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AirVenture—What can we do for you?

T

he e x c i t e m e n t c o n t i n ues to build toward what
is likely to turn out to be
one of the very best events
EAA has ever put together. Be sure
to go to www.AirVenture.org and
check it all out.
So, what is it that we can do for
you to get you to attend this year’s
event? You do not have to be exclusive to the VAA to partake in these
various VAA initiatives. For example,
last year you may have noticed that
there was a really nice, new cafe just
to the south of the VAA Red Barn
and Vintage Hangar. This establishment is called The Vintage Grill, and
some folks were somewhat hesitant
to walk in, thinking they would be
carded for their VAA membership.
Nothing could be further from the
truth; we don’t operate in that fashion. This wonderful little café just
happens to be named The Vintage
Grill because it is in direct proximity
to the Vintage area of operations,
and it’s run by a terrific restaurant
here in Oshkosh that happens to
be named The Vintage. Stop in and
give it a try, as it has an exceptional
menu of items well beyond the routine bratwurst or cheeseburger you
may get elsewhere on the field.
Allow me to list but a few of the
other events, programs, and amenities you can find in the Vintage area.
1. Vintage in Review. This event
takes place every morning at 11
a.m. in the bleacher area directly
east of the VAA Red Barn and Vintage Hangar. Every day we’ll bring
a different aircraft to the area and
park it in front of the bleachers.
Come listen to the interesting interviews of the many different per-

sonalities who come to talk about
their exceptional restorations, their
VAA Past Grand Champion aircraft,
or a one-of-a-kind vintage aircraft.
2. A field full of Vintage Past Grand
Champion aircraft, some of which
are typically lined up along the east
side of the roadway out in front of
the VAA Red Barn. Included in this
lineup you will be able to view some
of the finest examples of various vintage aircraft to be found anywhere.
3. Every day we put on a seminar
on the proper techniques of propping an aircraft. This critically important learning opportunity will
occur twice a day throughout the
week, and the schedule is always
posted on a signboard in front of
the aircraft that is used to provide
this excellent learning experience.
4. New this year is a charging station for your portable electronic devices. The VAA Portable Electronics
Charging Station will be located in a
small building on the northwest corner of the VAA Red Barn, right along
Vern Avenue. Feel free to drop off
your mobile phones, laptops, or any
other devices that may need to be recharged during your stay at Oshkosh.
5. The VAA Tall Pines Café will
again be providing a full breakfast menu to all our campers and
guests. The finest breakfast at the
best value you can find anywhere
on the grounds at AirVenture.
6. Premier vintage aircraft display
and aircraft camping area. These
choice aircraft parking opportunities are set up for first-come, firstserved aircraft arrivals. This parking/
camping area is set aside exclusively
for vintage aircraft manufactured
through December 31, 1970. We

even have an exclusive area for you
antiquers who may wish to camp
with your aircraft.This exclusive
parking area will typically be saturated with aircraft by mid-day on Saturday before the start of the event, so
be mindful of the fact that the choice
spots are routinely taken up by the
many early arrivals to the show.
7. We typically have around 500
volunteers every year in the Vintage area alone; they provide invaluable assistance to the organization by providing the membership
an enjoyable and safe event.
You, too, could find yourself kneedeep in camaraderie that is certain
to evolve into new and renewable
friendships each year. Please consider
volunteering some time with our family of volunteers and become a part of
the rewards and enhanced enjoyment
of volunteering at The World’s Greatest Aviation Celebration.
Where would we be without all
those VAA members who continuously support the VAA’s Friends of
the Red Barn fund?
The whole of the membership
needs to be aware of the many thousands of dollars these donors contribute every year to support our many
programs provided throughout the
Vintage area of operations. These
folks are a big part of making things
happen on the south end of the convention grounds. We can never acknowledge or thank you enough for
your continuous generosity. I hope
to see you all at the show.
VAA is about participation: Be a
member! Be a volunteer! Be there!
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VAA NEWS
Flight Planning for Your EAA
AirVenture Trip
As an EAA member (an important
part of your VAA membership),
you can use the EAA Flight Planner
to chart your trip to Wittman Field
for EAA AirVenture Oshkosh 2010.
Just click on the EAA Flight Planner
link on the left side of the VAA
home page at www.VintageAircraft.
org, or access it through the
members’-only section of EAA’s
online community at www.Oshkosh
365.org.

ability to revitalize those indispensable cell phones, computers,
iPods, etc. Turn off your item and
bring it and its 120 VAC charger to
our charging station. Leave it with
the attendant—we’ll give you a
claim check. Bring back the claim
check in a few hours and receive
your equipment all charged up and
ready to go. VAA and its volunteers
are providing this service to EAA
members for whatever donation
you feel is appropriate.

Breakfast and a Briefing
Grass Runways and Fuel
Also on our VAA website, we
publish a list created by VAA member Kris Kortokrax.
Kris flies a variety of old biplanes that are more pleasant to
fly when they are flown from grass
strips, and he and his buddies from
Shelbyville, Illinois, do their best to
keep the old biplanes happy (and
keep tire wear to a minimum) by
flying cross-country from grass strip
to grass strip. Finding fuel facilities
can be a challenge these days, and
Kris has distilled this airport information to be useful for like-minded
grass-runway-preferring pilots. This
data was current as of the beginning of the year, and we’d suggest
calling ahead to confirm fuel availability and hours of operation. If
you have any changes or additions,
drop us an e-mail here at vintage
aircraft@eaa.org and we’ll forward it
to Kris.
Our thanks to Kris for sharing
his list. Let us know if you find it
useful!

NEW This Year, VAA’s Portable
Electronics Charging Station
Do your rechargeable personal
electronics like your cell phone or
computer go dead before AirVenture’s over? VAA has the solution to
your problem!
Immediately west of the VAA
Red Barn we will be providing the
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The VAA Tall Pines Café will be
in operation again this year with
an expanded schedule prior to
convention, and fly-in-style pancake and egg breakfasts during
EAA AirVenture. Starting on Friday morning, July 23, and continuing through Sunday, July
25, the VAA Tall Pines Café will
be open for breakfast (6:30-9:30
a.m.) and dinner (4:30-7:30 p.m.).
Starting Monday, July 26, only
breakfast will be served at the Tall
Pines Café (6:30-9:30 a.m.). Just to
the north, an FAA Flight Service
Station (FSS) trailer will be located
near the café. At the trailer you’ll
be able to check the weather for
your flight and obtain a full briefing from FSS specialists without having to trek up to the FAA
Building near the control tower.
We’ll see you there each morning
for “breakfast and a briefing.”

Our thanks to each of you
who have contributed to the VAA
Friends of the Red Barn 2010 campaign. We’ll have the list of contributors in the September edition
of Vintage Airplane!

VAA Message Center
If you would like to leave a message for people you know who frequent the VAA Red Barn, stop by
the information desk. You can
write them a message in our “notebook on a string,” and we’ll post
their name on the marker board so
they’ll know there’s a message waiting for them. Sure, cellular phones
and walkie-talkies are great, but
sometimes nothing works better
than a hand-scribbled note!

VAA Picnic
Tickets for the annual VAA picnic to be held Wednesday, July 28,
at the Nature Center will be available for sale at the VAA Red Barn.
Tickets must be purchased in advance so we know how much food
to order. The delicious meal will be
served from 5:30 p.m. until approximately 7:00 p.m. Trams will begin
leaving the VAA Red Barn around 5
p.m. and will make return trips after the picnic. Type clubs may hold
their annual banquets during the
picnic. Call Jeannie Hill (815-2454464), and she will reserve seating
so your type club can sit together.

Shawano Fly-Out
Are You a Friend of the VAA
Red Barn?
If so, be sure to check in at the
information desk at the VAA Red
Barn. There, we’ll issue you a special name badge. We can also point
out the location for the Ford TriMotor rides. If you have any questions, feel free to ask for Theresa
Books, the VAA administrative assistant. If you need to reach her in
advance of your arrival, call her at
EAA headquarters, 920-426-6110.

The annual fl y-out to Shawano
is Saturday, July 31. The sign-up
sheet will be at the desk at the VAA
Red Barn, and the briefing will be
at 7 a.m. the morning of the flyout. The community of Shawano,
approximately an hour north of
Oshkosh (as the Cub flies), puts
forth a lot of effort to sponsor this
event. Shawano’s residents do a
great job of hosting us, and we
hope you’ll help us thank Shawano by joining us on the flight.
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VAA MAP:
To help members who fly in to understand the layout of the convention area administered by the VAA,
we’ve prepared this simplified map. As you can see,
camping starts at Row 74 on the east side of the main
north/south road (Wittman Road), with the areas to
the north of that line set up to handle display-only vintage aircraft. That’s why you may see open areas as
you taxi south to your camping location.
Once you arrive, you’ll need to register your aircraft
and/or campsite. In addition to roving registration vehicles, there is one main aircraft registration building,
located just south of the VAA Red Barn (see map). The
EAA convention campgrounds are private campgrounds
and are not open to non-EAA members. Each campsite
must be registered by a current EAA member.
Another immediate benefit of VAA membership is
your free VAA AirVenture Oshkosh 2010 Participant
Plaque, which you can pick up in the rear of the Red
Barn. EAA and VAA memberships are available at both
aircraft registration and the membership booth located under the VAA Welcome Arch, northeast of the
Red Barn at the corner of Wittman Road and Vern Avenue as well as inside the Red Barn.
VINTAGE AIRPLANE 3

VAA Red Barn Store
The VAA Red Barn Store, chockfull of VAA logo merchandise and
other great gear, will be open with
expanded hours all week long,
Monday through Saturday, 8 a.m.
until 6 p.m. Early-bird arrivals can
shop on the previous weekend as
well, during limited hours. Show
your VAA membership card (or
your receipt showing you joined
VAA at the convention), and you’ll
receive a 10 percent discount.
One evening during AirVenture
there will be a special VAA members-only sale. Inquire at the store
for the date. Bring your VAA card,
and you’ll receive an additional
discount on specially priced merchandise. See you there!

VAA Volunteer Opportunities
Are you an ace pancake flipper?
If you’re not one yet, we can help!
The VAA Tall Pines Café is looking
for volunteers who can help provide a hearty breakfast to all the
hungry campers on the south end
of Wittman Field. If you could lend
a hand for a morning or two, we’d
appreciate it. If that’s not your cup
of tea, feel free to check with the
VAA Volunteer Center, located just
to the northeast of the VAA Red
Barn. The volunteers who operate
the booth will be happy to tell you
when your help is needed each day.
It doesn’t matter if it’s just for a few
hours or for a few days—we’d love
to have your helping hands! There
is no need for you to contact us
ahead of time; you can talk with us
when you arrive.

VAA Judging Categories
and Awards
The VAA’s internationally recognized judging categories are:
• Antique: Aircraft built prior to
September 1, 1945
• Classic: September 1, 1945 - December 31, 1955
• Contemporary: January 1, 1956 December 31, 1970
Any aircraft built within those
years is eligible to park in the
Showplane parking and camping
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areas. If you wish to have your
aircraft judged, let the volunteer
know when you register your aircraft and camping area. If you
want your aircraft to be judged by
VAA volunteer judges, you need
to be a current Vintage Aircraft
Association member. VAA contributes a significant portion of the
costs related to the EAA awards
that are presented to the award
winners. The Awards Ceremony
will be held Saturday evening at
6 p.m. in the Vintage Hangar just
south of the VAA Red Barn.

A Night at the Movies With
EAA Fly-In Theater

Designated Smoking Areas
Near Flightline

Find Your Favorite Presentations and Workshops Online

Smoking on the flightline at EAA
AirVenture is prohibited because
it’s a hazard to all aircraft. There are
several designated smoking areas
with butt cans along the flightline,
well away from aircraft and refueling operations.
Designated smoking areas will
be south of the ultralight runway;
near the Hangar Café; near the
Warbirds area (northeast corner
of Audrey Lane and Eide Avenue);
the Wearhouse fl ag pole area; the
shade pavilion north of the control tower; and near the Ultralight
Barn. Locations will be indicated
on EAA’s free convention grounds
map. The admission wristband
also instructs visitors that smoking is allowed only in designated
smoking areas.

With hundreds of the world’s
leading aviation authorities giving close to 1,000 individual presentations at nearly 45 locations
spread throughout the AirVenture
grounds, finding out who is presenting, where, and when can be,
in a word, challenging. The EAA
AirVenture website has an online
tool that can make this task simple
when you use the integrated AirVenture schedule.
Located at www.AirVenture.org under “Attractions” and then under
“Activities, Presentations & Workshops,” the database includes all the
venues, subjects and topics, presenters, and events from not only Forums
and Workshops, but also Warbirds in
Review, KidVenture, Museum Speakers Showcase, Authors Corner, The-

Bring your blankets and lawn
chairs and watch a great aviation
movie at the EAA Fly-In Theater,
presented by Ford Motor Company and supported by Hamilton
Watches. Movies are shown nightly,
from Sunday, July 25, through Saturday, July 31, and each film is introduced by a celebrity presenter.
The theater is located just north of
EAA’s Camp Scholler at the end of
Doolittle Drive, and the program
begins at 8:30 p.m.

EAA AirVenture Is Almost Here . . . Are You Ready?
Just a few short weeks from now, many of you will make the
annual pilgrimage to Oshkosh for EAA AirVenture 2010. Are you
ready? Here are several handy online tools on the AirVenture website that can help you take care of any last-minute concerns.
Visit www.AirVenture.org and find out what you need to know
about The World’s Greatest Aviation Celebration.
Admission, Parking, Hours . . . . . . . . . . . www.AirVenture.org/planning/admission.html
Find or Share a Ride to Oshkosh . . . . . . . . . . . . . . . . . www.AirVenture.org/rideshare
Site Map . . . . . . . . . . . . . . . . . . . . www.AirVenture.org/planning/schedules_maps.html
Where to Stay . . . . . . . . . . . . . . . . . . www.AirVenture.org/planning/where_to_stay.html
AirVenture NOTAM . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .www.AirVenture.org/flying
Alternate Airports and Waypoints . . .www.AirVenture.org/flying/alternate_airports.html

ater in the Woods, special “at the
aircraft” presentations on AeroShell
Square, and more. If it’s scheduled,
you’ll find it here. In addition, the
web schedule is updated on a daily
basis to reflect any changes or additions that might occur at the last
minute. You can even create your
own itinerary of various events of interest. You can save or print it out for
future reference.
A quick link to this new schedule
is www.AirVenture.org/schedule.

Get Your EAA AirVenture
2010 NOTAM Booklet

Nominat
ions

C A L L F OR V I N TA G E A I R C R A F T A S S O C I AT IO N

.OMINATE YOUR FAVORITE AVIATOR FOR THE
%!! 6INTAGE !IRCRAFT !SSOCIATION (ALL OF
&AME ! GREAT HONOR COULD BE BESTOWED UPON
THAT MAN OR WOMAN WORKING NEXT TO YOU ON
YOUR AIRPLANE SITTING NEXT TO YOU IN THE CHAP
TER MEETING OR WALKING NEXT TO YOU AT %!!
!IR6ENTURE /SHKOSH 4HINK ABOUT THE PEOPLE
IN YOUR CIRCLE OF AVIATION FRIENDS THE MECHAN
IC PHOTOGRAPHER OR PILOT WHO HAS SHARED IN
NUMERABLE TIPS WITH YOU AND WITH MANY OTH
ERS 4HEY COULD BE THE NEXT 6!! (ALL OF &AME
INDUCTEEBUT ONLY IF THEY ARE NOMINATED
4HE PERSON YOU NOMINATE CAN BE A CITIZEN
OF ANY COUNTRY AND MAY BE LIVING OR DECEASED
HIS OR HER INVOLVEMENT IN VINTAGE AVIATION

MUST HAVE OCCURRED BETWEEN  AND THE
PRESENT DAY (IS OR HER CONTRIBUTION CAN BE
IN THE AREAS OF mYING DESIGN MECHANICAL OR
AERODYNAMIC DEVELOPMENTS ADMINISTRATION
WRITING SOME OTHER VITAL AND RELEVANT lELD OR
ANY COMBINATION OF lELDS THAT SUPPORT AVIA
TION 4HE PERSON YOU NOMINATE MUST BE OR
HAVE BEEN A MEMBER OF THE 6INTAGE !IRCRAFT
!SSOCIATION AND PREFERENCE IS GIVEN TO THOSE
WHOSE ACTIONS HAVE CONTRIBUTED TO THE 6!! IN
SOME WAY PERHAPS AS A VOLUNTEER A RESTORER
WHO SHARES HIS EXPERTISE WITH OTHERS A WRITER
A PHOTOGRAPHER OR A PILOT SHARING STORIES PRE
SERVING AVIATION HISTORY AND ENCOURAGING NEW
PILOTS AND ENTHUSIASTS

To nominate someone is easy. It just takes a little time and a little reminiscing on your part.
s 4HINK OF A PERSON THINK OF HIS OR HER CONTRIBUTIONS TO VINTAGE AVIATION
s 7RITE THOSE CONTRIBUTIONS IN THE VARIOUS CATEGORIES OF THE NOMINATION FORM
s 7RITE A SIMPLE LETTER HIGHLIGHTING THESE ATTRIBUTES AND CONTRIBUTIONS -AKE COPIES OF
NEWSPAPER OR MAGAZINE ARTICLES THAT MAY SUBSTANTIATE YOUR VIEW
s )F YOU CAN HAVE ANOTHER PERSON COMPLETE A FORM OR WRITE A LETTER ABOUT THIS PERSON
CONlRMING WHY THE PERSON IS A GOOD CANDIDATE FOR INDUCTION

Printed copies of the EAA AirVenture Oshkosh 2010 Notice to Airmen
(NOTAM) can be downloaded directly
from the web at www.AirVenture.
org/flying. It can also be ordered by
calling EAA membership services at
800-564-6322, but given the time
from the time you read this until AirVenture arrives, it may not arrive in
the mail in time for your departure.
The NOTAM contains the special
flight procedures in effect for Wittman Regional Airport and alternate
airports from 6 a.m. CDT on Friday,
July 23, to 11:59 p.m. CDT on Sunday, August 1, 2010. All pilots who
fl y into the event are expected to
know the special flight procedures
prior to arrival. EAA AirVenture
Oshkosh runs from July 26 through
August 1. For additional EAA AirVenture Oshkosh 2010 information, including advance ticketing purchases,
visit www.AirVenture.org.

Mail nominating materials to: 6!! (ALL OF &AME
%!! 6INTAGE !IRCRAFT !SSOCIATION
0/ "OX 
/SHKOSH 7)  
Remember, your “contemporary” may be a candidate; nominate someone today!
&IND THE NOMINATION FORM AT www.VintageAircraft.org OR CALL THE 6!! OFlCE FOR A COPY
   OR ON YOUR OWN SHEET OF PAPER SIMPLY INCLUDE THE FOLLOWING INFORMATION
s $ATE SUBMITTED
s .AME OF PERSON NOMINATED
s !DDRESS AND PHONE NUMBER OF NOMINEE
s % MAIL ADDRESS OF NOMINEE
s $ATE OF BIRTH OF NOMINEE )F DECEASED DATE OF DEATH
s .AME AND RELATIONSHIP OF NOMINEES CLOSEST LIVING RELATIVE
s !DDRESS AND PHONE OF NOMINEES CLOSEST LIVING RELATIVE
s 6!! AND %!! NUMBER IF KNOWN .OMINEE MUST HAVE BEEN OR IS A 6!! MEMBER
s 4IME SPAN DATES OF THE NOMINEES CONTRIBUTIONS TO VINTAGE AVIATION
-UST BE BETWEEN  TO PRESENT DAY
s !REAS OF CONTRIBUTIONS TO AVIATION
s $ESCRIBE THE EVENTS OR NATURE OF ACTIVITIES THE NOMINEE HAS UNDERTAKEN IN AVIATION TO
BE WORTHY OF INDUCTION INTO THE 6!! (ALL OF &AME
s $ESCRIBE ACHIEVEMENTS THE NOMINEE HAS MADE IN OTHER RELATED lELDS IN AVIATION
s (AS THE NOMINEE ALREADY BEEN HONORED FOR HIS OR HER INVOLVEMENT IN AVIATION ANDOR THE
CONTRIBUTION YOU ARE STATING IN THIS PETITION )F YES PLEASE EXPLAIN THE NATURE OF THE
HONOR ANDOR AWARD THE NOMINEE HAS RECEIVED
s !NY ADDITIONAL SUPPORTING INFORMATION
s 3UBMITTERS ADDRESS AND PHONE NUMBER PLUS E MAIL ADDRESS
s )NCLUDE ANY SUPPORTING MATERIAL WITH YOUR PETITION
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It’s Hardly a

Sea Fury
George Baker’s super Super Cruiser
BY
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BUDD DAVISSON

JIM KOEPNICK

W

hen you look at George Baker’s personal, and nearly perfect, PA-12 Super Cruiser it’s easy to see why he’s in one of
the EAA’s Halls of Fame. And why there are so many pictures of him standing in front of airplanes he’s restored,
owned, or performed air shows in. Let’s see: A Super Cruiser
is rag and tube, and his personal Cruiser is unreal in the
amount of detail work it displays, so the airplanes in his background must be
Cubs and Stearmans and such, right? Not quite. His signature airplane, the one
most folks associate him with, is a 3,000-hp Hawker Sea Fury. And much of his
air show performing was in a Lockheed T-33. And he’s rebuilt and flown B-25s

VINTAGE AIRPLANE 7

COURTESY GEORGE BAKER
COURTESY GEORGE BAKER

George’s shop and the PA-12 during the early
stages of the airplane’s restoration

In the center of the firewall is a heat vent deflector to help diffuse the cabin air as it comes
from the heat muf f. A set of brushed heel
plates keep the varnished birch floorboards
from getting scuffed. Not using carpet makes
it easier to keep the cabin clean, and keeps
the weight of the furnishings down.
JIM KOEPNICK

and Corsairs and everything else
in between. And the Hall of Fame?
It’s the Warbirds Hall of Fame, not
the expected antique or vintage
venue. So, what is a heavy iron guy
like George Baker doing getting his
hands dirty on something as basic
as a Piper PA-12?
“I know it looks as if all I ever
had in my life were warbirds,” says
Baker, who is based in New Smyrna
Beach, Florida, “but that’s far from
the truth. In fact, I started out in
Champs in Monmouth, New Jersey.
The FBO couldn’t pay his insurance
so he offered a friend and me a special deal: If we’d each write him a
check for $90, he’d get us trained
through solo. So, we wrote him the
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checks. I was ready to solo at four
hours, but then I made it a point to
come out on days when I knew my
regular instructor wasn’t around.
This way the new one kept flying
me because he didn’t know about
the deal. When the FBO found out
about it, he was hopping mad and
forced me to solo. He just pointed
at an airplane and said, ‘Go!’”
From that point on, like all
young pilots, the name of the game
for George was to work at filling
up his logbook so he’d be more
employable.
“In 1950, my dad bought a motel in Florida so I moved south with
him. I was married and making my
living as a trucker, even though I

was underage for the license. But
I flew everything I could for anyone who would have me. I ferried
Cessnas from the factory, flew mosquito control in Super Cubs. Then,
in 1959 I got a job flying a Douglas B-23, which looks exactly like a
two-engine B-17. It had been converted into an executive transport
and was being operated by General
Electric. I guess that was my first
warbird experience.
“I started doing a lot of maintenance for people, which included
rebuilding little airplanes, one of
the first being a Culver Cadet. Then
I did a 150-hp conversion on an
85-hp Swift, including getting the
STC for it. That may have been the

The PA-12’s cockpit and instrument panel before the restoration shows the hodgepodge of
holes and slots for various radios.

PHOTOS COURTESY GEORGE BAKER

The cockpit nears completion during the restoration, with only
some final upholstery work left.

So typical of the careful restoration work done by George, the Scott
master brake cylinder for the rear
seat pilot has a polished mounting
ring, while the rest is painted.
Modern avionics are compact, allowing for a tighter integration
of the instrument panel. The auxiliar y electrical panel on the
right is gone, and the radios can now fit in a neat center stack.
first Swift conversion done; I’m not
sure. But then, in 1973 a friend decided he wanted a Lockheed T-33,
and would I go with him and ferry
it back? I guess I didn’t know any
better, but I said, ‘Sure, why not?’
even though I knew nothing about
T-33s and hadn’t flown jets.
“The airplane was in Chino, California, where a very young Steve
Hinton checked me out, but the
FAA was giving would-be warbird
jet pilots fits because of the thenrecent accident where the F-86
went into the ice cream parlor near
San Francisco. This inspector was
opening panels and asking me to
explain the function of everything
all over the airplane.

“Bob Hoover heard I was going to be flying the airplane, so he
had a friend of his, who had 3,700
hours in the T-33, come out, and
we really started some aerobatics.
Bob flew the airplane and liked
it enough that he started flying
it in his air shows and had me in
the back to run the fuel system so
he didn’t have to worry about it.
That’s when I began thinking that
I’d start doing air shows in the airplane myself, and I did.”
George officially hung out his
airplane maintenance and rebuilding shingle while still living at the
Spruce Creek fly-in community in
1979. Shortly thereafter he stumbled into a sweetheart deal on a

piece of property on the airport at
New Smyrna Beach, Florida, where
he still lives.
“The property was too low to
build on, but the owner let me pay
for it when I could, so too low or
not, I could afford it, so I bought it.
Then I bought an old bulldozer and
made it known to all the developers
in the area, and there were plenty,
that I’d be willing to accept the fill
dirt they had to carry off their construction sites. It didn’t take long
before we had the entire lot filled
and compacted. By the time we
were done building, and expanding, over the years, we had 28,000
square feet, and that’s where we’re
living today. I’ve rented part of it
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out to Gary Norville, who is doing
the big airplane work, and my wife,
Virginia, and I have an apartment
on the other end, where I play with
smaller warbirds (T-34s, etc.), some
GA birds, and little airplanes like
rag and tube Pipers.”
Before George got back to little
airplanes, he built a tremendous
reputation for being able to take a
thoroughly dead warbird and not
only breathe life back into it, but
also make it into an award winner. Right from the beginning, his
attention and stick-to-it nature
brought a lot of seemingly impossible projects to his doorstep, although sometimes he had to work
pretty hard to get them that close
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to home.
“One of the dicey ones was a
B-25 that had been essentially abandoned on St. Croix. It had been sitting for a long time, years, but it
had to be flown out, as it wasn’t
practical to disassemble and ship it.
There was so much corrosion on it
I was afraid the gear would collapse
just sitting there, and lots of parts
were missing or just laying around.
The exhaust for one engine, for
example, was in the bomb bay. I
showed up with my toolbox and
beat on that thing for weeks before
I got it safe enough to ferry back
to Florida. There were two of them
side by side, but the airport lost patience with the other one and dug a

big hole and buried it.”
His signature airplane, the Sea
Fury, entered his life courtesy of
Frank Sanders, who was well known
throughout the country for his air
shows in the airplane with smoke
generators on the wingtips.
“I rode with Frank in his airplane
and really loved it, so I picked up a
Sea Fury for myself, rebuilt it, and
hung a Wright R-3350 on it. I raced
it a lot and had a great time in it.”
After nearly three decades hammering on the big iron, George
started to look around and think
about getting back to his littleairplane roots. Besides, making an
agreement with Gary Norville freed
him up to do more fun things with

b
l

George Baker, lifetime aircraft restorer.
looking, so I thought I’d buff it out,
but the second I laid the buffer on
it, big, buffer-sized pieces of finish
began spinning off the airplane.
It had one of the first water-based
covering systems, and it was completely bad. I was going to have to
rebuild the airplane, but I needed
something to fly in the meantime.”
Readers take note: The “I needed
something to fly while I was rebuilding this one…” is a repeating pattern in George’s life, as you’ll see.
“There was a modified PA-12 Super Cruiser up in New Hampshire
that looked pretty good. It was set
up with all the popular bush mods,
including a 150-hp Lycoming, droop
tips, and had been rebuilt with the
pressed wing ribs from Univair. It was
a pretty solid airplane, but I couldn’t

. . . getting
back to his
little-airplane roots.
less complicated airplanes.
“I brought in a young partner,
Curtis Boulware, a sharp EmbryRiddle graduate, which allows me
to pretty much work on what I
want when I want, because the
business pretty much runs itself. I
went out and got a float rating and
then decided I wanted a floatplane.
I shopped around and found one
that looked good in Alaska and
bought it. It took 56 hours of flying, including a stopover at Oshkosh, to get the airplane home.
“The airplane was a little ratty

stand those drooped tips. They are
unbelievably ugly and had to go.
Problem was, to install the droop
tips, they had to saw off the tips of
the spars; fortunately, there is a service bulletin that addresses extending the spars and putting the old tip
bows back on. And I wasn’t really
crazy about the way the engine compartment looked. Or the way the airplane looked in general. So . . ..”
George could have gone a lot of
different ways with the airplane,
including taking it back to completely original, but that wasn’t

what George wanted. He wanted an
airplane he could fly as much as he
wanted and have fun with it, landing it anywhere he wanted along
the way. While he was rebuilding
the airplane, he didn’t worry about
ruining its originality because it
had been so heavily modified by
the time he got it that it didn’t
have any. So, he had a green light
to make the airplane into what he
envisioned a Super Cruiser had to
be to live up to its name.
“Up front the Lycoming was set
up with Dynafocal mounts and a
spin-on filter from B&C. We used
their lightweight starter and alternator, too. Then we got a stainless exhaust from Sutton Brothers,
which uses 40 percent less tubing,
so it’s not only lighter, but more efficient. I think it’s close to being the
same thing used on a Grumman
Tiger. It’s a good-looking exhaust
system, and we like good-looking
engine compartments, which is
why we polished the firewall on
this one. And why we used a Steve’s
Aircraft billet aluminum gascolator.
“We put the F. Atlee Dodge cross
brace in the roof of the fuselage,
which, in the event of an accident,
keeps the wings from collapsing in
on the fuselage and harming the
rear passenger. The landing gear,
which is stock otherwise, got the
Dodge beef-up package, too.
“Because we lightened up the
firewall-forward, we were able to
move the battery, a ventless gellcell, from the rear of the fuselage to
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The engine compartment is nearly as clean as the cockpit, with wires and
controls carefully clamped in place.

Stored under the wide rear seat of the P-12 is this chromed Halon fire extinguisher, handy during any ground emergency.

A baggage compar tment on a high-wing Piper isn’t complete without the
Piper Cub bear, right? The coil spring door holder/opener mentioned in the
text is on the upper right.
12 JULY 2010

up under the front seat. In the process of doing that, we found that
the original plywood the battery
was sitting on was pretty scorched.
It was actually charred.”
Super Cruisers aren’t known for
having long legs, but that’s definitely not the case with George’s.
“The STC for hanging a 150-Lyc
in a PA-12 includes making major
changes in the fuel system. Our airplane has a 30.5-gallon Atlee Dodge
aluminum fuel tank in each wing.
With 61 gallons, you can pretty
much stay up forever, and I’ve done
six-hour legs a number of times.
“The windshield is stock, but the
right door has been modified to be
a single-piece ‘seaplane’ unit, which
makes it much easier to get in and
out the airplane. It has a gas cylinder
‘assist’ that, when released, slowly
pushes the door out until it floats up
level with the bottom of the wing.
“The left window, which originally was a slider, also folds out
against the bottom of the wing,
which is great for ventilation. But
the airplane has good ventilation
anyway because, with the Sutton
Brothers exhaust system, I can bring
fresh air in through the right baffle.”
When the J-5/PA-12 series was
being designed, aircraft electrical
systems for small aircraft were in
their infancy, so most of the 1940s
Piper products used what today appears to be flawed logic in placing
their electrical switches and such:
They were all up in the right wing
root, which, although it gave easy
access from the back seat, also put
them right up against a fuel tank.
“The proximity of electrical
switches to fuel tanks has always
bothered me about that series of
airplane, so we moved everything
onto the panel in a more modern,
more usable manner. It meant moving some instruments around, but
makes for a much more logical airplane. Also, the instruments are all
lit, and we think nothing about flying it at night.”
The interior of the Baker family
fun machine is anything but stock
but very much in keeping with the

JIM KOEPNICK

Baker vision of a thoroughly usable
Super Cruiser.
“We did the interior in gray
leather with the seats being done
by a local upholstery lady, Linda Saliga, who we’ve used before. We did
the rest ourselves, making upholstery panels out of 0.020 aluminum
and gluing the leather to them.”
One of the factors about the airplane that catches your attention
the instant you poke your head in
the cockpit is the floorboard treatment. Piper floorboards never
looked so good.
“We did the floors with birch aircraft plywood, put the Piper logo
on the floor between your feet and
ahead of the stick. We also put the
Piper bear cub emblem on the floor
of the baggage compartment and
sealed it in clear epoxy, a very durable finish.”
In an effort to make the airplane
even more usable than it is, George
came up with some interesting (and
certified) changes for the baggage area.
“The X-member in the back of
the cargo hold has been modified,
so rather than being an ‘X,’ it is actually two ‘K’ members that give
more room down the middle of the
upper part of the fuselage so we
can carry long cargo or a couple of
sleeping bags. This is a popular STC
in Alaska for obvious reasons.

“The outside baggage door gives
access to the upper part of the baggage area and actually has two levers that have to be moved to get
the door open so it won’t accidentally open in flight.”
What George doesn’t mention
about the outside baggage door is
the clever use of a long coil spring
as both the hold-open strut and the
opening-assist strut: He has the geometry set up so when the door is
forced shut, the spring bends and
coils in on itself. Very clever!
“We did a number of little things
that aren’t immediately noticeable,”
George says. “For instance, the rear
stick has been relocated so the front
seat can be slid further back or the
stick can be removed, if carrying
cargo. We put handy little pockets
on the sides for both the passenger and pilot to put small items in.
The left pilot pocket holds a portable Icom, and the intercom has an
MP3 player wired in such a way that
when transmitting or receiving on
the radio, the music is cut off until
there’s no more voice activity.”
Back in the day, Piper’s approach
to new product introduction was rearrange-all-the-old-parts-and-make-anew-airplane-out-of-them so many of
the newer parts will fit older airplanes.
And this is why a lot of older Pipers, including George’s Super Cruiser,

have been modified with Super Cub
tail surfaces, which benefit from being both statically and aerodynamically balanced for better handling.
Just about everyone who saw
George’s airplane at Sun ’n Fun ’09
came away talking about the terrific amount of interesting detail
work the airplane included. In fact,
George says that there were more
than 30 supplemental type certificates (STCs) in the airplane, which
is a testament to not only his skill
as a builder, but also his patience
and determination at shuffling paperwork. For that alone he ought to
be in a hall of fame.
What we didn’t mention is that,
when he found the Super Cruiser
was going to be down, he immediately thought “. . .gotta have an airplane to fly.” So, he bought a flying
Clipper. But, the carpet in that, as
he puts it, “. . .needed an oil change,
and the firewall would really benefit from being polished, and. . . .” It
wound up coming apart, too.
We won’t say that George Baker
is a project junky, but when asked
how Oshkosh was last year, he
commented, “It was great! And an
unfinished RV-9A somehow followed me home. This one is going
to get an all-glass panel and. . . .”
Well, maybe he actually is a project junkie. Just maybe.
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N88874 USAAF 42-92847 was delivered in March 1944 to the 8th Air Force in Europe. After the war it passed through
a dozen owners, including the Church of God Union Assembly Inc. (1972), Air New England (June 1977), and Air Indiana
(1978). It was painted as an AC-47 gunship Spooky to honor Capt. Chuck Edwards, killed in action on 29 March 1971, in
Vietnam. Today it is resting at the Basler Turbo Conversions facility in Oshkosh, Wisconsin.

The Douglas DC-3
75 years of service, Part 3
BY

HENRY M. HOLDEN

PHOTOS COURTESY OF THE AUTHOR

Spooky
In the 1960s, in Vietnam, 20
years after production had ceased,
the C-47 was born into a new role.
What Donald Douglas designed as
a basic passenger airplane evolved
into a highly efficient gunship,
designated the AC-47. Initially
designated FC-47F (fighter-cargo)
it was later changed to AC-47D
(attack-cargo).
The idea for the gunships came
from an Air Force officer, Capt. Ronald W. Terry, who had seen DC-3s
delivering mail and supplies to remote jungle areas in South America.
The plane would circle in a steep
pylon turn and lower a bucket on
a long rope. The bucket would orbit in a tight circle, suspended from
the cargo door, and someone on the
ground placed mail in it. Capt. Terry
suggested replacing the rope with a
line of machine gun fire, thus creating a gunship.
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The Air Force tried the idea with
.30-caliber machine guns mounted
in the windows and door of a C-47.
The idea worked, and the Air Force
replaced the machine guns with
three General Electric six-barrel
rotating guns, reminiscent of the
Civil War Gatling guns, positioned
in the fourth, fifth, and sixth port
windows. The 7.62-mm guns were
capable of covering a football field
with one round, every square foot,
in one minute.
The crew would first orbit an enemy position and drop flares to illuminate the target. The pilot would
then activate the guns with a trigger on the yoke. The guns provided
18,000 rounds a minute of deadly
firepower. The flames and tracer bullets coming from the gunship were
so awesome, the Viet Cong called the
old Gooney Birds “Dragon ships.”
The military called it “Spooky.”
The AC-47 successfully defended

more than 6,000 villages and hamlets. The gunship flew with a crew
of eight: the pilot, copilot, navigator, mechanic, two ordnance men
(to load the machine guns), a flare
launcher, and a Vietnamese observer.

Saving the Gooney Bird
In 1949, two competing British
firms each obtained Dakota airframes for the purpose of converting them to turbo power. When
the Armstrong-Siddeley and RollsRoyce turboprop aircraft went into
in service in 1951, they became
the fi rst revenue-earning turbinepowered aircraft in the world.
The turbo-powered Dakotas
cruised at 200 mph, up to 25,000
feet, and used 120 gallons of fuel
an hour. They had a gross takeoff
weight of 28,000 pounds. These reengined Dakotas were tested primarily to give British European
Airways experience prior to the in-

troduction of the Vickers Viscount.
All the conversions were later refitted with standard engines and sold.
At the time, the conversions
were not practical. A letter to L.S.
Casey, director of the National
Air and Space Museum, from A.J.
Hergeworth, assistant general manager at Rolls-Royce said, “Due to
the lack of cabin pressure on the
Dakotas, it was not possible to fly
as a passenger-carrying aircraft at
altitudes where the full advantage
of the engines could be obtained.”
Since then, there had been several attempts to convert DC-3s to
turbine power in the United States,
but up to the early 1980s, all had
been unsuccessful primarily because
the FAA said, “…extensive redesign
of the DC-3 would be necessary to
meet current certification requirements for an FAA type certificate.”
In 1982, Warren Basler, who
owned Basler Flight Services in
Oshkosh, Wisconsin, spent $2.5
million to build a DC-3 turboprop jet for Friendship Air, in Fairbanks, Alaska. He replaced the
standard 14-cylinder radial engines
with two PT6A-45R turboprops that
boosted the speed from 165 mph
to more than 200 mph. By 1989,
these engines had accumulated
more than 5,000 hours of troublefree operation. Basler felt turbojet
power was the most practical way
to keep the DC-3 going.
In April 1988, Basler began working on the Basler Turbo-67. The airplane rolled out in June 1989 for
flight tests and certification. The
new PT6A-67R engines increased

Vintage Airways N22RB c/n 4926 began life as USAAF 42-6474, a C-53,
in April 1942. After the war it flew for various companies in Mexico and the
United States before being purchased by Vintage Airways in 1992. During
Hurricane Charley, in 2004, it was blown on its back by severe winds. It
was smashed into an aluminum hangar before coming to rest against a
concrete hangar, totally destroyed.

Duggy, “The Smile in the Sky,” N1XP c/n 4733, is seen here in 2005 as
part of the SkyReach educational program of the National Aviation Hall of
Fame. Duggy’s histor y includes ser ving in Australia in the Air Transpor t
Command during World War II. After purchasing the aircraft years later,
Harry Thompson and Robert Odegaard restored it to the original colors of a
North Dakota Air Guard C-47. In 2004, it was repainted as Duggy.

Dan Gr yder’s Herpa DC-3 N143D
c/n 2054 was photographed in July
2007 at AirVenture. Delivered to
Swiss Air in October 1938, it was
disassembled and shipped to the
Netherlands and registered as HBIRO. It is unclear how it spent the
war years, but it received its current registration in March 1955 with
Ozark Air Lines. It was named Miss
Ali Gater in 1974 and registered to
Airline Aviation Academy, in Georgia.
VINTAGE AIRPLANE 15

U.S. FOREST SERVICE

BASLER TURBO CONVERSIONS INC. LLC

Warren and Pat Basler enjoy a boat ride on Lake Winnebago in Oshkosh, Wisconsin. Their company, Basler
Turbo Conversions Inc., was a pioneer of turbine technology being applied to the DC-3 airframe.

This trio of U.S. Forest Ser vice DC-3s is seen winging their way over mountains in Idaho. The lead ship,
N148Z c/n 20422 crashed 30 miles nor theast of Elk
City, Idaho, in June 1979. One engine caught fire and
separated from the wing. A forced landing on the Selway River resulted in 10 fatalities of the 12 on board.

Delta NC28341, Ship 41, c/n 3278 was photographed in July 2000, at
AirVenture. Ship 41 was the second of five DC-3s purchased by Delta. The
first arrived November 29, 1940, and was used to train pilots for the next
DC-3s to arrive. The aircraft arrived on December 23, 1940, and carried
passengers the next day. It was sold years later and wound up in Puerto
Rico as a freight dog. Delta repurchased it and flew it back to Atlanta,
where it was returned to its original livery.

Donald Douglas’ engineering and
management ability pulled together
the forces that created the most
successful multiengine prop-driven
airplane ever to fly.

the horsepower to 1,424. With the
new engines and modifications to
the airframe, the gross weight went
from 26,900 pounds to 28,750 with
a useful load of 13,000 pounds,
more than twice the original load of
the DC-3. The Turbo-67 can fly for
15 hours at 21,000 feet, with a top
speed of 250 mph, with the crew on
supplemental oxygen, making the
BT-67 an excellent platform for covert surveillance. On February 27,
1990, Basler received a supplemental
type certificate for his conversion.
Basler moved forward with a

seeking to suppress criminal activity. The exhaust pipes are enclosed
in shrouds within the nacelle, and
considerable cooling takes place
prior to venting the exhaust over
the wing. Tests have shown that
the infrared footprint common to
the old DC-3 is almost eliminated,
effectively making it less vulnerable
to heat-seeking missiles.
Some of the comparisons between
the BT-67 and the old DC-3 are 35
percent more interior volume, 43
percent more useful load, 24 percent
more speed, higher single-engine
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75,000-square-foot conversion facility on the east side of Wittman Field;
it cost more than $3 million. He
has sold several conversions to U.S.
government agencies and to the European and Asian markets. Several
conversions outfitted as gunships
have been sold to air forces in Central and South America (El Salvador,
Bolivia, Guatemala, and Colombia).
Other configurations have gone to private contractors in the United States.
A standard feature on a conversion is the over-wing exhaust. This
is especially helpful to the air forces

Big brother McDonnell Douglas DC-10 meets little brother DC-3 N999Z in this July 1971 photograph at Long Beach,
California. The McDonnell Douglas plant clearly illustrates how far aviation technology had progressed in 35 years. c/n
4976 was built for United Airlines as a DC-3A, NC33697. The war intervened, and it was diverted as a C-53C to the 8th
Air Force, in Oran. It was purchased by Braniff as NC45340 in 1945. In 1993 it was still airworthy as N999Z.
ceiling, up to 100 percent more fuel
capacity, and lower approach speed.
According to Flight International,
whose personnel flew the BT-67, it is
more competitive when compared to
the Short S360-300, the Casa CN235,
and the AMI-65TP, all competitors to
the DC-3 conversion.
Slowly the DC-3 is headed for
the boneyard, but the BT-67 will replace some of them. It will operate for less, without the day-to-day
maintenance and downtime of the
old Gooney Bird. Basler is so sure
of the turbo-powered DC-3, it uses
them for its business, and there is
interest coming from the private
sector. At last count in 2009, Warren Basler’s company had converted more than 50 DC-3s.

Total Production
There have been many attempts
to record accurately the production
figures for the DC-3/C-47 and its variants. There was a problem of duplicate serial numbers issued, and some
historians counted remanufactured

“Stop worrying, Fred! I had the map printed on
Poly-Fiber. What could possibly go wrong?”

OK, we’re not saying that really
happened or that it would have
changed history... but it makes
you wonder. On the other hand,
you never have to wonder
whether you’ll get a beautiful
long-lasting covering job using
Poly-Fiber. We’ve made the
instructions very clear and
downright fun, and the process
is practically foolproof. You’ll
never get lost on your way to a
spectacular Poly-Fiber finish.

★Friendliest manual around
★Toll-free technical support

polyfiber.com
information@polyfiber.com

800-362-3490
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This XC-47C on
floats is c/n 11761
and was delivered
to the USAAF in
July of 1943 as
a DC-3A/C-53D,
USAAF 41-68834.
Seen here registered as N130Q,
it belonged to Folsom’s Air Service
based in Maine.

c/n 9358, 42-23496 Navy R4D-5 BuNo 12418, is the Navy’s version of the DC-3. Que Sera Sera, is still
wearing its skis from its polar missions, although it currently resides in the National Naval Aviation Museum
in Pensacola, Florida.
aircraft twice. According to McDonnell Douglas records this author saw,
there were 10,632 airframes built. No
civilian transport before or since has
been built in such numbers.
The total military versions of the
C-47 variants were 10,291. Douglas
records also show that of the 10,632
built, three were built as spares; this
figure does not include the postwar
DC-3C, DC-3D, and DC-3S (Super
DC-3), which were remanufactured
airframes and, in the case of the Super DC-3, assigned new construction
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numbers. An additional 487 Japanese DC-3s were manufactured by the
Showa Company, and according to
one reliable source, 6,157 Russian Li2s were manufactured, bringing the
grand total to at least 17,276 airframes.

In Summary
Before his death on February 1,
1981, Donald W. Douglas created
thousands of military airplanes as
well as 10 generations of successful commercial airplanes. Of the
Douglas DC-1 through DC-10, the

most famous and beloved of this
line is the DC-3.
December 17, 2010, will mark
the 75th anniversary of the plane
that changed the world. The Douglas DC-3 was a revolutionary airframe that started out with 38
copies of the Douglas Sleeper Transport (DST), a 14-passenger sleeper
that converted to a 21-passenger
day plane. Eventually it was reconfigured to 28 passengers.
It was the first airplane that could
make money flying passengers with-

c/n 13798, photographed in Lakeland, Florida, in 1999, was U.S. Army Air Forces 43-30647 and was
delivered September 21, 1943, to the 12th Air Force. The aircraft seats 16 passengers and has a full
bar, TV, stereo, galley, two restrooms, club seating, and two couches. This aircraft is seen here with
R-2000 engines and wheelpants.
out relying on the generous mail
subsidy the government provided to
commercial carriers. It had safety
features unheard of, propellerfeathering technology, adjustable-pitch
props, cabin insulation from weather
and noise, hot meals, and more. It gave
the public a feeling of safety and comfort and fostered major growth in commercial aviation both in the United
States and around the world.
As the C-47 military variant, it was
unrivaled as a troop transport, paratrooper aircraft, and air ambulance.
Gen. Eisenhower said it played a major role in winning World War II. After the war, it went back to the civilian
airlines and fostered a boom in commercial aviation—again! Thirty years
after it was born, it was reborn into
a new role none at the Douglas Aircraft Company could have imagined:
Spooky the gunship. In recent years it
was reborn again as a turboprop.
The stories and the tales of the Dakota are probably endless. The profound worldwide effect of the DC-3
was the result of a combination of
filling a need, sound economics, and
one man, Donald Douglas, whose
engineering and management ability
pulled together the forces that created the most successful multiengine
prop-driven airplane ever to fly.
“Never in our wildest dreams
did we imagine what the next halfcentury would bring,” Arthur Raymond, chief engineer on the DC-3
project, told me in 1988. “Ten thousand DC-3s? Are you crazy?”
Today there are fewer than 100
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FAA

C/n 33359 was delivered to the Army Air Corps as TC-47B-35, 44-77027,
and then transferred to the Navy as R4D-7, BuNo 99856. FAA N34 is a retired airways inspection aircraft and now is used as an aviation awareness
static display at air shows around the countr y. Seen here over Oklahoma
City, the Murrah Federal Building can be seen off the right wing in this 1987
photo. The aircraft is painted in the colors of the Civil Aeronautics Administration (predecessor to the FAA) and is configured as it was when it was
one of 60 DC-3s in the agency’s flight inspection fleet.

U.S. Marine Corps C-117 BuNo 50834 is ex c/n 15548/26993, a Marine
Corps R4D-6, 43-49732, delivered December 28, 1944, and one of a hundred remanufactured airframes to a Super DC-3.

c/n 16070/32818 44-76486 was delivered in March 1945 as
a U.S. Navy R4D-7. It is now preserved at the Air Force Armament Museum, at Eglin Air Force Base, Florida. It has the first Photographed in 2003 at AirVenture, this BT-67
and second windows skinned over, making this gunship appear has the classic lines of a gunship. Note the infrared
camera bubble beneath the nose. This gunship is
to have its guns in the third, fourth, and fifth windows.
now operational somewhere in South America.

BASLER TURBO CONVERSIONS INC. LLC

This ski-equipped Basler BT-67 Polar 5 is designed to operate in polarresearch missions. Its operational
range is approximately 1,565 nautical miles, and it has the required
takeoff capacity from skis at elevations exceeding 12,400 feet on the
Antarctic Plateau. Maintenance can
be carried out at the deployment location, with the aircraft able to operate for up to 800 hours per year.
airworthy in the United States, and
there are somewhere between 600
and 900 airframes in various conditions worldwide. One hundred
low-lead fuel (that’s a bit of a misnomer—it has significantly more
lead per gallon than the fuels the engines were certificated on) has taken
its toll on the piston engines; some
parts are becoming hard to find, and
high maintenance costs—as high as
$1,600 per hour—have resulted in
some survivors heading to the scrap
pile or a museum. For those of us
who have piloted one, or flown in
one, we will remember the magic. It
always brought us home.
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Light Plane Heritage
published in EAA Experimenter February 1990

Meyers Midget at the 1926 National Air Races.

THE MEYERS MIDGET
by Jack McRae

he 1926 National Air
Races, which were held in
Philadelphia in September 1926, were the third
to have races featuring lightplanes.
The first races, in 1924, had all entries
powered with converted motorcycle
engines, which provided a dismal record of forced landings and general
unreliability. The second, in 1925, resulted in all three lightplane events
being won by the Powell Racer powered by the Bristol Cherub engine.
This engine, designed specifically for
aircraft use and competing against
the converted motorcycle engines,
clearly showed its superiority. This
lesson was apparently well learned
by the entrants in the 1926 races
since the Bristol Cherub was used in
the Heath Tomboy monoplane and
the Meyers Midget biplane, while
the KRA Midget and the Driggs Dart

T

monoplanes used the newly developed Wright Morehouse engine.
The Meyers Midget biplane, although not among the winners, was
cleanly designed, with tapered wings
and a span of 16 feet 8 inches. It was
designed by Charles W. Meyers, built
by the Kreider-Reisner Aircraft Company in Hagerstown, Maryland, and
completed barely in time for a test
flight to be made the evening before
the first race. At the beginning of the
race Meyers had trouble starting his
engine, but finally the aircraft took
off, showing good climb and speed
for the first six laps of the race. On
the seventh lap the biplane was seen
to disappear outside the airport, and
a forced landing was made on rough
ground due to dirt in the carburetor
jets. Considerable damage was done
to the upper wing, although Meyers
was not injured. He was reported to

have averaged about 80 mph while
flying in the race.
The second lightplane race was
held four days later, and Meyers had
been able to repair his plane enough
to taxi across the starting line to get
his entrance fee back, but no attempt
was made to fly.
The workmanship on the Meyers Midget was described as excellent
both in detail and in finish. The fuselage was built with birch plywood
bulkheads and shallow plywood sides
forming a girder from front to rear
and about one-third the depth of
the fuselage. L-shaped spruce longerons were located on each side of this
girder, with spruce fairing strips on
both upper and lower sides giving an
oval cross-section. The fairing strips
were designed to resist some of the
fuselage bending stresses.
A double plywood girder ran from

Editor’s Note: The Light Plane Heritage series in EAA’s Experimenter magazine often touched on aircraft and concepts related to vintage aircraft and their history. Since many of our members have not had the opportunity to read this series, we plan on publishing those
LPH articles that would be of interest to VAA members. Enjoy!—HGF
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under the seat through the bottom
and center of the fuselage to the rear of
the firewall bulkhead. This carried the
pilot’s seat and controls and provided
a mounting for the lower wing and the
two cross bracing struts of the landing
gear and also for the engine mount.
The engine mount was of welded steel
tubing, as were all the wing struts and
landing gear struts. All struts were
round tubes faired with balsa wood.
The covering of the fuselage and wings
was fabric except for the forward fuselage and near the cockpit.
The tapered wings were of wood
construction and had ailerons on the
upper wing only. The airfoil was of the
then recently developed M-6 section,
which no doubt contributed to the
speed of the plane. Wing spars were of
routed section spruce, and ribs were of
the Warren truss type of spruce with
birch gussets. Both wings were a single
piece across the airplane centerline.
The support at the center of the upper
wing was completely faired into the
top of the fuselage. A similar arrangement was used for the lower wing,
which was located a small distance below the fuselage lower fairing. Both
the landing gear and tailskid used rubber shock cord mounting.
The Bristol Cherub type III engine was the latest type supplied by
the Bristol company in England and
was rated at 36 hp at 3200 rpm. The
propeller was of the Curtiss Reed
twisted aluminum type with a diameter of 4 feet 6 inches and a pitch of
3 feet 1 inch.
In late 1926 Charles Meyers went
to work for the Advance Aircraft
Company (Waco) and soon became
chief pilot in charge of design and development, where he was involved
in the design of the Waco 10 and the
Waco Taperwing biplanes. In 1928 he
became test pilot and design engineer
for the Great Lakes Aircraft Corporation and was responsible for the Great
Lakes Sport design, which became
well-known as an aerobatic airplane.
References: Aviation magazine, September 20 and October 4, 1926; Aero
Digest, October 1926 and April 1927;
J. Juptner, U.S. Civil Aircraft, Vol. I and
Vol. II.

Meyers Midget Specs
The general specifications of the Meyers Midget were:
Wingspan, upper

16 feet 8 inches

Wingspan, lower

12 feet

Wing chord, upper

38.25 to 23.5 inches

Wing chord, lower

27 to 12 inches

Wing area, upper

45.5 square feet

Wing area, lower

24.5 square feet

Total wing area

70 square feet

Wing loading

6.6 pounds/square feet

Incidence angle, both wings

3 degrees

Length overall

13 feet 2 inches

Fuselage, bare, less covering, engine mount

45 pounds

Landing gear, less axle and wheels

9 pounds

Rudder, covered

2.5 pounds

Fuselage, landing gear, propeller, engine, tanks, 224 pounds
cowling, stabilizer, elevators, fin, rudder
Upper wing with ailerons and control cables

37 pounds

Lower wing, complete

12 pounds

Weight, empty

304 pounds

Gross weight with 150-pound pilot

480 pounds

Gasoline capacity

2.5 gallons

Oil capacity

3 quarts
Maximum speed was estimated to be 100 mph.
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BY ROBERT G. LOCK

Engine installations, Part 2
n this issue we’ll continue our
discussion of engine installations and look at other areas of
concern. I’ve been asked to continue this subject and expand
to cover magneto switches, booster
coils, primer systems, care of air filters, and whatever else comes up.

I

Magneto Switches and
Booster Coils
So first let’s tackle magneto
switches and booster coils, because
they are interrelated. The purpose
of the mag switch is to open or
close an electrical circuit, causing
the magnetos to be either hot or
cold. The purpose of the booster
coil is to provide a hot spark for engine starting purposes.
The magneto switch has a common ground with a rotary switch
inside to cause a ground or open
circuit to the P-lead. The P-lead
connects the mag switch to the
magneto primary windings. It is recommended that P-leads be shielded
wire, usually 18 gauge. The wire is
connected directly from a terminal on the switch marked “L” or
“R” to the left and right magneto.
The shielding connects from the
magneto case directly to the “G”
(ground) terminal on the switch.
The “G” terminal is connected to a
ground on the airframe. This completes a positive grounding circuit
from each magneto to the airframe.
A few engines are mounted with
rubber shock assemblies, which
means there would be no direct
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FIGURE 1
path to electrical ground between
the engine and the airframe. If this
were the case, then there would be
no ground circuit for the magnetos if nonshielded P-lead wire were
used. Thus the need for shielded
wire. However, most engines are
now equipped with electric starters;
therefore, there will be a complete
ground circuit from the starter to
the airframe. Thus a nonshielded
wire could be used. All of my airplanes use nonshielded wire.
Figure 1 shows a magneto wiring
layout. The sketch shows a complete wiring schematic for magneto switch, ignition leads, P-leads,
and booster coil installation. Note
that this sketch shows both magnetos connected to the switch with a

ground lead to the engine crankcase.
Keep in mind that the magneto
fires 1-2-3-4-5-6-7 and the engine
fires 1-3-5-7-2-4-6, which means
the No. 1 spark plug lead goes to
the No. 1 cylinder, but the No. 2
spark plug lead goes to the No. 3
cylinder. Using the above magneto/
engine firing order, one can easily
see that the No. 7 magneto ignition
lead goes to the No. 6 cylinder. Refer to Figure 1 . . . it’s easy!
The magneto switch will have
the posts on the back side lettered
G for ground, R for right mag, L
for left mag, and B for booster coil.
Note that when the magneto switch
is OFF, the booster coil is grounded.
There aretwo types of booster
coils—manually activated and elec-
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trically activated. Figure 2 shows a
sketch of a manually operated crankstyle booster coil and associated installation diagram.
The manually operated handcrank booster coil are mounted in
the cockpit, and when the engine
starting procedure was initiated, the
pilot cranked the handle, thus creating a high-tension current that was
introduced into the magneto. On
the magneto distributor block there
is a hole that is marked H; that is
where the high-tension lead from
the booster coil is inserted. When
using a booster coil system, it is important to start the engine on the
magneto that has the high-tension
lead installed. In the sketch in Figure 2, it would be the left magneto.
The electrically operated booster
coil has only a push switch in the
cockpit, which is engaged by the pilot during starting. The circuitry is
the same as the manually operated
system, but the coil can be mounted
in the engine compartment. Refer
to Figure 3.

FIGURE 2

FIGURE 3

Air Filters
Now let’s look at air filters, particularly for radial engines. In Figure 4 is
an illustration of a Wright R-760 carburetor air scoop, heater, and air filter.
The air filter is a series of heavy-mesh
wire screens. These original air filters
will not screen out small particles of
dirt as well as a paper or foam filter.
Thus it is imperative to keep these filters clean. Remove filter, blow from
inside to outside with compressed
air, clean in mineral spirits, blow dry
again, then spray with thinned oil.
The oil will help trap small particles
of dirt. The time between cleanings
will depend on where the aircraft operates. If the aircraft operates from a
grass strip or areas where dirt can be
ingested, the filter should be cleaned
every 25 hours, concurrent with an
oil change. These air filters were originally manufactured by the Air Maze
Company and were a standard aircraft item. While lengths of air filters
may differ, the diameters are mostly
the same.
Figure 5 is a sketch of a Boeing
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FIGURE 4
PT-13/17 air intake system. The air
maze filter is item No. 11, and its
part number is 5AWA, taken from
the Boeing parts manual.

Engine Primers
Engine primers (see Figure 6)
come in several different sizes. Some
have a small-diameter piston and
others have a large-diameter piston.
The primer intake will be connected
directly to the fuel screen assembly or gascolator. All primers have
a locking mechanism to keep the
engine from sucking fuel through
the primer during operation. Radial engines will always prime the

FIGURE 5

upper three or four cylinders. Primer
leads with either can be ported directly into the intake valve chamber
or into the intake pipe.
The primer is nothing more than
a simple hand pump. The primer
shown on the right of Figure 6 has a
locking arm that covers the pump and
shuts off the fuel to the primer assembly. The piston and cylinder have a
small diameter, thus requiring several
strokes to force fuel to the upper cylinders of the engine. Lunkenheimer
and Parker were the largest manufacturers of aircraft engine primers.

FIGURE 6

FIGURE 7

steel tube 1/8 inch in
diameter.
Care must be taken
to secure all primer
lines with suitable
clamps. Normally the
distributor (1) clamps
to the No. 1 cylinder
intake pipe. Some engines attach the distributor directly to
the accessory case, as
in the Wright R-760.

Fuel Screens
Fuel screens (refer to
Figure 7), commonly
called gascolators, are
normally located in
the lowest point of
the fuel system. Inside
the housing is a screen
that strains particulate impurities from
the fuel before entering the carburetor. Fittings will be marked
“IN” and “OUT,” thus
indicating fuel entering and exiting the
unit. A drain valve will
be found at the lowest point in the unit to
clear it of the particles
and any water that
may have settled at
this low point in the
fuel system.

FIGURE 8
When the plunger is pulled out,
fuel is sucked into the barrel through
a check or one-way valve. When the
plunger is pushed in, this valve closes
and the fuel is forced out through
another check valve to the distributor valve on the engine. Primer lines
from the distributor to the cylinders
are usually hard-soldered stainless-

Oil Coolers
I now would like to discuss
oil temperature problems, particularly my experience with the
Wright R-760. I’ve never been
around a Continental W-670 that
has high oil temperature problems. I have had discussions with
representatives from AeroShell

lubricants, and the information
I have is that its Oil W will operate to temperatures up to 250ºF
( 1 1 3 º C ) . Yo u m a y h a v e s o m e
control over oil temperature by
the size of the oil tank. The New
Standards have 8-gallon oil tanks,
and we normally carry 5 gallons
of oil. The hottest I’ve seen the
oil is 88ºC, and that is on a very
hot day. In the same type of heat,
the Wright in my Command-Aire
would run at 95ºC.
To control oil temperature, an
oil cooler can be installed. (Refer
to Figure 8.) A brass oil cooler may
be placed in the return line from
the scavenge pump to the oil tank.
If the aircraft was never equipped
with an oil cooler, then placement
and mounting issues will have to
be resolved. A suggestion would
be to find an identical aircraft that
has an oil cooler installed and copy
the installation. That will make
the engineering work a bit easier
to swallow. The sketch in Figure 8
shows a typical oil system with a
cooler installed. In small-engine installations, the temperature control valve is an integral part of the
cooler assembly.
I have been around oil systems
on Pratt & Whitney R-985 engines
installed in Boeing Stearman agricultural airplanes. When plumbing
an oil system in an antique airplane
where no data is available, I always
refer to my trusty Boeing PT-17
Stearman manuals. Oil tube sizes
are 1-inch diameter, and since the
lines are low pressure, they are connected with Mil-H-6000-16 hose.
The ends of all tubing sections are
beaded using a beading tool. Maximum spacing between tubing at
connections is one tube diameter,
and the tubing should never touch
because vibration will cause chafing and introduce small aluminum
flakes into the oil screen. Use suitable clamps on each end of the
hose and tighten to an oil-tight fit.
Do not overtorque.
Well friends, that ends our discussion of engine installations. Now go
out and have some fun!
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Chapter Locator
Visit the VAA chapter nearest you and get to know some great old-airplane enthusiasts! You don’t need to
be a pilot to join in the fun, just have a love of the great airplanes of yesteryear.

LOUISIANA
New Iberia, LA, VAA 30
Meeting: 1st Sun., 9:00 a.m.
LeMaire Memorial Airpor t Hangar 4
Roland Denison, President
Phone: 337-365-3047
E-mail: vaa30@cox.net
MINNESOTA
Alber t Lea, MN, VAA 13
Meeting: 2nd Thurs., 7:00 p.m.
Alber t Lea Airpor t FBO
Paul Stieler, President
Phone: 507-377-2291
E-mail: pstieler@smig.net

VAA Chapter 10 celebrated its 30th anniversary this
spring. Congratulations!
CALIFORNIA
Hayward, CA, VAA 29
Meeting: 2nd Thurs., 6:00 p.m.
Hayward Airpor t, 22005 Skywest Dr., Hangar J-6
Daniel Paulas, President
Phone: 510-206-1230
E-mail: eaa29vintage@yahoo.com

NEBRASKA
Plattsmouth, NE, VAA 31
Meeting: 1st Sat., 10:30 a.m.
Plattsmouth Airpor t Term Bldg.
William Kroeger, President
Phone: 402-331-3887
E-mail: pilotwill@cox.net
NEW HAMPSHIRE
Nor th Hampton, NH, VAA 15
Meeting: 2nd Sat., 11:00 a.m.
Hampton Air field
Eric Obssuth, President
Phone: 603-479-5832
E-mail: sandhillaviation@att.net

CALIFORNIA
Sacramento, CA, VAA 25
Meeting: 2nd Sat., 9:00 a.m.
See chapter website for location.
Jim Jordan, President
Phone: 916-983-0865
E-mail: jimsfcu@ix.netcom.com
Website: www.Vin25.org

NEW JERSEY
Andover, NJ, VAA 7
Meeting: 1st Sun, 10:30 a.m.
Andover Aeroflex Airpor t
Joe Tapp, President
Phone: 908-872-3821
E-mail: joetapp@comcast.net

CAROLINAS, VIRGINIA
Walnut Cove, NC, VAA 3
Meeting: Contact President
Susan Dusenbur y, President
Phone: 336-591-3931
E-mail: sr6sue@aol.com
Oct 1-3 Fall Fly-In, Info:http://VAA3.org

OHIO
Columbus, OH, VAA 38
Meeting: 2nd Sunday, 1 p.m.
Contact president for location.
Perr y Chappano, President
Phone: 614-496-3423
E-mail: polestar@ameritech.net

FLORIDA
Lakeland, FL, VAA 1
Meeting: Contact President
Jon Baker, President
Phone: 863-676-0426
E-mail: airmanj5@wmconnect.com
Website: http://FSAACA.com

OHIO
Delaware, OH, VAA 27
Meeting: 3rd Sat., 9:00 a.m.
Delaware Municiple Airpor t (DLZ) Terminal Building
Mar tin McIntire, President
Phone: 740-362-7228
E-mail: wjmcintire@cs.com
Website: www.EAAdlz.org

ILLINOIS
Lansing, IL, VAA 26
Meeting: Contact President
Peter Bayer, President
Phone: 630-922-3387
E-mail: c180bayer@comcast.net
INDIANA
Auburn, IN, VAA 37
Meeting: 4th Thurs., 7:00 p.m.
Auburn Airpor t Chapter Hangar
Drew Hof fman, President
Phone: 260-693-9747
E-mail: drewhof fman@vaa37.org
Website: www.VAA37.org
KANSAS
Overland Park, KS, VAA 16
Meeting: 2nd Fri., 7:30 p.m.
6:00 p.m. dinner at Bob & Dee’s in
Gardner, KS for any interested;
7:30 p.m. meeting at CAF Hangar New Centur y Airpor t
Kevin Pratt, President
Phone: 816-985-3248
E-mail: kpratt@vaa16.com
Website: www.VAA16.com

OKLAHOMA
Tulsa, OK, VAA 10
Meeting: 4th Thurs., 7:00 PM
Hardesty South Regional Librar y
Joe Champagne, President
Phone: 918-257-4688
Email: skypal@groveemail.com
TEXAS
Spring, TX, VAA 2
Meeting: 4th Sun., 2:00 PM
David Wayne Hooks Airpor t (KDWH)
Fred Ramin, President
Phone: 281-444-5309
Email: fredramin@sbcglobal.net
WISCONSIN
Brookfield, WI, VAA 11
Meeting: 1st Mon., 7:30 PM
Capitol Drive Airpor t Of fice
James Brown, President
Phone: 262-895-6282
Email: jb1910@wi.rr.com

Want to Start a VAA Chapter?
It’s easy to start a VAA chapter. All you need to get started is five Vintage enthusiasts. Then contact the EAA Chapter Office at 920-426-6867 or
chapters@eaa.org to obtain an EAA Chapter Starter Kit. EAA has tools to help you get in touch with all your local Vintage members, and they’ll walk you
through the process of starting a new chapter.
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Crosswind landing techniques

S

urface wind, and especially crosswinds, have
prevented many generalaviation pilots from enjoying a pleasurable afternoon of flying. As the crosswind
velocity increases, the pit in many
stomachs increases proportionately. If the pilot is already airborne
and learns that he or she will have
to make a crosswind landing at his
or her destination, pulse rate quickens, palms become sweaty, and every body muscle tenses in preparation for the approach and landing.
Years ago, just after earning a
private pilot certificate, a friend of
mine, who was also a new private
pilot, and I would rent an airplane
and head out to an area fly-in. If he
flew to the destination, I would fly
home, splitting the rental cost 5050. I recall many fly-in breakfasts
where I couldn’t eat because I was
already worried about making a
crosswind landing when returning
to our home base.
When I became a flight instructor
several years later, I made a vow to
myself to first learn and then teach
others the proper crosswind landing techniques so they wouldn’t
have to experience the level of discomfort I initially experienced.
Today, I’m still teaching crosswind landings to new and “experienced” pilots alike, with most of
the training done in vintage tailwheel aircraft.
Crosswind landings should not
be taken lightly, as even seasoned
pilots can experience a real “crowd-

pleasing” arrival should they become lax in their approach and
landing. But the crosswind landing
can be made safely and comfortably with practice and knowing
your airplane.

Any good landing,
especially a
crosswind landing,
begins with a good
stabilized approach.

Any good landing, especially a
crosswind landing, begins with a
good stabilized approach. If your
airplane is aligned with the runway,
trimmed, configured for landing
(gear and flaps), and has the proper
power setting, nose attitude, and
descent rate for a constant-speed
approach, the remainder of the
landing is simplified. Changing ap-

proach speeds and constantly having to adjust altitude greatly add to
the workload required for a good
crosswind landing.
There are two basic types of approaches when landing in a crosswind: the “crab-angle” approach
and the “wing-low” or “sideslip”
approach. The method you choose
to use will be determined by personal comfort level, the type of aircraft you are flying, and the flight
environment in which you are flying. More on that later.
The crab-angle approach is
quite simple. After turning onto final, turn the airplane’s nose into
the wind to compensate for wind
drift, adjusting your crab angle
so the airplane’s ground track remains aligned with the extended
centerline of the runway. As you
enter into the level-off or roundout phase of the landing (10-20 feet
above the runway surface), remove
the crab angle by lowering the wing
that is into the wind, and realign
the airplane with the centerline of
the runway by using opposite rudder. You’re now configured in the
wing-low or sideslip approach for
the landing.

Crab-Angle Crosswind
Approach and Landing
As an example, let’s suppose we
are landing on Runway 29 with
a wind direction from 330 degrees at 12 knots; we’ll experience
a 40-degree crosswind from the
right while on final approach to
land. After turning final, an ap-
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proximate 10-degree crab angle to
the right is needed to keep the airplane aligned with the centerline
of Runway 29. Under a no-wind
condition the compass and/or the
directional gyro (DG) would indicate 290 degrees. The crosswind
in the example would require an
approximate 300-degree heading
while flying the final approach.
When nearing the end of the
runway, right aileron is applied,
thereby lowering the right wing.
This control input will replace the
crab angle in compensating for
the wind. Increase or decrease the
amount of aileron and low right
wing as needed to offset the crosswind. Now that we’ve established
the needed aileron correction, we
have to align the nose of the airplane (longitudinal axis) with the
runway centerline; this is done by
applying left or opposite rudder.
Apply and maintain enough rudder pressure to keep the nose of
the airplane on the centerline.
In a steady crosswind, the aileron and rudder inputs described
in the above paragraph would be
maintained throughout the leveloff, flare, touchdown, and roll-out.

Wing-Low or Sideslip Crosswind
Approach and Landing
After turning the airplane onto
the final approach, right aileron is
applied, lowering the right wing;
this control input will take over
for compensating for the wind.
Increase or decrease the amount
of aileron and low right wing as
needed to offset the crosswind. After establishing the needed aileron
correction, we have to align the
nose of the airplane (longitudinal
axis) with the runway centerline.
This is done by applying left or opposite rudder. Apply and maintain
enough rudder pressure to keep
the nose of the airplane aligned
with the runway centerline.
Continue maintaining this winglow/opposite-rudder configuration
throughout the entire final approach. Again, if the crosswind is
steady, the aileron and rudder in-
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puts would be maintained throughout the level-off, flare, touchdown,
and roll-out.

Which Approach Should I Use?
The choice of crosswind approaches is almost entirely up to the
pilot in command—you. Which of
the two are you most comfortable
with? Flight conditions may dictate
that you will use both types. For
example, if you’re landing at your
own airport and there is little or no
traffic, a tight pattern followed by
the wing-low crosswind procedure
is desired. However, if you’re arriving at a pancake breakfast and
you are number six to land and on
a 3-mile final, the crab-angle approach followed by a transition to
the wing-low approach is the easiest and safest to fly.
The next time you fly your airplane, either practice crosswind
landings at your home airport if
there is little traffic or try them at
an airport where traffic is minimal.
When introducing a pilot to
strong crosswinds and crosswind
landing practice, I use the following procedure:

1) Select the desired crosswind runway and determine the wind direction and approximate speed. Do this
before entering the traffic pattern.
2) While positioning the airplane to enter the traffic pattern,
ask yourself, “How will the wind affect each leg of the traffic pattern?”
Using the previous example of Runway 29 with a 300-degree by 12knot wind, a crab angle to the left
should be used on the downwind
and base legs of the traffic pattern.
When turning final, a crab angle to
the right will be needed.
We are not going to land for the
first three approaches.
3) After turning final, establish
the correct crab angle to keep your
ground track aligned with the runway centerline, and continue the
approach until about 20 feet above
the runway.
4) Then, add enough power to fly
the length of the runway directly
over the centerline. This step not
only helps the pilot visually see the
crab angle up close and personally,
but it also exposes the pilot to the
variability of the crosswind close to
the ground.

Crosswind Rules to Live By
1. Practice builds confidence, as well as better defining your
own limits.
2. Recognize a poor landing early, with adequate energy and
altitude, and make the necessary corrections.
3. Never touch down if your heading is not aligned with the runway centerline.
4. Use rudder to maintain runway heading, and aileron to control drift. Use power to control the rate of descent, and elevators to establish the pitch attitude.
5. Maintain directional control with rudder and aileron to touchdown.
6. Don’t touch down until everything is perfect. When the winds
are gusting and changing, you may have to make several goarounds.
7. You’ve not finished flying the airplane until it’s tied down.

5) Execute a go-around and repeat step number four until you
feel comfortable.
Now, do three more approaches,
but this time establish the winglow method immediately after
turning final. At approximately 20
feet above the runway, add power
to maintain flight in this configura-

tion for about half the length of the
runway. Then execute a go-around,
transitioning to a crab angle for the
climb-out.
Now, practice either approach
but proceed through to landing.
Don’t forget to keep your aileron and rudder inputs in place
throughout the roll-out. If you

don’t, you may find yourself flying again should you experience a
wind gust.
A little preparation and practice creates proficiency, pilot selfconfidence, and safety. Practice
will also help eliminate that pit in
your stomach when you hear the
word “crosswind.”

VAA Backpacks
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Telephone Orders: 800-843-3612
From US and Canada (All Others Call 920-426-5912)

Or send to: EAA Mail Orders, P.O. Box
3086, Oshkosh, WI 54903-3086
Limited supplies available.
*Shipping and handling NOT included. Major credit cards accepted.
WI residents add 5% sales tax.
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by H.G. FRAUTSCHY

MYSTERY PLANE
This month’s Mystery Plane comes to us from the EAA’s archives.

Send your answer to EAA,
Vintage Airplane, P.O. Box 3086,
Oshkosh, WI 54903-3086. Your
answer needs to be in no later
than August 15 for inclusion

in the October 2010 issue of
Vintage Airplane.
You can also send your response via e-mail. Send your answer to mystery-plane@eaa.org.

Be sure to include your name
plus your city and state in the
body of your note and put
“(Month) Mystery Plane” in the
subject line.

APRIL’S MYSTERY ANSWER

W

e enjoy your suggestions for Mystery
Planes—in fact, more
than half of our subjects are sent to us by members, often via e-mail. Please remember that
if you want to scan the photo for use
in Mystery Plane, it must be at 300
dpi resolution or greater. You may
send a lower-resolution version to
us for our review, but the final version has to be at that level of detail
or it will not print properly. Also,
please let us know where the photo
came from; we don’t want to willfully violate someone’s copyright.
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April’s Mystery Plane came to us
from Dave Stott of Trumbull, Connecticut. Here’s our first letter:
Took me awhile to get to page 28,
but what a surprise to see the Mystery
Plane—it’s the Scroggs Last Laugh. It
was built here in the Eugene, Oregon,
area, but very little is actually known
about its history or disposition.
Certainly the idea of an airplane
designed after the “paper airplane”
concept was novel, but the reality
was somewhat less than desired. Roy
Scroggs was a tailor by trade, so we
can safely assume the rib stitching on
this craft was well done!

It was OX-5 powered, and photos show that it probably had an ID
number, but whether it got as far as
state certification (remember Oregon
was licensing both aircraft and pilots in those days) is hard to tell. The
clippings indicate that it had been
airborne in several short hops, but
control was certainly a problem as a
later photo shows two large rudders
added—undoubtedly to keep the thing
going straight! Beyond this we know
of no other record of further developments by Mr. Scroggs. The newspaper
article indicated that he was the object of some derision from others, thus

A couple more photos via Tim Talen of
Scroggs’ Last Laugh, including modifications to add a pair of vertical fins.

state-licensed aircraft during that era
and at least six prewar Oregon homebuilts in the collection.
Tim Talen
Springfield, Oregon

the moniker of Last Laugh by its designer. There is more info on Oregon
homebuilts, etc., at www.Oregon
Aviation.org. We have a great collection of license plates that adorned

Other correct answers were received from Jack Erickson of State
College, Pennsylvania, and Wes
Smith of Springfield, Illinois.
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Shawano
Airport (EZS)
CTAF: 122.8 • AWOS: 118.650
N5468 N. Airport Rd., Shawano, WI

8 a.m. - 2 p.m.

*Airplanes arrive / depart
between 8 a.m. and 11 a.m.
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BreaRkEE
& Gifftast
!
Runways:
11/29-3900 ft. paved
17/35-2225 ft. paved
All runways left traffic

Vintage Tires
New USA Production
Show off your pride and joy with a
fresh set of Vintage Rubber. These
newly minted tires are FAA-TSO’d
and speed rated to 120 MPH. Some
things are better left the way they
were, and in the 40’s and 50’s, these tires were perfectly in
tune to the exciting times in aviation.
Not only do these tires set your vintage plane apart from
the rest, but also look exceptional on all General Aviation
aircraft. Deep 8/32nd tread depth offers above average
tread life and UV treated rubber resists aging.
First impressions last a lifetime, so put these jewels on and
bring back the good times..…
New General Aviation Sizes Available:

500 x 5, 600 x 6, 700 x 8

Desser has the largest stock and
selection of Vintage and Warbird
tires in the world. Contact us
with your requirements.
Telephone: 800-247-8473 or
323-721-4900 FAX: 323-721-7888

Contact us to register your plane or for more information...

800/235-8528 • tourism@shawano.com

6900 Acco St., Montebello, CA 90640
3400 Chelsea Ave, Memphis, TN 38106
In Support Of Aviation Since 1920….

www.desser.com
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VINTAGE TRADER
S o m e t h i n g t o b u y, s e l l , o r t r a d e ?

Classified Word Ads: $5.50 per 10 words, 180 words maximum, with
boldface lead-in on first line.
Classified Display Ads: One column wide (2.167 inches) by 1, 2, or 3 inches
high at $20 per inch. Black and white only, and no frequency discounts.
Adver tising Closing Dates: 10th of second month prior to desired
issue date (i.e., January 10 is the closing date for the March issue). VAA
reser ves the right to reject any adver tising in conflict with its policies.
Rates cover one insertion per issue. Classified ads are not accepted via
phone. Payment must accompany order. Word ads may be sent via fax
(920-426-6845) or e-mail (classads@eaa.org) using credit card payment
(all cards accepted). Include name on card, complete address, type of
card, card number, and expiration date. Make checks payable to EAA.
Address advertising correspondence to EAA Publications Classified Ad
Manager, P.O. Box 3086, Oshkosh, WI 54903-3086.

MISCELLANEOUS
Flying wires available. 1994 pricing. Visit www.flyingwires.
com or call 800-517-9278.

EAA Calendar of Aviation
Events Is Now Online
EAA’s online Calendar of Events is the “go-to” spot on
the Web to list and find aviation events in your area. The
user-friendly, searchable format makes it the perfect webbased tool for planning your local trips to a fly-in.
In EAA’s online Calendar of Events, you can search
for events at any given time within a certain radius of any
airport by entering the identifier or a ZIP code, and you
can further define your search to look for just the types of
events you’d like to attend.
We invite you to access the EAA online Calendar of
Events at http://www.eaa.org/calendar/

Upcom ing M ajor F l y - I ns
Arlington Fly-In
Arlington Municipal Airport (AWO)
Arlington, Washington
July 7-11, 2010
www.ArlingtonFlyIn.org

AIRPLANE T-SHIRTS 150 different airplanes available. WE
PROBABLY HAVE YOUR AIRPLANE! www.airplanetshirts.
com or call 1-800-645-7739. We also do Custom T-shirts and
Caps for Clubs.

EAA AirVenture Oshkosh
Wittman Regional Airport (OSH)
Oshkosh, Wisconsin
July 26-August 1, 2010
www.AirVenture.org

www.aerolist.org, Aviations’ Leading Marketplace.

Colorado Sport International Air Show and
Rocky Mountain Regional Fly-In
Rocky Mountain Metropolitan Airport (BJC)
Denver, Colorado
August 28-29 2010
www.COSportAviation.org

Are you tired of hauling to EAA every year? Storage units
available for rent as low as $50/month less than 1 mile from
EAA grounds. Call Todd @ (920)850-0502.

SERVICES
Always Flying Aircraft Restoration, LLC: Annual Inspections,
Airframe recovering, fabric repairs and complete restorations.
Wayne A. Forshey A&P & I.A. 740-472-1481 Ohio and
bordering states.
Biplane Builder Ltd. Restoration, fabric, paint, fabrications,
paperwork with 53 completed projects, Wacos, Moth’s, Champs,
Pitts etc. Test flights and delivery. Indiana 812-343-8879 mike@
biplanebuilder.com, www.biplanebuilder.com.

TM
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Mid-Eastern Regional Fly-In
Grimes Field Airport (I74), Urbana, Ohio
September 11-12, 2010
www.MERFI.info
Copperstate Fly-In
Casa Grande Municipal Airport (CGZ)
Casa Grande, Arizona
October 21-23, 2010
www.COPPERSTATE.org
Southeast Regional Fly-In
Middleton Field Airport (GZH)
Evergreen, Alabama
October 22-24, 2010
www.SERFI.org
Fo r d e t a i l s o n h u n d re d s o f u p co m i n g av i at i o n
happenings, including EAA chapter fly-ins, Young Eagles
rallies, and other local aviation events, visit the EAA
Calendar of Events located at www.eaa.org/calendar.
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Membership Services Directory
Enjoy the many benefits of EAA and
EAA’s Vintage Aircraft Association

TM

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

Fax (920) 426-4873

Web Sites: www.vintageaircraft.org, www.airventure.org, www.eaa.org/memberbenefits E-Mail: vintageaircraft@eaa.org

EAA and Division Membership Services (8:00 AM–6:00 PM
Monday–Friday CST)
membership@eaa.org
800-564-6322
FAX 920-426-4873
www.eaa.org/memberbenefits
•New/renew memberships •Address changes •Merchandise sales •Gift memberships
EAA AirVenture Oshkosh
888-322-4636
www.airventure.org
Sport Pilot/Light-Sport Aircraft Hotline 877-359-1232
www.sportpilot.org
Programs and Activities
Auto Fuel STCs
920-426-4843
EAA Air Academy
920-426-6880
www.airacademy.org
EAA Scholarships
920-426-6823
Flight Instructor information
920-426-6801
www.eaa.org/nafi
Library Services/Research
920-426-4848
Benefits
AUA Vintage Insurance Plan
800-727-3823
www.auaonline.com
EAA Aircraft Insurance Plan
866-647-4322
www.eaa.org/memberbenefits
EAA VISA Card
800-853-5576 ext. 8884
EAA Hertz Rent-A-Car Program
800-654-2200
www.eaa.org/hertz
Editorial
920-426-4825
www.vintageaircraft.org
VAA Office
FAX 920-426-6579

airventure@eaa.org
sportpilot@eaa.org
dwalker@eaa.or
airacademy@eaa.org
scholarships@eaa.org
tdeimer@eaa.org
slurvey@eaa.org

membership@eaa.org
membership@eaa.org
vintage@eaa.org
tbooks@eaa.org

EAA Members Information Line
888-EAA-INFO (322-4636)
Use this toll-free number for: information about AirVenture Oshkosh; aeromedical and technical aviation questions;
chapters; and Young Eagles. Please have your membership number ready when calling.
Office hours are 8:15 a.m. - 5:00 p.m. (Monday - Friday, CST)

MEMBERSHIP INFORMATION
EAA

WARBIRDS

Membership in the Experimental Aircraft Association, Inc. is $40 for one year, including 12 issues
of SPORT AVIATION. Family membership is an additional $10 annually. All major credit cards accepted
for membership. (Add $16 for International Postage.)

Current EAA members may join the EAA Warbirds of America Division and receive WARBIRDS
magazine for an additional $45 per year.
EAA Membership, WARBIRDS magazine and
one year membership in the Warbirds Division is
available for $55 per year (SPORT OﬁcAVIATION
magazine not included). (Add $7 for International
Postage.)

FOREIGN MEMBERSHIPS
Please submit your remittance with a check
or draft drawn on a United States bank payable in
United States dollars. Add required Foreign Postage amount for each membership.

VINTAGE AIRCRAFT ASSOCIATION
Current EAA members may join the Vintage
Aircraft Association and receive VINTAGE AIRPLANE magazine for an additional $36 per year.
EAA Membership, VINTAGE AIRPLANE magazine
and one year membership in the EAA Vintage Aircraft Association is available for $46 per year (SPORT
AVIATION magazine not included). (Add $7 for International Postage.)

IAC
Current EAA members may join the International Aerobatic Club, Inc. Division and
receive SPORT AEROBATICS magazine for an
additional $45 per year.
EAA Membership, SPORT AEROBATICS
magazine and one year membership in the
IAC Division is available for $55 per year
(SPORT AVIATION magazine not included).
(Add $15 for Foreign Postage.)

Membership dues to EAA and its divisions are not tax deductible as charitable contributions
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What Our Members
Are Restoring
1939 D17S Staggerwing Beechcraft
BY

F

lying west at only 2,000
feet, the newly built Staggerwings left the factory,
located 125 miles east of
the Burnett family farm.
While working in the Kansas wheat
fields in the 1930s, young Duane
Burnett, hearing the distinctive
roar of the radial engines, paused
and watched them until they flew
out of sight. He dreamed of someday flying but never of owning a
Staggerwing. Duane would accomplish a lot in aviation after his service in the U.S. Army Air Corps as a
designated aviation pre-cadet.
A passion for building aircraft
saw him through the successful

Duane Burnett holds one of the
wing ribs needed for the
restoration of the “King of Biplanes,” his Beech Staggerwing.
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DIANE BERGSTROM WITH DUANE BURNETT

completion of a kit-built Skyote
and restorations of an Aeronca and
a Piper Cub. His in-depth attention

to detail, a skill for welding/woodwork/cabinetry and finishing work,
with a dash of architectural inge-

nuity, combined with retirement from his innovative
commercial construction company culminated in a
restoration project of his childhood dream plane.
That dream arrived in a mass of pieces on a semitrailer truck. Twenty years later, Duane’s friend Christy
Barden, a retired commercial pilot, referred to it as the
finest Staggerwing restoration!
“I went first class,” comments Duane, “on all points
of the restoration.” He observed every uncovered airplane he could find to understand the construction,
and at a younger age, he had toured
the Beechcraft factory. If you’re going
to build an airplane, you have to know
how it’s done!
Work began on the fuselage, including the engine installation, and then
moved on to the wing rebuild, painting, and interior restoration. The fuselage was arranged with every piece
laid out on the hangar floor in relation to its placement on the plane. All
covering remnants were stripped from
the airframe, and necessary structural
repairs were made. The steel tubing
of the fuselage required only two minor welding repairs, and then it was
bead-blasted. All work was done and
certified under the supervision of Terry
Edwards, an airframe and powerplant
mechanic with an inspection authorization, who has restored smaller
planes and owned/repaired a Staggerwing, but who had never done a complete restoration on one.
The Pratt & Whitney R-985 engine arrived assembled, but after opening it, they found the cylinders
were badly corroded and needed to be replaced. A major engine overhaul was expertly done by Tulsa Aircraft Engines of Tulsa, Oklahoma. All accessories were
overhauled, and all of the engine systems were rewired
and replumbed. The airframe electrical system posed
the biggest challenge. All wiring was replaced with
mil-spec wire and brought up to current standards.
The complex electric landing gear system exacerbated
the challenge. Many weeks were spent working on the
electric and landing gear systems, coordinating the up
and down landing gear limit switches.
The airframe rigging system includes all new
landing and flying wires.
Research and design, and sometimes redesign,
guided the process. The fuel tank valves were located
on both side panels of the cabin. The new fuel system
is modeled after the Beech Model 18. “The original
system had a rudimentary valving system that could
easily get the pilot into a position of flying on no gas,”
notes Terry. Jim Younkin, a Staggerwing guru (Historic
Aviation, Springdale, Arkansas), upgraded and built

With a full set of modern instruments filling the panel,
the Staggerwing continues to be a fast, useful airplane.
a new fuel system. Duane and Terry flew down to retrieve it and then put in the new parts and replumbed
it. The new system relocated all valves to a center console down by the floor so that the pilot could use or
test any of the six tanks from one panel.
A new instrument panel had to be made with allnew or reconstructed instruments, and a zero-time
overhauled propeller was installed.
The remaining wood was virtually unusable after the plane had been sitting out in the Oklahoma
wind, dust, rain, and hail for years. The fairings,
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bulkheads, stringers, ribs, spars,
and wings were dissembled for
patterns so new wood could be
milled to match original thicknesses. Duane built rib fixtures
and custom-welded rotisserie fixtures to facilitate painting and
the remanufacture of many of the
parts. A painting booth was built
within the hangar. Lightweight,
fine-grain Sitka spruce was used for
the formers and stringers because
its long fibers allowed a 5/16-inchwide cap strip to be cut in 12-foot
lengths. Sitka spruce was used for
the main wing spars, wing ribs,
and tail group. Mahogany, along
with birch, maple, and oak was
used for the gussets. Birch strips
were used to anchor the mahogany wing sub coverings. The delivered bow-tie control wheels were
a rectangular shape made of metal
tubing. Duane obtained the earlier
version of the control wheel; then
he soaked, bent, stacked, and laminated strips of walnut and birch
onto the metal frame.
The whole fuselage structure was
painted with epoxy primer. The
wings, along with all woodwork,
were finished with polyurethane
varnish. The whole airplane was
covered with Dacron fabric and
painted with polyurethane paint.
Detailed, intricate plans were
drawn for each step, right down
to the seat cushion structure, using Duane’s award-winning drafting experience. He wished to
maintain the original design and
integrity, right down to the mohair/wool carpet blend hand-cut
and fitted in the cabin. The round
front seats originally accommodated pilot parachutes, and this
posed a challenge for leather upholstering. Kim and Mike Hughes,
M&K Upholstery (Erie, Colorado),
welcomed the challenge of their
first Staggerwing job. Door panels,
pockets, seats, glove compartment,
and headliner were covered in
chestnut leather. Duane taught Kim
how to do a baseball glove stitch
for use on corner support bars and
the windshield posts. A rear bench
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The lower por tion of the cowling
also forms part of the main landing
gear wheel wells. The high-end level
of workmanship created by Beech
during the creation of the Staggerwing is mirrored by the work done by
Duane and his helpers.
seat was designed to fit where
sling seats would have originally
hung, using lawn chairs for models.
Duane’s daughter, Tena Engelman,
researched seat fabrics, and Kim
ensured final product choices were
FAA-rated fabrics and flame-tested
according to FAA standards. Interior window trim was built from a
dying maple tree cut down from
Duane’s backyard; it was fabricated,
hand-finished, stained, and fitted.
The first flight produced no
squawks! Everyone agreed they
didn’t want to add up the logged
man (and woman) hours. Fellow pilot Chuck Schumacher estimated more than two dozen
people worked on the ribs alone.
I f y o u s t o p p e d i n t h e h a n g a r,
you were told, “Hey, build a rib!”
As with any restoration, Terr y

Tight rib spacing and stout spars
tell you that this airplane is made
for speed!

Laminating the outer por tion of
each of the control wheels gives the
pilots a beautiful yoke to hold.
sums up the experience, “It’s really something when you get all
done with it, fi re it up, and it all
works!” In 2005, the Antique Airplane Association of Colorado
presented Duane with the Aircraft
Restoration Award for his work
and craftsmanship in a complete
restoration of his D17S Staggerwing Beechcraft. Duane’s advice
for restorers? Fly one before you
restore one.

Model

D17S

Original registration

July 7, 1939

Restoration

1984–2004

Number built

68 civilian, 412 military

Gross weight

4,250 pounds

Empty weight

2,540 pounds

Wingspan

32 feet

Length

26 feet 10.6 feet

Engine

Pratt & Whitney R-985

Cruise speed

+/- 202 mph

Landing speed

50 mph

Fuel capacity

124 gallons

Range

1,000 statute miles

Output

450 hp

(Statistics from Beechcraft Heritage Museum/Wade McNabb)

THE BEST SOFT FIELDS
ARE SCOTTS FIELDS.
Every pilot dreams of having a grass strip of their own. The Scotts Company has the
variety of advanced grass seed you need to construct a superior-performing grass
strip, no matter your location or conditions. Plus, Scotts has a team of experts who
will help you select the right seed and maintain it properly.
For additional information and seed recommendations, contact Wayne Horman with Scotts
Professional Seed at wayne.horman@scotts.com

