

NEW ANTIQUE/ CLASSIC CHAPTER FORMED IN 
TULSA, OKLAHOMA 

We are pleased to extend a hearty welcome to the 
newly form ed Antique/Classic Chapter 10 in Tulsa. 
The chapter members of this embryo group have 
elected as their first year officers, Hurley Boehler , 
President ; Sam Hockett, Vice President; and George 

Goodh ead, Secretary-Treasu rer. 
Although the group has been founded in Tulsa, 

they hope to represent all of Northeastern Oklahoma 
as well as the neighboring areas of Kansas, Missouri 
and Arkansas . Anyone seeking information about A/C 
Chapter 10 can contact George Goodhead at 6326 East 
Fourth Street , Tulsa , OK 74112, Telephone 918/838
8388 . 

As a note of interest, Tulsa 's 3 EAA-related chapters 
(EAA , lAC and A/C) each carry number 10. 

WRITING FOR PUBLICATIONS 

The excellent advice which follows , appeared in a 
recent issue of Northeastern Sport Aviation News, 
edited by Bob Whittier and Dave Keith in Duxbury, 
Massach u setts : 

" If you'd like to learn more about how to write for 
publications, go to a public library or college book 
store and ask about books on freelance writing and 
digests of journalism. A number of good books are 
availabl e. Also, every EAA Chapter' s library should 
contain a copy of "Writing Guide for Naval Officers". 
It is a brief, 70 page manual on how to get started on 
writing assignments and carry them through to com
pletion . If you have the jitters about writing, it will 
calm you down . Send $3 .00 (the manual is $1.00 and 
the mai l ing fee $2.00) to Department of the Navy, 
Naval Education and Training Program, Development 
Center, Pensacola , FL 32509 and ask for the above ti
tle. Give its number also : NAVEDTRA 10009-A." 
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1979 MICHIGAN REGIONAL 
FLY-IN 

by Ri chard D emond 

P. O. Box 191 


Whitmore Lake, MI 48 189 

and 


Roger Perreault 

1630 Roseland 


Royal Oak, MI 48073 


(Photo b y Joseph J. Brancik! 

Roy Ga rrett's Grand Champio n Starduster at th e 1979 
Michigan Regional Fly-In. 

After many months of meetings , which started in 
November of 1978 at Howell Airport, the Michigan 
Regional Fly-In was underway, with the squeak of 
tires from the EAA Museum's Lockheed 12A, as it 
touched down on runway 31 at Livingston County 
Airport. 

The Fly-In was scheduled to start on Saturday, June 
16, to coincide with the 50th Anniversary of the 
Michigan Aeronaut ical Commission. 

This was June 15 and Gene Chase, our honored 
guest, had just arrived for a day of Michigan hospital
ity, compliments of Chapter 384. After tieing down 
the Lockheed, Gene and Dorothy Chase were es
corted by Rick and Margaret Demond to the . Henry 

Ford Museum and Greenfield Village, in Dearborn, 
Michigan. There the first order ·of business was 
everyone's stomach. Margaret had arranged for that 
by packing a picnic lunch. This was enjoyed on the 
front lawn of the museum before going inside to re
live the past. 

We were met inside by Mr. John Conde, the 
Curator of Transportation. We were all escorted by 
Mr. Conde through the inside exhibits of the 
museum. Then it was off to a whirlwind tour of the 
Greenfield Village complex. 

On the way home a stop at Hyne Field in Brighton 
for a look at local grass roots aviation in Livingston 
County. Then it was off to the Holiday Inn for a late 
seafood smorgasborg and a little shut eye before the 
official opening of the Michigan Regional Fly-In on 
Saturday, June 16. 

It began the next morning when the planes started 
to arrive. The people from all of the local chapters 
were right on the job, directing traffic, taking care of 
registration and the many other jobs associated with a 
successful fly-in. Gene Chase was put to work, judg
ing the display aircraft. At one time there were 54 air
craft on display and still more in the pattern. People 
came from as far away as I ron Mou ntain, fou r hou rs 
by Cessna 182. 

About 10: 30 A .M . th e sweet music of round en
gines announced the arrival of the Spirit of SI. Louis 
and its companion , the Stinson SM-8A. Now the stage 
was set for a great weekend of camaraderie and just 
plain fun . 

Saturday afternoon the Michigan I. A. C. Chapter 
88 put on the air show. The flying was done by Dave 
McKenzie in his tank powered Great Lakes. Jeff 
Greisz with his PJ 295 from Flint was next. Jeff was the 
Regional Fly-In Air Show Chairman, by the way. Next, 
Art Pats tone from Ann Arbor flew his Messerschmitt 
BO 209 Monsun followed by Roger Fassnacht in his 
beautiful Pitts biplane. To top the afternoon off we 
were treated to an exceptional performance by Henry 
Haigh , flying his highly modified Pitts. After watching 
Henry, you know why he will represent the U. S. 
Aerobatic Team at Oshkosh this year. 

Before and after the air show, Verne Jobst in the 
"Spirit" , and Jim Barton in the Stinson raised a few 
goose bumps for those who are into antique and avia
tion nostalgia. 

Before retiring to the Holiday I nn for late supper 
there was a brief program in the maintenance hangar. 
Gene Chase was the main speaker and Verne Jobst 
spoke for the Spirit crew. As a fina le, Joe Brancik pre
sented Gene Chase with an oil painting in recognition 
of all the work and effort that Gene has put forth on 

behalf of the EAA and its Air Education Museum . 
Gene was taken by surprise with the painting . Joe 
had gathered all the information from Gene's wife, 
Dorothy , in secret, over many months. 

On Sunday morning, the lucky fly-in volunteers and 
several C. A. P. cadets enjoyed rides in the Spirit and 
the Stinson, as a special treat lor a job well done. 

Because of threatening weather, all EAA aircraft 
headed back to Burlington, Wisconsin about 10:30 
A.M. At noon Sunday, the trophies were given out as 
follows: 

GRAND CHAMPION - Starduster SA-300 - Roy 
Garrett, Marysville, MI 

CHAMPION CLASSIC - 1947 Fairchild F-24R - Tom 
Leonhardt, Dick Buck, Lambertville, MI 

CHAMPION ANTIQUE - 1932 Corben Model B 
Rick and Margaret Demond , Whitmore Lake, MI 

CHAMPION BIPLANE - Steen Skybolt - Gary 
Deem, Adrian , MI 

CHAMPION MONOPLANE - Davis DA-2 - Gordon 
Meeuwsen , Holland , MI 

CHAMPION WARBIRD - Ryan PT- 22 - John Han
son, Ann Arbor, MI 

The very talented Joe Bran cik donated water color 
paintings to the first three trophy winners. After the 
presentation of trophies , the I. A . C. finished up the 
fly-in with their Sunday air show from '1 P.M. to 3 
P.M. After the air show most everybody headed for 
home except a few hardy souls, including the Fly-In 
committee who did the clean-up with the aid of the 
C. A. P. cadets and th e Howell Air Explorers. They 
put everything back in order, ready for Monday 
morning business. Rick gave the cadets and air scouts 
a ride in his Stinson Voyager , vintage 1946, in ap
preciation for all their help. 

As everyone knows who have ever been involved in 
a fly-in, it takes a lot of planning and hard work. This 
was a regional Fly-In so the Michigan Chapters not 
only backed it financially but had their members on 
various committess to make it work. 

Many thanks go to Spencer Hardy, the Livingston 
County Airport Manager for his enthusiastic coopera
tion; to Doug Robertson, the General Chairman; to 
Paul Cannon, the Regional Treasurer, and to Stan 
Doyle, President of the Howel l Chapter 546, who 
took care of all local fie ld arrangements. Also, to 
those men from various Chapters who worked to get 
the field ready, whose names are too numerous to 
mention here, and all the men and women who made 
the f ly-in a success, thanks again. 

The 1980 Michigan Regional Fly- I n will be held at 
the Owosso, Michigan Airport in June, see you there. 
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The C reat Lakes as it 
appea red w h en Rod 
so loed it as a teen
ager. 

II 

Back in Schenectady, New York, in June, 1947 when 
was 8 years old, my father surprised my mother by 

announcing he had bought her a Creat Lakes for her 
birthday. That was a novel attempt at winning family 
support for what would prove to be a lifetime 
partnership between man, boy and machine. 

After several years of little flying and many assorted 
problems, the airplane was dismantled in the Fall of 
1953 in preparation for new fabric. 

The project bounced back and forth from one back 
burner status to another until it was ready to fly again 
in 1960. As a teenager I enthusiastically soloed the 
shiny underpowered craft with its original American 
Cirrus Mark III engine barking away up front ... 
most of the time. 

As life raced on, Dad 's poor health, my marriage, 
two children and five moves in 12 years, the little bird 
spent most of its time in a dark, cool, dry hangar. 

In the Summer of 1971, this family pet was exten
sively damaged in an unfortunate mishap. While liv
ing in Wisconsin in 1972, and with the help of a 
friend and a borrowed truck, we hauled the crippled 
bird from New York to La Crosse, Wisconsin to begin 
yet another rebuild project. That trip was a story in 
itself ... one blown piston and 4 days without sleep. 
I began to think somebody was trying to tell me 
something . . . like forget it! 

The project slowly took shape in the midst of ren
ovating some rental property and helping a friend 
build a Skybolt. 

6 

It was fortunate for m e that the Creat Lakes Com
pany was back in business at the time. I purchased a 
complete set of ribs and other assorted specialty 
items, thus somewhat shortening the rebuild time . 

I was torn between keeping the ship original and 
improving its reliability by using a modern pow
erplant. After much soul searching, discussions with 
my father, along with unsolicited advice from the an
tique community, I decided to try for the best of both 
worlds. I built two engine mounts and two landing 
gears. That decision gives this airplane a unique fea
ture .. . interchangeability between the antique Cir
rus engine and the modern 0-360 Lycoming. 

Then the fun began with Uncle FAA . Let it suffice 
to say that after generating a file of correspondence 
2h inches thick , including engineering data, struc
tural testing and yet another transfer from one FAA 
region to another (to Rochester, New York) this littl e 
bird is now blessed and flying as you see her here . . 

The test hop on 11 /21/79 was something only those 
of you who have already built and tested your own 
bird can truly appreciate. She flew hands off first 
time, and she loops, snaps, rolls and spins beauti
fully. All-around performance is beyond my expecta
tions, and it feels great! 

My only regret is that my dad did not live to see 
her fly again. Irpnically, this rebuild also took about 
seven years , but with the good Lord willin ' and a dry 
runway , she won ' t 'be a hangar queen . See you at 
Oshkoshl980! 

by Rod Steele 

fAA # 224 50, A /C # 3 940 


57 Wilelen Road 

Rochester, NY 14624 


Photos Courtesy of th e Auth or 

ABOUT THE AUTHOR: Rod is a field representative 
for Pratt & Whitney Aircraft , has a bachelors degree 
from New York State' in Aerospace Technology and 
Managem ent , has an FAA Inspection Authorization , is 
an active CAP pilot , has been a member of EAA sin ce 
1965, form er president of EAA Chapter 307, La Crosse, 
Wi sconsin , active EAA Design ee Inspector for th e past 
4 years and cu rr ently secretary-treasu rer of both EAA 
Antique/Classic Chapter # 6 and th e Cunningham Hall 
CA 36 Association, Inc , Rochest er , New York . You 
will be hearing more about th e 1936 CA 36 restor ation 
project in the months ah ead. 



The newly restored G rea t Lakes powered with a 
Lycoming 0-360 . 
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Rod and Va lcla Stee le with th eir beautiful Great Lakes. 
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e\Q.u4.& .'i\Q. • b y Ted Businger 
EAA # 93833, Ale # 2333 

Rt. 2, Box l iD 
Willow Springs, MO 65793 

PART II o-»i\ot 
• 

The advent of midget racing sponsored by 
Goodyear Tire & Rubber Company in 1948 finds the 
ex-"Phantom I" painted cream and green, now t.\\ \\\&&t
owned by J. P. Reaver of Pallama City, Florida and 
named the "Reaver Special" . Changes included the 
mandatory 190 cubic inch Continental, with cowl to 
match , and a 22 foot wing of odd plan form. Mr. First flight of the Aircraft M echanix " Minx" in 1939. (Photo b y C. Cla ude Flagg) 
Reaver captured fourth place in the consolation 
event. Supposedly the wing failed at some later date, 
but this is unverified . Certainly this plane should earn 
a place in the Hall of Fame, based on longevity alone. 

Later in 1930 Flagg came up with a novel approach 
toward bolstering flight school attendance. The con
cept was to provide a deluxe course that would have 
the neophyte building parts for his own ship. When 
graduation day came the student would have both a 
pilot's license and an economical means of polishing 
his newly acquired skills . This aircraft, called "Student 
Pal " came with a Szekely 3 cylinder engine and was a 
high wing parasol design, seating two in tandem. A 
number were built but unfortunately no photographs 
or other evidence seems to have su rvived the years. 

By mid-summer in 1931, Jimmie Jamieson became a 
captain for Eastern Airlines, and had a yen to add the 
prestigious Thompson Trophy to his credits. Jimmie 
contacted Flagg to run the stress on his Curtiss D-12 
powered racer, which had a 35 foot, plywood covered 
wing . Jimmie's home being in Virginia and Claude's 
in Missouri restricted their communication to a postal 
service operation . Also, it was on a spare time avail
able basis for both men. 

In October , a short visit to his friend's Richmond 
home caused Flagg to have serious doubts about the 
general flight characteristics of the racer . Even the 
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usually flamboyant Jimmie flew her in a very subdued 
mann er. Claude started to make some design altera
tion s on the big racer as soon as he returned to Mis
souri. The work was well underway when disaster 
struck Jimmie in the form of a severe weather front 
coupled with an immovable Georgia mountain. 

In sp ite of President Roosevelt' s depression recov
ery efforts , the nation continued to flounder eco nom
ically and early in 1933 Flagg was again without an 
employer. 

Danny Fowlie accompanied the Flagg family to 
Rochester, Minnesota for their nex t building project. 
All so called "s tunt " planes of the era were strictly 
limited to a few seconds in the inverted position and 
not much longer in other unusual flight attitudes. 
This was du e to fuel starvation, caused by a lack of 
reliable fuel pumps. Flagg reasoned that if he could 
whip this problem, a few sales would materialize 
whi ch would help tide them over until th e return of 
good times. 

A small , si ngle-pla ce biplane (a pproximately the 
size of a Pitts) was built, with power supplied by a 165 
hp Comet engine. Th e ingenious approach to the fuel 
problem consisted of a five quart fuel tank in each 
landing gear leg , connected to a second ca rburetor 
fitted for inverted flight only. Danny's test flights left 
them both exhuberantly ecstatic with the plane's po
tential. Howeve r , th e hoped for sales did not 
materialize, in spite of an outstanding series of air 
show performances. The "stunt" pilots were making 
existing equipment do the job until more money was 
available to update their equ ipment. Danny con
tinu ed to fly the plane until the start of WW II , and it 
was truly his pride and joy. In the mid 1950's Bruce 
Raymond of Hammond, Indiana was flying the ship at 
midwest air shows. Prese nt location or disposition of 
the little biplane is presently unknown. 

By now Flagg had just about exhausted all pos
sibilities in th e local job market in aviation. It was 
either go east or west , and Southern California 
seemed the better choice. So Mr. and Mrs. Flagg 
took th ei r daugh ter , along wi th th ose possessions 
most needed , on the long trip to the Golden State. 

Locating first in Los Angeles, his search for work 
ended at the office of Garland Lincoln. Mr. Lincoln at 
that time was one of the foremost movie pilots . The 
aviation-oriented movies of the 1930's were mainly 
devoted to re-hashing the First World War, so they 
required fairly authentic looking pursuit ships. Mr. 
Lincoln had at his command, a large array of these 
aging planes. Following each day 's operation, the 
mechanics had to re-rig the wings, which was an ex

pensive chore. Flagg 's job was to make a more per
manent fix. Close examination showed that the wood 
holding the struts had deteriorated and over-stressing 
during flight was pulling the attach screws loose. 

One solution was to build new wings, but Garland 
Lincoln was booked solid by various film companies 
and this prevented grounding of more than one plane 
at a time for the needed repairs. A meeting with all 
the fliers was called to notify them of the situation, as 
well as advise them against unnecessary maneuvers 
until the wing replacements were accomplished. 

Garland Lincoln was duly impressed with Claude's 
industrious ability under a very stressful situation. 
Most appropriately he contracted with Flagg for the 
construction of five new movie ships. Mr. Lincoln de
scribed what he wanted , but left Flagg with a free 
hand as to accomplishing the assignment. In the past 
it has been erroneously reported that Mr. Lincoln 
built the ships himself. This was an impossibility as he 
had his hands full negotiating film contracts, over
seei ng his own business commitments, plus trying to 
keep a rambunctious team of pilots in line. Garland 
was a pilot of great talent as well as a solid business 
man. Those qualities are a rare combination. Appar
ently Flagg's work was excellent also as one of those 
fake Nieuports is reportedly still active, and Bill Sweet 
claimed that Dick McPherson performed the first 
lomcevak in one, at Lancaster , Ohio in 1948. 

Consolidated Aircraft Corporation (now General 
Dynamics) had recently located in San Diego , Califor
nia . Flagg got a job with this company where he re
main ed to the day he retired . 

In May, 1936 Flagg had a burning desire to build 
another racer . He, along with several other en
thusiasts band ed together to pool their talents and 
whatever cash was available for th e project. The orig
inal concept was a Continental A-40 powered , low 
wing craft with fixed gear. Some construction had 
taken place when friend, Ted Wells mentioned that he 
had a surplu s Pobjoy "' Niagra" engine still in its ship
ping cra te , and he quoted a most attractive selling 
price. 

The design was modified to accept the Pobjoy and 
a partially vacant grocery store building was rented, 
in lieu of higher priced hangar space. These new 
quarters were shared with a dancing school, and even 
the most avid aviation nu t has to feel some sympathy 
for the poor dancers trying to compete with the din 
created by this joyful lot hammering, sawing and fil
ing away in the next room. 

This tiny new bird designated the San Diego Flagg
ship F-15, had a wing span of 14' 9", was 12' 6" long 

(Photo by C. Claude Flagg) 

The San Diego Flaggship F-15 nearing completion in late 
1936 in a vacant grocery store building. A dance studio 
occupied th e space on the other side of the curtain. Note 
the minimum ground clearance of the landing flaps. The 
wheels were borrowed Ford Trimotor tailwheels! 

and stood only 3' 10" and the landing gear sported 
wheels which were borrowed from a Ford Trimotor. 
The plane weighed a mere 408 Ibs. making it a likely 
contender for the class record set three years earlier 
by Steve Wittman. With the 62" propeller set at 42° 
pitch at the 2/3 station, the diminutive Pobjoy moved 
air at a mightly rate. The attractive paint scheme was 
international orange and black. 

Flagg had a new and clever twist for this ship with 
balance being achieved by adding or removing up to 
one quart of oil from the lube reservoir. The reservoir 
was located on a diagonal brace at the base of the 
rudder post. The long lines used to connect the res
ervoir and th e engine gave ample cooling. This ar
rangement permitted the horizontal stabilizers to be 
welded directly to the tube fuselage . 

Hugh Nicholson performed the first test flight in 
early December, 1936. The only problem to surface 
during this test was overheating of one lower front 
and two lower rear cylinders. The removal of the orig
inal collector ring and installation of straight stacks 
through the cowling solved this problem. Because the 
take-offs and landings were more docile than antici
pated, the Tri-motors got their donut tail whee l s 
back , and a new single strut gear was incorporated 
with 8" wheels. Spats were added as a final drag re
ducing measure. 
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At this point Tony LeVier entered the scene. He 
was a bright young pilot in Los Angeles who was 
showing promise of being a truly great flier. He also 
had a high rate tachometer, a suitable trailer, and 
other items needed to help turn the F-15 into a 
record breaking machine. Soon an agreement was 
reached naming Tony as pilot of the ship at the up
coming 1937 National Air Races. 

To thoroughly acquaint himself with the plane he 
took it to nearby Alhambra Airport. Tony dem
onstrated the ship at all the local meets and flew 
her to San Diego's Lindbergh Field as the need arose 
to make adjustments and consult with Flagg. 

To help assure that they would come home with 
the world record for the 200 cubic inch class, and 
also be compe!itive in the 375 cubic inch c.lass, they 
decided to desi'gn ancfbuild a new wing . It was to be 
14' 3" in length, elliptical in plan form with a thin 
cross section close to a laminar flow. This late change 
would prove their undoing, as time did not permit 
flight testing, and with high hopes the entourage set 
off for the Cleveland races . 

Much has been written about the start of that qual
ifying run, most of it in error, so let us read what the 
pilot, Tony LeVier has to say: 

. " On the take off at Cleveland , I held the plane on 
the ground to over 100 mph which was about 10 mph 
faster than with the longer wing. I held the control 
stick left all through the take off run and had no 
problem whatsoever until I lifted off. The plane felt 
great except it promptly rolled right to almost in
verted. At that instant I naturally became extremely 
alarmed and chopped the power (throttled back). I 
wrestled the plane back to level flight, still holding 
full left aileron. Back to level flight , I found my aile
ron control was very poor with lateral instability wors
ening (wobbling). I eased the power forward to re
gain speed, but the little racer started rolling right 
once again, this time to about vertical. I was running 
out of airport so I made the decision to try and get it 
down the best I could, which resulted in striking the 
grou nd with the right wing first. It promptly snapped 
off at the root and started the plane spinning around 
to the right. The plane came to rest with the nose on 
the ground, the propeller broken, the right wing bro
ken and the landing gear wiped off. I came out un
scratched . 

Now let's recap a couple of things. First if the aile
rons had been crossed I would really have been in 
trouble. As it was, I was able to recover to level flight 
with full left stick . If the ailerons had b een crossed , I 
would have continued rolling to . the right because I 

never had the stick in the center position until the 
wings were back level from my first roll right just 
after lift off . Okay, if you buy that I can only say one 
thing. I didn't have enough speed to cope with that 
particular configuration. I know that now and I knew 
itthen. 

If we had calculated the rolling moment of the en
gine torque against that of the rolling moment of the 
ailerons, a plot would have shown that X sp eed 
would have been neutral or " zero" effectiveness. X 
plus 10 would have given me positive but marginal 
control. This of course is based on full power. A re
duced power would have resulted in different values 
(lower speeds). However, I needed power and once 
in the air and committed, things sort of turned to 
" crap". If I had had unlimited space, like a dry lake in 
California, I probably could have stayed with it and 

(Photo from the C. Claude Flagg Collection) 

The end of Tony LeVier 's first test flight of the F-15 with 
th e new elliptical wing. 

perhaps saved the bird. Better judgement told me, 
'Get this SOB down while you still have airport under 
you '. " 

The damage sustained eliminated the San Diego 
Flaggship F-15 from competition in the 1937 races, 
and a sadder but wiser crew started the long trip back 
to California . 

The gloom was short-lived however, and Flagg 
thought of ways he could improve the racer's per
formance during the rebuilding process. A new wing 
was built with a slight taper at the leading edge and a 
steep taper at the trailing edge . The fixed gear was 
replaced by a single strut retractable unit, actuated by 
a bicycle chain and sprockets. A new, closer fitting 
cowl replaced the beautiful hand bumped original. 
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The turtle deck was faired into the vertical fin. The 
turtle deck fairing was covered with a fine mesh 
screen, to insure a wrinkle-free top cover. The ship 
was then painted robin egg blue and sun burst yellow. 

By the time the plane was once again ready to fly, 
Tony LeVier had already agreed to fly Bill Schoen
feldt's red hot " Firecracker" in the 1938 races . The 
Schoenfeldt ship was in the 550 cubic inch class and 
this was the move that started Tony off on his spec
tacular aviation career. (Tony is now a retired Lock
heed test pilot, a member of EAA, and has recently 
restored a Velie Monocoupe which he enjoys flying .) 

Walter McLain was chosen to fly the rebuilt and re
named " San Diego Flaggship". This time a complete 
test program was completed at Lindbergh Field. A rec
ord course was laid out and Walter blasted through 
the timed run at over 250 mph, more than enough to 
get her into the record books , in the 550 cubic inch 
(Grieve) race. 

Once again the group started off for Cleveland in 
the old Ford station wagon. The Cleveland "jinx" was 
not long in su rfacing, nothing very serious, just a 
continuous hassle with trivial items. During the night 
before the qualification runs, a thunderstorm passed 
through the area. Early the next morning fuel trucks 
were making their way through the soggy turf, leav
ing deep furrows behind. These tracks were to spell a 
rather ignominious end for yet another year of hard 
work and frustration. Mr. Mclain gunned the little 
racer across the field at full throttle. When the wheels 
found the grooves left by a fuel truck, the craft 
lurched dizzily, the prop dug~tl and she flipped on 
her back. This writer still recalls Walter's vocal ex
pressions of utter indignation as he crawled out from 
under the little ship. I'm sure he spoke for all the 
crew. In retrospect the best they could have finished 
was fifth in this class as they were out-classed by 
machines with greater power. It was a truly brave at
tempt by this small group, but the odds were just too 
great. 

The frustrated Flagg did not rebuild for the 1939 
races. The remains of the racer were worked into a 
sports ship for a lady from the Watsonville area of 
California. Final disposition of this plane is unknown. 

Claude's interest in small aircraft continued and in 
April, 1939 a company called Aircraft Mechanix an
nounced a new low-wing slngle~place sport plane 
called the "Minx". Powered by a Continental A-40 it was 
a nimble and economical performer aimed at the pri
vate pilot market. Testing the red and cream plane 
was strictly routine as compared to the previous es
capades with the small racers. Flagg assumed this one 

would really take-off in sales, but in September Ger
many invaded Poland and WW II began. Private ven
tures had to be abandoned as this country began its 
rearmament program and eventual involvement in 
that conflict. The Minx is reportedly owned now by 
Cliff Dick in the San Francisco area . 

For the purpose of formulating and establishing 
rules for a midget racing category, the Professional 
Race Pilots Association called a meeting in San Diego 
in December, 1939. 

As Claude's San Diego Flaggship had been the last 
competing entry of the size envisioned by the group, 
its specifications were used as the criteria for rules 
governing that class of race planes . The Continental 
Engine Company was an enthusiastic backer of the 
proposal and consequently their readily-available 
product was selected as the standard powerplant. 
Those in attendance at the P.R.P .A . meeting saw the 
midgets as a "training ground" for the higher horse
power classes, plus a method of lowering race
connected fatalities . 

Following the meeting, Flagg began design of a 
new racer. He envisioned the 4-cylinder opposed en
gine installed 90° to horizontal as this configuration 
would give the least frontal area. Obviously, several 
changes would have to be made to assure proper 
lubrication . At the.next meeting of the P.R.P.A. the 
topic was brought up for discussion, and after due 
consideration the rules were amended to prohibit this 
type of modification. 

At the conclusion of WW II the Flagg family moved 
to Fort Worth, Texas where Claude was assigned to 
the B-36 and B-58 projects. Throughout most of his 
career at Consolidated, Claude was pleased to have 
as his assistant, Mr. Walter Barling. 

Another of Claude's ventures is worth noting 
here. Danny Fowlie and he were well on their way to 
fin~Uzing plans for converting war surplus Douglas 
C-54s, to customized corporate transports when Danny 
met with a fatal highway accident (see "They Call Me 
Mr. Air Show" by Bill Sweet, for more on Danny.) 

On his retirement from Consolidated, Claude Flagg 
became enthusiastically involved with EAA. Any re
quest for assistance was answered by Claude person
ally, in his quiet and gentle way. This was several 
years prior to the marvelous Designee Program we 
now enjoy. 

During one of our last visits with Flagg, he was bus
ily designing an aerobatic plane for Oscar Tambolitto, 
and he patiently took the time to explain every detail 
of the design. His final illness prevented the comple
tion of his last design. 

Dorothy and Claude Flagg, Pamona, California , 1973 . 

It was not to be that Claude Flagg would ever 
realize great financial rewards from his many and var
ied aeronautical designs, however, he did leave his 
mark in the world of aviation, albeit in a most subtle 
and quiet manner. 

Hopefully, this story about one man and his con
tributions to av iation will increase the readers' ap
preciation for Flagg and other aviation pioneers, 
whose work helped to advance the state of the art as 
we know it today. Claude Flagg was my friend and I 
am grateful for the opportunity to have known him 
and his lovely wife, Dorothy, who still lives in 
California. 

In conclusion, I respectfully ask that anyone having 
additional information on Claude Flagg, please con
tact me. Also, many of you must know of aviation 
pioneers in your area whose knowledge of the early 
days of flying should be recorded for posterity. Won't 
you take along a camera and tape recorder and visit 
with them while they are still with us? In some cases, 
next year will be too late. 

The notice in SPORT AVIATION stated, "We Shall 
Remember Them". Claude Flagg and all the others 
who have folded their wings must never be forgotten. 

11 



AlbumA 
by George Hardie, Jr. 


fAA #500 

fAA Historian 


Probably the best known of all Curtiss airplanes is the famous (or infamous) 
Jenny. Designed as a military aircraft, it became a legend through its use by 
barnstorming pilots in introdu cing aviation to the American public in the 1920's. 
Many pilots who later attained fame - Lindbergh , Doolittle, Wittman and many 
others - learned to fly in Jennies . 

The type originated in 1914 as the Curtiss Mod el), designed by B. D . 
Thomas, an Englishman who had been hired by Glenn Curtiss. Curtiss decided 
he had to acquire an engineer with experience on tractor-type airplanes to estab
lish a line of military aircraft to meet government demands. The Model N ap
peared in 1915 as a further effort to improve this line. Both the J and the N were 
two-place tandem-seat biplanes . The J was powered with th e 90 hp Curtiss OX 
engine and the N with the 100 hp OXX . 

The first IN model, combining the best features of the J and N, was the IN-2. 
What was more natural than to adopt the name " Jenny" to refer to the IN 
model. The name stuck, and was applied to the period after World War I as 
" The Jenny Era", arising from the widespread use of the type by barnstorming 
pilots all over the country. 

Eight IN-2's were ordered by th e U . S. Signal Corps for th e First Aero Squad
ron . On delivery in May, 1915, at North Island , San Diego, the first IN-2 was 
flown for government tests. In spite of many modifi ca tions the type failed to 
meet all performance requirements . Curtiss then delivered two Model IN-3's as 

Glenn Curtiss on a test flight in th e Model }. 

an improved version. Eventually all IN-2's were modified to IN-3 standards but 
sti ll were not satisfactory. 

The IN-4 series which followed were the first ordered sp ecif ically as trainers . 
While U. S. orders lagged , the British , engulfed in th e European war, required 
large numbers. A Canadian branch of the Curtiss Co., was established in To
ronto, to handle some of the production. Since the British asked for changes in 
th e design, their model was designated IN-4 Can , which became known as the 
"Canuck". 

A Model J on display at Hammondsport, N.Y., 1<) 14 . 

....,' 

"" 

A Model N " military tractor ", March, 191 5. 
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Two /N-4A's in training formation. These were delivered in 1917. Model/N-4B. Note the absence of cut-out in the top center section. 

- ~. -

A /N-4D half-shell display for a I ':119 show. Construction details of the /N-4D display job. 



The Curtiss IN-4 series led to a variety of models and modifications . The orig
inal American IN-4 appeared in July, 1916, followed by the IN-4B, a greatly im
proved model. (The IN-4A designation had been assigned to the British model.) 
The U. S. Signal Corps placed an ord.er for 36 IN-4B's and delivery began in De
cember, 1916. An additional 36 IN-4B's were ordered and all 72 had been deli
vered when the U. S. entered the World War on April 6, 1917. 

With the urgent demand for aircraft for the U. S. training program, agreement 
was reached on production of a modification of the British version, which re
tained the IN-4A designat~on. By late November, 1917 600 IN-4A's had been deliv
ered to the U. S. Signal ~orps. In December, 1917 deliveries of a new model, 
the IN-4D, began. This de\;ign incorporated modifications resulting from a meet
ing of engineers to determine specifications for a model for mass production. By 
the end of the war on November 11, 1918 a total of 2,812 IN-4D's had been deliv
ered to the U. S. Army, produced by Curtiss and six other contracting com
panies. 
. The IN series did not end with the D model. When an aircraft for advanced 
training was required, the 150 hp Hispano-Suiza engine was installed in a D 
model and became the IN-4H . Special trainers were given new designations 
IN-4HG for gunnery trainers, IN-4HB for bombing trainers and IN-4HO for ob
servation . More modifications resu Ited in the IN-6H . Other variations of the de
sign included a twin-engined version designated the Twin IN . While actually a 
development of the N model, the U. S. Navy's N-9 seaplane was basically a 
IN-4B with longer wings to carry the weight of the floats. 

The lineage of the Curtiss IN series is a complicated subject. A very complete 
and detailed account of the origins and use of this famous airplane can be found 
in the books "Encyclopedia of Military Aircraft" , by Robert B. Casari, published 
by Military Aircraft Publications, Six Applewood Drive, Chillicothe, OH 45601. 

Curtiss Jennies after the war, piloted by barnstormers, brought aviation to the 
American publi c by offering rides and performing in air shows. Government 
regulations outlawed the Jenny in 1927. A few examples still exist in museums 
and owned by antique fans. 

A Curtiss N-9 at Coco Solo, Panama Canal Zone, 19 78. A IN-4H at th e Curtiss flying fi eld, Buffalo, N . Y., 79 18. 



Prototype Twin IN at Newport News, Virginia, 19 /6. Production Twin IN at the Curtiss factory . 

... 

A IN-6HB. Note th e bomb ra cks and R-type rudder. A " plane change" barnstorming act with Jennies. 
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HOW TO BUILD THE 

"LONGSTER" 


by Les Long 

(Reprinted From The 193 1 Flying And Glider Manual! 

PART II 

The fuselage construction is rather unusual, but it Used with the gusset-plate method it gives an 'inde
is the only practical method for the amateur builder structible joint, besides leaving the tubing in its origi
who wants a self-braced job. Welding is out of the nal condition of strength. 
question unless you can afford an experienced man's Layout a jig of planks that will accommodate the 
services. For that matter, welding on 22 gao tubing is dimensions shown. For a base line make a long 
always a dubious proposition. We made many tests straight line that is parallel with the top of the fuse
and the joint adopted is stronger in every way than lage from the rear to the center station. Note this base 
the welded one. To bring steel to the brazing point line cuts through the center of the motor mount ring. 
does not hurt it and it will have its original temper Layout the outlines in pencil and then drive 20 penny 
when cool, while welding leaves the metal soft and nails all around and wherever needed to hold tubing 
weak. Bronze is ideal in many ways, for it flows into in place. 
cracks easily and has great strength in a shear joint. 

Above - Les Long climbs into the cock
pit of his new Longster as a few sp ec
tators gape. Wide tarmac, foggy in th e 
early morning; a new ship, and the 
thrill of the first test hop! What pri
vate pilot could forg et th e thrill of 
such an event? Note Les' peculiar rud
der design and braced wing. 

Left - A good idea of how the skele
ton of the plane looks with th e An
zani 35 hp motor. 

The longerons from the mount to just back of the 
third station are % by 20 tubing. All tubing from there 
back is % by 22 gao Make a fish-mouth splice with a 
10 in. piece of 9/16 tubing inside and with several 
shingle nails put through. Braze the fish-mouth and 
over the ends of the cut off nails . The four struts at 
the front and rear cockpit stations are l,4 by 20 gao All 
the rest is % by 20 gao For the wing strut and axle at
tachments a simple 3 in . disk of 11 gao steel is cut and 
a % hole dril led in the center. The 5116 holes are 
drilled as shown and the disks slipped over the longe
rons before assembly. This gives a concentric hitch 
that is very strong and easily made. 

Build up the two sides as far as the front cockpit 
station complete. Cut struts and braces with hacksaw 
and grinder till they are a good fit and then braze 
them in carefully. Slip a piece of sheet iron under the 
job to keep from burning the jig. When done take 
them out and stand up on the floor side by side and 
fit in the front and rear cockpit cross struts. While 
still hot, bend the longerons so that the two sides are 
6 in . apart at the front stabilizer station. Fill in the 
struts and braces as before , keeping careful watch 
that the longerons are straight. Use a square on the 
job frequently to keep everything trued up . Next put 
in the vertical diagonals, not shown , with a final 
check for squareness. The tail post is double as 
shown and is put together with 5/16 bolts that have 
had the heads cut off and the shank threaded . Spac
ers are used to allow the Yo push rod to work be
tween the two struts. If desired the struts, longerons, 
which are flattened, and the stabilizer brace brackets 
may be brazed together. The clip for holding the tail 
skid is 16 gao by 1 in. wide. The skid itse lf is spr ing 
steel 3/16 thick. 

All the gussets up to the cockpit station are 20 gao 
sheet steel. They are cut to fit the place and carefully 
brazed on after which the holes for the rivets are drilled 
and the rivets , which are 3-p enny nails, are put in 
with a drive fit and brazed over. The axle and stru t 
disks are ca refully brazed to both vertical and hori
zonta l struts and then pinned as before. To take the 
pull of the wing struts a 16 ga o by 1 in . sheet stee l 
strap is doubled over the longerons at front and rear 
coc kpit stations and a piece of 3/16 cable and heavy 
turnbuckle put in to safety the fuselage in case the 
horizontal strut were to fail under heavy strain. 

The motor mount is simp le and strong. Pieces of 14 
gao tubing are cut that will be a working fit on the 
mounting bolts on the engi ne. These pieces are l,4 of 
an inch long . They are placed on the bolts and then a 
length of bar steel , 3116 thi ck by 3/0 wide is carefu lly 
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PLANS FOR COMP LETE ASSEMBLY or LANDING GEAR 

A lth ough we have never seen a landing gear with th e fea tures incorporated in this 
one before, it has w ithstood th e tes ts of a l ot of (t ying and no doubt is easy on th e 
ship , 

bent around them , making a h exago n o r oc tagon The landing gear is th e simpl es t that can be built. 
shape as th e case may be. The en ds of th e strip are The axle i s 12 o r 14 ga o tubing. The rear radiu s 
lap jointed and riveted and brazed . The compl ete ly m ember is 1 in. by 20 gao tubing . A disc exactly like 
formed rin g i s n ow placed b ac k over th e sh ort th ose for th e fu selage is brazed on as an end bearing 
length s of tubing and th e pieces are lightly brazed to for th e wheel hub, and to thi s disc the radius rod is 
it. After taking th e completed ring of th e bolts all the riveted and brazed . Th e shock strut is 1 by 20 gao with 
pieces of tubing are ca refully brazed again. As heavy a 6 in . slot that ju st fits th e axle built up at the lower 
washers are used in bolting on the motor they bear end as shown . Th e shock cord is wrapped around th e 
both on the end s of th e tub es and th e rin g itse lf , lower cross pi ece of this slot and up over the axle , 
making an unbrea kabl e job. making a simple fool-proof job . 

Use ca r e in mounting the ring to see that it is It will be noted that th e front wing struts are cut 
square with th e fuselage in all directions. Flatten th e out about 14 i n. f rom th e fuselage . The ends are rein
longerons at th e proper place, reinforce th em and forced and th e outer length is shaped to telescop e 
fasten to th e ring with 3116 steel rivets, after which ove r th e short piece about 3 in . Through thi s joint is 
braze over th e whole job. Such a joint can no t be put a 5/16 eyebolt, th e eye of which makes th e b ea r
wrec ked . i ng for the shock strut. Thi s eyebolt also tak es th e 1 

A word about reinforcing. The end of th e tube is by 20 gao brace that ru ns forward to the rei nforced 
h ea ted red , it is flattened and elliptical pi eces of pedal station gusset wh ere it is bolted . The eyebolt 
sheet steel are laid on both sides and b ent to th e also takes th e 1 by 20 ga o brace that runs from th e 
shap e of the tube and th en brazed all around . This strut up to th e dash . 
di str ibutes th e st rain s back up on th e tube and makes Th e dash is a pi ece of 3;" by 7'12 spruce ca refully fit 
a safe job . ted between th e struts and held with an 18 ga o clip at 

each end. On it are mounted the throttle and instru
m ents , but do not cut too many large holes in it, for 
it is a stress-member . At th e rear of the cockpit is a 
similar piece only 4 in. wide to which the rear spars 
bolt. 

The floor of th e ship is V. plywood fastened to the 
longerons and struts with clips. The seat may be your 
choi ce, except that it mu st be about 8 in. off th e floor 
in th e center to allow the elevator push rod to pass 
back under. The tank is of sheet galvanized iron and 
holds 4 gals. A 1 gao compartment is built in for oil. It 
is fitted with connections for pipe line and mounted 
to the dash and longerons between the dash and 
motor. The top of th e station back of the cockpit is 
covered with 3116 plywood as a means of getting in 
and out. A step is cut in the fabric as shown. The 
front of the tail skid is bolted to a flat plate across the 
lower longerons, and this plate is braced by 3116 rods 
as shown . 

Now com es th e control system , one of the hardest 
jobs on the ship. Th e rudder works by pedals and the 
riggin g is simple, but th e sti c k is complicated and 
would take too mu ch space to describe fully. You will 
have to work out your own salvation. If you can get a 
loo k at a Jenny you have th e whole thing . Briefly , the 
rudder cables are 3132 flexible aircraft cable and run 
almost directly from pedal s to horns . The cables run 
through 2 in . length s of bakelite or copper tube se
curely wired to th e fu se lage at intervals. The aileron 
ca bles are Va, and run from eyes on th e stick down 
thr ough and under pull eys fastened to the lower 
longerons , up along the wing struts, into the beam, 
through the inside pulley and to the horn. 

The top horn cabl e goes through the other pulley 
and along in front of the beam, is connected to a 
turnbuckle between the longerons and just in front of 
the dash and 'thence through to the top horn on the 
other wing . A cable from the lower horn of this other 
wing back down to the stick completes the circuit. 
Use care aod see that everything works smoothly, 
and that the cables have no chance to jam or bind. 

Th e push rod passes from the stick under the seat 
and to a , " rider" hinged to the horizontal fuselage 
strut. From the other side of this rider the rod goes 
straight to 'the elevator horn . A plywood guide is 
placed half way back to prevent vibration. A push rod 
is 3;" by 22 gao clear through , and the little rider is 
si mply an inverted " V" of h 22 gao tubing. The stick 
itse lf is J;4 by 20 gao and has a universal joint at the 
bottom, which you will have to make up out of sheet 
in th e shape of two c levises. The aileron cable 
turnbu ckles connect to a flat piece of steel about 3 
in . long, which is put through a slot in the stick and 
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brazed in . Holes in the ends of this piece take the 
turnbuckle pins. A sort of universa l joint must be 
made for the push rod and another at the rider . Do 
your best and be sure it is strong. 

Covering the fuselage is simple. Pieces of half 
round 3;' in. spruce molding are laid along the center 
of the sides, top and bottom and fastened with soft 
wire . The fabric is pulled tight and tacked to these 
and the seams taped over. 

Attach the tail group next. Two 16 gao angles at the 
rear of the fin are held to it by one \/4 bolt, and \/4 
bolts are run through these angles down through the 
stabilizer and the angles on the fuselage . A single 
bolt goes through the front of the fin and through 
the stabilizer and through a reinforced hole in th e 
short horizontal fuselage strut. 

The front stabilizer braces are % by 22 gauge tub
ing, bolted at the bottom to reinforce gussets at the 
bottom of stabilizer station, and at the tops to the 
beams. The rear bracing is the same type struts as in 
front of the lower side, but the upper bracing is No. 
14 hard wire and turnbuckles attached to pulls near 
the top of the fin. True up and attach the elevator 
and rudder. 

And now you can bolt on the wings, cut the struts 
to give about 2 deg . of dihedral and rig the control 
system. True the wings square and keep them there 
with the diagonal braces between the struts. These 
cables are Va and the pulls at the ends 16 gao Be sure 
to safety all turnbuckles. The tires may be either 18 
by 3 or 20 by 4 as the same wheel takes either size. 

Balancing is the final job. Place a short length of 2 
by 4 timber from beam to beam just outside the wing 
struts under each wing and lift the ship up onto high 
horses that have a rounding top. With the wheels 
clear of the ground and pilot in the seat, the ship 
should balance evenly with the weight supported 30 
percent back from the leading edge of the wing. If 
nose heavy , use a heavier skid or place a small bag of 
shot at the tail. If tail heavy move the seat forward a 
trifle. 

And finally, DON'T try to fly this ship unless you 
are a regular pilot. Get a test pilot to try it out, and 
take at least enough lessons at a flying school to solo. 
When you have done that the air is yours. 
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hEttERS 

Dear Gene, 

I would like at this time to update all our readers 
on the 3rd Annual Aeronca Fly-In which took place 
last July 11. A total of 48 Aeroncas landed at Easton 
Airport that day, ranging in age from a C-3 and pre
war Chiefs and Defenders to post-war Champs, 
Chiefs, Sedans, a Tri-Champ and a sprinkling of 
Citabrias. Th e day was perfect weatherwise with 800 

temperatures and sunshine all day, which accounted 
for seven states being represented by Aeroncas. 
Lun ch started around 11:00 A.M. with beef bar-b-que 
and fruit punch and lasted until the fly-in ended. It 
was a good day all-around with lots of other people 
flying in to see the Aeroncas bringing the total 
airplane count to over 100! 

Unfortunately , I could not find the time to write 
another fly-in article as was in last year's Th e VINTAGE 
A IR PLANE, so this letter must suffice. Also, I 
apologize for its lateness. Perhaps this notice will let 
those peopl e who want to attend thi s year's fly-in 
know a little bit more about it as well as those who 
wrote to me after reading last year 's article. 

The 1980 Fly-In will be on July 13 with the rain date 
one week later, at Easton Airport, Easton, Pennsyl
vania . Anyone wanting mor e information co ntact my
se lf at th e address below, or in th e ca lendar of 
eve nts. Again, any and all Aeroncas are invited, along 
with anyone who just wants to have a good time 
watching the activity. See all you fine Aeronca people 
in July! 

Best regards, 
Jim Polles 
299 Nazareth Drive 
Nazareth, PA 18064 
215/759-3713 (nights) 

P. S. For all you Piper People who are interested : Eas
ton Airport will also be th e site of an Antique and 
Class ic Piper Fly-In on September 7, 1980 with rain 
date one week later. So if you are a Piper owner or 
lover (or both) this will make your day. It promises to 
be a great one. 

Gentlemen: 
The Cornelius Aircraft Company was incorporated 

in th e state of Nevada in 1930 or 1931 . I am looking 
for information rega rding th e activities or products of 
thi s firm. Perhaps your fil es contain some information 
or your members might be of help. 

Sinierely, 
C. W. Ridge 

EAA #78133 

1235 G Street 

P. O. Box 1935 

Fresno , CA 93706 

209/268-5031 


Dea r Gene, 
My thanks to you and Cindee for the extra copies 

of the February i ss ue of Th e VINTAGE A IRPL ANE 
which contained the story on th e Lancaster being re
built at Oshawa Ontario. I distributed these copies 
among several interested people in the Oshawa area 
and th ey were very well received. 

I regret to hav e to advise you, however , that your 
information on Andrew Mynarski , at least in relation 
to this airplane, is incorrect. The Oshawa Lanky , 
KB889 is to be restored in the colours of the squad
ron under which it served, The Ghost Squadron 
#428 . By the way, it turns out that this aircraft did see 
active military service in the final years of th e Second 
World War , with at least two missions and perhaps as 
many as six. It is not to be finished in the colours of 
th e ship in which Mynarski lost his life and won the 
Victoria Cross , as reported in the February iss ue. 

Su rprisi ng as it may seem , there are in fact two 
Lan cas ters being resto red in this area. The first is the 
Oshawa Lanky on which this team has been qu ietly 
working for almost twelve years. The second is a new 
acquisition of Canadian Warplane Heritage, which has 
a very respectable fleet of reconstructed WW II air
craf t at Hamilton Ontario. It is my understanding that 
it is this group which intends to make tribute to 
Mynarski by fini shing that aircraft in his colours. I did 
attempt to confirm this , but a local tel ephone 
operator walkout prevented my obtaining any tele
phone information on CWH with which to make con
tact. I und erstand the designation on their ship is 
FM213. 

Cordially, 
Lionel J. Salisbury 
Seven Harper Road 
Brampton, Ontario L6W 2W 3 
Canada 

Dear Gene: 
'Many thanks for your thoughtfulness in sending 

along the copies of the March '80 issue of The VIN
TAGE AIRPLANE, which is appreCiated not only for the 
nice picture of old CF-IVO in her new " old" livery, 
but for the picture of the '46 T-bird on the cover. My 
1941 Taylorcraft, C-GBVM finally arrived down here 
from Flint , Michigan, where it had been rebuilt by Ed 
Pruitt and members of EAA Chapter 77 in Flint over 
the past couple of years . Terry Peters, of Ottawa, who 
was engineering officer on one of the CF-l00 Sqdns. 
when we were both stationed in Europe with the 
RCAF in 1962-63, flew it down to Trenton , Nova Scotia 
which is the nearest airport in Arisaig . The plane is 
now undergoing inspection and repair to finalize the 
Canadian registration. I hope to fly it out to Oshkosh 
next year. 

There are many things I would like to know about 
the T-Bird and I have a big loose-leaf binder of zerox 
copies of all the articles I could find in magazines on 
the Taylorcraft , along with many photos taken at the 
Fly-Ins over the years. In this aircraft there is a two 
hole bracket for a strut-mounted compass in the 
windshield . I would like to get one of these so if you 
have any suggestions along this line, let me know. 
George Ratray made up a set of original shape wheel 
pants which look quite nice on the plane. We were 
going to refinish it in brown and cub yellow as per a 
magazine drawing, but when the registration BVM 
was assigned (Blessed Virgin Mary!!) we decided it 
should be blu e and white in her honor!! 

Life can be interesting in a little country set-up with 
three scattered churches to look after. The past 10 
days have been the worst driving of the whole winter. 
Since Easter is almost here, it should be improving 
from now on. I'm very happy and contented here and 
the people are really great. 

Please thank Paul for the copy of the magazine he 
had his secretary se nd along. I am looking forward to 
see ing all the gang again at Oshkosh. 

Hal s and beinbroch!! Sincerel'y, 

Fr. John MacGillivray 
SI. Margaret's Chu rch 
Arisaig , Antigonish County 
Nova Scotia, B2G 2L1 
Canada 

If any reader can assist Fr . John in locating a com
pass, as described in his letter , for his 1941 Taylorcraft 
would you please contact him at the above address. 
We look forward to seeing Fr . John at Oshkosh '80, 
and hopefully his T-Craft will be sporting an authentic 
compass . Editor 
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by Lionel Salisbury 
EAA # 11 4523, Ale # .U()7BORDEN'S AEROPLANE POSTERS 

Seven Harper Road 
Brampton, Ontario L6W 2WJ

Article Number 16, Poster Number 4, Series Number 2 
Canac1a 

Waco Model 0FROM THE 1930'S 
f:. 

, 

...,~;: 

,. 

The Waco Military Version Model D, was the sec craft on the front, printed in black and white . The 
ond new photo of the second series of aircraft post posters were approximately 19" x 11", and are re
ers, published by the Borden Company in the late duced for reproduction here. 
1930's. The back of the poster provided a line drawing of 

A total' of nineteen posters were printed and distrib the aircraft, usually a three-view, and a description of 
uted. Each poster had a large photo of a current air- the machine. 

NEXT MONTH - The Sparrow Hawk 
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WACO-MILITARY VERSION-MODEL D 

WACO - MILITARY VERSION 
MODEL D. 


Manufactured largely for flying in military and com
mercial service in foreign countries by the Waco Air
craft Company, Troy, Ohio. 

SPECIFICATIONS 
Wing Span .. .......... . .......... 32 feet 8% inches 
Length Overall .... . .. .. .. .. . . .. 25 feet 11/16 inches 
Height Overall ............ . . . .... 8 feet 11'12 inches 
Wing Loading ... . ... . . 14.84 pounds per square foot 
Power Loading ......... 9.05 pounds per horsepower 
Motor . . . . . .. ... . .... . ........... Wright Whirlwind 

PERFORMANCE 
High Speed (Sea Level) . . ........ 176 miles per hour 
High Speed (6560 Feet) . . . .. . . ... 168 miles per hour 
High Speed (16,400 Feet) ......... 147 miles per hour 
Initial Rate Of Climb ...... . .... 1503 feet per minute 
Rate Of Climb At 6560 Feet .. . ... 947 feet per minute 
Rate Of Climb At 16,400 Feet . .. . 213 feet per minute 
Service Ceiling . ... . ... ....... .. . . ....... 18,050 feet 
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by fv Cassagneres 
1210 Avon Boulevard 
Cheshire, CT 06410 

PART I 

I know only a pilot would even think of taking hi s 
date to see an airport. But the attractive secretary 
whom I had met at a ski club did accept my offer of 
an after-hours tour of the Bridgeport Airport. Having 
flown out of New Haven for ten years, I was familiar 
enough with the airport in Bridgeport to find my way 
around and attempt to make it interesting enough for 
my date. We strolled along in the darkness as I talked 
about airplanes. A thin slice of light from a nearby 
hangar caught my attention. Someone had slipped 
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through one of the hangar's slid ing doors and left it 
open. Knowing this particular hangar had a reputation 
for boarding experimental and ant ique aircraft from 
time to time, I stuck my head in through the open 
space. In one corner of the hangar beneath a couple 
of night lights, a man stood, busily sorting packages 
for shipment the following morning on a local com
mercial flight.· Surrounded by th e baggage he raised 
his head to notice the two figures standing in the 
twilight outside his wire cage and then went on with 
his work. 

Alone in the rest of the nearly darkened hangar, we 
could make out the shapes of several aircraft. Though 
I was able to identify th em all at the time, I can only 
be sure of the details of one of them now - the one 
whose memory has blurred the memory of the 
others. Sitting alone in a corner, its outline stirred up 
recollections as a young model builder back in the 
1930's when I had been particularly enchanted by the 
lin es of the sporty " Ryan ST". I still have both models 
of th e plane I had built - one of so lid wood and the 
oth er wood and paper . Could I be looking at an ST 
through the dusk of the hangar ? 



Pressing through the semidarkness, I knew at o nce 
was standing before a genu ine and well-preserved 

edition of th e now classic plane . As the "S ilver Bul
let" this plan e qu ickly rose to pre-eminence among 
the sports craft of the late '30's. For a generation of 
pilots weaned on the bulky fab ri c-covered biplane , 
th e Rya n 51's single set of low-slung wings and sleek 
metallic fuselage prefigured the revoluti on in the air
craft design clearly seen in th e military fighters of 
World War II. 

My blond date must have sensed the pres ence of 
an intruder on my attentions. From the shout of sur
pris e at the moment of discovery there was little else 
on my mind the rest of the eve ning. A real love affair 
had begun. The next day I drove the 20 miles from 
New Haven , introduced myself to Don Sullivan , the 
hangar's operator , and found out that th e agi ng but 
still beautiful Ryan belonged to a loca l club of pilots 
who right ly ca ll ed themselves the " Ryanites". Now 
thoroughly captivated by the possibility of even f lyi ng 
th e plane, I persuaded another date th at evening to 
visit the airport with me. The hangar door still open , I 
impulsively feigned the job of discovery and shouted, 
" Look, there's a Ryan ST! " From across the room a 
voice announced, " Yeah, that's what you said last 
night with another gi rl. " Caught off guard , I stu mbled 
for somethi ng to say, mumbling a few words of se lf 
defense I hastily retreated in embarrassment but not 
permanently. 

Before a month was up I fou nd the fifty dollars for 
the membership fee . I still know the day I joined 
November 11 , 1956. The Ryanites turned out to be a 
poor man 's club with a wealthy man 's airplane . With
out money to pay for a mechani c's time, w e spent 
nea rly every w eekend of that winter readying the 
plane for her annu al licen sing . She presid ed over a 
Sunday co urt with a dozen devotees who usually 
managed to sandwi ch in two or three hours of seri
ous work along with flying sto ri es, food and talk of 
the upcoming maneuvers in the open cockpit plane. 

When Spring ca me in 1957, I was caught up in the 
joy of flying a rea l airplane. Diffi cult to handle any
where near or o n the ground , but absolute esctasy in 
th e air , th e spirited ST poli shed thi s pilot's sense of 
feel to such a degree that even years later I was able 
to quickly accustom myself to unfamiliar high per
formance aircraft. The following year th e flying club 
broke up and our 1936 "Si lv er Bullet " was so ld. I 

, vowed at th e time that I would buy her back myself 
som eday and I did , after saving up $1700 in 3 years. 

With the ST in my possess ion I became interested 
in h er prior hi story sin ce leav ing the Ryan plane . Be

fore long I was badgering the company fo r more in
formation. I tried to pry into the hi sto ry of eve ry 
si ng le Ryan ST bui lt , then on t o th e ea rlier 
Broughams, the M-1 mail ships, Claude Ryan , t h e 
Ryan Aeronauti ca l Company, and of cou rse, to the 
greatest plane Ryan eve r built , the "S pirit of St. 
Louis". Little by little photographs, anecdotes and 
technical information began to com e in the mail and 
pile up on my desk. By late 1961 I found myself being 
recognized by others interested in aviation hi story as 
th e "Ryan man ". The o ri ginal file - a tiny cardboard 
box - eventually grew into two 5-d rawer file cabinets 
with separate folders for correspondence, clipp ings 
and photographs of every plane assembl ed by Ryan 
between 1924 and 1941, that I cou ld get any informa
tion on. By the end of 1978 the project had amassed 
to what I understand to be the world's larges t co llec
tion of memorabilia and technical data on the Ryan 
Aeronautical Company and Lindbergh's "Spirit of St. 
Louis " . 

At first th e notion of putting this material into book 
form was th e farthest from my mind . But as other avia
tion hi sto r ia ns and old airplane enthu siasts urged 
me on and as I dug into every corner of the country 
for information , I finally recog nized that th e book 
had in fac t already started . 

As part of my research I interviewed former work
ers at th e Ryan plant in its earl y days, air mail car riers 
and commercial operators wh o used Ryans for flight 
training and charter use. I would talk with or write to 
anyone I could find who played a part in the Ryan 
story. I undertook to piece together the tech ni ca l de
tails of the building of th e " Spirit of St. Louis". 

While ream s of material had already been written 
about the plane I discovered their treatment of the 
technica l side of th e venture fell short of accuracy. 
From my own initial resear ch qu es tion s about the 
technica l aspects of the plan e's constru ction began to 
tak e shape. The answers to a number of these could 
only co me from th e master pilot himself. 

I first met Charles Lindbergh in early 1968 at his 
hom e in Connecticut. Through our mutual friend, the 
late Lauren " Deak" Lyman, he learned of my aim to 
record for posterity the full and accurate story of the 
Ryan company and hi s beloved "Spirit of St. Louis". 

He had called me one evening in February, 1968, 
mentioning that he was impressed with my desire to 
b e as accurate and complete as pOSSible , he 
suggested a personal meeting to talk about the Ryan 
project and invited me to come to hi s home for sup
per. That meeting will last in my mind in d etail for 
many years . Lindbergh had grown older in appear

ance, but still looked mu ch like the pictures of the 
young aviator taken in 1927 that I had see n . I found 
both he and his wife to be warm , hospitable and 
humbl e individu al s, genuinely interested in their 
guests. H e put me at ease from the moment he 
opened th e door with, " Good evening , I'm Charles 
Lindbergh . Won't you please come in ?" Their home 
was sma ll and rather si mple by comparison with their 
neighbors. A fire which h e constantly kept fueled 
add ed to th e feeling of cozyness of the hou se. 

At the end of our visit as he helped me with my 
coat at the door , he silently, without explanation, 
smiling, placed in my hands a co py of h is book, 
" SPIRIT OF ST . LOUI S". Only after arriving home 
later that evening did I noti ce he had autographed 
the unexpected gift. The meeting was su ccessful and 
h e answered many of my technical questions with the 
added bonus of finding out new facts never before 
known to ei th er th e publi c or th e aviation fraternity. 

Later in the sa m e year of my mee ting with 
Lindbergh I trave led across th e country to southern 
Califo rnia to interview former Ryan plant employees 
who were still living in the California area. The trip 
was one of th e most fruitful I have experienced . I 
ca me home with a wealth of information that would 
have taken yea rs otherwise to accumulate. 

But a number of key persons continued to elude 
my efforts to discover their whereabouts , including 
four men who w ere assigned the task of assisting 
Lindbergh at Roosevelt Field with certain technical 
problems on th e "Spirit of 5t. Louis" and its engine. 
As a result of the close association with these four 
men - Ken Lane , Ed Mulligan, Ken Boedecker , and 
Dick Blythe, Lindbergh developed a genuine respect 
for both their engineering ability and personal integ
rity. It was important that I find them and learn first
hand the i r specific role in the triumphant flight. I 
wrote scores of letters, made long distance phone 
ca ll s and interroga ted every poss ible source at air 
sho w s, airports , mu seums, etc. After three years I 
found Boedecker living nearby in New Jersey. I was 
too late to catch Ed Mulligan or Dick Blythe. Both had 
passed away. Ken Lane was another story . 

TO 8E CONTINUED 

EDITOR'S NOTE : Ev Cassagneres ' story will be con
cluded in the June , 1980 issue of Th e VINTAGE 
A IRPLANE. At that time it will be obvious why the ar
ticl e is titled , " Survival ". 

Gene Chase 
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My earliest memories and dreams were of flying 
airplanes and the feeling of complete freedom that 
must surely be waiting for me in the endless skies 
above the Minnesota farmland where I grew up. I was 
born a little too late to be a real "Waldo Pepper", IT cqn eEbarnstorming across the country, but I was old 
enough to dream about it, and spend every spare 
moment at our small local airport polishing planes, or 
doing absolutely anything just for the privilege of 
touching those magnificent passports to the sky. 

As I grew older and better known to the local " Sky 
Kings", I was allowed to wipe down the airplanes, 
crank the engine, grab the wing to turn it around (no 
brakes), and in return was allowed to accompany 
them on some of their local flights. Sometimes we 
threw out gum as advertising gimmicks or sometimes 
landed in hay fields to take up passengers for short 
hops . My job then was usually to sell tickets and bask 
in the reflected glory of my idols, the pilots. Finally I 
soloed in a Travel Air . 

As soon as I could, I joined th e U. S. Army Air 
Corps as a mechanic, intending to make repair and 
maintenance of these b i rds my life 's work. Not too 
long afterward came the "big war" and with it the 
opportunity to fly . In the military I was a bomber 
pilot, but I never lost my love for the little ones. In 
the intervening years afterward , I longed to have a 
plane of my own, but family and business respon
sibilities made it a seemingly impossible dream. 

A chance conversation with an old flying buddy 
lead me to the answer to my dreams. About the only 
thing recognizable about it was the bare bones of the 
fuselage of an Aeronca L-3 sitting with other rusted 
metal parts and rotted wood. A little bargaining and 
horse trading and it was mine! 

Once I had it home, a stream of flying buddies and 
curious friends came by to view my treasure. Almost 
to the man, they shook their heads, certain I'd taken 
leave of my senses. Some of the more experienced 
said "You're crazy to do this. It's too far gone and 
there 's too much work to bring it back. Get a set of 
plans and build a plane and you'll have something 
when you finish!" Their pessimism only made me 
more determined to raise my phoenix from the dust. 

Now that I have set my goal and my enthusiasm is 
up, where do I start? Dreaming on a tractor in the 
fields of long ago, or even flying or working on 
planes of more recent times, really gave me little 
foundation for completely restoring the Aeronca . .The 
first reasonable step seemed to be to sort out the us
able pieces and inventory what I had to work with . 
Most of the metal fittings were badly corroded but 
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This authentically res tored 1942 Aeronca L-3 is th e fir st 

useful as patterns. Much of the wood was gone, 
though there were some large enough pieces here 
and there to save for future reference. 

The completion of a project of thi s size is a combi
nation of determination, help from friends and fam
ily, and good luck. One of my more fortunate strokes 
of good fortune was the day I learned about John 
Houser of Aeronca, Inc., of Middletown , Ohio. The 
next five years saw a steady stream of prints, call 
outs, and encouragement from my friend John. From 
him I also got the original manufacturing specifica
tions and Air Corps serial number of my plane, 
N46595. 

res to ration project (or its owner, Pa ul Shins ky. 

Aircraft quality material was used and factory prints 
and spe cs were followed wherever possible to restore 
my Iittle Grasshopper to origi nal configu ration . To 
comply with current safety rul es, a higher quality or 
heavier gauge of material was substituted as required. 
All CAM 18 and EAA recommended practices were 
followed . All new wood was used throughout con
struction. All windows were replaced with new plexi
glass . Metal window framing , fairing, trim, upper cowl
ing, and the boot cowl were made of new aluminum . 
Baffles and springs between the cylinders were made. 

The lower half of th e engine cowling almost be
came my undoing. The original was beyond repair, 



Done 


usable only as a pattern. My first thought was to re
place it · with aluminum. My efforts to do it myself 
made clear my need for a craftsman in this field. On 
two different occasions I contacted craftsmen who 
felt they could reproduce what I needed. Much time 
was lost during this interval and nothing was ac
complished. I think this was the lowest point in my 
efforts. I couldn't do it and those who supposedly 
were able couldn't do it either. Where do I go from 
here? In my business, I did occasional touchup 
fiberglass work on boats, so I approached the prob
lem from this angle. As I experimented, I discovered 
a great deal of difference in patch jobs and new con-

by Paul Shinsky 

fAA #78103 , Ale #1276 


5123 Allum Road 

Houston , TX 77045 
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Paul Shinsky is justifiably proud of his newly restored an
tiqu e warbird. 

struction. After a long series of dark days and futile 
efforts, my fortune changed. My path happened to 
cross that of an old time friend who was in the com
mercial fiberglass construction business. He taught 
me the difference in industrial fiberglass strengths . 
Resin #HTA197-3 was best for my purpose. I made 
the pattern and together we made the mold for the 
lower cowling and eyebrows and hub caps. With 

these molds I was able to make the parts I needed, 
plus some for other builders.. 

Next came new fuel tanks, straps, lines and cradle 
as well as new bolts and outer propeller flange. All 
control cables were replaced, control column and 
pulleys and ailerons rebushed. New swivels were in
stalled in the actuator arms . 

All new metal fittings in the wings were made, ex
cept for the tip bow which was found usable. Wing 
fittings were magna-fluxed as well as wing struts, en
gine mount, axles and fuselage clusters. New brake 
components, brake cables, wheel bearings and tires 
were purchased and the brake drums turned. New 
tailwheel bearings were installed as well as springs 
and hardware which were rebushed or replaced. The 
right entrance door and latches were repaired and 
hinges bushed. New fuel lines were annealed after 
flairing according to CAM 18. A new gascolator and 
fuel valves were installed as well as a new throttle ca
ble. A new instrument panel was made. 

The prop was sent back to the factory to be recon
ditioned and all instruments were overhauled profes
sionally. The engine was zero-timed by an LA. All 
upholstery was made new, to original factory specs. I 
was fortunate enough to locate an Army Air Corp 
Form 1 and 1A. The Stits process was used to cover. I 
had heard of this type of covering for planes, but had 
never seen it done until I had the privilege of attend
ing the EAA Fly-In in Oshkosh in 1976 where it was 
demonstrated. It made a formerly difficult job of cov
ering almost a breeze. Without EAA, a project like 
mine would be almost impossible for the average 
man. Their manuals are extremely valuable for a res
toration or building project. 

My purpose in sharing all this with you is to thank 
the host of friends who helped me achieve my goal, 
and to hopefully encourage someone who has been 
at a project a long time and has reached a low point, 
or perhaps trying to get up the courage to start one. 
It can be done. 

During the time I worked on my plane I was self
employed , working an average of 50 to 60 hours in a 
5Y2 to 6 day week. After a long and sometimes frus
trating day in business, I cou ld turn to my project and 
enter an entire ly new world, at a pace set to my lei
sure. It was my salvation many a time. While my 
plane was still a backyard project it was filmed for a 
local television program. The narrator of the program 
asked my wife what she thought of her husband's in
terest in antique airplanes. Jane's spontaneous reply 
was, "If my husband is happy, then I'm happy." To 
my wife, I thank you. 
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NEBRASKAS 

KEN 


ESKILDSEN 

by Raymond P. Hanson 

EAA # 381 3 
Rt. 2 

Bertrand, NE 68927 

Ken Eskildsen and his Lycoming 150 powered EAA Bi
plane. 

Having met a man who I believe is one of the most 
dedicated and possibly the only person I know who is 
truly 100 per cent aviation oriented , it seems the only 
thing to do is share him with others. His name is Ken 
Eskildsen, EAA #54140, of Lexington, Nebraska. His 
enthusiasm and accomplishments are remarkable. He 
has built and flown a Pietenpol, an EAA Biplane, a 
Skybolt, and now is working on his own design. 

When Ken talks about airplanes there is a twinkle 
in his eye which makes you very much aware of his 
love for aviation. His first project, a Pietenpol, was 
covered with muslin purchased from a local dry 
goods store. In 1934, money was scarce and expenses 
had to be kept at a minimum. This plane was flown 
with a Ford Model A engine upfront. Ken makes a 
point of how smooth that Ford would turn over but 
how short on power it was. The first solo flight was 
made one day when his goggles slipped off and in 
reaching back to recapture the lost goggles he acci
dently pulled the stick back. Oh! Oh! You know the 
rest. 

In 1936, Ken owned an Arrow Sport biplane but 
said the plane was a ground lover and he preferred 
more "get up and go". In 1938, he bought a Curtiss 
Robin and as Ken says, " when you flew it with its 40 
plus feet of wing span the wing tips could be in two 
different towns at once" . Ken refers to the Robin, 
with a touch of nostalgia as the " rocking chair 
airplane". 

Ken 's next plane was a Taylorcraft followed by a 
Super Cru iser and then a Piper Clipper. 

Ken was also into serious homebuilding and soon 
came up with an EAA Biplane with a beautiful paint 

The Arrow Sport which Ken owned in 1936. 

job and powered by a 150 Lycoming. Ken flew this 
plane to Oshkosh where he received many requests 
for advice concerning the installation of the big en
gine . 

His next project was a Skybolt, which also had a 
beautiful finish and a 180 Lycoming for power. Ken 
likes a lot of horses up front. 

Living about 12 miles by air from me, Ken passes 
over our strip occasionally and does a slow roll or 
maybe just a quick pass to let me know he is in the 
area. He frequently stops by just to say " Hello" and 
to talk airplanes. When my PA-12 is ailing or I am 
feeling low, Ken is always there with a cheerful "hang 
in there". He is a great inspiration and one of those 
generous persons who hands you a large piece of 
4130 because he knows you need it. Anything he has 
is yours to use, if it's for an airplane, whether the 
need be tools , materials, or assistance. 

Ken's place is truly "Mecca" for a real airplane nut. 
Pieces of planes are everywhere; tires, instruments, 
brake parts, fuel lines, shut-offs, you name it, Ken 
has it. Ken is one of those individuals who builds 
airplanes while others are talking or dreaming about 
them . 

His latest project , which is an original design , was 
started last year. It is a two-place, side-by-side, high 
wing cabin job which will be flying next year at this 
time! Ken works faster in his sixties than- most do in 
their twenties . When I suggested writing an article 
about him he tried to talk me out of it, but paying 
tribute to this modest man who has done so much 
for aviation .in this area, really needed to be done. 
Thanks for everything, Ken! 
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contact: Jane McCracken, RR 4, Box 16B, Roanoke, TX 76262. 
Telephone: 817/430-0163. 

JUNE 14-15 - FREDER ICKSBURG, VIRGINIA - Antique Aircraft Fly
In Air Show, Shannon Airport. For further informati on, p lease 

CALENDAR Classic owners! 
OF EVENTS 


MAY 10-11 - MARTINSBURG, PENNSYLVANIA - Keystone Country 
Fly-In, sponsored by a Federation of Pennsylvania EAA Chapters. 
Blair County Airport. For further information, please contact: 
Pau l Nuss, 1004 Fourth Avenue, Juniata, Altoona, PA 16601. Tele
phone: 814/943-1185. 

MAY 16-19 - WILLIAMSBURG, VIRGINIA - Eastern Cessna 190/195 
Club Meeting. For further information , please contact: Cliff 
Crabs, 25575 Butternut Ridge Road, North Olmsted, O H 44070. 

MAY 18 - LINCOLN , CALIFORNIA - Lincoln Airport. For further 
information , please contact: Ken Heidger , Manager , P.O. Box 
426, Lincoln , CA 95648. 

MAY 31 - HOLLAND, MICHIGAN - Antique/Classic Chapter 8 is 
sponsori ng a "Spring Happening" at the Park Township Airport. 
For further information, please contact: Gary Van Farowe, 1460 
Ottawa Beach Road, Hol land, MI 49423. Telephone: 6'16/399-4623. 

JUNE 1 - DEKALB , ILLI NOIS - DeKalb County Corn EAA Chapter 
241 and MST Aviation co·sponsor th e Annual EAA Fly-In , Drive
In , Br eakfast at th e Municipal Airport, about 30 mil es SE of Rock
ford. For further information , pl ease contact: Marlin Crown, 159 
Thomas, Sycamore, IL 60178. Telephone: 815/875-6856. 

JUNE 1 - OCEAN CITY, MARYLAND - Chapter 532 is sponsoring 
the annual Ocean City Fly-In and Antique Car Show. Ocean City 
Airport. For further information , p lease contact: Bill Mackey, 
Chapter 532 President , 2301 Meadow Drive, Salisbury, MD 21801. 

June 1 - W HITE LAKE, NEW YORK - Fly-In Breakfast sponsored by 
th e International Citabria Club, Ltd. , at Sullivan County Interna
tional Airport. For further information, please contact: Interna
tional Citabria Club, Ltd., P.O. Box 29, White Lak e, NY 12786. 
Telephone: 914/583-7030. 

JUNE 6-8 - MERCED, CALIFORNIA - 23rd Annual M erced West 
Coast An ti que Fly-In, sponsored by the Merced Pilots' Associa
tion. For further information , please contact: Merced Pilots' As
sociation, P.O. Box 2313 , Merced, CA 95340. 

JUNE 6-8 - SALEM, ILLI NOIS - lAC Contest - Sponsored by lAC 
Chapter 61 for th e Sportsman and Unlimited categor ies. For further 
information, pl ease contact: James Wheaton, P.O. Box 476, Fair
fi eld, IL 62837. Telephone: 618/842-7066. 

JUNE 6-8 - DALLAS , TEXAS - lAC Contest - Sponsored by lAC Chap
ter 24 for th e Sportsman and Unlimited ca tegories. For further 
information , pl ease contact: Ja ck Hurst , Route 1, Rockhill Road , 
M CKinney, TX 75069. Telephone: 21 4/248-6410 or 370-0456. 

JUNE 7-8 - FLANDERS , NEW JERSEY - 2nd Annual An ti que/Classic 
Chapter 7 Fly-In. Flanders Valley Airport. For further information, 
please contact: Walt Ah lers, A/C Chap ter 7 Presid ent, 60 Main 
Street, Flanders, NJ 07836. Telephon e: 201 /584-7983. 

JUNE 7- 14 - FORT WAYNE, INDIANA - 3rd Annual "70 Knotters" 
Fl y-Out and Goodwill Tour sponsored by EAA Chapter 2. For 
further informati on, please contact: Joe Dickey , 511 Terrace Lk. 
Road , Columbus, IN 47201. Telephone : 812/342-6878. 

JUNE 8 - TOUGHKENAMON , PENNSYLVAN IA - 3rd Annual Gather
ing of the Moths at the new Garden Flying Field. For further in
format ion , please contact: Gerry Schwam, 8116 Old York Road, 
Elkins Park, PA 19117. Telephone: 215/635-7000. 

JUNE 11-16 - TULLAHOMA, TENNES SEE - 1980 Staggerwing/Trav el 
Air International Convention. For further information , pl ease con
tact: Staggerwing Museum Fo undati o n, Box 550, Tullahoma , TN 
37388. 

JUNE 13-15 - DENTON, TEXAS - Texas Chapter AAA Southwest 
Reg ional Fly-In, at the Municipal Airport, 25 miles N of D/FW Re
g iona l Airport, outside the TCA. For further information , please 

con tact: Sidney L. Shannon, Jr. , c/o Shannon Ai rport, P.O. Box 
109, Fredericksburg, VA 22401. 

JUNE 14-15 - ORANGE COUNTY, NEW YORK - lA C Contes t - Spon
sored by lAC Chapter 52 for the Sportsman and Unlimited cate
gories. For further information, please contact: Danie l Heligoin , 
Mudry Aviation, Ltd., Dutchess Cou nty Airport, Wappingers Falls, 
NY 12590. Telephone: 914/462-5009. 

JUNE 20-22 - JAFFR EY, NEW HAMPSHIRE - lAC Contest - Sponsored 
by lAC Chapter 35 for the Sportsman and Advanced categori es. 
For further information , please co nt ac t: Ward Bryant , Procto r 
Road , Jaffrey, NJ 03452 . Telephone: 603/532-6090. 

JUNE 20-22 - ATLANTA, GEORGIA - lAC Contest - Sponsored by 
lA C Chapter 3 for th e Sportsman and Unlimited categori es. For 
further information , please contac t: Collins Bomar, 105 China
berry Court, Peachtree City, GA 30269. Te lephon e: 404 /487-8393 . 

JUNE 21-22 - ANSONIA , CONNECTI CUT - 2nd Annual PIPER VAGA
BOND FLY-I N. Ansonia Airport, 80 oct. fuel. For further info rma
tion , please contact: Jim Jenkins , 569 Moose Hill Road , Monroe , 
CT 06468. Telep hone: 203/261-5586. 

JUNE 22 - HOMESTEAD AFB , FLORIDA - Annual genera l avia tion 
fly-in. For further information , p lease con tact: Maj. Charles 
Bukoski, 31st TFW (DOAM), Homes tea d AFB, FL 33039. Telephone: 
305/257-7752 . 

JUNE 27-29 - OAKDALE, CA LIFORNIA - lAC Contest - Sponsored 
by lAC Chap ter 38 for the Sportsman and Unlimited ca tegories . 
For furt her information , please con tact: John Barnes , 24036 Sou th 
Frederick , Ripon , CA 95366. Telephone: 209/599-3216. 

JUNE 27-29 - HAMILTON, O HI O - 20th An nu al Waco Reunion Fly
In . For further informat io n , pleas e co ntact: Ray Brandly , 7000 
Hill Avenue, Hamilton, O H 45015. Telephone: 513/868-0084. 

JUNE 28-29 - ROMEOVILLE, ILLI NOIS - EAA Chapters 15 & 86 are 
co-sponsoring the 20th Annual Midwest Regional Air Show at th e 
Lewis University Airport. Th eme is " The Barnstorming Days of 
Aviation " . Hoping to have sufficient antique aircraft to stage a 
" parade of flight". For further information , please contact: Frank 
Goebel, Field Director, Midwest Regional Air Show, Inc. , P.O. 
Box 71, Lockport , I L 60441 . 

JULY 3-6 - BOWLING GREEN, OH IO - Ercoupe Owners Club Na
ti ona l Fly- In, Wood County Airport. For further information , please 
contac t: Car l Hall, Bowli ng Green Sta te University, School of Art, 
Division of Design , Bowling Green, OH 43403. Tel ephone: 4191 
372-2640. 

JULY 4-6 - GAINESVILLE , GEORGIA - 13th Annua l "Cra cker" Fl y
In . AAA North Georgia Chap ter. For further informati on, please 
contact : Jim Clarkson, 1649 Avon Avenue, Tucker, GA 30084. 

AUGUST 2-9 - OSHKOS H , WISCONSIN - 28 th Annual EAA Co n
vention and Sport Avia ti on Exhibi ti o n - the world' s largest and 
most exciting avia ti on event. For furth er information, p lease con
tact: Experimental Aircraf t Association (EAA), P.O. Box 229, Hales 
Corn ers, WI 53130. Telephone: 414 /425-4860 . 

AUGUST 10-16 - FOND DU LAC , WISCO NSIN - Th e Internationa l 
Aerobatic Club's annual aerobatic co mp etition. Bigges t fi eld any
where for an aerobatic contest plus greates t variety of aerobatic 
aircraft. For furth er informa tion , pl ease contact: Herb Cox, Con
test Chairman, 812 Tay lor Avenu e, Mt. Vernon, IL 62864. 

AUGUST 17-30 - OS H KOSH, WISCONSIN - World Aerobatics '80. 
For th e first tim e ever, th e U. S. will host the World 's Aerobatic 
Championships. Fo urteen countries wi ll participat e. Don ' t miss 
thi s historic event. For furth er information , please contact: Wor ld 
Aerobatics '80, P. O. Box 229, Hales Corn ers, W I 53130. Telephone: 
414 /425-4860. 
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WITH A NEVtI''V' 

1Ii4ka I N T E RIO R ! 

All Items READY-MADE for Easy 

DO-IT-YOURSELF INSTALLATION 


Seat Upholstery - Wall Panels 

Headl iners - Carpets - etc . 

cecoiiileEnvelopes and Dopes 

Send $1 .00 for Cat alog and Fabrics Se lection Guide 

,4i1dea P~,!JH£. 
259 - 15 Lower Morrisville Rd. 

Fallsington, Pa_ 19054 
( 215 ) 295 - 4115 

FLYING AND 
GLI DER MANUALS 

1929,1930, 1931 
1932, 1933, 1929-33 Miscellany 

2_50 ea. or 6 for $12.50 
SEND CHECK OR MONEY ORDER TO: 

EAA Air Museum Foundation, Inc. 
Box 469 Hales Corners, WI 53130 

Allow 4-6 Weeks For Del ivery 

Wisconsi n Residents In clude 4% Sales Tax 
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