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Shawn Botts
Broussard, Louisiana
■ CFII Airplane & Helicopter
■ Corporate Helicopter Pilot
■ Classic Bonanza enthusiast
■ The Botts family currently has
three aircraft insured with AUA

Most pilots who have their aircraft insured don’t experience the worst case
scenario. In 2010 my father was fatally injured in a crash and this scenario
became a reality. Fortunately, his airplane was insured with AUA. The
amount of compassion the team at AUA showed was unbelievable.
AUA became family in that hard time. AUA will be the only insurance
company I will ever use.

Thanks AUA
!

— Shawn Botts

AUA is Vintage Aircraft Association approved. To become a member of VAA call 800-843-3612.

Aviation insurance with the EAA Vintage Program offers:
Lower premiums with payment options QAdditional coverages
On-line quote request available QAUA is licensed in all states

Flexibility on the use of your aircraft

Q

Experienced agents

Q

Remember, We’re Better Together!

The best is affordable. Give AUA a call – it’s FREE!

800-727-3823
Fly with the pros… fly with AUA Inc.
www.auaonline.com
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COVERS

FRONT COVER: The late Bill Rose’s DHC-1 Chipmunk proved to be high on his list of favorite
airplanes. He’s shown here flying the Canadian primary training airplane with his wife, Myrt,
an active pilot in her own right. Read more about the Roses and their “Chippy” and Winston,
Myrt’s Piper Cub, in Budd Davisson’s article starting on page 6. EAA photo by Bonnie Kratz.
BACK COVER: Continuing our series of covers from vintage aviation magazines, here’s a fanciful depiction of an airborne gendarme putting the brakes on two desperados in driving caps.
The fellow in the brown cap is deciding the twin Lewis-style machine guns will probably prove
to be no match for his peashooter, although the biplane’s crewman should be mindful of lack
of armor plating on their fabric-covered aerial mount! Popular Aviation, August 1932.

For missing or replacement magazines, or
any other membership-related questions, please call
EAA Member Services at 800- JOIN-EAA (564-6322).
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STRAIGHT & LEVEL
Geoff Robison
EXECUTIVE DIRECTOR, VAA

Our Fall Season

I

ndian summer has definitely
arrived here in northeast Indiana. It’s early October, and we
just experienced more than 10
days of pleasant weather. The trees
are already flush with amazing fall
colors, which makes each flight just
that much more enjoyable. Temperatures in the high 70s and 80s
each day have proven to be pretty
unusual but most welcome! I hope
you had similarly pleasant fall flying days.
I would like to offer just a short
tribute here to my friend Jimmy Leeward, VAA 6712, and also my heartfelt condolences to his wonderful
family and the many friends Jimmy
enjoyed throughout his life. Jimmy
was not someone I would refer to
as a close friend, but he truly was a
friend to me. I have felt his generosity and enjoyed hearing of his true
love and passion for aviation. The
National Championship Air Races
in Reno has long been a bucket list
item for me, and Jimmy is the reason
that Reno is still on my list today,
and will remain on my list until I get
to see and experience what Jimmy
loved talking about so much.
I also find myself troubled not
only about the recent tragic loss of
a wonderful friend at the Reno Air
Races, but also by the incessant calls
to regulate this event into extinction. Of course, the depth of this
tragedy and the loss of innocent
lives calls for an in-depth investigation of the crash, and also a thorough review of the current rules and
procedures in place that have previously always provided a safe environment for all of the spectators.
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You won’t hear me speculating here
as to what the circumstances were
that led to this horrific event. I will
leave that to the experts brought in
to determine the cause. But whatever these circumstances were, it will
likely not diminish my personal belief that Jimmy was a very talented
and capable pilot.
It has been a busy summer
around the Vintage Chapter 37
Hangar here in Auburn, Indiana.
We hosted or participated in eight
different Young Eagles events, and
I have never witnessed us flying so
many Young Eagles in one season.
I always look forward to attending and seeing the excitement in
these young people’s eyes. We also
co-hosted in early September EAA’s
Salute to Veterans B-17 Tour at Auburn’s DeKalb County Airport along
with EAA Chapter 2. It was a successful event, and a number of volunteers from each chapter worked
hard in the planning as well as the
execution of this tour stop. Many
thanks to all the members for your
hard work and volunteerism. We all
particularly enjoyed the reception
that was held in honor of the many
World War II B-17 crewmen we invited to join us for the media flight.
It was a pretty special day!
With the fall season now on our
doorstep, we find ourselves already
heavily engaged in the planning for
the 2012 AirVenture event. As I have
stated many times before, it never
ceases to amaze me that the final outcome of the event each year seems
to always be more successful than
the last one. And I’m not necessarily talking about monetary success.

For example, we witnessed a positive
reaction from the membership with
the 100th anniversary celebration of
U.S. Air Mail service. Thanks to the
many individuals who participated
in this successful event. For 2012 we
are planning on a 75th anniversary
celebration of the venerable Piper J-3
Cub. So, if you have a Piper Cub or
one of its predecessors like a J- or E-2
Cub in the hangar, you have about
eight months to plan your participation at this exciting event. We’ll have
more on this gathering in future issues of Vintage Airplane.
In this month’s edition of Vintage
Airplane you will discover that we
have successfully recruited an interesting new addition to the lineup
of editorial contributors; he’s none
other than the founder of the organization we all know and admire as
the EAA. As most of you are aware,
Paul and Audrey Poberezny started
the Experimental Aircraft Association in 1953. Paul has graciously
agreed to offer some monthly content relevant to the history of EAA,
with some updated commentary, so
that many of us who are curious can
learn how such an amazing organization came to be. Thanks for signing on, Paul; we are excited about
your continuing participation with
the VAA.
Since there will not be a Straight &
Level column in next month’s issue,
I’d like to take a moment to offer my
best wishes for a Happy Thanksgiving, and here’s hoping everyone has
a wonderful Christmas and a Happy
New Year!

VAA NEWS
EAA, AOPA to Petition for Medical Certification Change
Medical awareness training would replace third-class medical for ‘recreational’ flying
and AOPA will petition the FAA to allow biennial online medical awareness training
and testing to replace the third-class medical certificate
for pilots flying for “recreational purposes,” regardless of
the pilot certificate currently held.
The petition seeks to allow the use of driver’s license
medical certification when a pilot flies daytime-VFR only
in fixed-gear, single-engine aircraft with no more than four
seats and 180 hp. There are no weight or speed restrictions, but there is a limit of one passenger per flight.
Instead, the petition would add the requirement for
pilot medical education and awareness. EAA and AOPA
believe the new medical training will enhance safety because pilots would be required to learn about important
medical issues that could affect flying safety. Pilots already must assess their fitness to fly before every flight;
this training would give them the tools to make moreinformed decisions.
The petition would apply to those pilots who hold rec-

EAA

reational, private, or higher pilot certificates. The petition
is expected to be filed in early 2012, after a syllabus for
the online medical training and testing is developed.
“This petition is unique because it doesn’t tie driver’s
license medical cer tification to a par ticular pilot cer tificate,” said Sean Elliott, EAA’s vice president of industry
and regulatory affairs. “Instead it uses the type of flying
a pilot will do and offers ways to enhance flight safety.”
EAA and AOPA are basing the petition on several key
findings. Those include the positive database of selfcertification within the sport pilot community since 2004,
as well as the glider and ballooning communities; the
ability to increase safety for pilots by remaining in familiar aircraft while self-certifying; and the potential to keep
able pilots flying without expensive and time-consuming
hurdles to medical certification.
EAA will advise members when the complete petition
is submitted to FAA and provide information about how to
comment on the petition.

VAA Chapter 3 Presents Award to Butch Joyce

During the chapter’s annual fly
flyin held in Camden, North Carolina, the retired Red McCord Trophy for Service to the Chapter was
presented to VAA director and past
president of the VAA Butch Joyce.
The award was presented by

Gary McCord (Red McCord’s son)
and accepted on Butch’s behalf by
Jeff Anderson, Emory Chronister,
and chapter president Susan Dusenbury. Butch’s decades of quiet guidance to Chapter 3 and his many
years of service to EAA/VAA have
been invaluable to the chapter’s
success and that of sport aviation.
As quoted in Sue’s letter to Butch,
telling him of the award, “Red was
an ardent supporter of the ‘Carolinas Virginia Group’—as our club
was informally known in the late
1960s. Red completely understood
the value of commitment to aviation and to each individual in their
aviation pursuits. I can speak with
certainty as to Red’s commitment
as I was fortunate enough to be one
of the recipients of Red’s ‘helping
hand’ when I was a student at Winthrop College and just beginning
my professional career as an aviator.

“It was in the 1960s that Red
sponsored a perpetual trophy
(which bears his name) to be
awarded to any club member whose
‘acts of giving to the club and to
aviation exemplifies outstanding
service and commitment to the
Carolinas Virginia Group in particular and to aviation in general.’
Over the years I have witnessed
firsthand your willingness to share
your time and vast knowledge of
‘all things aviation’ to those who
needed that extra ‘something’ in
order to make their aviation dreams
come true. You represent the absolute personification of Red’s original ideals for this award. Thank you
and, again, congratulations on being awarded the Red McCord Trophy. Happy landings!”
Susan Dusenbury, President
Carolinas Virginia Antique
Airplane Foundation
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Win the Cub in 2012!

STEVE CUKIERSKI

The Piper J-3 Cub, one of the
most iconic and recognizable airplanes to ever grace the sky, will
take center stage as the grand prize
for the 2012 EAA Win the Cub
Sweepstakes. The grand prize coincides with EAA’s commemoration

of the Piper Cub’s 75th anniversary,
which will take place at EAA AirVenture Oshkosh 2012.
The sweepstakes Cub was originally built in 1940 and has been
completely restored to its original
condition with factory wheelpants
and an overhauled Continental

A-65-8 engine. The grand prize
package includes skis for winter
flying, plus a sport pilot certificate
and/or tailwheel endorsement
training if desired.
“This is your opportunity to
win one of the great airplanes in
aviation history that is perfect for
fun flying,” said Elissa Lines, EAA’s
vice president of business and donor relations. “At the same time,
you’ll be joining the rest of the
aviation community in supporting EAA’s activities and programs
that are helping to create the next
generation of aviators.”
Sweepstakes entry forms are included in this issue of EAA Sport
Aviation. To enter online, see a list
of other prizes you can win, or view
the complete sweepstakes rules,
visit www.WinTheCub.com.

The Dot Lemon Saga
Who was Dot Lemon?
Mystery woman/barnstormer/
pylon racer/gold-mine owner/
Whitney family orphan . . . take
your pick.
The history and mystery of this
compelling woman (1907-1986)
will be the subject of an exhibit
at the International Women’s Air
and Space Museum, from October 3 to January 3, 2012, in Cleveland, Ohio.
Dot Lemon never publicly identified her birth parents as members of the wealthy and prominent
Chicago Whitney family, although
the Whitney name appears on her
birth certificate and passport application, signed by her. While she
often alluded to the fact that she
was the adopted daughter of the
parents who raised her, Pastor
and Mrs. Albert Martin, she maintained that her biological father
was a wealthy and prominent man
from Chicago. Her response to further inquiries on the matter was
that her past was “private.” In spite
of her obscure and controversial
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birth origins, she lived a colorful
and amazingly successful life.
As a teenager in Syracuse, New
York, in the early 1920s, Dot was
introduced to and became fascinated with flying. Under the tutelage of Merrill K. Riddick, known as
the “Hobo of the Air,” she soloed
in a Jenny/Canuck at the age of 16.
She went barnstorming in
the late 1920s, becoming acquainted with Jackie Cochrane and
Amelia Earhart. Dorothy said she
had gone on the road with four
other (male) pilots, and despite
having their aircraft severely damaged during a tornado in Georgia
that ended the tour, they all subsequently continued flying.
However, Dorothy was destitute and returned to Cicero, New
York, where she became the sales
manager for Hayes Aviation, with
the American Eagle Agency, for all
of New York state. During this period, Dorothy met and befriended
the famous Irish aviator Lady
Heath, aka Lady Icarus, who was

touring the United States.
Another of the many mysteries
surrounding Dorothy’s life involves
the question of her children. Did
they really exist? While at Hayes
Aviation in New York state, she fell
for and took the last name of a pilot
working for Hayes Aviation, World
War I veteran Leon Perl Brink, T
1032, with whom she allegedly had
four boys, named William, Sherwood, Clinton, and Wellington.
However, Brink had been previously
married, and there is no record of
his marriage to Dorothy Martin. As
a result, there is as yet no known record establishing the existence of
these boys, and their last name remains undiscovered. However, Dorothy publicly referred to one of her
sons, “Little Red,” being killed in the
Korean War. The other sons are only
mentioned by name in private correspondence or conversations. Leon
Brink later earned brief notoriety in
1933 for having survived 52 hours
floating on an inner tube in the Gulf
Stream after ditching his aircraft.

Dorothy’s next venture in life was
as the wife of Richard (Dick) Lemon,
also a pilot, whom she married in
Florida in 1937. Together they managed an airfield, Belvedere Field,
later Palm Beach International.
While in Florida, Dorothy (now Dot
Lemon) claimed to have been the
first woman to intentionally fly into
the eye of a hurricane. (This has not
been documented.) Belvedere Field
was taken over by the military for
training purposes in the early 1940s.
Following the end of World War II,
Dot took up racing, participating in
Halle and Kendall trophy races while
establishing her reputation at that
time as one of the country’s foremost
female pilots. She was active in the
Southern California Aero Club in the
early 1960s, while authoring an allegorical tale of a small airplane, a
book etitled One-One.
Somewhere along the line in her
adventurous and often obscure life,
Dot became highly proficient in
astronomy, astrology, and navigation. This led to her becoming the
first female president of the presti-
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Dot Lemon

gious and scientific Institute of Navigation (ION) in 1961. In the process
she became a personal friend of the
Weems family, founders of the company well-known for development
of navigation aids.
Another most interesting and unexplained phase of her life began in
the 1960s when she became interested in Venezuelan gold. In 1964,
under very obscure circumstances,
Dot Lemon was officially granted
title, by the Venezuelan government,
to 25-year gold-property concessions.
These gold-mining concessions,
named “Las Cristinas,” are reputed
to be among the potentially most
valuable gold-mining properties in
the western hemisphere, and they
have been the subject of worldwide
ownership litigation since the expiration of Dot’s concessions in 1986,
she died in Caracas, Venezuela, with
no identified next of kin.
The mystery surrounding her involvement in Venezuelan gold has
led to much speculation and controversy regarding her possible connections with pilot and adventurer

Jimmie Angel, who discovered the
highest waterfall in the world, Angel Falls, which was named after
the famous and infamous Angel,
who dedicated much of his life
to searching for gold in Venezuela. How, from whom, and under
what circumstances Dot acquired
the “Las Cristinas” concessions
from the Venezuelan government
remains one more of the many
enigmas in the life of Dot Lemon.
It has been widely speculated that
Dot was involved with Jimmie Angel, and as a result of Jimmie’s goldseeking adventures in Venezuela,
this somehow resulted in her having obtained the “Cristinas” concessions following Angel’s death
in 1956. This has remained in the
realm of romantic speculation,
without confirmation.
In numerous interviews and articles in the 1950s and ’60s, Dot
alluded to, but never detailed, a
prominent family background. She
one time hinted that she was related to the Wright brothers’ family. It seems probable, given her
education and accomplishments
in flying, navigation, business, and
music (she was briefly a concert pianist), that despite being given up
for adoption as an infant, she had
received support and benefits from
her birth parents, whomever they
may have been.
So, who was Dot Lemon, really?
Who and where are her four sons?
The details of her possible family
origins and life accomplishments
remain one of history’s potentially
most fascinating stories. She was an
immensely talented woman who
deserves to be listed among the
outstanding women aviators of the
20th century.
Note: The author of this sketch
is researching Dot’s life in order to
write her biography. Please contact
him directly with any possible information or sources.
Richard Kinsman
7155 W. Belmont Dr.
Littleton, CO 80123
Tel/fax: 720-922-7487
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Cheerful as a

Chipmunk

Bill and Myrt Rose and the perfect av-life
BY

BUDD DAVISSON

Note: Budd had written this article not long before the death
of Bill Rose. We publish it now
as a tribute to a lifelong contributor to the antique airplane
movement.
—Editor
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One of the basics of aviation
is that quite often the people
who have the most interesting
airplanes are more interesting
than the airplanes they own.
And, although Bill and Myrt
Rose have an interesting Chip-

munk (and a Goose, a Mallard,
lots of Ryans, a Bell Jet Ranger,
and . . . ), it is just one flying
milepost in two lives full of interesting mileposts of all possible kinds.
The Roses are something of

vintage aviation icons, because they are both highly
active, energetic people who
have given virtually their
entire lives to vintage aviation and have invested untold dollars and hours into
saving vintage airplanes.
“I find them, rebuild
them, and eventually put
them up for sale,” says Bill,
though it’s obvious he isn’t
looking that hard for buyers. “I guess you might call
it a productive hobby.”
To do what the two of
them do at their rural home
outside of Chicago, with its
own grass runway and hangar complex, hardly qualifies as a hobby. Even though
Bill uses the word “hobby,”
most think that trivializes
what is actually a wonderfully colorful and worthwhile obsession.
Neither of the Roses can
remember a time when airplanes and everything connected with them didn’t
occupy stage center in
their lives.
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Bill Rose (aft) and his wife, Myrt, enjoy the sporty handling of the Chipmunk over east-central Wisconsin.
BONNIE KRATZ

H.G. FRAUTSCHY

The Chipmunk’s primary role as a training aircraft is defined by the straightforward layout of the tandem cockpits.
Bill says, “When I got out of the
Marine Corps in ’47 I went into
business, and then got my pilot’s license in ’53. Shortly thereafter, I
bought a ’46 Bellanca, and I ran
that thing from coast to coast over
and over. I don’t know how many
cross-country trips I made. It was
simply part of my business.”
When asked why he ran coast to
coast so many times, he says, “It’s
like marrying Myrt: It was just the
right thing to do.”
Myrt says, “My first foray into
aviation was actually parachuting.
I made my first jump when I was
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16 and have been at it, off and on,
since. In fact, I was part-owner of
a parachute manufacturing company, which my ex-husband still
runs, and it’s doing quite well. I
didn’t actually get my private license until 1975, so I’m a relative
newcomer as a pilot.”
The parachute thing even spilled
over into Bill’s life when Myrt got
him to make a tandem jump on his
60th birthday.
Bill says, “Considering that
her ex-husband packed my chute,
I thought that was a pretty gutsy
thing to do.”

Inasmuch as Bill has taken something like 25 airplanes under his
wing to “rescue,” as he puts it,
some are more special than others.
One of them being the Chipmunk
he and Myrt brought to EAA AirVenture Oshkosh 2008 and another
being Myrt’s original Cub.
“I had that Cub when I first
learned to fly,” she says. “I named
it Winston. I don’t know why. It just
looked like a Winston. Then, at one
point in my life I sold everything
I could sell and, stupidly, one of
them was Winston. Years later, Bill
tracked him down to Florida, but
even though the owner had died,
the widow wouldn’t sell it to him.”
When it comes to airplanes, Bill
isn’t easily dissuaded and he kept
track of Winston, finally following it to Massachusetts, where he
bought the plane.
“I brought it out to Chicago and
had it restored exactly the way it
had been when Myrt had owned
it. Actually, we may have overdone
it since it won Best J-3 at Oshkosh
2006 and 2007.”
Bill did all of this without telling
Myrt, and he smuggled it into their
hangar without her knowing. To
say she was surprised at the unveiling is an understatement.
“I cried,” she says. “It was just
too much, and Winston looked so
happy sitting there.”

Today she has lots of airplanes to
choose from, but when it comes time
to go flying, Winston is usually the
first choice. Living on a grass strip
with a couple that truly loves him,
Winston must be one happy Cub.
Bill is always on the lookout for
airplanes in need of TLC, but buying the Chipmunk wasn’t by accident or an act of mercy.
“I saw my first Chipmunk at Sun
’n Fun and decided I had to have
one, so I started searching. I knew
Ryan STs really well, but the Chipmunk was new to me. When I finally found one I bought it sight
unseen. My mechanic looked at it
and said, ‘It may be flyable, but it’s
leaking all over the place.’”
It sounds like Bill found another
bird to be rescue. In typical Bill
Rose fashion, however, he overshot
the mark a little.
“That airplane was an RCAF machine built in 1956. It is serial number 56, but I also wound up with
two more Chipmunks built in 1956
and one built in 1950.”
He bought number 56 in 1988,
but didn’t actually start work on it
until 1991, and part of the time was
spent learning about Chipmunks
and tracking down requisite parts.
“As a lifetime member in the
Shuttleworth Trust in England,” Bill
says, “the other members proved to
be an invaluable help. I wanted to
restore this airplane to be as original
as I could possibly make it, and that
meant finding a lot of original parts,
which isn’t always easy. The parts
are generally out there, but it takes
relationships like I had with others
at Shuttleworth to spread the word
and find the hard-to-find parts.”
Old number 56 was a tired airplane and should have been restored years before. However, in
the early 1990s, Chipmunks hadn’t
really started to climb the vintage
airplane totem pole yet, so investing what was obviously going to be
a substantial amount of time and
money in such an airplane couldn’t
be justified by the normal vintage
airplane enthusiast. Bill Rose, however, isn’t your normal vintage

The later models of the Canadian-built Chipmunks featured
the large bubble canopy, a hardto-find item that Bill Rose was
fortunate enough to find as a
new old-stock part.
BONNIE KRATZ

He bought
number 56 in
1988, but didn’t
actually start
work on it
until 1991, and
part of the time
was spent
learning about
Chipmunks and
tracking down
requisite parts.

airplane enthusiast. He was on a
mission to produce the most original Chipmunk the fly-in crowds had
ever seen, and when that’s the goal,
finances are usually not part of the
equation because the owner is doing it for another reason. The payback is sliding down into a cockpit
and knowing that the surroundings
are exactly as they were when the
airplane left the factory. And, as the
credit card ad says, that’s priceless.
“Although the airplane was basically airworthy, every single part of
it needed restoring,” Bill says. “For
instance, when we got the wings
open we found that a number of
ribs had to be replaced. This, of
course, meant finding ribs or making those parts we couldn’t find.
“The fuel tanks had to be replaced altogether, and that’s where
some of my Shuttleworth friends
helped because we found a new set
in England, which saved us tons of
work and gave us really good tanks.
We would have never been satisfied
with the originals, no matter how
much time we spent restoring them.
“The engine wasn’t really worth
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Powered by a Gipsy Mk. 10-1 engine, this DHC-1 Chipmunk
was built by de Havilland Aircraft of Canada Ltd. in Toronto,
Ontario, Canada, in 1956, and is, coincidentally, serial
number 56.
BONNIE KRATZ

rebuilding and the prop needed to
be replaced, which wasn’t easy because those props are unique to
Chipmunks. I found two engines,
but even though Gipsy parts aren’t as
rare as those for some other engines,
it’s still a specialty engine, and it
takes a while to find the right guy for
both parts and building it. Dave Watson helped us there, and we wound
up with a really nice Gipsy Mk. 101. And it only leaks a little, but with
any old airplane, you just learn to
live with small leaks.
“We wanted to take the interior
all the way back to stock military,
which meant finding the documentation for all the placards as well as
the right panels and other assorted
military stuff that had disappeared.
This took a lot of research, but we
think we hit it right on the nose.”
Bill’s airplane was a Canadianbuilt airplane so it had the big
bubble canopy as opposed to the
birdcage type of canopy on the English-built airplanes. It’s a huge piece
of plexiglass, easily scratched and
damaged. It is also hard to replace.
“We spent some time ‘flipping
over rocks,’ and eventually, we actually found a perfect, brand new oldstock canopy. You have to wonder
how something like that survives for
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H.G. FRAUTSCHY

Myrt’s original Cub, Winston. She learned to fly in this very Cub, and Bill Rose
tracked it down and had it restored for his favorite aviatrix.
so long, but we’ve seen similar things
happen on our other airplanes where
a particular part is found in an attic
or a barn, where it has sat for 50 years
or more. Finding the right canopy
saved us a huge amount of trouble.
“After the airplane was finished, I
kept fiddling with it,” Bill says, “but
finally flew it in 2007. I usually do
the test flights, but this time I let
Clyde Erickson, my King Air copilot,
do the honors, and it was almost a
totally squawk-free flight. Since then,
we fly it as often as we can. It’s such
a beautifully balanced and gentleflying airplane, it’s hard not to love

it. In lots of ways, I think I see it the
same way Myrt sees Winston. It has
loads of personality, all of it good.”
It’s hard to say what’s next for
the Roses, but you know it’s something interesting. Who knows?
Maybe they’ll do another of their
fly-in-within-a-fly-in round-ups
as they did a few years back when
they had 14 airplanes lined up at
EAA AirVenture: four Ryan STs,
three Chipmunks, Winston, an SNJ,
a Fairchild F-22, a PT-22, a Grumman Goose, and a Grumman Mallard. Hey, if you can’t find a fly-in,
invent your own, right?

Drive one.
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Innovation That Never Stops

The Privilege of Partnership

The Ford Taurus is America’s most innovative full-size sedan boasting
a class-leading array of unique technologies including SYNC® with
MyFord Touch™, adaptive cruise contro l and collision warning systems.
In addition, Taurus provides luxury levels of comfort, convenience,
craftsmanship and will deliver fuel economy of up to 31 highway mpg
when equipped with the all-new 2.0-liter EcoBoost engine.

EAA members are eligible for special pricing on Ford Motor Company
vehicles through Ford’s Partner Recognition Program. To learn more
on this exclusive opportunity for EAA members to save on a new
Ford vehicle, please visit www.eaa.org/ford.
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The Timeless Howard DGA-15P

JIM KOEPNICK

From a plain pile of parts to plane elegance aloft
BY

O

ne elegantly restored
1943 Howard DGA-15P
made its dazzling debut at Sun ’n Fun a couple of years ago. Embellished with a
unique paint scheme and color combination, complemented by a neatly
detailed leather-and-fabric interior,
its timeless, classic aura caught the
imaginations of numerous passersby.
Owner Presley Melton of North
Little Rock, Arkansas, was happy
to answer their questions. Presley,
who learned to fly when he was a
junior in college, says he has “always enjoyed airplanes and mechanical things; I just love things
that make noise and burn fuel!”
After he earned his private pilot
certificate, he flew for about a decade—but then took a 14-year hiatus while he focused his attention
on work and family. By the late
1990s, he had returned to the sky
and decided that he wanted a round-
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engined, classic airplane. After some
research, he deduced that a Howard
DGA would suit his needs, because it
was powered by the reliable 450-hp
Pratt & Whitney R-985 (for which
parts were readily available), and it
was a roomy cross-country flying
machine with a cruise of 160 mph
and a range of 1,000-plus miles.
Then he saw an ad for a Howard
DGA-15P project for sale, which
happened to be in Anacortes,
Washington. That was about as far
away from North Little Rock as one
could travel and still be in the contiguous United States. But the price
was acceptable, and the project
was already underway. The main
landing gear had been overhauled,
and Cleveland wheels and brakes
installed; the fuselage had been
stripped, primed, and painted. The
wings had been repaired by another party. “We went up to look
at it,” shares Presley, “and the work

that these fellows had done was
real nice. I bought it and took delivery of NC9125H (s/n 767) in December 2001.”

Restoration Team
The project was slow moving for
five years. Then Presley’s good friends
Jim Marlar and David Bunning offered to work on it. “They’re both retired engineers and A&Ps, and have
both done restorations. But I don’t
think they knew how long this was
going to take! They started the first of
January 2007, moved their tools into
my 8,500-square-foot hangar, and
each worked about 35 hours a week
for the next 39 months. I was the
parts chaser and the research guy; every time I’d do something mechanically, one of them would come and
do it slightly better,” says Presley
with a smile. “Although they both
do most everything well, Jim was primarily the electrical and mechani-
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David Bunning and Jim Marlar.
cal guy, and David was primarily the
sheet metal, fabric, and paint guy.
David is also a crackerjack welder and
did all of our welding and most of
the metal fabrication. You can’t do
these projects without a bunch of
help from a bunch of people. Some
of our friends around the airport also
helped, including our IA, who came
by the hangar frequently.”
Additionally, Presley says that his
wife, Jo, helped by lending moral
support. “Jo was very understanding
about all the hours I spent at the airport, all the evenings I spent at home
on the Internet doing parts research,
and all the long conversations I had
at night with my Howard friends.”

Identifying and
Locating Parts
Buying this project midstream
had some advantages, because the
work was well done. But it also presented the restoration team with
some real challenges. Since the
Howard was completely disassembled when it was purchased, the
project felt akin to fitting a jigsaw
puzzle together without the picture of what it should look like. The
team had no previous Howard experience, and only limited Howard drawings and parts manuals
were available. “As far as truly critical airframe parts, thank goodness
there was nothing missing—but we
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Note the neatly designed instrument panel and the bound-leather control yokes.
didn’t know that,” explains Presley,
“we just had a big pile of parts.”
They needed help figuring out
what the myriad parts and pieces
were. “Our good friend Les Sargent of
Oklahoma came over and helped us
identify parts. Interestingly, he found
a few things that were not even Howard parts,” recalls Presley, “and another challenge we faced was figuring
out how everything fit together.”
Although the wings had previously been covered, the plywood
skins were warped, and the section
between the spars had to be removed.
While the wings were opened up, the
team installed two antennas in the
right wing. Then they replaced the
plywood and covered the wings with
Air-Tech fabric and coatings.
The second major challenge
the team faced was purchasing accessories. “It took a while to find
things, including the tach generator and the air temperature probes.
What I’ve learned,” shares Presley,
“is that even if the third or fourth
person you ask says, ‘Those are no
longer available,’ just keep on calling people, and eventually you’ll
find somebody who has them. It
takes a lot of work, and the good
friends I’ve made through the
Howard Aircraft Foundation have
been a big help. So we were able to
slowly, but surely, accumulate everything we needed.”

Mods, Patterns,
and Engineering
NC9125H received some modern-day, standard modifications, including a Jasco alternator, a strobe
anti-collision light, and inertia-reel
shoulder harnesses. Various avionics were added to facilitate safe
operations in today’s restricted airspace, and Jim fabricated a mounting rack for a stack of Garmin
radios. The new center panel retains the traditional “six-pack” and
reflects a tasteful blend of old and
new instrumentation (the airplane
is IFR capable). “I wanted the Howard to retain its vintage looks, but
where we had a chance to enhance
it for safety considerations, we did
so,” explains Presley.
Throughout the years, he’d taken
copious, detailed photos of airworthy Howards to help with his own
project. Yet he discovered that he’d
never taken a photo of the interior
trim piece at the top of the cabin
door. “A friend had his Howard partially disassembled, and he loaned
that piece to us so we could use it as
a pattern. But we had no idea what
it was supposed to look like before
then,” says Presley with a chuckle.
“There were lots of puzzles like that,
even though we had some pieces
we could use as patterns. My good
friend Paul Bjornstad of Memphis
even left his Howard with us for a

VINTAGE AIRPLANE 13

PHOTOS COURTESY PRESLEY MELTON

Jim (inside) and David work on the windshield.
month, letting us crawl all over it.
Basically, we made virtually every
flat fairing new, because it was easier than repairing them.”
Perhaps the most intricate piece
that David fabricated was the lower
air intake system for the oil cooler.
Additionally, “there are four probes
sticking down in the air scoop, and
you don’t see the complicated part
that’s up in the cowling,” explains
Presley, “and we didn’t have even a
pattern to go by for all of that, and
David made it just absolutely custom, based on pictures and measurements from other Howards.”
But the team’s biggest challenge
was obtaining an FAA field approval
for the installation of a Weldon lowpressure, high-volume electric fuel
pump. It was a fairly complicated process, and Presley worked on it concurrently with Howard-owner Tim
Weston of Washington. They had
to locate and hire a designated engineering representative to perform a
fuel flow test and record the appropriate data. “It worked out, and I’m
real pleased,” says Presley, “because
I’d rather hit the switch and have
that electric boost pump supplying
the fuel to the engine than know that
my life depended on my physical
stamina to use the wobble pump for
an extended period of time.”

Tornado
About halfway through the project, Mother Nature intervened. The
team had finished the wings, painted
the fuselage, and was busy fitting
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Work is well underway on the fuselage.

the fairings on the vertical stabilizer,
with the help of a vertical A-frame
hoist (on wheels) to lift and support
the tail of the airplane. (The sheer
size and weight of the Howard requires a mechanical hoist for lifting
the tail.) They left the hangar on the
afternoon of April 3, 2008, and that
night an EF2-rated tornado hit the
North Little Rock airport, damaging
hangars and airplanes alike.
“My hangar took the brunt of the
force,” recounts Presley in a matterof-fact tone. “The tornado blew in
two rear 10-foot by 10-foot doors,
and then that pressurized the hangar, blowing about 1,000 square feet
of roof off. That let the tornado literally come through the hangar.
It weather-vaned the airplane and
pushed it and the hoist about 90
degrees into a large toolbox that it
knocked over, and that caved in the
left rear basket of the aircraft. Then
the A-frame hoist fell over onto the
right side of the fuselage. Meanwhile,
the sheet metal below the left rear
window, along with some stringers
and formers, were damaged. It was
pretty disheartening to come into
the hangar and find that mess. It
was all repairable, but it knocked the
project back a good three months.”
Today, a small ding on the upper
right fuselage former still remains (it
would have required an inordinate degree of repair); that ding has become
the team’s “Red Badge of Courage.”

Elegant Accents
Since he wanted his Howard to be

a bit unique, Presley checked out library books of classic automobiles
and perused “all the wonderful colors that they used on 1920s to 1940s
era cars. I didn’t pattern my airplane
after any one design that I saw, but I
just got the nerve to pick an attractive color that no other airplane’s
got. I wanted a dark color on the
leading edges to hide the bugs and
light-colored wings. So the base color
of the airplane is Daytona white. For
the trim color, I looked through Sherwin-Williams’ household paint chips
and then took my choice to Air-Tech
in North Little Rock, and they mixed
my color for me. Then we added the
gold pinstriping.”
NC9125H was originally manufactured as a Navy instrument trainer
(NH-1), and its rear seat was the student control station. After the airplane was demilitarized, a rear sling
seat was added—but the team found
only pieces of it. So they took measurements from other Howards and
had the upholsterer make a new seat.
Presley selected durable fabric and
cowhide leather for the interior. “I
wanted the interior to be old style
to begin with; I didn’t want it to
look like a new airplane. I wanted it
to be timeless, like a pair of wingtip
shoes…they’re never out of style. So
I fell in love with the color of fabric
and found out that it had been discontinued. But again, by persevering
and not taking no for an answer, I
made calls around the country and
found a fabric company that still had
several large bolts in stock, and we
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Close-up view of the cabin area, prior to firewall and
engine installation.
bought plenty.”
They found the headliner material
at a local shop, and instead of using
zippers to provide access to the overhead trim cable and comm antennas, they decided to use removable
panels. In fact, the entire headliner
can be taken out with a screwdriver
in about 30 minutes.

Test Flying
In April 2010, it was time to testfly the Howard. It was fairly easy to
decide who the test pilot would be.
“Your insurance company makes
that decision for you,” explains Presley. “It’s pretty simple; they list the
pilot qualifications needed to fly the
airplane. Really, most any accomplished Howard pilot would have
been approved. One of my friends
on the airfield, Mike Horn, fit the
qualifications with his extensive
tailwheel time in heavy tailwheel
airplanes and in multiple airplanes,
which is really important for testflying. He and Jim made the first
flight and discovered that we had
a couple of glitches that we had to
overcome. We had to send the prop
back to the prop shop to get some
adjustments, and a week later we
put the prop back on, and Mike flew
it again, with all systems fine.”
The following day, Presley flew
right seat and made a couple of landings. Then a few days later, his friend
Paul Bjornstad came over, and Presley again flew right seat—which still
felt foreign to him, especially combined with the sight picture from the

Close-up view of the intricate rudder pedal assembly.

mighty Howard. “The first hour of
flight, we did a stall series because
prior to that time it’d been low overcast for all the test flights. Then Paul
made two landings and I made two,”
says Presley. “After lunch, I got in the
left seat, which felt a whole lot more
like being in my Cessna 180; I was
in the correct seat, and the throttle
was in my right hand. We flew that
afternoon and the following morning, and we both agreed that I may
not be the greatest Howard pilot, but
I was a safe Howard pilot. So it was
an exciting thing, and the first time I
went out to fly it alone, it took a little
thought process, ‘Am I really ready
for this?’ But it worked out fine.”

Greenbrier Airlines
Here’s an intriguing bit of history:
NC9125H was owned and operated
by Greenbrier Airlines from 1947
through the mid-1950s. Greenbrier
Airlines was a private entity that
operated from the Greenbrier Hotel’s private airstrip in White Sulphur Springs, West Virginia. The
230-year-old award-winning resort
is a National Historic Landmark ensconced in the midst of a 6,500-acre
estate in the scenic Allegheny Mountains. Most notably, during the Cold
War, the U.S. government built a
112,544-square-foot relocation facility for Congress at the Greenbrier;
the existence of this bunker was top
secret for 30 years. “According to
the logbooks, it appears that this airplane was used primarily to shuttle
guests back and forth between the

hotel and Charleston, West Virginia,
and Washington, D.C.,” recalls Presley, “but now the airport has been
replaced by a golf course.”

Sweet Success
In retrospect, the Howard project
was the culmination of hundreds,
if not thousands, of little projects.
Some took just a few minutes and
others took several days. “There
were things we did in the wrong order,” reflects Presley, “but we didn’t
know that we should have started
on certain things first. We didn’t
have a clue; we kind of waded into
it. But the big thing we learned during the restoration is this—never
look at the whole project in front of
you. Just eat that elephant one bite
at a time; otherwise it’ll just become
overwhelming.”
After three years and three
months, and one tornado, the restoration team successfully transformed that big pile of puzzling parts
into plane elegance aloft. “I have a
neat classic airplane now,” Presley
declares with a happy grin, chuckling and adding, “everybody says,
‘What’s your next project?’ And I
say, ‘Keeping it clean! And spending
the next year straightening up the
hangar from all the work.’”
While he’s cleaning up the hangar, Presley just might want to dedicate a space to display some awards,
with the first one being the Champion Custom Antique award he
received at Sun ’n Fun. Congratulations on the great teamwork!
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1943 Howard DGA-15P Restoration ‘Quick Summary’
This summary helps convey the breadth and depth of the team’s project, from nose to tail. Yet it is merely a partial description
of the detailed work that Presley, Jim, and David performed during the Howard’s restoration.
tailwheel lock, and fuel
pump were installed. An
electrical load ammeter,
ELT remote switch, and
Davtron OAT instrument
were installed. A new Garmin 430W GPS, Garmin
GTX 327 transponder, Garmin SL40 comm, and Garmin GMA 340 audio panel
were installed.

Cabin

Prop and Engine
The propeller was overhauled by Memphis Propeller. The
R-985 was overhauled by Covington, and all accessories
were overhauled. A Jasco alternator and Airwolf oil filter were
installed via FAA Form 337 and a fuel flow gauge and transducer per STC. New parts included stainless steel heat muff;
all fuel, oil, vacuum, and pressure lines and fittings; air ducts
for cabin heat and fresh-air intake; carburetor air temp probe;
cabin heat distribution box; and Lord engine mounts and
bolts. Nine inter-cylinder baffles were repaired, and the outer
ring baffles and mounting brackets were replaced. A Weldon
fuel boost pump, gascolator, and electric primer were installed via FAA Form 337.

Airframe
Aluminum sheet metal was treated with the Alodine conversion process and painted with epoxy primer; wing plywood
skins were sealed, and the air frame was covered with AirTech fabric and coatings. Each and every nut and bolt was replaced; the entire airframe has all-new hardware.

Landing Gear
The landing gear was overhauled, along with STC’d Cleveland wheels and brakes. New landing gear fairings, formers,
wheelpants, and mounting brackets were made and installed.

Instrumentation
All instruments were overhauled, and warning lights for
low oil pressure, low fuel pressure, low vacuum, low voltage,
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The restoration team installed all new interior side
panels, headliner, floorboards, and carpet in cabin
and baggage compartment.
Additionally, new upholstery, inertia-reel shoulder
harnesses, cabin overhead
CHRIS MILLER
lights and speaker, and an
overhauled flap motor were
installed. Pilot and copilot PTT switches and a total of three
auxiliary power outlets were installed.

Fuselage
They installed new rudder and tailwheel cables; new flight
control pulleys; new strobe light; LP Aero windshield; new side
windows; AK-450 ELT; and new fuel lines, vents, and fittings.
They repaired the main fuel tank and installed a new old-stock
fuel valve, repaired the tailwheel strut, replaced eight hat section belly stringers, and repaired three rear bulkheads. They
carefully fitted the new engine accessor y case spinning and
fabricated new engine cowling wraps. New left wing to fuselage fairings were installed, along with the right-side fuselage
panel and fuel tank filler neck trim rings. They also fabricated
and installed a battery box for a new Concorde battery.

Wings
The team reskinned the wings, then covered and painted
them. The struts were tested for corrosion with a magnetic tester. Then the wings were installed with all new hardware and
flight control bearings, new gap seals, and new strut and flap
fairings. Landing lights and new wiring were also installed in
each wing.

Tail
Flight control hinges were repaired, and the tail group
was finished with Air-Tech coatings. New stainless steel flying
wires and fittings were installed, along with new side, bottom,
and top wrap-around panels at the empennage.

Look What Happened to the

Experimental Aircraft Association
ORIGINALLY PUBLISHED BY AIR PROGRESS, FALL 1959
BY PAUL H. POBEREZNY
istory—sometimes described as something old, or one might say “vintage,”
like many of our members (myself included!), our aircraft, and, as it gears up
to celebrate its 40th anniversary, the Vintage Aircraft
Association. During VAA’s fall closing of its Oshkosh
facilities, another fine dinner, courtesy of VAA director Bob Lumley, was again held in the Aeroplane Factory on the EAA site. (The Aeroplane Factory is kind
of a museum itself, with a number of airplanes being
restored or built there over the years.) As the evening
closed, VAA president Geoff Robison and director Dave
Clark asked if I might prepare a few articles for our Vintage Airplane magazine.
I thought maybe a vintage article writer (now 90
years “young” and a VAA member) would give a bit of
history as to why we are all together and enjoying our
friendships, caring for our airplanes of yesteryear.
So from the Fall 1959 edition of the long-gone Air
Progress magazine, only a few short years after its founding, here is a bit of history about the early days of EAA.
I owe so much to all the many, many fine individuals
who helped EAA along the way. A great thank you to all.
—Paul H. Poberezny

H

The last thing we would have believed back in 1953,
when a handful of us formed the Experimental Aircraft
Association, was that it might someday grow into a
large, vigorous and influential organization! Several of
us who lived in and around Milwaukee had been interested in homebuilt planes, gliders and sport flying in
the years before World War Two. Our mutual interest,
plus a few modest ventures into actual homebuilt aircraft projects, had brought us together with informal
meetings as early as 1951.
Our first formal session was in January, 1953; twentyfive members enrolled, Only seven months later the
membership figure was 42, and we held the first of
our annual Fly-ins. Who could foresee that the 1959
figure would total over 6,000 members in every state
and many lands across the ocean. Aviation people had
been telling one another for quite some time that “All
the romance has gone out of flying,” “Modern aviation
is strictly a business proposition,” and “Airplanes are
so commonplace that nobody thinks any more about
the idea of flying for fun.” Conditioned by such platitudes, we thought our fledgling organization would
never amount to more than a hundred or so fanatics.

Glenn and Eleanor Wilson of EAA Chapter 20 check
wing on their Stits “Flur-R-Bug.” Glenn is president of
the San Francisco group. Tubing in wing acts as drag,
anti-drag and compression braces; simple and rugged
construction is feature.
So the enormous amount of interest which E.A.A. has
attracted is sometimes hard to believe.
In those early days, our monthly member’s publication “Experimenter” consisted of two mimeographed
pages to which were stapled a few photos. Then in October of 1953 we became acquainted with Ray Scholler of Random Lake, Wisconsin, a commercial printer,
with the result that the magazine began to show definite improvement in both size and quality. Next, one
early member, Leo Kohn, sold a picture-story of homebuilt aircraft activity to a home mechanic magazine.
That really set the snowball rolling; it was astonishing to see how much mail began to pour in from all
directions. That was the first real inkling we had of
how truly widespread and deeply-rooted is interest in
pleasure flying. The country today is swarming with
men who were boys during the days of feverish aviation enthusiasm which followed Lindbergh’s flight to
Paris, and with other thousands who learned to fly in
the services during the war, Although they now lead
conventional, workday lives I guess the aviation bug is
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“Pober Sport” is a design by EAA president Poberezny for Continental C-85 power. Specs: fuel capacity, 18 gals; empty weight, 570 lbs; gross weight,
900 lbs; wing area, 83 sq. ft.; wing loading, 10.2
lbs/sq. ft.; cruising speed, 130 mph. Association
encourages design competitions.
still in their blood and it takes only a little scratching
to bring it to the surface!
We recently polled our membership and found that
the average age is 38, which tends to substantiate the feeling that memories of “the good old days” have a lot to do
with E.A.A,’s amazing growth. Yet we do have plenty of
younger members in their teens and twenties, and it as
a source of much satisfaction to know that the skills and
knowledge possessed by many of the older members is
being generously passed along to newcomers.
The organization has grown at a steady pace. As
more members have joined they have brought us new
talents. E.A.A. is a very far-flung association and to
keep it alive and functioning properly a good, lively,
informative and attractive publication is a basic need.
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A few years ago its name was changed from “Experimenter” to “Sport Aviation,” the new name being
more descriptive of its contents and aims. It now
boasts an average of 36 pages per issue and is a professional-looking publication in spite of the fact that
it is put together entirely in spare time by volunteer
workers. George Hardie, Jr., a Milwaukee postal worker
and longtime follower of aviation history, is Managing
Editor, while a commercial artist, S. H. Schmid, also of
Milwaukee, has given valuable aid and advice in developing the layout. Long and short articles on design,
construction, history and other topics are submitted
by members, many of whom have long experience as
pilots, mechanics and engineers.
To provide the personal participation element, it has
been the custom to encourage the formation of chapters wherever enough persons can band together. At
this time there are over fifty chapters, with a score or
more in the organizing stage. Through regular meetings, chapters bring together people with a common interest and make E.A.A. membership a tangible thing. In
any group there are men with various skills and chapter
members often give each other valuable assistance on
problems of design, construction and flying. One member might be an excellent welder, while the next might
own a woodworking shop which could handle special
milling or routing work on wing spars. Chapters also
are in a position to borrow and show aviation education movies, and many of them stage local or regional
fly-ins-to the great advantage of public air mindedness.
Naturally, anyone who would build and fly a small
airplane must, eventually face the problem of licensing
it so that it can be flown legally. Much of E.A.A.’s work
therefore has been as a go-between agency for homebuilders in general and the Federal Aviation Agency.
All airplanes must be registered with the F.A.A. and
comply with that agency’s airworthiness standards.
There was a time, one to two dozen years ago, when
stringent government regulations all but stopped amateur aircraft work completely. The fact that home built
planes are now taking to the air in growing numbers is
due entirely to the initiative and perseverance of a few
enthusiasts who took the homebuilder’s case right to
F.A.A.’s top officials in Washington.
One such man was George Bogardus, an active amateur in Oregon. That state’s aviation laws were much
less stringent than most others and for a while in the
mid-l930’s the only appreciable amount of homebuilding anywhere was centered around the small airport at
Beaverton, Oregon. Bogardus did much to carry the torch
for the homebuilding movement and went so far as to
fly from Oregon to Washington, D.C. in 1947 and later
to confer with C.A.A. (now F.A.A.) men. This was the real
turning point and, when E.A.A. started in 1953, many
more trips to Washington were made by the author and
others. Regulations have gradually been relaxed, first to
allow homebuilts to take to the air and, later, to guide the

Top of Page: a two-place “Skyhopper” being constructed by Dale Stark of Thief River Falls, Minnesota.
Members with specialized talent help others.
Left: Jim Graham, secretary of Detroit’s Chapter 13, at
work on his Midget Mustang.

activity into the most desirable channels of design, construction and operation procedure.
Actually, the pendulum has swung from one extreme
to the other. Instead of frowning upon the amateur airplane builder and hampering his activities, the government now encourages it. Why? Because there is a
growing realization of the values inherent in the sport,
for both aviation and the country as a whole. It would be
extremely hard to think of any hobby which was more
educational to the participants and onlookers alike. The
fact that rocket ships and space exploration now dominate the headlines does not mean conventional aviation
is obsolete...but there is reason to feel that publicity given
to space activities can have an adverse effect on general
aviation by diverting attention away from it. There will
always be a need for airplanes to transport mail, cargo,
passengers and military goods about the face of what is
still a very large world. Thus, there will always be a need
for highly qualified engineers, pilots and technicians capable of building and operating airplanes. Aviation has to
do something to catch the attention and fire the ambitions of smart young men!
Space exploration is indeed glamorous and challenging. But, how many of us in the foreseeable future will
actually get a chance to ride in a rocket? For that matter,
how many of us will someday be able to afford an exec-

utive-type airplane priced from $10,000 up? A realistic
answer must be: “Not many!” But any up-and-coming
fellow has it within his power to experience the big thrill
of flying an airplane which is the product of his own
hands and his own brain. Model airplanes are great fun
and highly educational; sports cars and hot rods are fascinating to mechanically-inclined young men. Boating,
which is essentially a “be-your-own-captain” pleasure,
has proven to have so much appeal that it is now a twobillion-dollar-a-year business. Make no mistake about it;
anyone who sets about to build and fly a small airplane
is certain to reap real personal benefits from his undertaking. Only those who have done it appreciate fully the
deep satisfaction that comes from successfully completing a project normally considered above the commonplace by quite a few notches.
For many reasons, such as time and facilities, technical
schools have to concentrate on giving students first and
foremost a thorough grounding in the theoretical side of
the subjects being taught, after which only enough practical experience can be worked in to give some idea of
how things are actually done. It is assumed that graduates
will get their practical experience when they go to work.
Sometimes this procedure works well; medical students
serve time as interns, journalism students start out as cub
reporters, mechanical engineers start as junior draftsmen
and in the course of such work learn a lot about materials,
machining problems, etc. But it does not always operate
that way in aviation. Most job opportunities for young
aeronautical engineers are in large factories, with airlines,
and a variety of subcontracting firms. In such places, men
tend to become specialists, and while this is essential in so
complex an industry, some engineers begin to feel they
are getting rather far away from the plane as a whole.
Another fact worth considering is that real leaders
in technical pursuits must know how to use both their
heads and their hands. In this age of theoretical physics
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the acme of scientific achievement is often thought to
be the ability to bring out profound truths from a mass
of advanced mathematical formulae. This sometimes obscures the fact that airplane design is still, in the last analysis, a nuts-and-bolts business. Thomas Edison, Henry
Ford, Charles Stienmetz, Charles Kettering, and practically all the early aviation pioneers were first and foremost good mechanics who combined their theoretical
knowledge with earthy common sense and a feel for materials to produce workable inventions. Study the backgrounds of many outstanding captains of industry today,
and you will find they have a great deal of practical experience behind them. A man who has not cultivated the
use of his hands cannot expect to get the fullest possible
use out of his brains. This fact is echoed over and over by
top-flight men who have come up from the ranks.
And so, this sport of flying small, home-made airplanes is actually a very fertile training ground for the
outstanding airplane designers of tomorrow. The aviation industry, or at least that part of it which builds small
and medium sized commercial aircraft, could hardly afford to pay for the astronomical number of man-hours
of thought, engineering and testing that is now going on
among the six thousand members of the E.A.A. Out of
all this, it is entirely possible that aircraft of greater utility, simpler construction, easier maintenance and more
safety may be developed.
Designers who work for factories must, for the most
part, concentrate on airplanes which can be built and
promptly sold at a profit. They cannot spend company
money to explore at will unusual, unproved ideas. The
amateur working for his own pleasure can try out his
own ideas. Sometimes they don’t work as well as anticipated . . . but once in a while something really valuable
comes along. The spring-steel landing gear now so common on many business planes was tried out and shown
to be practical by one of our best known members, race
pilot “Steve” Wittman, on his speed planes of the 193Os.
Is it safe? Yes. There have been accidents, but they are
happily few and far apart. Most have been caused not by
faulty airplanes but by what some pilots have done with
the planes...taking chances, forcing planes beyond reasonable limits. Investigation often shows that the persons involved were not E.A.A. members. On the whole we have a
very workable system for insuring that our flying is carried
out under the safest possible conditions. Beginners who are
members of chapters invariably associate with experienced
pilots and mechanics who give advice freely and often
check up on details of construction as the work progresses.
Every builder is urged to notify his local F.A.A. Safety
Agent when he starts construction, and these Agents have
been good enough to show personal interest all through
the construction period. When the framework has been
finished a certificated aircraft mechanic should inspect
and approve it for materials and workmanship. The Safety
Agent also inspects it, both before and after covering and
assembly. The initial flight test and licensing are also done
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Lois Nolinske (left)
and Audrey Poberezny,
wives of EAA’s secretary and president, received awards for their
outstanding contributions at last year’s EAA
“Fly-In.” Says Paul Poberezny, “Wife Audrey
has played a most instrumental part in EAA
becoming a reality.”

under F.A.A. supervision. The F.A.A. man may, at his discretion, impose any operating limits on the plane which
he feels are advisable. So you see, so much care and so
many inspections go into a homebuilt plane that trouble
is rare. The final and perhaps the most potent safety factor is that after a man has spent $1,000 or more and two
or three years of spare time in assembling his own airplane, he is quite unlikely to want to be careless with it.
How do the manufacturers of commercial airplanes
feel about our seemingly “wildcat” activities? Aren’t they
afraid irresponsible experimenters will give all private
flying a black eye? Well, we at E.A.A. got to wondering
about that and decided to poll some of the leading factories. Here are quotes from their replies:
“As manufacturers we do not have the slightest opposition to as many persons building their own airplanes as can
do so. The construction of these airplanes will educate them
in the realities of aircraft building and therefore will contribute to the improvement of the average level of aviation
knowledge” --Beech Aircraft
“It is the considered judgment of my colleagues and I that
an expansion of your activities can result in nothing but
good for the field of utility aircraft” --Lycoming Motors.
“So far as we are concerned we believe that any group or
individual effort directed toward development and increase
of aviation interest and knowledge is an excellent thing for
the nation and for aviation as a whole” --Douglas Aircraft.
“On behalf of my company I can certainly say we are interested in your activities. We have several E.A.A. members
in our employ. There seems to be a lack of skilled aircraft
help which your organization should be in a position to
help alleviate” --Mooney Aircraft.
“Certainly no organization ever got very far without continued emphasis on testing new designs and ideas, The experimental department here plays a very important role in
our program” --Cessna Aircraft.

$LUFUDIW)LQLVKLQJ3URGXFWV
And so it goes. We have a fine group of responsible,
competent members, and the association has received
the endorsement of all who have taken time to thoroughly acquaint themselves with how we operate and
what we are doing. The aircraft industry on the whole has
shown an understanding of our position. It might fairly
be said that amateur-built airplanes had to come and
nothing could have stopped them. The cost of manufacturing everything has gone up steadily and, to survive as
business concerns, manufacturers of civilian aircraft had
to develop what seemed like the best market, namely,
business and executive airplanes. Such machines on the
whole cost more today than the vast majority of private
individuals could possibly afford, but their utility makes
them worthwhile purchases for firms whose executives
must travel a lot. At the same time, the cost of new twoseater light aircraft unavoidably climbed from around
$2000 and $2500 to $5000 and up, putting even them
out of the reach of the average sport flyer. Light airplanes
which were built between, say, 1939 and 1949 have been
growing steadily scarcer and those that are left sell on the
used-plane market for prices comparable to their original
costs. Keen flying enthusiasts simply began to run out of
airplanes, nothing was available that suited their needs
and pocketbooks, and so in the good old American manner they set about building their own.
One of our most interesting activities is the Annual
Fly-In, held this year on August 6, 7, 8, and 9 at Rockford, Illinois. These affairs bring in homebuilt ships from
all sections of the country as well as hundreds of factorybuilt planes. Members here have a chance to study the
creations of other enthusiasts, to swap ideas and information and find the answers to problems which have been
bothering them. We have movies, technical lectures, a
business meeting, banquets and both flight and ground
contests for the planes themselves. These contests carry
awards for design, achievement, workmanship, performance and other qualities, as well as for planes coming
the greatest distances, best examples of popular designs,
etc. Everyone has a wonderful time and I’ve heard countless fellows speak of the spirit of cooperation and friendliness which pervades the Fly-Ins.
Another of our projects is the E.A.A. Design Competition. The objective is to develop a design for a two-seater
airplane capable of being arranged for transportation
over the public highways and of being stored in a normal
automobile garage. It is our conviction that one of the
biggest deterrents to private aircraft ownership is the lack
of safe, convenient storage space and its high cost when
available. The pleasure flyer uses his ship only when he
can get away for a few hours from business, household
and family responsibilities and small airplanes tied down
out-of-doors are so at the mercy of weather, hot sunshine, windstorms, traffic, vandals, grass fires and other
dangers that owning one soon becomes a worry rather
than a joy. ‘We have been raising funds for the prizes;
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AERO CLASSIC
“COLLECTOR SERIES”

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
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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thus far about $2000 has been contributed and we hope
to up this to $5000 by the time judging takes place.
E.A.A. offers its members many valuable services. The
$10 annual membership fee includes a subscription to the
always interesting Sport Aviation magazine. In addition,
twice a year we publish an “Amateur Builder’s Manual.” full
of how-to-do-it information, plans, design data, sources of
materials. Also, we have just published a “Data Book, 1959”
which contains info on E.A.A. sources of plans together
with details and specifications of the airplanes concerned,
suggested reading material for would-be designers, F.A.A.
regulations and so on. Anyone can order a copy for $1.50
from E.A.A. Headquarters, 9711 West Forest Park Drive,
Hales Corners, WI. The work of running this burgeoning organization is done entirely by volunteer workers,
including myself, my wife Audrey, Business Manager Bob
Nolinske and his wife Lois, George Hardie, who is Managing Editor of Sport Aviation, Val Brugger who serves as Contributing Editor in charge of chapter correspondence, and
Harry Zeisloft who is taking care of the Competition affairs.
My basement and Bob’s serve as offices making it possible
for us to manage both household and association affairs
with a minimum of lost time. As it is, the work load has
been growing and growing and often we have to work until
the wee hours trying to get it all taken care of. An average
of 100 letters per day come pouring in and we have hired a
few part-time girls to help us answer routine assist in clerical work. The time is going to come when a full-time, paid
secretary will be needed if we are not to fall hopelessly behind in all these tasks and, frankly, one of the major problems facing us is how to find the needed money. A number
of proposals have been made but so far nothing completely
satisfactory has been settled upon.
To sum it up, it is clear that we have a substantial, dedicated membership and that interest will unquestionably
continue to grow at a steady rate. We’ll have problems of
various kinds to overcome, as is only natural, but we feel confident that we will solve
them and continue to play our role in the
overall aviation picture. We at Headquarters are proud indeed to have been instrumental in bringing about this keen interest
in sport aviation. We have labored long
and arduously to achieve this revival of
interest in flying for pleasure. Countless
hours of volunteer effort on the part of officers and members brought this about.
One of the greatest sources of strength
and inspiration in our organization has
been the enthusiastic and willing cooperation of all in working for the common
good. We feel that E.A.A. is truly unique
in this regard and we are highly appreciative of the contributions our members have made. The future of amateur
aircraft construction has never before
looked so promising!
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This Fellow POBEREZNY
One of the main spark plugs behind EAA is Paul Poberezny, 37, president and editor of its publications.
He has been married for I5 years, has a son 12 and a
daughter 5. Says Paul, “l don’t believe there’s been a
day that hasn’t had some sort of aviation activity or discussion take place during that 15 years!” ln high school
Paul was given a damaged Waco glider by his ancient
history teacher. This he rebuilt and taught himself to
fly. When World War Two came along he had 500 hours,
mostly an OX5-powered aircraft. After winning his glider
pilot’s wings, he was a primary flight instructor, later an
ATC ferry pilot. After service in Korea he transferred to a
permanent position in the Air National Guard where he
flies all types of aircraft including jets.

Light Plane Heritage
published in EAA Experimenter September 1992

AVIATION’S

EXOTIC LANGUAGE

ARTICLE AND PHOTOS BY

BOB WHITTIER

EAA 1235
When a person decides to go
shopping for a new camera, a computer, an insurance policy, or other
modern product or service, he or
she is likely to be bewildered by a
torrent of strange words. Each field
of endeavor has developed a jargon
of its own to suit its special needs.
And, sad to say, some salespeople
seem to derive an arcane pleasure
out of demonstrating their expertise
by rattling off one strange word after another. It’s anyone’s guess how

many sales have been lost as a result of this kind of thoughtlessness.
Now, when we stop to think of
it, we in aviation are sometimes
guilty of this sort of thing. A
chance visitor to an airport—who
might be a potential customer—
may find himself listening to a
group of pilots indulging in what
we call hangar flying. To him their
conversation can be almost as
unfathomable as too much chatter in Swahili. Note that in this

Above: The complicated tail group
on this huge Curtiss Condor biplane of 1929 is called an empennage. The accompanying article
explains why. Early barnstormers
had postcards like this one printed
up to hand out to passengers and
spectators as an inexpensive but
effective public relations device.
Chamberlin’s Condor did not carry
all the people in this photo at once,
of course, but lining up this crowd
made for an impressive photo!

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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In this photo of a 1931 Curtiss-Wright Junior, one can clearly see the rudder, fuselage, and ailerons. These and
other aviation terms have assorted and sometimes fascinating origins.
short paragraph we have used two
words—aviation and hangar—that
would be meaningless to anyone
who lived a hundred years ago.
It makes one think. We all want
to “sell” aviation to new people.
We can’t do it very well by baffling
them with our own special jargon.
It can help to gain a better respect
for aviation’s exotic language by
learning something about how familiar terms originated. It’s actually
quite an interesting story. Furthermore, after you’ve read what follows you may find yourself being
more careful about scaring off newcomers with a lot of what is, to
them, so much mumbo jumbo.
I t ’s a t r i b u t e t o t h e h u m a n
mind’s ability to learn new things
quickly that most of us have picked
up our command of aviation terms
almost without effort, simply by
frequenting airports and listening
to airport people talk. But remember, most of us had a more than
average interest in aviation when
we first visited an airport, and that
gave us an advantage.
The words we use so easily are in
fact very much a part of aviation’s
rich heritage. That word aviation,
according to the Oxford Universal
Dictionary, appears to have first
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been used in France way back in
1887, and it’s based on the Latin
word for bird, avis. Anything pertaining to birds, and therefore to
flight, is called avian. So by combining avian with –ation, they came
up with aviation. We’re so familiar
with this word that we assume it’s
an American one. So it’s a bit of a
surprise to learn that we got it from
the French. Thanks, Pierre!
Most journalists in the England
of the early 20th century were graduates of elite universities and were

trained from an early age to use
quite elegant language. The laconic
Americans Or ville and Wilbur
Wright were satisfied to call their
1903 Kitty Hawk machine simply
the “flyer.” The French pioneers favored the word avion, derived from
avis. But the British came up with
a suitably elegant word, aeroplane,
by combining aer, the Greek word
for air, with plane, derived from the
Latin planus, meaning flat.
They also came up with a suitably fancy word for the field from

The engines of this big Boeing 314 flying boat of the 1940s are housed in
nacelles, and the hull is fitted with stabilizing sponsons. Both terms have
curious and interesting origins. This particular 314 bears British registration because it was purchased from PAA by British Overseas Airways for
use during World War II. Boeing built a total of 12 of these big seabirds,
but none remain.

which an aeroplane ascended—
a e ro d ro m e — b y c o m b i n i n g t h e
Greek words aer and dromos, the latter meaning “a running.” It didn’t
sound too odd to them, for in those
days a track for bicycle races was
called a velodrome and one for horse
races was a hippodrome.
When the brash, informal
Americans arrived in Europe during World War I, they decided
that the words aeroplane and aerodrome were too long and stuffy for
them and shortened them to airplane and drome. We have since
further shortened airplane to simply plane, few of us realizing that,
in Latin, we’re calling our aircraft
by the unflattering word flat! The
word airport seems to have come
into use in the United States in the
early 1920s—during World War I
the Army used the term “aviation
fields” for its training bases.
Every pilot has at one time or another wondered about the term hangar applied to buildings intended for
the storage of planes. It does sound
as if it had something to do with
hanging . . . nowadays some confused people even spell it hanger.
But we certainly don’t hang up our
planes when not using them! It’s a
word that had a non-aeronautic origin long ago. In France it originally
referred to a simple shed for farm
wagons. Sheds for avions were simply large hangars, and it was logical
to call them that. American airmen
brought the word home with them
when the war ended.
Today even most laymen know
that the fuselage is the main, passenger-housing body of an airplane.
If airmen think about it at all, they
wonder if there’s any connection
between that word and fuse, which
has various meanings connected
with explosives and electricity.
There is none. The French took
the Latin word fusus, which means
spindle, and created fuselage. The
word refers to the spindly appearance of an airplane’s body.
When aircraft are fitted with two
or more engines, they are usually
located outboard of the fuselage in

housings we call nacelles. In French,
nacelle originally referred to the
simple, pod-like enclosures around
airplanes’ seating areas. In very
early aircraft people sat as out in the
open as they are on bicycles. That
was bearable and even pleasurable
when the fastest planes flew at 40
mph in the summertime. But soon
avions began to be used for military
observation work, and that often
called for flying in cold weather.
So to save intrepid crewmen from
returning to base half-frozen, nacelles were introduced. This word
comes from the Latin navis, meaning boat. This developed into navicella, meaning a small boat.

Centrifugal
force made oil
fly out from
these whirling
dervishes in
all directions,
thoroughly
messing up
airplanes and
occupants.
In France the word became nacelle and referred to any small
boat. The windshields built around
Farman and Voisin seats looked so
much like small boats intended for
one or two persons that it was natural to call them nacelles.
With the passage of time people
began to sit inside fuselages, and
the word nacelle was transferred
to housings for engines. Modern
English is a mixture of words from
many sources. Sheet metal or fiberglass work that houses the engine of
a modern airplane is called the cowling. This goes back to the Latin cucullus, meaning “hood.” When the
Romans occupied Britain long ago,
locals adopted it and modified it
into the Old English cugele. As time
passed this became the simpler word

cowl, referring to a monk’s hood.
A major advance in aviation occurred in 1908 with the introduction of the Gnome air-cooled rotary
engine. It delivered 50 hp for the
then remarkably low weight of 165
pounds. Each of the seven cylinders was machined from a solid billet of steel. It was a straightforward
enough job to machine cooling fins
on the cylinders by putting billets
into a lathe, but considerably more
work to machine fins into the irregularly shaped cylinder heads using milling machines and suitable
cutters. As a result, cooling fin area
on cylinder heads was quite scanty.
Gnome designers hit upon the rotary principle as a way to keep
cylinder heads supplied with adequate cooling air. They elongated
the aft ends of the crankshafts so
these could be rigidly attached to
fuselages or nacelles. The crankcase
and cylinder assemblies were thus
forced to revolve around the fixed
crankshafts, so the cylinder heads
enjoyed adequate cooling airflow.
Centrifugal force made oil fly out
from these whirling dervishes in
all directions, thoroughly messing
up airplanes and occupants. That’s
why so many early airplanes fitted
with Gnomes had them positioned
aft of the seating area and driving
pusher propellers. But when such
planes crashed, momentum hurled
the engines forward, and they often crushed unfortunate pilots.
Mounting engines in the noses
of fuselages and fitting them with
tractor propellers got away from
this danger, but it subjected fuselage and pilots to rather too much
oily exhaust spray. Simple metal
hoods were thus mounted around
the tops and sides of the engines, to
collect the spray and direct it down
and out underneath fuselages. Having no compound curves, they resembled monk’s cowls, and this
name was applied to them.
As time passed, aircraft builders learned how to shape sheet
aluminum into compound curves
offering better appearance and aerodynamics. For the sake of manufac-
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turing convenience and access to
engines for servicing, cowls came to
be made up of a number of pieces.
These assemblies accordingly came
to be called cowlings.
The familiar word aileron is derived
from the French word for wing, which
is aile. Aileron is the diminutive of this
word and means “little wing.”
Our word wing derives from Middle English wenge, which in turn
came from Old Norse vaengr, meaning a bird’s organs of flight. Struts
that run upward from a fuselage to
an overhead wing are called the cabane struts, because they are usually located around or close to the
occupants’ area. They form an assembly that, while open to the air,
nevertheless vaguely resembles an
enclosure of sorts. The French word
cabane originally referred to a rude
hut, hutch, or shed such as for animals, and somehow came to be applied to this area of early aircraft.
With the passage of time, seating areas came to be enclosed for
comfort and streamlining, but even
today the struts you grasp when
clambering into the front seat of
a Cub or Champ are called cabane
struts. The word strut itself comes
from the old Anglo-Saxon strutian,
which means to swagger along in a
stiffly upright posture. Wing struts
in early biplanes were positioned in
a vertical position, and so this word
seemed to fit. A wing mounted
above a fuselage on cabane struts
creates what we call a parasol
monoplane. That word was originally used by the French to describe
a light, umbrella-like sun shade and
is derived from the Italian parasole,
a combining of the words parare,
meaning “to ward off,” and sole,
their word for the sun. Another
word that comes to us from Italy
is solo, which means “alone” and is
derived from the Latin solus, which
has the same meaning.
In older aviation literature, we often encounter the word empennage,
and from the way in which it is used
we deduce that it refers to a plane’s
tail surfaces. The French word empennage means “to provide with
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The structural members that support the center section of this Waco’s
upper wing are called cabane struts. The Taylor Chummy at right also has
cabane struts, although they are less prominent.
feathers” and originally applied to
fastening them to arrows. Tails of
some early airplanes so much resembled those of birds that the word
just seemed to fit perfectly.
In a fuselage constructed from
lengths of wood or steel tubing,
the members running from nose
to tail are called the longerons.
Early airplane designers borrowed
engineering methods used in designing bridge trusses and sailboat
mast rigging. Longeron was a French
bridge builder’s term and referred
to the long, horizontal members in
a bridge truss. It was easily transferred to fuselage trusses.
The main beams in an airplane wing are called spars. Airplane builders borrowed this word
from shipbuilders, who used it as
a general term referring to the assorted beams in a sailing vessel
such as masts, booms, yards, and
gaffs. English (and American) shipwrights got it from their neighboring seafarers, the Dutch, who used
the word sparre, meaning “a beam.”
They in turn got it from the Vikings
who came down from Norway to
overrun Western Europe and whose
word for “beam” was sparri. A finished wooden wing framework is
covered with fabric that is tightened and sealed by brushing dope
on it. This coating got that somewhat sinister-sounding name for a
good reason. Early dopes contained

solvents that really did make those
who used it feel dopey!
Everyone knows what a rudder is,
but very few are aware of this word’s
origin. The name Teutonic refers generally to the people inhabiting what
is now Germany, Denmark, Norway,
and the Netherlands. The old Teutonic word for oar was ropra, as nearly
as it can be rendered in our modern
alphabet. Probably by way of Holland, it came to England a long time
ago and in Old English became rothra. Thanks to peoples’ tendency to
slur and simplify awkward words, it
evolved into rudder. Many types of
ancient boats were steered with oars.
People’s names have found their
way into aeronautical terminology
as well. Mounted on an airplane’s
wing is the pitot tube, which picks up
air pressure to activate the airspeed
indicator. It gets its name from its
inventor, Henri Pitot, an 18th century French hydraulic engineer. The
device mounted outside a fuselage
to create vacuum to operate gyro instruments is called the venturi tube
and takes its name from the Italian
physicist G.B. Venturi who lived
from 1746 to 1822. While reading
older aviation literature you may
find that the control stick of an airplane is referred to as the joystick.
While using it skillfully can indeed
bring joy to a good pilot, its name
is actually a corruption of Joyce, the
name of the man who developed it.

Later Piper Cubs, which descended from this 1929 Taylor Chummy design, also had cabane struts, but they were concealed within the fuselage’s fabric covering. The origin of the name cabane struts is explained within this article.
Upon first hearing the word tachometer, a refugee from Cambodia
struggling to learn English might
guess that it refers to a device for
metering tacks. But if he looked it
up in a dictionary he’d find that it
is derived from the Greek tachos,
which means “speed.” This instrument in fact measures the speed at
which a shaft is revolving.
Sailing and flying have much in
common. Both activities are based on
presenting a suitably shaped surface
to moving air so as to make a conveyance do what is wanted. Before large
airplanes were dependable enough to
fly across vast oceans reliably and also
before governments saw any good
reason to construct very long runways, airmen who realized the potential of large aircraft for long-distance
travel used large flying boats. These
aircraft could land and take off from
the free and very long runways provided by nature in the form of rivers,
large lakes, and lagoons.
The massive fuselages of those
flying boats were called hulls, from
the use of this term in boats. Mariners got this word a very long time
ago from the Anglo-Saxon hulu,
originally applying to the outer
covering or husk of a fruit or seed.
Early boats were often little more
than enlarged husks, so it is understandable that their bodies should
have come to be called hulls.
To hold them upright when on
the water, most flying boats were fit-

ted with wingtip floats of assorted
designs. But some, such as the massive, 12-engined Dornier DO-X of
1929 and the Boeing 314 flying
boats of the 1940s, had stubby,
wing-like projections on the lower
portions of their hulls that were
called sponsons. Word experts are
not positive about the origin of this
word but suspect it is a corruption of
expansion. Mariners are famous for
their tendency to slur words, as for
example the word gunwale, which
they pronounce as gunnel. Canoeing
was popular before outboard motors
took over the waterways, and many
were fitted with sponsons for extra
safety, so we can guess that somewhere, some flying boat designer
helped himself to this word.
Airplanes are powered by engines of various types. The word engine is so common that we never
give it a thought. It originated as
the Latin ingenium, meaning “natural capacity.” With the passage of
time, the first two letters of that
word were combined with gignere,
which means “to produce.” The
word engine was in the past applied
to all sorts of machines, such as war
engines, but today is accepted as
referring to powerplants. The Old
English language changed ingignere to the simpler engine, which
evolved into the modern engine.
The pistons inside an engine get
their name from the Latin pistum,
which means “to pound.” The sec-

ond word in the term “mortar and
pestle” has the same derivation.
Pistons of course do in effect pound
back and forth.
The device that mixes fuel and air
in proper proportions for efficient
combustion is called the carburetor.
The name comes from an old chemist’s term, carburet, which means
“to charge with carbon.” Gasoline,
of course, is a hydrocarbon.
Flow of fuel mixture to the cylinders is controlled by the throttle.
This word started out as the Middle
English throtel, derived from their
word for “throat” and meaning “to
kill a person by seizing his throat
so as to stop breathing.” When you
close the throttle of an engine, you
do in fact stop its breath.
It’s possible to go on and on with
this fascinating study of the origin and
meaning of the many words we use
every day. But we’ve run out of space.
Enough has been said here to give
you a better understanding of and
respect for the technical terms we
use so freely. Having this knowledge
can help to explain things to newcomers to aviation in such a way
as not to cause them to panic. And
by the way, if such a person does
panic, he may start shouting the international distress word, Mayday.
This has nothing at all to do with
the first of May. It is a corruption
of the French phrase “M’aidez!”
which means “Help me!” and is pronounced “mayday.”
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Vintage
Mechanic

THE

BY ROBERT G. LOCK

Tail wheels
During the earliest days of civil
aviation there was no such component as a tail wheel; a skid served
as the primary support for the tail
of the ship. And there were no
brakes installed on the aircraft either, which made ground handling
tricky. There were no hard-surface
runways or tarmac on which the
ship had to maneuver. Three-point
landings were a must, because the
skid plowed a furrow in the ground,
which kept the ship straight and in

line with the landing roll.
One of the most graphic photos
of exactly how the tailskid worked
is this rare photograph (Illustration
1) of a 1927 Travel Air 2000 flying
from the Reed Ranch near the city
of Reedley, California, probably in
1928 or 1929. In those days, all landing fields were dirt or grass, and the
drag of a tailskid acted like a weather
vane (or drag rope) to keep the ship
moving straight ahead in the landing
roll. Stall speeds were low, and a ship

like this would touch down at about
40 mph in the three-point attitude.
As one can detect this ship had no
brakes, but note how deep the tailskid is buried in the ground. You can
follow the furrow in the foreground
as it loops around to where the ship
is parked. It wasn’t until around 1930
that hard-surface runways began to
appear and the need for a tail wheel
was necessary, as was the installation
of mechanically operated brakes.
As hard-surface runways appeared,

Illustration 1
A Travel Air 2000 hauling rides at the Reed Ranch, Reedley, California.
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Illustration 2 shows an early adaptation of a biplane to a tail wheel
installed by the factory. In this rare
photograph of a 1930 CommandAire BS-16, designer Albert Vollmecke had included a tail wheel as
standard equipment for his ship. In
the photograph, you can see how the
lower portion of the rudder assembly
has been reshaped to compensate for
the tail wheel installation and shock
strut assembly. This tail wheel was
not steerable; the pilot had to rely on
careful application of brakes to steer
the ship when on the ground.
Once the need for a tail wheel
was established, there was a mad
scramble to convert all those existing ships that had tailskids to some
type of wheel assembly. And those
conversions took many shapes,
some good and some bad.
Most early tail wheel installations were not steerable, and in
most cases they were full swiveling. Large transport aircraft like the

Ford and Stinson trimotors had tail
wheels installed by the factory because they were operated on hardsurface airfields. Some tail wheel
installations were “handmade,”
and some were an adaptation of
a tail wheel from another type of
ship. In any case the tail wheel installation is important to aircraft
safety because if it fails, the ship
will be damaged, perhaps beyond
repair. Illustration 3 details a tail
wheel modification taken from
an early Form 337 from Parks Air
College’s work adapting a skid to
a wheel on a Travel Air 4000. Note
that the installation was “approved
by the Department of Commerce”
and it is the full-swiveling type. The
full-swiveling wheel made steering more difficult for the pilot but
made ground handling much easier
because the ship could be pushed
backward with ease. Non-swiveling
tail wheels were a real pain to push
backward. I recall moving a Fleet

biplane with a steerable but nonswiveling tail wheel in and out of
a hangar daily when I worked for
Nagel Aircraft Sales at the Compton
Airport in California.
This modification in Illustration 3 was registered to Parks Air
College, East St. Louis, Illinois. It
was installed on a Travel Air 4000,
NC466N.
Perhaps one of the best and
most rugged tail wheel installations
could be found on the Boeing PT17 Stearman series aircraft. It was
a full-swiveling steerable unit that
was adapted to early biplanes, primarily crop dusting ships. Precissi
Flying Service in Lodi, California,
operated a fleet of Travel Air 2000
and 4000 aircraft as sulfur dusters
for many years. Their ships were
altered to incorporate a tail wheel
unit removed from the Stearman or
Waco UPF-7 aircraft. Illustration 4
details a Waco tail wheel modified
to fit an early Travel Air 4000.

Illustration 2

Illustration 3

Command-Aire BS-16

Parks Air College, Travel Air NC466N
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Illustration 4
A Precissi Travel Air showing the installation of a Waco UPF-7 tail wheel.
Adaptation of differing tail wheel
assemblies was a good test because
this type of operation was extremely
hard on the aircraft. Not only did
the ships operate at heavy weights
from unimproved landing strips,
but also the tail wheel was subject
to chemical and dust contamination because they were in the slipstream of dispersal equipment.
Illustration 5 is a 450-hp Stearman equipped with high-lift wings
spraying a cotton field near Hanford, California, in July 1967. This
series of photos was used for full-

Illustration 5

Illustration 6

Flying Magazine, July 1967.

Boeing N2S maintenance instructions.
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Illustration 7
Above, a Waco UPF-7 tail wheel installed in a Travel Air 2000.
page advertising in Flying Magazine.
I built the wings and was in the
field flagging for pilot Carl Corwin.
We took the nozzles off the boom
so that the maximum amount of
water would be dispersed so the
camera would pick up the spray.
With the help of this photo, you
can see how the tail wheel is smack
dab in the middle of the spray pattern, a very wet and corrosive environment in which to operate.
In my opinion the best and most
rugged tail wheel ever used on small
aircraft is the unit installed on the
Boeing Stearman PT series. Illustration 6 is taken from the Boeing N2S
maintenance manual and is a good
photo of the tail wheel installation.
All agricultural operators eliminated
the aluminum side panels so the tail
wheel could be washed down to remove pesticides that caused corrosion. Dusters & Sprayers marketed
a heavy-duty fork assembly that
replaced the original fork. A sold
rubber tire was also approved for
agricultural use, which eliminated
problems with pneumatic tires.
The installation of a Waco UPF-7
locking tail wheel installed in Travel
Air 2000 and 4000 series is detailed
in Illustration 7. These ships were
used for agricultural pesticide application; this is from an early Form

337 generated by Precissi Flying Service. Precissi used both Waco UPF-7
and Boeing Stearman tail wheels in
its Travel Air fleet that applied sulfur dust on wine and table grapes in
the Central California area.

Today good tail wheel installations
are even more important than they
were when first used. Safety is a paramount concern for owners of these
marvelous old airplanes. More on tail
wheels in a future issue.
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BY Steve Krog, CFI

Short-Field Operations, Part 1

Q

uick, when was the last
time you made, or attempted to make, a
true short-field landing? Probably years ago when you
took and passed your private or
commercial pilot checkride, right?
And then it was only a “simulated”
short-field landing.
Short-field approaches and landings are needed for fields with a
relatively short landing area or
where an obstacle limits the available landing area. They require the
use of procedures different from a
more normal approach and landing
at average-length runways.
The FAA Private Pilot Practical
Test Standards require that a pilot
applicant be able to demonstrate a
short-field approach and landing as
part of the checkride. The objective
is to determine that the applicant:
1. Exhibits knowledge of the elements related to a short-field approach and landing.
2. Adequately surveys the intended landing area.
3. Maintains a stabilized approach and recommended approach airspeed, +10/-5 knots, with
wind-gust factor applied.
4. Makes smooth, timely, and
correct control application during
the roundout and touchdown.
5. Touches down smoothly at
minimum-control airspeed.
6. Touches down at or within
200 feet beyond a specified point,
with no side drift, minimum float,
and the airplane’s longitudinal
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axis aligned with and over the
runway centerline.
7. Maintains crosswind correction and directional control
throughout the approach and landing sequence.

But could you
do it again today
in your own
airplane?

if you overshoot a little.
After practicing the short-field
approach and landing a half-dozen
times and getting the feel of it, the
instructor then threw in the simulated 50-foot obstacle at the end of
the runway. Then the “fun” began.
Immediately you asked yourself,
“How can I possibly clear a 50-foot
obstacle and still be safely down at
the fourth runway light?”
As a flight instructor called upon
to provide flight reviews, I try to
include at least one of these approaches and landings during the
flight. The response I get is similar
to the response when I ask for a
power-on stall: “I haven’t done one
of these since my checkride!”

Short-Field Landing Technique

All of us holding a pilot certificate could, at one time, satisfactorily demonstrate each of
the seven steps mentioned above.
But could you do it again today
in your own airplane?
When we were taught the shortfield landing technique back then,
it was usually done on a runway
of 3,000 feet or more. The distance was simulated. Your instructor asked you to “Demonstrate a
short-field landing and be down
and stopped by the fourth runway
light.” It’s relatively easy to do
with a bit of practice because, after
all, there’s plenty of runway ahead

When teaching short-field landings, I first like to take the student
out of the traffic pattern and review slow flight. Then I’ll have
the student pick a road, align the
airplane with the road, and again
establish slow flight, keeping the
airplane aligned with the road.
Once comfortably established, reduce the power by 200-300 rpm
and continue maintaining constant airspeed. This will provide an
approximate 300-400 fpm descent
rate. Note the nose attitude in relation to the horizon. This is what
we should see on short final for a
short-field landing with no obstacle and with a light, stable breeze
or no wind at all.
In this configuration I’ll have

the student add approximately 100
rpm while maintaining the same
constant airspeed, noting how the
rate of descent has decreased. This
step helps a student understand
that a bit of power is your friend
when landing, especially when
sensing that the airplane is settling
faster than desired. It will come in
handy when we’re back in the traffic pattern and attempting a true
short-field landing.
Returning to the traffic pattern,
it is now time to put what we have
learned to practice. A good shortfield landing begins with a wellexecuted traffi c pattern. A sloppy
traffic pattern will generally end
with a poor landing. At midpoint
on the downwind leg, apply carb
heat followed by the initial power
reduction and trim input sequence.
After turning to base, establish the
normal approach to landing speed
for your airplane and keep it constant. Check your altitude. If you
have approximately 500 feet of altitude at this point, you’re going
to be about where you want to be
for the final leg and desired rate
of descent. Note: This is applicable
if you are flying a traditional tightclosed pattern with an approximate
1/4-mile final-approach leg.
After turning onto final, pick
your aim point on the runway
and maintain a constant approach
speed and rate of descent. I frequently tell students that if they
are maintaining the correct rate
of descent and airspeed and made
no further control inputs, the airplane would become a “lawn dart”
exactly on the aim point. Remember: If the end of the runway appears
to move up and away from you, you
are below the desired glide path and
a power increase is required. If the
runway approach end appears to be
moving downward and toward you,
you are above glide path and a power
reduction is required.
On short final, reduce the power
to idle and slowly raise the nose
until achieving a nose attitude
similar to that which was practiced
outside the pattern. While doing

so, make your sight-line transitions to the side of the runway approximately two or three runway
lights beyond the airplane. Keep
your hand on the throttle. If you
feel the airplane is settling more
rapidly than desired, add approximately 50 rpm, flattening your rate
of descent. Continue with the flare
or roundout until touching down,
removing any added power as the
wheels make contact with the
runway surface. Follow through
with the landing and gently apply
brakes, if needed, to complete the
short-field landing.
This method will take some
practice before becoming comfortable. But after trying it a few times,
you’ll find yourself comfortably
and confidently making good, safe
short-field landings.
For safety, I would strongly
suggest that when beginning to
practice this type of short-field
landing, pick an aim point on the
runway approximately 200 feet
beyond the numbers (the second
centerline stripe). As your confidence and comfort level improve,
you can adjust the aim point to
the runway numbers.
Here’s another exercise you
might try to increase confidence
and comfort—provided you have
enough runway, that is. Make a
normal approach and set up for a
normal landing. After leveling off
and beginning your flare or roundout and as the airplane begins to
settle toward the runway, add 50100 rpm. In this attitude the airplane is still flying. Pick a spot on
the runway on which you want to
touch down. As you approach this
spot, maintain the nose-high flare
attitude and slowly reduce power.
The airplane will settle onto the
spot. Then continue with your
normal landing procedures. This
maneuver also enhances your
spot-landing skills. A note of caution though: First try this exercise
with no crosswind!
Here where I am located in
Wisconsin, I have the luxury of
using four different short, pri-

vately owned runways, each
presenting a unique challenge.
The first is located in the middle
of a field surrounded by cash
crops and is 1,200 feet long. I
frequently use this runway to
teach students “real life” shortfield landings. Initial reactions to
first seeing the landing strip in
the middle of a bean field can be
quite entertaining. For example,
“That looks like a sunken aircraft
carrier deck. I’ll never get this
airplane to fit on it!”
Before executing the fi rst landing, I’ll demonstrate how to
properly “drag” the field, checking for obstacles. I’ll also point
out an approximate runway midpoint. If we cannot get the airplane safely on the ground before
reaching this point, we execute
a go-around. The first attempt
at landing usually ends in a goaround due, in part, to unfamiliarity with the surroundings, as
well as excess approach speed.
The second approach generally
ends in a decent landing, but not
without a lot of apprehension on
the part of the student. After all,
this is new terrain and generally
the first landing away from a public airport with runways of 3,000
feet or more. Two or three more
approaches and short-field landings later, the confi dence level is
much improved. This practice is
also useful for pilots working on a
tailwheel endorsement.
Achieving a level of confidence
from mastering short-field landings
beyond the simulated conditions at
a standard public-use airport leads
to a desirable increase in safe piloting skills. A pilot striving to be a
better, more skillful pilot becomes a
safer pilot. And isn’t that a goal for
all of us who enjoy general-aviation
pleasure flying?

Editor’s Note: In the next issue,
shor t-field obstacle and softfield landing procedures will be
addressed.
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by H.G. FRAUTSCHY

MYSTERY PLANE
This month’s Mystery Plane is from
the Norman Collection of the EAA Library

Send your answer to EAA,
Vintage Airplane, P.O. Box 3086,
Oshkosh, WI 54903-3086. Your
answer needs to be in no later
than December 10 for inclusion

in the February 2012 issue of Vintage Airplane.
You can also send your response via e-mail. Send your answer to mysteryplane@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.

AUGUST’S MYSTERY ANSWER
he August Mystery Plane was
suggested to us by Harry Fenton.
Here’s one of the many correct
answers we received, this one from
fellow free-flight modeler Russ
Brown of Lyndhurst, Ohio:
“The August 2011 Mystery Plane
is an early model mid918 German Pfalz D VIII. Behind the aggressive-appearing four-blade prop
and rotary engine cowl is a slick
wood-skinned fuselage similar to
the Pfalz Dr I Triplane form. The D
VII followed as a single-bay biplane
form. D VIII production modifica-

T
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tions added double wing bay struts
to strengthen the Pfalz thin airfoil
wings. A later modification to D
VIII 157/18 with a 145-hp Oberursel UR III rotary engine added balanced aileron extensions, as seen
on later Pfalz D XII fighters. Raised
ribs or flanges on the cowl are unusual and may indicate use of a
160-hp Goebel Goe III or 160-hp
Siemens Sh III engine.
“Bavarian Pfalz Flugzeug-Werke
builders learned spiral wrap wood
strip with fabric-covering fuselage
construction on license-built Roland D.I and D.II/17 fighters. The

Pfalz D VIII was evaluated for combat in small batches in mid-1918 by
Jagdstaffeln 5, 14, and 29, with 19
in service in August 1918. Pfalz D
VIII 158/18 was tested at McCook
Field, Dayton, Ohio, after WWI.
Pfalz data, drawings, and text are
shown in Air Progress April/May
and June/July 1964 by Peter M.
Groz and Egon Kruger. Production
examples had aluminum-painted
fabric on fuselages with five-color
printed Lozenge fabric flying surfaces and a white outlined straightarm black cross marking on the
wings, fuselage, and white rudder.”

And from Ronald Fortier, curator
of aviation history at the Canada
Aviation and Space Museum in Ottawa, Canada, here are some additional notes:
“The August 2011 Mystery Plane
appears to be a Pfalz D VIII, quite
possibly one that Allied forces came
across after being abandoned.
“A prototype of this very promising fighter plane flew no later
than January 1918. It was powered
by a 200-hp Siemens-Halske Sh III
11-cylinder rotary engine. Two D
VIIIs took part in the second fighter
plane competition held at Adlershof, in May 1918. One of these was
powered by a 200 hp Goebel Goe
III nine-cylinder rotary engine. The
other had the Sh III engine. This
latter version was put in limited
production soon after. With only
40 or so production D VIIIs made,
the word limited seems somewhat
of an understatement. Less than 20
airplanes had made it to the front
as of August 1918. It looks as if
D VIIIs served in a small number
of squadrons. (Please note that I
found the engine ratings in Great
War era sources.)
“It looks as if a couple of D
VIIIs were used for trials. One of
them was fitted with a 145/160-hp
Oberursel rotary engine, possibly
the 14-cylinder U III. The other
flew with a 110-hp Rhenania/
Rhemag R II nine-cylinder rotary
engine fitted with counter-rotating

propellers. Incidentally, the latter
company apparently made Sh IIIs
under license.
“Armed with the standard pair of
machine guns, the D VIII was pleasant to handle and quite agile. It also
had a most impressive rate of climb.
While its landing gear proved a tad
fragile, the D VIII’s main problem
was the very engine that gave it
such impressive climbing abilities.
Fairly detailed information on the
Sh III rotary/tri-rotary engine can
be found in the March 13, 1919,
issue of the British weekly Flight,
pages 332-339 (www.FlightGlobal.
com/pdfarchive/view/1919/1919%20
-%200332.html — the article in
question is actually a description
of the Siemens-Schuckert D III,
which was also powered by the Sh
III.) Having the crankshaft turn one
way while the cylinders and propeller turned the other way was certainly innovative. Sadly enough,
the Sh III suffered from overheating
and piston seizure. There may even
have been a number of in-flight
failures while in service. The cause
of all this was due to the fact that
castor oil was pretty much unavailable in Germany in 1918. The substitute oil, known as “Voltol”, possibly a mixture of mineral oil and
rapeseed oil, may or may not have
been the actual culprit. It has been
suggested that the fuel, or something in it, reacted with the voltol,
forming a sludge of some sort.

“Plenty of information on the D
VIII would be found in Jack Herris’
Pfalz Aircraft of World War I (Flying
Machine Press).
“You may be pleased to read that
the forward fuselage of a D VIII
(www.AirVenture.de/tipspics/DTMB/
pfalz.jpg) has survived to this day.
Kept at the Museo dell’Aeronautica
Gianni Caproni, in northern Italy,
for many decades, it was acquired
by the Deutchen Technikmuseums
in Berlin. Restoration (www.fdtmb.
de/190-0-Projekte-Pfalz-D-VIII.html)
is underway.”
Other correct answers were received from Jack Erickson, State
College, Pennsylvania; Bub Borman, Dallas, Texas; John Underwood, Glendale, California; Toby
Gursanscky, Clontarf, New South
Wales, Australia; Bill Hare, Mission,
Kansas; Wes Smith, Springfield, Illinois; Kim Elmore, Norman, Oklahoma; Bill Fife, Ocala, Florida; Dan
Barger, Del Rio, Texas; Dr. Michael
G. Kelly, Taylorsville, Kentucky;
Thomas Lymburn, Princeton, Minnesota; and John Carter, Bradenton, Florida.
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Does your Stromberg NA-S3 carburetor
Drip - Leak - Perform poorly ? ? ?
Have it Overhauled & Restored to “Grand Champion” standards and quality by us…
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Aluma-Etch & Alodine –
Custom Lap mating
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new AN hardware,
gaskets, Stainless
steel or Delrin needle
& seat – proper metering
jets & venturis… Float level
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BOOKS
for Vintage readers
BY

H.G. FRAUTSCHY
dered directly from the publisher, Airship International
Press, PO Box 1543, Bloomington, IL 61702, $24.95 plus
$4 shipping. Orders can be faxed to 309-827-0525. For
more information, you can contact David Smith at david.smith@ronsmith.com.
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Oth Aerial
A i l AdvenAd
tures, by Bill Brennand, as told to Jim Cunningham;
148 pages, 210 photos; soft bound; ISBN: 0-9711637-68; published by Airship International Press.
How amazing would it be to have been a young man,
fresh out of high school, being taken under the wing of
one of air racing’s most experienced pilots? That is exactly what life was like for Oshkosh’s Bill Brennand. As
a youngster enamored with aviation, Brennand worked
for Steve Wittman at his FBO in Oshkosh. Recognizing
Brennand’s newfound skill as a pilot and strong desire
to learn from someone who’d been in racing for well
more than a decade, Wittman taught Bill Brennand
how to race; he did it so well that when combined with
Wittman’s Buster racer, Brennand won the first race he
ever flew, for the Goodyear Trophy during the National
Air Races in Cleveland, Ohio, in 1949. Brennand went
on to found his own FBO, head up the restoration of a
Stinson Tri-Motor, and establish one of the most wellknown, once-a-year seaplane bases in aviation, home
to seaplane activities during EAA AirVenture Oshkosh.
The book is a delightful recounting of his life so far by
one of aviation’s quiet gentlemen. The book can be or-
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Their Flying Machines, by Sparky Barnes Sargent;
236 pages, 401 photographs; softbound; ISBN: 978-09818238-1-2; published by DGA Enterprises Inc.
Readers of Vintage Airplane have been blessed for the
past few years to have Sparky Barnes Sargent as one of our
regular writers. With the publication of her second book,
you can relive a few of her favorite stories, and “listen” to
an entire new batch of life tales as Sparky shares her new
friendships with her readers. I don’t know of anyone interviewed by Sparky who doesn’t become her friend, and
her easy, conversational writing style goes a long way to
draw the reader into the next chapter, so you just want
to read one more profile of the men and women who are
the caretakers of vintage and homebuilt airplanes. Hearing
how so many of our fellow aviators have designed their
lives so they can enjoy aviation does a great job of putting

everyday trials and tribulations into
perspective. I can’t recommend this
book enough. Just a warning: Don’t
pick it up if you think you’re going to
just read a few pages and then go do
something else—you’ll be hooked for
an hour or more!
Available from the publisher, $22
per copy plus $4.95 for USPS priority
shipping (Oklahoma residents must
also pay sales tax; contact DGA for
the amount before ordering). Send
check or money order to DGA Enterprises Inc., PO Box 649, Washington, OK
73093-0649, or e-mail at dgaenterprises@
windstream.net. You can also order it
by phone using a credit card by calling the Swift Museum Foundation
in Athens, Tennessee, at 423-7459547. Visit http://home.windstream.
net/av8terz/book2.html

the beginning, the 325-page book is
chock-full of black and white photos
and three-views of most of the naval aircraft described, both the wellknown and the obscure. When was
the last time you saw a three-view
of the Bellanca XSE-2 or the Coast
Guard’s sole Douglas O-38C? An extensive section about lighter-than-air
operations is also included, as well
as a section regarding the creation of
ships used by the Navy to support aircraft operations at sea. Each of Johnson’s books is concisely written, with
descriptions that are a pleasure to
read. Near the back is an eight-page
section with side views in color depicting a variety of naval aircraft during the period. If you’re a modeler or
someone who loves the wide variety
of aircraft used by the Navy during
those years, you’ll find this volume to
be immensely useful and interesting.
Available from McFarland & Co.
via the Web, www.McFarlandPub.com,
or by phone, 800-253-2187.
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and Ships Between the Wars, by E.R.
Johnson; 325 pages; $45 softcover;
er;
ISBN 978-0-7864-4550-9; published
hed
by McFarland & Co.
The companion volume to Johnson’s comprehensive American Flying
Boats and Amphibious Aircraft, this
new book, published this past August,
does an amazing job of documenting
what many would argue is the most
interesting period of prewar aviation,
what most refer to as the “golden
age” of aviation. With a briefing on
the development of naval aviation at

beautifully to showcase some of the
aviation artifacts of the Smithsonian.
But it could never accommodate the
entire collection, and, in fact, some
had argued that it had been built in
the wrong place—that it should have
been constructed next to one of the
nation’s capital’s airports. Now, more
than three decades later, the nation
has an aviation museum that can
showcase an incredible grouping of
the finest examples of aviation’s development over the past century. Author F. Robert van der Linden is the
curator of special-purpose aircraft and
commercial aviation at the museum,
and he and his team of photographers
have done an amazing job of showing
us how deep the collection goes. Since
its opening in 2003, the collection has
been steadily expanding as fresh restorations and other aircraft stored are
put on display. Van der Linden has
again done a great job underscoring
the depth of progress in the aviation
arts, punctuated by the outstanding
efforts of the photographers. If you’ve
not had a chance to visit, this book
will whet your appetite, and if you
have been to the facility, you’ll enjoy
it as well. In fact, more than one individual who has thumbed through
the book has remarked to me, “Hey,
I didn’t see that when I was there! I
guess I’ll have to go back.” The Nation’s Hangar is a handy way to get
back to the museum from the comfort
of your easy chair. Read it with a pen
and a pad of paper at your side so you
can plan your next visit!
Other books received:
tinson’s Golden Age, Volumes 1 and
2, John C. Swick, The Golden Age of
Aviation Series, published by Wind Canyon Books. Vol. 1, covers the years 19381947, and Vol. 2 covers 1948-1950. Both
Stinson volumes are softbound with historic photos, drawings, and other technical information. Available for $26.95
each, plus $4 postage. Both volumes may
be ordered together for $50, including
free shipping. Send payment to Wind
Canyon Books, PO Box 7035, Stockton,
CA 95267 or call 800-952-7007. You
can see its entire catalog at www.
WindCanyonBooks.com.
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Treasures of the Smithsonian, by
F. Robert van der Linden, photographs
by Dane A. Penland, Eric F. Long, Mark
A. Avino; 256 pages; $29.95 softcover;
ISBN 978-1588343161; published by
Smithsonian Books.
When the National Air and Space
Museum opened its doors in 1976 on
the Mall in Washington, D.C., it was
quickly hailed as the finest museum
of its type in the world, designed
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336-668-3650
windsock@aol.com
Steve Krog
1002 Heather Ln.
Hartford, WI 53027
262-966-7627
sskrog@aol.com
Robert D. “Bob” Lumley
1265 South 124th St.
Brookfield, WI 53005
262-782-2633
rlumley1@wi.rr.com
S.H. “Wes” Schmid
2359 Lefeber Avenue
Wauwatosa, WI 53213
414-771-1545
shschmid@gmail.com

DIRECTORS
EMERITUS
Robert C. Brauer
9345 S. Hoyne
Chicago, IL 60643
773-779-2105
photopilot@aol.com

Charlie Harris
PO Box 470350
Tulsa, OK 74147
918-622-8400
cwh@hvsu.com

Gene Chase
2159 Carlton Rd.
Oshkosh, WI 54904
920-231-5002
GRCHA@charter.net

E.E. “Buck” Hilbert
8102 Leech Rd.
Union, IL 60180
815-923-4591
buck7ac@gmail.com

Ronald C. Fritz
15401 Sparta Ave.
Kent City, MI 49330
616-678-5012
rFritz@pathwaynet.com

Gene Morris
5936 Steve Court
Roanoke, TX 76262
817-491-9110
genemorris@charter.net

John Turgyan
PO Box 219
New Egypt, NJ 08533
609-752-1944
jrturgyan4@aol.com
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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
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
VAA Editorial/Executive Director
920-426-4825
www.vintageaircraft.org
VAA Office
920-426-6110

airventure@eaa.org
sportpilot@eaa.org
stc@eaa.org
airacademy@eaa.org
scholarships@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
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.)

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.)

WARBIRDS
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.)

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

Copyright ©2011 by the EAA Vintage Aircraft Association, All rights reserved.
VINTAGE AIRPLANE (USPS 062-750; ISSN 0091-6943) is published and owned exclusively by the EAA Vintage Aircraft Association of the Experimental Aircraft Association and is published monthly at EAA Aviation Center, 3000 Poberezny Rd., PO Box 3086, Oshkosh, Wisconsin 54903-3086, e-mail: vintageaircraft@eaa.org. Membership to Vintage Aircraft Association, which includes 12 issues of Vintage Airplane magazine,
is $36 per year for EAA members and $46 for non-EAA members. Periodicals Postage paid at Oshkosh, Wisconsin 54901 and at additional mailing offices. POSTMASTER: Send address changes to Vintage Airplane,
PO Box 3086, Oshkosh, WI 54903-3086. PM 40063731 Return undeliverable Canadian addresses to Pitney Bowes IMS, Station A, PO Box 54, Windsor, ON N9A 6J5. FOREIGN AND APO ADDRESSES — Please allow
at least two months for delivery of VINTAGE AIRPLANE to foreign and APO addresses via surface mail. ADVERTISING — Vintage Aircraft Association does not guarantee or endorse any product offered through the
advertising. We invite constructive criticism and welcome any report of inferior merchandise obtained through our advertising so that corrective measures can be taken.
EDITORIAL POLICY: Members are encouraged to submit stories and photographs. Policy opinions expressed in articles are solely those of the authors. Responsibility for accuracy in reporting rests entirely with
the contributor. No remuneration is made. Material should be sent to: Editor, VINTAGE AIRPLANE, PO Box 3086, Oshkosh, WI 54903-3086. Phone 920-426-4800.
EAA® and EAA SPORT AVIATION®, the EAA Logo® and Aeronautica™ are registered trademarks, trademarks, and service marks of the Experimental Aircraft Association, Inc. The use of these trademarks and
service marks without the permission of the Experimental Aircraft Association, Inc. is strictly prohibited.
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VINTAGE
TRADER

S o m e t h i n g t o b u y,
sell, or trade?
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.
Advertising 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
advertising 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 (920-426-4828) 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 adver tising correspondence to EAA
Publications Classified Ad Manager, P.O. Box
3086, Oshkosh, WI 54903-3086.

BOOKS

TALES OF TIMELESS WINGS by
Sparky Barnes Sargent. New book
about pilots and their vintage/antique
aircraft. http://home.windstream.
net/av8terz or dgaenterprises@
windstream.net
Spitfire Wingman - Col. Jim Haun’s
Life in Love with Flight. $14.95 +
S & H. 1-87-SQUADRON. www.
spitfirewingman.com

1903: Samuel Pierpont Langley’s “Aerodrome”
attempts to take off from a floating platform.

Langley may have been the
father of carrier aviation, but
even Poly-Fiber fabric couldn’t
have made this work. Good
ideas tend to stick aro u n d ,
though. Hey! We named our
first carrier after him.

last and last. The instruction
manual is very clear and fun
to read. It’s easier than falling
off a... well, you know.

polyfiber.com

information@polyfiber.com

800-362-3490

Poly-Fiber has stuck around,
too, about forty years worth.
With Poly-Fiber you’ll get a
beautiful covering job that’ll

There’s plenty more . . .
and other goodies at
www.vintageaircraft.org

Iowa Takes to the Air Volumes I, II, III
apellegreno@yahoo.com

MISCELLANEOUS

www.aerolist.org, Aviations’ Leading
Marketplace.

REALESTATE

Green Lake, WI! 100 feet of Lake
Frontage for sale on beautiful Green
Lake. Great fishing and swimming.
30 miles from EAA grounds. Call Dan
608 212 9556

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.
Restoration, fabric, paint,
fabrications, paperwork. With 53
completed projects, Waco’s, Moth’s,
Champs, Lakes, Pitts etc. Test flights
and delivery. Indiana 480-209-2680
sales@wildcataviation.com, www.
wildcataviation.com

What Our Members Are Restoring

Are you nearing completion of a restoration? Or is it done and you’re
busy flying and showing it off? If so, we’d like to hear from you. Send
us a 4-by-6-inch print from a commercial source (no home printers,
please—those prints just don’t scan well) or a 4-by-6-inch, 300-dpi
digital photo. A JPG from your 2.5-megapixel (or higher) digital camera is
fine. You can burn photos to a CD, or if you’re on a high-speed Internet
connection, you can e-mail them along with a text-only or Word document
describing your airplane. (If your e-mail program asks if you’d like to
make the photos smaller, say no.) For more tips on creating photos we
can publish, visit VAA’s website at www.vintageaircraft.org. Check the
News page for a hyperlink to Want To Send Us A Photograph?

For more information, you can also e-mail us at vintageaircraft@eaa.org or call us
at 920-426-4825.
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Santa in a Biplane
Collectable Santa with propeller that spins and lights up
wishing everyone a “Happy
Holiday.” 5266203800000

$25.99*

$21.99*
VAA Sweatshirt
VAA Logo Cap
Brass VAA logo embellishes this
stone color cap for high class
style. 100 % Cotton with adjustable back.
5265134900000

Men’s Golf Shirts
MD Olive
LG Olive
XL Olive
2X Olive

5266143303053
5266143304053
5266143305053
5266143306053

SM Grey 5266141802091
MD Grey 5266141803091
LG Grey 5266141804091
MD Green
LG Green
XL Green
2X Green

5266142403052
5266142404052
5266142405052
5266142406052

$19.99*
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$14.99*

Warm and cozy this sweatshirt has the VAA logo on
the front and an antique airplane on the back.
Grey SM 5266378802091
Grey XL 5266378805091
Grey LG 5266378804091
Grey 2X 5266378806091
(2X) $25.99
Blue XL 5266378805063
Blue SM 5266223502063
Blue 2X 5266378806063
Blue MD 5266223503063
(2X) $25.99
Blue LG 5266223504063

Aeronautical Jacket
Chart print covers this jacket
which will get everyone
intrigued. Light weight and
works great as a rain coat.
Med 5266341503000
Large 5266341504000
XL 5266341505000
2X 5266341506000

$44.99*

Precious Moments Ornaments
Collectable pilot ornaments for the holidays. Choose
from a little boy pilot-”Your love is so uplifting” or little
girl pilot-”May your spirit always soar.”
Girl 5266181400000
Boy 5266203900000

$24.99 ea*

Pilot Bears
Great holiday gift for young and old.
Who can resist a cuddly soft friend?
10” Tall Pilot Bear 5260372000000
6” Tall Pilot Bear 5260372200000
10” Bear

$11.99*
www.shopeaa.com/vaa
Telephone Orders: 800-843-3612
From US and Canada (All Others Call 920-426-5912)

6” Bear

$6.99*

*Shipping and handling NOT included. Major credit cards accepted.
WI residents add 5% sales tax.

Pilot Bear with Friend is a pair of bears that come in a clear carrying
case. Burgundy dressed bear carries a miniature bear. Blue dressed
bear has long sleeved ﬂowered dress.
5266447400000

$11.99*

5266447300000

$11.99*

