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Introducing the All-New 
2013 Lincoln Mkz

Luxury. Rewritten.

The Privilege of Partnership 
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.

It’s not all things to all people. It’s everything 
to a certain few.

MKZ’s form and structure fuse to create a 
singular expression of elegant simplicity.

Inside, beautiful surfaces combine with  
advanced technology to create a sense of 
openness and expansive space.  Designed 
and sculpted with the express purpose of  
enhancing the sensation of sound, 14  
strategically placed speakers and a  
10-inch subwoofer deliver 700 watts  
of unadulterated THX® II Certified  
Audio* bliss. 

MKZ reads the road’s every move  
with advanced sensors that constantly  
monitor the road surface and vehicle  
dynamics, adjusting in milliseconds to  
provide a continual air of confidence over  
even the coarsest of surfaces. 

The available 3.7L Ti-VCT V6 delivers an inspiring 
300 horsepower @ 6500 rpm, more than enough 
for responsive passing and merging.

THE ALL-NEW 2013 LINCOLN MKZ –  
THE fuTurE Of LINCOLN dEsIgN bOrN TOdAy.

*Available feature

EAA_Divisional_May_MKZ_Ad.indd   1 3/12/13   10:54 AM

Oh, how I still long for some warm mild breezes blowing 
through the open hangar door. I just heard the national news outlets report-
ing that the federal government has now indicted Punxsutawney Phil for his 
false reporting of when spring would arrive in the Midwest. That lying rat 
deserves to be incarcerated for his false informing. Today is March 23, and 
they are actually forecasting yet another 2 to 3 inches of snow tomorrow 
here in northeast Indiana. Enough is enough! 

The newly relaunched VAA website is now up and running at www. 
VintageAircraft.org. Come check us out! I think you will be impressed with 
the final results. Please keep in mind that anyone out there interested in 
having an advertisement on the new site, as well as in the Vintage AirMail  
e-newsletter, can inquire about our excellent rates by contacting our execu-
tive administrator, Theresa Books, at TBooks@eaa.org or 920-426-6110. 

The new VAA e-newsletter was also recently launched and will go out ev-
ery other month when the VAA magazine is not published. Be sure to sign 
up for this informative newsletter by going to www.VintageAircraft.org and 
clicking on the quick link to subscribe. 

The accolades and compliments from our membership continue to roll 
into headquarters on the new Vintage magazine, our recently relaunched 
website, and our new Vintage AirMail e-newsletter. The membership con-
tinues to respond to these new initiatives in a very positive and promising 
fashion. As I have previously stated, I now fully believe that we have actually 
hit a grand slam home run with these three Vintage member benefits. With 
all this success, we are now facing one really unique challenge with the Vin-
tage Airplane magazine. As a direct result of these very successful upgrades 
we have now witnessed a renewed response from the membership who have 
now begun submitting articles and stories for the magazine again. We are 
receiving so much new and excellent material for the magazine that we now 
have a rather large backlog of articles. So, in response to this wonderful de-
velopment we have recently made the decision to add eight additional pages 
of this material for publication in the Vintage Airplane magazine. This ad-
ditional upgrade to the Vintage Airplane magazine is set to appear in your 
July/August issue. I’m sure everyone will thoroughly enjoy this additional 
tweak to our magazine. Everyone, please, if you have ever thought of sub-
mitting a piece or story to the Vintage Airplane magazine, please feel free 
to do so. We have recently been receiving a good amount of these new sub-

Straight & Level Vintage Airplane
STAFF

Enhanced Vintage member
benefits continue to roll out

GEOFF ROBISON
VAA PRESIDENT, EAA 268346, VAA 12606

continued on page 56

VINTAGE AIRCRAFT ASSOCIATION
Current EAA members may join the Vin-

tage Aircraft Association and receive VINTAGE 
AIRPLANE magazine for an additional $42 
per year.

EAA Membership, VINTAGE AIRPLANE 
magazine and one year membership in the 
EAA Vintage Aircraft Association is available 
for $52 per year (SPORT AVIATION magazine not 
included). (Add $7 for International Postage.)

FOREIGN MEMBERSHIPS
Please submit your remittance with a 

check or draft drawn on a United States 
bank payable in United States dollars. Add 
required Foreign Postage amount for each 
membership.

Membership Service
PO Box 3086

Oshkosh, WI 54903-3086 
Monday–Friday, 8:00 AM—6:00 PM CST

Join/Renew 800-564-6322 
membership@eaa.org

EAA AirVenture Oshkosh
www.airventure.org

888-322-4636

TM
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FRONT COVER: Walt Bowe and his striking 

Laird make for a stunning cover when photo-

graphed by Phil High.

BACK COVER: Dillon Barron flies his beauti-

fully restored Cessna 170 over the countryside. 

Photo by Mike Barron.

For missing or replacement magazines, 
or any other membership  related ques-
tions, please call EAA Member Services 
at 800-JOIN-EAA (564-6322).
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For one entire grand and glorious week in
the late summer of each year, the EAA Vintage 
Aircraft Association’s Red Barn is the epicenter, 
heart, and soul of the whole wide world of vintage 
airplanes. It is the place to be to be a part of and 
enjoy the f inest historic airplanes from our long ago 
past, which not only have brought us to where we 
are today but also have constantly inspired us to 
raise our interest and participation in the vintage 
airplane movement even higher. 

One only has to step across the road from the 
Red Barn and stroll endlessly to enjoy the view of 
scores of previous Oshkosh Vintage Grand Champions. 
Travel only a few more steps toward the south and 
be spellbound by the rows of rare Wacos, Spartans, 
Ryans, Howards, Stearmans, Staggerwings, and 
countless others from prior aviation eras—each finer 
than its next-door neighbor! How can this all be 
possible, you ask? It’s all because of the generous 
support from Vintage members like you. When 
one immerses oneself with other vintage airplane 
enthusiasts, one comes to grasp the emotional impact 
that there is simply no other place in the entire 
universe that any of us would rather be during the 
last week in July than the Red Barn 
area of Wittman field—during EAA 
AirVenture Oshkosh!

It is an overwhelming human 
experience when one meets scores 
and scores of new friends at the 
Red Barn, and not a single soul is a 
stranger; every last person is smiling, 
happy, and thrilled to be a part of 
something so thoroughly enjoyable 
that the weight of the outside world 
is forever removed for the entire 
week—it simply becomes the best 
place in the world!

This is “A Place Called Oshkosh”! Nothing is ever 
overly planned or rehearsed; it simply happens at the 
Red Barn. It is the mystical Camelot for older airplanes. 
It is also the place to be during AirVenture. Experience 
it for yourself; pull up a chair and sit in the shade of 
the Red Barn, grab a bag of popcorn, close your eyes, 
and transport yourself back to the golden age of flight. 
This is an everyday normal Red Barn activity during 
Oshkosh! It’s a place where history comes alive!

The invaluable Friends of the Red Barn fund, with 
contributions each year by fellow Vintage members, 
makes all of this supremely enjoyable experience 
possible. Without the generous contributions provided 
by these Vintage members annually, very little of what 
we experience and enjoy would be possible. 

Please join us as a contributing member of the 
Friends of the Red Barn as we provide the most ideal 
and perfect setting possible for vintage airplane 
owners, pilots, historians, and dedicated vintage 
airplane buffs. Consider it a calling…as many of us do! 
And please remember, no one ever met a stranger at 
or near the Red Barn!

No One Ever
Met a Stranger
at the Red Barn!
Friends of the Red Barn
Charles W. Harris
Director Emeritus, VAA

CONTRIBUTION
LEVELS ↓

Donor
Appreciation
Certificate

Special
FORB
Badge

Access to
Air-Conditioned
Volunteer
Center

A “6-pack”
of Cold
Bottled
Water!

Two Passes
to VAA
Volunteer
Party

10 Minute 
Chair Back 
Massage at 
AV2013

Breakfast at 
Tall Pines
Café 

Tri-Motor OR 
Helicopter
Ride
Certificate

Two Tickets
to VAA Picnic

Close 
Auto
Parking

Special
Air Show
Seating

EAA PHP
Center 
Access

DIAMOND PLUS 
$1,500 & higher

X X X X X 2 people, 
full week

2 tickets X Full week 2 people,
full week

2 people, 
full week

DIAMOND 
$1,000 - $1,499

X X X X X 2 people, 
full week

2 tickets X Full week 2 people,
1 day

PLATINUM
$750 - $999

X X X X X 2 people, 
full week

1 ticket X 2 days

GOLD
$500 - $749

X X X X X 1 person,
full week

1 ticket

SILVER 
$250 - $499

X X X X X

BRONZE PLUS
$150 - $249

X X X X

BRONZE
$100 - $149

X X X

LOYAL
SUPPORTER
$99 and under

X

#
VAA Friends of the Red Barn

Name________________________________________________ ____________ EAA #___________ VAA #___________
Address____________________________________________________________________________________________
City/State/Zip_______________________________________________________________________________________
Phone___________________________________________________E-Mail_____________________________________
Please choose your level of participation:

n Payment Enclosed (Make checks payable to Vintage Aircraft Assoc.)

n Please charge my credit card for the amount of: ____________

Credit Card Number _____________________________ Expiration Date _________

Signature_________________________________________

Badges for Bronze Level and Above:

            n  Yes, prepare a name badge to read:                          n  No badge wanted for this year . 

             _________________________________________________________________
               First           Last           (Please print just as you wish your badge to read.)

Certificates:

            n  Yes, I want a Certificate                          n  No, I do not want a Certificate for this year .

The Vintage Aircraft Association is a non-profit educational organization under IRS 501c3 rules. Under Federal Law, the deduction from Federal Income tax for charitable contributions is 
limited to the amount by which any money (and the value of any property other than money) contributed exceeds the value of the goods or services provided in exchange for the contribution. 
An appropriate receipt acknowledging your gift will be sent to you for IRS gift reporting reasons.

Mail your contribution to:
VAA FORB

PO Box 3086
OSHKOSH, WI  54903-3086

or contribute online at
www.vintageaircraft.org/programs/redbarn.html

 ____ Diamond Plus $1,500.00 or above
 ____ Diamond Level Gift - $1,000.00 - $1,499.00
 ____ Platinum Level Gift - $750.00 - $999.00
 ____ Gold Level Gift - $500.00 - $749.00

 ____ Silver Level Gift - $250.00 - $499.00
 ____ Bronze Plus Gift - $150.00 - $249.00
 ____ Bronze Level Gift - $100.00 - $149.00
 ____ Loyal Supporter Gift - ($99.00 and under)

All donors at all levels will have their name listed in Vintage Airplane 
magazine, on VintageAircraft.org, and at the VAA Red Barn during 
AirVenture .

Special for 2013, all donors for Gold Level and above will be entered 
into a random drawing for a limited edition, 21”w x 18”h, signed, 
numbered print by Randall Mytar shown at right .
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DAVE CLARK
Vice President
Plainfield, Indiana

As a child, Dave built al-
most every type of flying 
model airplane. Dave learned 
to fly in J-3 Cubs in 1958 in 
Indianapolis, where he and 
his wife, Wanda, moved so he 
could attend pharmacy school 
at Butler University. He has 

owned an Aeronca Chief, an Aeronca Scout, and two Tri-Pac-
ers. Dave has been working on and restoring airplanes since 
1969. Currently he is restoring his 1946 Aeronca Chief. Af-
ter his retirement, he enrolled as a student in the Vincennes 
University Airframe and Powerplant (A&P) program in In-
dianapolis and graduated in 2005. He is now an A&P instruc-
tor there. For five years Dave served as the president of the 
Hendricks County Board of Aviation Commissioners to build 
a new airport (2R2), which opened in December of 2001. 
Dave attended two EAA conventions in Rockford and has at-
tended all but two fly-ins in Oshkosh. He served as a judge 
of the Antique aircraft category for 25 years, served as co-
chairman of antique judging, and he now serves as the Vin-
tage Aircraft Association chief judge. He also serves as the 
VAA Development Committee chairman.

DAN KNUTSON
Treasurer
Lodi, Wisconsin

Dan grew up going to his 
hometown small airport 
with his father who instilled 
in him a love of aviation. 
He was fortunate to have 
learned to fly a Piper J-3 Cub 
at that grass strip, which is 
still in operation. Dan has 

participated in the restoration of 22 vintage airplanes as a 
hobbyist, and there are not many evenings and weekends 
that he cannot be found at the airport. In 1963 Dan at-
tended his first EAA convention in Rockford, Illinois, and 
has attended every year since. The Contemporary judging 
division of the Vintage Aircraft Association was created in 
1992, and Dan was asked to be the chairman and has re-
mained in this position since. Dan has a profound love of 
aviation and great respect for the people involved.

DAVID BENNETT
Director
Lincoln, California

Dave was interested in air-
craft of all kinds in his child-
hood years. He and a close 
friend spent countless hours 
wandering around the Pon-
tiac Airport, as well as build-
ing model aircraft. Through 
the years the model aircraft 

changed to full-size as Dave helped build a couple of home-
built airplanes. Professional career and family duties made 

it tricky to arrange consistent time for flight lessons. A 
flight instructor was located who would fly at 6:00 a.m.—
providing flight training in the morning before Dave went 
to the office. Dave first volunteered at the EAA conven-
tion in the early ’80s with his son Scott. He has done many 
volunteer jobs through the years. Currently he chairs the 
Vintage membership booth. Dave’s professional career is 
in the field of electronics. In the U.S. Navy he was an FTG2 
fire control technician. He retired from Hewlett Packard 
after 30 years and is now working on microwave amplifiers 
at Teledyne Electronics Technologies. Dave’s home is just 
a short walk from the Lincoln, California, (LHM) Regional 
Airport where airplane noise is still considered “music.”
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Vintage News VAA Directors Election 2013
Following are biographies of the people who are running for election in 2013. The ballot is inserted in 
this magazine and is to be completed and mailed to the VAA to arrive on or before July 15, 2013

Notice of Annual VAA Membership Meeting—to be held Sunday, August 4, 2013, 9:00 a.m., in the 
Vintage Hangar, south of the Vintage Red Barn, on the EAA convention grounds, at the annual convention 
of the Experimental Aircraft Association, Inc., Oshkosh, Wisconsin. 
Notice is hereby further given that the annual election of the officers and directors of the EAA 
Vintage Aircraft Association will be conducted by the ballot distributed inside this May/June 
issue of Vintage Airplane to the members.

PMS 661 PMS 124

www.VintageAircraft.org
The Vintage AirMail e-newsletter was sent out February 28. 

The first issue went out to all VAA members; if we had your 
e-mail, we sent it to you. If we don’t have your e-mail address, 
or if an e-mail spam blocker stopped it, please go to www. 
VintageAircraft.org and click on the quick link near the top 

third of the page to sign up for the e-newsletter. Or you can 
call 800-564-6322 to be sure we have your e-mail address. You 
won’t want to miss the next Vintage AirMail e-newsletter. Our 
plan is to send it out during the month in which there is no is-
sue of Vintage Airplane magazine. 

Great news! The redesigned VintageAircraft.org website has 
been launched! Take a look and see how you like it. If there 
are additional items you’d like to see on the site, please let us 
know. You’ll especially enjoy the Members Only area with ac-
cess to the past issues of Vintage Airplane magazine as well as 
member forums and stories. If you have not yet registered for 
the Members Only section of our website, click the Registra-
tion link on the Login page. You will need to supply your cur-
rent e-mail address and your VAA number for confirmation.

We are also excited to publish the latest Calendar of Events 
on the VintageAircraft.org website. Please submit your events 
if you would like them added to the listing. 

Several of you expressed that you’d like the Mystery Plane 
column to return. Your voices have been heard, so look for 
it in the Vintage AirMail e-newsletter and on VintageAircraft.
org. VAA Director Wes Schmid along with VAA member Wes 
Smith will present a mystery airplane in the e-newsletter and 
on the VintageAircraft.org website. To send your answers of 
what you think the airplane is, please go to the Vintage web 
page and click on the reply link. Good luck!

CALL FOR VINTAGE AIRCRAFT ASSOCIATION

Nominations
To nominate someone is easy. It just takes a little time and a little reminiscing on your part.

•Think of a person; think of his or her contributions to vintage aviation.
•Write those contributions in the various categories of the nomination form.
•Write a simple letter highlighting these attributes and contributions. Make copies of newspaper or magazine articles that may substantiate your 

view.
•If at all possible, have another individual (or more) complete a form or write a letter about this person, confirming why the person is a good 

candidate for induction.
 
We would like to take this opportunity to mention that if you have nominated someone for the VAA Hall of Fame; nominations for the honor are kept 
on file for 3 years, after which the nomination must be resubmitted.

Mail nominating materials to: VAA Hall of Fame, c/o Charles W. Harris, Transportation Leasing Corp.
 PO Box 470350
 Tulsa, OK 74147
 E-mail: cwh@hvsu.com
Find the nomination form at www.VintageAircraft.org, or call the VAA office for a copy 920-426-6110.

Think about the people in your circle of aviation friends: the mechanic, historian, photographer, or pilot who has shared innumerable tips with you and with many 
others. They could be the next VAA Hall of Fame inductee—but only if they are nominated.
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Located at the Cleveland Municipal Airport

 Sales Service Parts
 662-846-0228 662-846-0229  662-843-0803

sales@airrepairinc.com
www.airrepairinc.com

142 
Stearmans
Delivered

Since
1977

Led by Pete Jones, Air Repair, Inc., Cleveland, Mississippi, is the 
world’s foremost restorer of Stearman airplanes.

All restoration work is performed in a modern state of
the art production plant, by highly qualified and trained 

technicians. Air Repair’s mission is to furnish the
highest quality Stearman airplane in the world

today at the best possible price. Air Repair
defines the term “Total Restoration”. Limited

production and true antique status assures
you continued appreciation in value.

ORDER YOUR NEW 
STEARMAN TODAY.

Call for Stearman
infopac today.

Supplier of the
2013 EAA

Air Venture
Sweepstakes

airplane
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DALE A. GUSTAFSON 
Director
Indianapolis, Indiana

Dale took his first plane 
ride in 1939 at the age of 10. 
He started taking flying les-
sons in 1945 and soloed at 16. 
After high school he worked at 
the airport in South Bend, In-
diana. Dale attended Spartan 
School of Aeronautics in 1948 
and 1949 to obtain additional 

pilot ratings. After this, he freelanced as a flight instruc-
tor and ran a small FBO at South Bend until he was hired as 
a copilot on Turner Airlines in Indianapolis in 1950. After 
more than 35 years he retired as senior pilot with US Air. 
Dale currently owns J-4 airframes awaiting restoration and 
an Aeronca Chief. Dale has been an EAA member since 1961 
and in the VAA since it was organized. He served as an advi-
sor to the division and currently is serving as a director. For 
many years he has judged Antiques and served as a chairman 
for the VAA Antique awards. He served for five years as presi-
dent of EAA Chapter 1311 and is now serving as a director. 
He is a long-time member of EAA Chapter 67 and an active 
member of EAA Warbirds Squadron 3. 

JERRY BROWN
Director
Greenwood, Indiana

As a member of EAA and 
VAA since 1983, Jerry has 
served as an Antique and 
Classic judge since 1999 and 
has received his 50-mission 
Young Eagles pin. He received 
a Bronze Lindy in 1991 and 
again in 1998 as VAA Cus-

tomized Antique champion. Since his retirement in 1989, 
Jerry has worked full-time restoring Wacos. He is involved 
with most phases of the restoration process including en-
gines and airframes. He emphasizes the importance of hav-
ing younger enthusiasts participate in restoration work by 
providing hands-on experience for them in his Waco shop. 
Jerry is a member of EAA Chapter 729 and served as trea-
surer of the American Waco Club for 16 years. Jerry is a 
private pilot, SEL, MEL, with 3,000-plus hours in single-
engine airplanes, 1,000 of which are with conventional 
gear. His business and community service includes 25 years 
as founder and CEO in plastics manufacturing and the cus-
tom sportswear business, as well as serving on the board of 
trustees of Franklin College.

PHILIP COULSON
Director
Lawton, Michigan

Phil had a great love for air-
planes as a child; and took his 
first ride in an airplane at the 
age of 16 in a Fairchild PT-23. 
Twenty years later, that same 
pilot, Horace Sackett, was 
Phil’s guiding light in restor-
ing his 1930 Waco INF. Phil 

learned to fly in 1962. His original dual instruction and solo 
flying were in a Piper J-5. He and his wife, Ruthie, enjoy fly-
ing their 1932 Waco UBA. Phil’s military career consisted of 
four years in the U.S. Air Force during the Korean War. Phil is 
an EAA Lifetime member and began attending the EAA con-
vention in Rockford, Illinois, in 1962. Phil served for 20 years 
as president of the American Waco Club Inc., and now serves 
on the American Waco Club Inc. board of directors. 

Philip was appointed advisor to the Antique/Classic board 
in 1985 and served in that capacity until 1987 when he was 
elected director. Phil has been a volunteer at the conven-
tions since 1973, serving in various capacities—currently as 
Antique judge. He is retired from a lifetime of surveying and 
engineering projects.

GEORGE DAUBNER 
Director
Oconomowoc, Wisconsin

George’s love for aviation 
started at the tender age of 
12, when he attended his first 
air show at his hometown 
airport in Hartford, Wiscon-
sin. He started flying in 1969 
and earned his private ticket 
in 1970. In 1974, George was 
hired as a copilot flying Beech 

18s for a Milwaukee-based charter company. His job duties 
also included managing the Hartford Airport on weekends. 
During that period George was able to check out in many 
different types of antique and classic aircraft—includ-
ing a Cub, Stearman, Great Lakes, and Luscombe, to name 
a few. Having retired after 25 years of corporate flying, 
George spends his time now as the operations manager for 
the EAA B-17 and as a pilot on the EAA’s Ford Tri-Motor. 
Since 1983 George served the VAA during our Oshkosh 
convention as a volunteer for or chair of VAA parking and 
flightline safety and today as vice chairman of vintage field 
operations. From 1995 through 2013 he has served the 
VAA as vice president. 



Susan Dusenbury
Walnut Cove, 
North Carolina

Susan began flying at 
the age of 15 on a private 
airport (Overton Field) 
located near her shared 
hometowns of Andrews 
and Pawleys Island, 
South Carolina. 

She earned her 
private pilot certificate 
during her senior 

year in high school. Susan is a graduate of Francis 
Marion University, holding a degree in accounting and 
business administration. While in college Susan earned 
her commercial, multiengine, instrument, and flight 
instructor certificates. After college Susan enrolled in 
a two-year airframe and powerplant mechanics course 
and graduated with an associate degree in aviation 
maintenance technology. Susan is a longtime EAA and 
VAA member and volunteer and is currently serving as 
president of Vintage Chapter 3. Susan recently retired 
from the EAA board of directors after serving for 20 
years and also recently retired from ABX Air (formerly 
Airborne Freight Corporation) after flying 25 years 
of night freight. Over time Susan has owned and/or 
restored several vintage airplanes including an Aeronca 
7AC Champ, a Luscombe 8A, an Inland Sport, a KR-
21, and a Culver Cadet. She now owns and flies a 1953 
Cessna 180 and a 1937 Taylor J-2 Cub from her farm 
in North Carolina and is currently restoring a 1935 
Stinson SR-6 Reliant. 
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Lynne E. Dunne
Mooresville, 
North Carolina

Following high 
school, Lynne attended 
Radford College, 
Radford, Virginia, 
graduating with a 
bachelor’s degree in 
education and library 
science. She married a 
U.S. Air Force officer 
after college and lived 

on air bases throughout the United States and Germany. 
Lynne continued to advance her education and completed 

a Master of Arts degree in business management from 
Central Michigan University. After completing her degree 
she accepted a position first with the Datapro Corporation 
and then the Unisys Corporation.

While working at Unisys, she pursued her dream of 
working in aviation and began taking flight lessons, 
completing the private, commercial, instrument, CFI, CFII, 
MEI, and ATP ratings by November 1991.

Soon after, Lynne accepted a position as first officer 
flying the Shorts 360 for Business Express, Boston, 
Massachusetts. In 1995 Northwest Airlines, now Delta Air 
Lines, hired her, and she has since flown the DC-9, B-757, 
and B-747. Currently she flies the B-747 internationally 
for Delta. Lynne holds type ratings in the B-747, B-757, 
and B-767 and has amassed more than 1,000 hours of 
instruction given and more than 14,000 hours of total time.

Lynne has also been an active volunteer both at Sun 
’n Fun and EAA AirVenture. Many of you may have met 
Lynne when she volunteered at the VAA Red Barn during 
EAA AirVenture 2012.

Lynne and her husband, Louis, live on Miller Airpark, 
Mooresville, North Carolina, and own several airplanes 
including an RV-8, which she and her husband built and 
completed in August 2011.

Vintage News

The EAA Vintage Aircraft Association is pleased to 
announce two advisors to the VAA board .

Vintage Merchandise

in production
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What Is It?
Welcome! The “Good ol’ Days” are returning, at least 

for a week! That’s right. For one full week from July 29 
through August 4, 2013, the U.S. skies will be filled with 
the beautiful rumble of round-engine-equipped airplanes 
en route to Oshkosh.

The Vintage Aircraft Association (VAA), serving as the 
official host for this historic event, is inviting the round-
engine universe to attend and participate in EAA AirVen-
ture Oshkosh 2013.

All owners, pilots, and enthusiasts of round-engine air-
craft are formally invited to fly their beautiful airships to 
Oshkosh and participate in this event, a weeklong gather-
ing to get together with others who share the passion for 
these fantastic old airplanes and engines. 

• Special handling and parking will be provided to all who 
fly their round-engine aircraft to Oshkosh.

• The VAA is working on an attractive package of incen-
tives provided to all who fly these beautiful round- 
engine aircraft to Oshkosh.

• One full day of AirVenture will be dedicated exclusively 
to the recognition and display of these airplanes in the 
Vintage area. Period costumes worn by the pilots/own-
ers are suggested and welcome.

• Each day of AirVenture a different round-engine make-
and-model aircraft will be featured at VAA Vintage 
in Review (in front of the VAA Red Barn and Vintage 
Hangar). 

• Interviewer extraordinaire Ray Johnson will conduct a 
live interview with the featured aircraft owner/pilot.

• Guided tours through the round-engine parking area 
will be conducted by knowledgeable VAA volunteers.

• A proposed turf runway for arrival is being developed 
for those that might want or need to use it.

Rest Stop
The weekend prior to the opening of AirVenture—July 

26-28, the Hartford airport (HXF) will serve as a gathering 
point and rest stop for all. 

• HXF features two turf runways as well as one hard sur-
face runway.

• HXF is located approximately 45 miles due south of 
OSH.

• Fuel, both 100LL and 92 octane auto, will be readily 
available at a very competitive price.

• Food, refreshments, camping, motels, transportation, 
and entertainment will be available to all.
Last year 154 aircraft and more than 300 people gath-

ered at HXF to partake in the pre-convention weekend ac-
tivities—a great relaxing time enjoyed by everyone!

What’s Next
Start making plans for attending EAA AirVenture 2013 and 

playing an active part in all the activities in the Vintage area.
More information is now available on at the website 

www.VintageAircraft.org. On the website you’ll find a pre-
registration form for you to print and to mail in. Having 
these preliminary numbers for Hartford will help us make 
detailed plans for Oshkosh as well.  

We hope to see you this summer! 

1946 Taylorcraft BC12D
Ryan Newell

My dad Tim purchased 
NC43754 in 1979 and flew 
it off of a farm strip for 10 
years.  In 1989 it was dam-
aged by loose cattle.  I have 
many memories flying in the 
Taylorcraft as a kid.  In 2006 we began 

restoring NC43754 together.  We added a skylight and later style rear windows to her.  
Wood spars were replaced and the right wing, which was a prewar war wing featuring Piper style built up ribs, was replaced 

with the proper stamped ribs  First flight after restoration was on Oct 23, 2011.  We have since put about 80 hours on her the 
past year.  Thanks to my family, members of the Taylorcraft foundation/forum, and Forrest Barber for all their help.

Ryan Newell

What Our Members 
Are Restoring
1946 Cessna 120
Andy Cotyk

Hello, my name is Andy Cotyk, EAA 1074599, in Kalamazoo, Michigan. I am 
restoring a 1946 Cessna 120, N77220. The plane has 1,183 TTOA and was last 
annualed in 1968, then was stored in a barn in Northern Michigan for over 40 
years. I bought the plane from an estate auction and plan to restore and fly it. 
I’m 55 years old and an aerospace engineer, am currently 
taking ground school, and plan to begin flight training 
this summer. It has been a longtime goal to restore a 
plane and learn to fly, and I have decided that now is the 
time for me to accomplish these goals!

Andy Cotyk

Culver Cadet
Neil S . Deye

I purchased this Culver Cadet in October 2009 from the Wisconsin Avia-
tion Museum, disassembled it, and hauled it in a truck to my home in Gilbert 

(SC45), South Carolina. I performed a 
major overhaul on the Franklin engine, 
rebuilt the airframe, repaired some wing  
damage, and re-covered the airframe and tail assembly. I finally completed it this 
year and have about nine hours on it. It flies great, and now I will sell it. I am 83, 
and it has been 60 years since I had my first Culver Cadet and I cannot raise the 
landing gear as easy as I did 60 years ago. Now I enjoy my Apache more than the 
Culver. I attached some pictures; the in-flight is past my home and hangar.

Neil S. Deye

Round Engine Rodeo 2013
VAA invites all round-engine
aircraft to EAA AirVenture ’13 .
STEVE KROG
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EAA Vintage Chapter 29 (VAA Chapter 29) located in 
Hayward, California, has flown more than 2,370 Young 
Eagles. While we recognize the value of introducing young 
people to aviation, in 2010 we decided to offer a flight-
training scholarship to complement our successful Young 
Eagles program. The scholarship provides $3,000 to be 
used toward flight training (aircraft rental and instruc-
tor) during the following calendar year, with the objective 
of getting the student pilot through the first solo flight. 
The selection criteria for the scholarship requires the ap-
plicants to reside within 50 miles of Hayward Executive 
Airport (KHWD), to be within an age range of 15-1/2 to 21 
years old, and to participate in the VAA Chapter 29 Young 
Eagles program. 

In 2011, Dylan Murphy was awarded the first VAA 
Chapter 29 scholarship. Dylan was an active participant 
in our Young Eagles program, first as a passenger on sev-
eral Young Eagles flights, then as a ground crew volunteer. 
Dylan also was selected to represent VAA Chapter 29 at 
that year’s EAA Air Academy in Oshkosh. Dylan was suc-
cessful in achieving his first solo flight in September 2012 
at California Airways (KHWD) and is continuing his train-
ing toward his private pilot certificate.

For 2012, the VAA Chapter 29 scholarship program 
had three applicants: Amanda Feriante, Katie Smith, and 
Michael Mainiero. The scholarship review committee was 
faced with the difficult task of selecting one successful 
candidate from three clearly exceptional young people. All 
three do very well in their studies, they had great refer-
ences, they are very active in the VAA Chapter 29 activities 
(including Young Eagles), and they have supportive fami-
lies. And they all love to fly! 

Following the October 2012 VAA Chapter 29 board of di-
rectors meeting where the three applicants were discussed, 
Chapter President Gary Oberti made the suggestion to the 
board of directors to award three aviation scholarships for 
2013; unanimous approval was quickly given. The response 
to this decision has been overwhelmingly positive from all 
VAA Chapter 29 members following the general announce-
ment of the winners in November 2012.

Scholarship funding has been largely by special dona-

tions, supplemented by other VAA Chapter 29 fundraising 
sales/activities.

The members of VAA Chapter 29 are very proud of our 
aviation scholarship winners and are certain of the divi-
dends they will return; we support the objective of the 
EAA Young Eagles program and recognize the importance 
of providing opportunities directed toward the future of 
aviation. Additional information about VAA Chapter 29, 
including the scholarship program, is available at http://
VAA29.org.

EAA Vintage Chapter 29 awards three
flight-training scholarships
Harry Shin

Chapters in Action

Amanda Feriante, Michael Mainiero and Katie Smith .

Chapter 29 actively supports the EAA Young Eagles 
program with their many events flying more than 
2,300 young people .

Q: What do I need to do before my up-
coming flight physical?

A: One of the new requirements effective October 1, 
2012, is the FAA Physical Exam form must be filled out 
online. It is the same form you filled out in the office; how-
ever, it does help prevent questions from being inadver-
tently overlooked and not answered. When fully filled out 
and submitted the pilot will be given a confirmation num-
ber that will allow the AME to access the application. The 
form is available for 60 days and must be filled out in ad-
vance. I recommend printing the application and bringing 
it with you to the exam. I like to look the form over before 
opening the application online. Once the AME opens the 
exam using the confirmation number, it is considered an 
official visit and will need to be forwarded to the FAA even 
if the pilot decides not to complete the exam. Most AMEs 
will discuss concerns the pilot has regarding new diagnoses 
and or new medications before opening the document. 
If problems are discovered before the exam and before 
opening the application, such that may require additional 
information or testing, then this can be done during this 
60-day period. After 60 days the original application goes 
away and another application can be submitted.

You should discuss with the AME any new medications 
or diagnoses before the appointment to avoid delays of 
this sort and to be able to obtain all relevant information 
needed to submit the application successfully. Also any 
DUI or “motor vehicle action” must be reported to the FAA 
within 60 days of the occurrence. This does not include mi-
nor traffic violations, but those that may involve or result 
in the loss of the driver’s license.

There are 15 specifically disqualifying medical condi-
tions identified by the FAA. The litmus test for these con-
ditions, and for acceptable medications for that matter, 
is the likelihood of “sudden incapacitation.” That is, will 
the condition or medication impair the pilot’s ability to 
fly the airplane? Six of these conditions are related to the 

function or problems of the heart: 1) chest pain (angina 
pectoris), 2) cardiac valve replacement, 3) coronary heart 
disease, 4) heart replacement, 5) heart attack (myocardial 
infarction), and 6) permanent cardiac pacemaker. Psychiat-
ric illness and neurologic disorders have several disqualify-
ing conditions including 1) manic and depressive behavior 
(bipolar disease), 2) disturbances of consciousness without 
satisfactory explanation, 3) transient loss of control of the 
nervous system without satisfactory explanation of cause, 
4) epilepsy or convulsions, 5) personality disorder severe 
enough to have repeatedly manifested itself by overt acts 
(usually arrests for disorderly conduct or violence), and 6) 
psychosis. The remaining disqualifying conditions include 
substance abuse and dependence and lastly diabetes. In 
many cases, if the condition is stable and controlled, the 
FAA will allow medical certification through special issu-
ance, which will require periodic reporting. The AME will 
not be able to issue the medical on the spot, but will send 
supporting data to the FAA for review. I will try to cover 
these issues in more detail with future articles.

In short you must now fill out the medical application 
online in advance of your physical exam and bring with 
you the confirmation number. Be sure to discuss any new 
diagnoses and medications with the AME before he or she 
opens your application. If you cannot talk with your AME 
beforehand, find a new AME. Try to find an AME that flies 
regularly and shares the same passion for aviation that you 
do. Most AMEs that I know are interested in getting you 
back in the air. 

Until next time, clear skies and tail winds. 

Ask the AME
JOHN PATTERSON, M .D ., AME
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tered. And then tighten the wire one more complete revo-
lution just past the level point so when the flying wires are 
tightened, the bubble should once again be level. Above in 
Photo 1, a dihedral board and level on the lower wing of 
my Command-Aire.

I have successfully used a dihedral board for many years; 
in fact, I started with one when I helped rig a Stearman 

back in 1956. This tool is very handy, but it must be ad-
equately marked or someone will cut it up for wheel chocks 
or firewood! I used this board when first rigging the Com-
mand-Aire back in 1980. A shim was added to bring the 
measurement up to the 2 degrees required for the airplane. 
The 1-1/2 degrees was for the Stearman, of which I have 
rigged many over my long career.

A dihedral board is very handy when rigging 
an aircraft as it will aid in setting the proper amount of 
dihedral in each wing. Dihedral is important because it 
helps the lateral stability of an aircraft — lateral stability 
provides a positive force against the rolling tendency of an 
aircraft during flight. Most high-wing aircraft have a small 
amount of dihedral because the weight of the fuselage is 
below the lifting surfaces, and that weight acts like a pen-
dulum to right the ship when it wants to roll. On the other 
hand, low-wing aircraft have substantially more dihedral 
because that fuselage weight is above the lifting surfaces 
that tends to accentuate the rolling tendency. Biplanes fall 
somewhere in between high- and low-wing airplanes. For 
instance, the Boeing Stearman has 1-1/2 degrees dihedral 
in the lower wing, while my Command-Aire has 2 degrees. 
It is important to know that dihedral is always measured 
on the top of the front spar and nowhere else.

To make a dihedral board, use the chart shown in Fig-
ure 1 (from an old reprint of data I used while teaching rig-
ging techniques at the college). My dihedral board is set at 
1-1/2 degrees because I rigged so many Stearman biplanes 
over the years. So for 1-1/2 degrees the “Y” measurement 
would be about 2-5/8 inches. Cut the dihedral board from 
a nice straight kiln-dried 2-by-4 and make it 100 inches 
long. Mark the “Y” dimension on one end and, using a soft 
pencil, draw a straight line and then cut using a table or 
skill saw. If a jointer is handy, smooth the saw cut and then 
either line the cut with tape or bond some thin felt so the 
board won’t scratch the paint. Now you are in business.

In order to properly use a dihedral board, the aircraft 
must be absolutely leveled laterally (across the longerons); 
otherwise, the dihedral board is useless. Place the board 
on the top of the front spar and place a carpenter’s level, 
then tighten the front landing wire until the bubble is cen-

How to?

Make a dihedral board

ROBERT G . LOCK

Figure 1

Photo 1

For Certifi ed Aircraft, Stewart Systems is FAA 
approved for use with any certifi ed fabric. 

Superfl ite, Ceconite or Polyfi ber

Stewart Aircraft Finishing Systems
5500 Sullivan St., Cashmere, WA 98815
1-888-356-7659  •  (1-888-EKO-POLY)

www.stewartsystems.aero

 Aircraft Finishing Products
 STC’d for Certified Aircraft

Safe for You, Safe for the World, Safe for Your Airplane

 Aircraft Finishing Products
 STC’d for Certified Aircraft
 Aircraft Finishing Products
 STC’d for Certified Aircraft

EPA Compliant
Non-Hazardous Non-Flammable

Come celebrate with us

SENTIMENTAL JOURNEY 2013
28TH ANNIVERSARY

A Family-Oriented Fly-In
At the William T. Piper Airport ( LHV )

Lock Haven, PA 17745
June 19-June 22, 2013

Theme: “Celebrating the Super Cub”
Featured Plane:

Piper PA-18 Super Cub
Seminars, Static Displays, Fly-Bys, Great Food, Fun, Fellowship, Camping, 

Under-Wing Camping, Awards, Nightly Live Band Entertainment,
Corn Roasts, Tours, Transportation to motels

Friday is member appreciation day. Member’s pass is ½ price.
Daily Pass (includes flight line): $8 ages 18-adult

$4 ages 13-17
Child under 12 free

Primitive Camping and under wing  $15/night
RV Camping w/o hook-ups  $20.00,  With hook-ups  $25.00

All Makes and Models of Aircraft Welcomed
Antiques, Classic, and Modern

Call: 570-893-4200
Fax: 570-893-4218

Email: j3cub@kcnet.org
www.sentimentaljourneyfly-in.com

Write: P O Box J3
Lock Haven, PA, 17745-0496
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The Vintage Instructor

Stall/spin and $%**&^%&
Part 2

STEVE KROG, VAA DIRECTOR AND CFI

instructor/pilot who can fly with you 
and assist with learning how to do a 
spin. I’m not advocating that you try 
a spin or two every time you go out 
to do some pleasure flying. Rather, 
I’m suggesting that with the help of 
either an instructor or another com-
petent pilot, you do some simple spin 
training. You may never do another 
spin after the training session. But 
now you’ll know for real what they 
look like, feel like, and how to take 
corrective action. This training will 
make you a better, safer, and more 
proficient pilot.

I’m not stating here that my way of 
teaching spins is the only or the best 
way to do so. But I’ll describe how I go 
about it when training in the Cub.

I’ll first spend a good deal of time 
discussing the spin and then demon-
strating it using a model airplane. I 
make a special note of the nose-down 
attitude with the model and then ex-
plain that if the student were in a 
“chase” airplane and observing the 
spin, he or she would see that the 
nose is pitched downward at about a 
45- to 55-degree attitude. However, if 

Why do so many general aviation pilots today 
fear performing stalls? Spins? From my perspective, having 
been an instructor for 40 years as of March 2013, stalls are 
not properly taught today, and spins aren’t taught at all. 
Yes, spins are discussed in ground school, but that alone 
doesn’t teach spin recognition and recovery. How does one 
recognize and properly react to a spin entry if he or she has 
never experienced a spin?

When I mention spins to a pilot who has scheduled a 
flight review, especially a pilot who has learned to fly in the 
past 20 years, the pilot is at first hesitant and then forth-
right stating, “I’ve never ever done one!” 

Except for certificated flight instructors (CFIs), spins 
are not a required maneuver and haven’t been part of the 
primary flight training curriculum since the mid-1950s. 
CFI candidates today are only required to have a logbook 
endorsement showing spin training! If CFIs are to actually 
teach spins, how can they safely and confidently do so with 
nothing more than a logbook entry? Over the past num-
ber of years I’ve had many new and some not-so-new CFIs 
come to me for spin training, as they felt the training they 

had previously received was inadequate. As a result, there 
are a number of CFIs that are, in fact, teaching spins when 
they are instructing in aircraft certified for spins and spin 
training. The individuals they are teaching are becoming 
better and safer pilots.

Stall training is another pet peeve of mine. Gone are the 
days when we all had to learn accelerated stalls and cross-
controlled stalls. How does one recognize either stall if 
they haven’t even been at least demonstrated? Today we do 
power-off and power-on stalls and then only to the point 
of an imminent stall (when the stall warning light or horn 
activates) and then recover. By definition, that isn’t a stall 
but rather an approaching stall. (See Part 1 in the previous 
edition of Vintage Airplane magazine explaining stalls and 
how to practice them to gain confidence, proficiency, and 
situational awareness.)

When teaching spins, I most often use the trusty Piper 
J-3 Cub. It is a docile airplane that really doesn’t want to 
spin without some coaxing and will easily recover even if 
one lets go of the controls.

Most, but certainly not all, airplanes we fly under the 
vintage classification are certified for doing spins. Some 
are quite docile such as the Cub, while others offer a bit 
wilder ride.

Before attempting to do a spin, first make sure that your 
airplane is certified for doing so. Some of these airplanes are 
certified in both the standard and utility category. Spins 
are not permitted while operating in the standard category 
but are approved in the utility category. Most times it is 
just a matter of changing the gross weight (reducing the 
fuel load) to move the airplane into the utility category. 

Once you’ve assured that your airplane is both legal 
and safe to perform a spin, it’s time to find a competent 

Gone are the days when we all 
had to learn accelerated stalls 
and cross-controlled stalls. 
How does one recognize either 
stall if they haven’t even been 
at least demonstrated?
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the student were in the spinning aircraft, it would appear 
that the nose is in a near 90-degree nose-down attitude. 
Things are not always what they appear to be! After a good 
review and two-way discussion on the ground, we’re ready 
to give spins a try. 

Once in the air and in level flight at a safe altitude, I’ll 
first have the student try some power-off stalls, but in 
this instance we’ll exaggerate the nose attitude by pull-
ing it up in a much steeper attitude. Then follow through 
with a full stall and break followed by a proper stall recov-
ery. Practicing these stalls two or three times is a confi-
dence-builder. We’re now ready to try the first spin entry 
and recovery.

Step 1: While at level flight and after clearing the prac-
tice area, align the aircraft with one of the cardinal head-
ings –NSEW. I also like to use a road that is located on one 
of the cardinal headings, providing ground reference for 
starting and ending a one-turn spin.

Step 2: Apply carburetor heat, reduce power to near idle, 
and begin raising the nose to an attitude similar to what 
we practiced when doing the exaggerated power-off stalls, 
about 30 to 40 degrees above the horizon.

Step 3: Airspeed dissipates and as it approaches an air-
speed about 5 mph above the stall speed, apply full back 
pressure on the stick or yoke and keep it there.

Step 4: Simultaneously while applying full back pres-
sure, depress and hold the left rudder pedal to the floor 
and continue holding it there. Do not relax either the back 
pressure or the rudder deflection even a little. This will 
keep the airplane in the stall, which is required in order to 
do a spin. The airplane has to remain in a stall.

Step 5: The nose will pitch upward a bit more and the 
airplane will break to the left. As it breaks left the nose 
pitches downward, and the airplane begins rotating to 
the left. Continue holding full back pressure and full 
rudder for a couple of seconds. Sitting in the airplane 

looking forward and outward, it will seem as if the earth 
below you is spinning about 100 mph. But it isn’t. It 
only appears so.

Step 6: After three to five seconds, relax the left rudder 
completely and apply full right rudder until the rotation 
stops. Relax the right rudder to a neutral position. Then, 
after the rotation stops, relax the stick pressure to neutral 
or just a degree or two forward of neutral for one to two 
seconds. The airplane is now coming out of the stall and 
rapidly building airspeed.

Step 7: Apply steady back pressure until the aircraft 
has reached a level flight attitude. Then smoothly reapply 
power and remove the carb heat. You’ve just completed a 
near one-turn spin.

After practicing a few spin entries and recoveries, the 
procedure will feel more natural and your confidence 
will increase. Now you’re ready for one more go at spins, 
this time striving for a complete one-turn spin, starting 
and ending on the same heading. The only difference 
will be that with increased confidence you can anticipate 
where to begin the spin recovery and end on the head-
ing from which you started. Using the J-3 Cub as an 
example, the recovery needs to be initiated at the three-
quarter turn point.

Using the cardinal headings and roads for ground refer-
ence, each quarter-turn can be recognized, allowing you 
a good reference point to begin the spin recovery. With a 
little practice you’ll be able to do a one-turn spin without 
losing more than approximately 500 to 700 feet.

Spins to the right can also be done, but you may need 
to be a bit more aggressive with your inputs to get the air-
plane to stall and then break to the right. I generally begin 
teaching left-turning spins as a result.

After a training session as described above, you may not 
have a desire to ever do an intentional spin again. How-
ever, you will have gained valuable experience: 
•Experience in recognizing a spin—situational awareness
•Experience in knowing how to immediately get out of a 

spin—proficiency
Well-known instructor and aviation author Bill Ker-

shner stated in a number of his training manuals that 
“Timidity does not necessarily make for a safe compe-
tent pilot.”

A short session with a good instructor doing several 
one-turn spins could go a long way toward making you a 
better and safer pilot.

If all of us who enjoy the pleasures of flying vintage air-
craft spent a bit more time on all aspects of situational 
awareness, as well as our proficiency, we’d significantly im-
prove our safety record. That is a responsibility we all need 
to assume.

July 29-August 4   |   AirVenture.org/tickets

Camp under your wing

Learn to weld

Take a B-17 ride

Watch the daily Air Show

Shop the Aeromart

Relax at the Fly-In Theater

All in one day

Advance ticketing made possible by
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SCRAP
BOOK

Good Old Days Take a quick look through history by enjoying 
images pulled from past publications .

From the pages of the past  .  .  .



Classified AdsWhat would you have found . . .

Aero Digest, December 1940

Aero Digest, June 1938

AeroDigest, July 1940
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Getting Hooked on Antiques
Walt Bowe considers himself avia-

tion-blessed. His DNA reeks of antique 
airplanes, and his bloodline practically 
has radial engine oil running through 
its veins. Some would say Walt never 
really had a chance to do anything but 
fly, as he grew up in a flying family. 

But don’t worry about Walt—he’s defi-
nitely not complaining! His grandfa-
ther, Walter Hostetler, began flying in 
1907. He owned a Jenny, worked for 
an Alexander Eaglerock distributor, 
and eventually went on to fly for East-
ern, American Overseas, and Pan Am, 
before retiring with the FAA. Unfor-

tunately Walt never had the honor or 
privilege to meet him.

Walt’s dad, Andy Bowe, flew in the 
U.S. Air Force during the Vietnam 
War era, and he had some vintage air-
planes of his own. Andy Bowe owned a 
Staggering, a Fleet, and a Cessna 140, 
which Walt eventually learned to fly in. 

Even Walt’s wife, Carlene Mendieta, is 
hooked on flying—the two of them 
own several old airplanes together. But 
Walt admits he wasn’t always sticking 
to the airplane path while growing up, 
and sometimes found himself wander-
ing off course.

“I remember as a kid when we took 
a family vacation and I wanted to go to 
see the Baseball Hall of Fame in Coo-
perstown. I loved baseball, but my dad 
nixed that idea and said, ‘No, no, no, 
we are going to a place called The Old 
Rhinebeck Aerodrome in New York to 
look at some old airplanes.’ Not know-
ing any better I of course went along 
reluctantly kicking and screaming the 
whole way there.

“When we arrived I got thrown into 
the front of a New Standard D-25 with 
my mom, dad, and brother, and from 
that day on I wanted to be around old 
airplanes all day long and went kick-
ing and screaming back home when we 
had to leave! That’s when I got hooked 
on antiques.”

When Walt turned 14 he soloed a 

Jim Busha

Antique Kid

Vintage member profile:

Walter “Walt” Bowe

Ryan STA

Carlene Mendieta and Walt Bowe
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glider and then flew a Travel Air and a 
Fleet with his dad building time. Walt’s 
older brother, Drew, was also instruct-
ing Walt in the family Cessna 140, and 
that’s what he ended up soloing on his 
16th birthday. But it was during his 
impressionable teenage years where 
the old airplane bug bit him hard. 

Learning to Fly the Antique Way
Walt grew up near the Sonoma Sky-

park and became acquainted with a 
gentleman by the name of Ron Price, 
who had a son named Chris. Both Walt 
and Chris were the same age and be-
came fast friends. They also were both 

nutty for airplanes. 
“Ron took us to EAA AirVenture 

Oshkosh for about 15 years in a row 
and some Monocoupe fly-ins around 
the country as well. I then became 
more or less an airport kid with Chris, 
and we were up to flying anything we 
could. When I did my checkride at 17 
I had over 150 hours and had flown in 
all kinds of really neat antiques. I had 
time in Ryan STAs, Fleets, Travel Airs, 
Curtiss 19R, and a host of others. 

“I was also very fortunate to meet a 
great group of well-respected antique 
airplane owners. Don Carter and Ted 
Babbini, when I wandered over to Schel-

ville-Sonoma Valley airport, took a real 
liking to Chris and me. They not only let 
us into the secret world of old airplane 
flying, they trusted us to take their air-
planes to local fly-ins as well. Jimmy 
Rollison Jr. also opened many doors for 
me and trusted me with his airplanes. 
When I was 18 years old he let me fly 
his Laird Speedwing, and I knew some-
day I would own this aircraft. 

“Actually there is no ‘secret world’ 
of antique flying. You just have to ap-
preciate these old machines and have 
fun flying them!”

Walt also got his hands dirty and 
became involved in turning wrenches 
with his dad. He started his Pietenpol 
project, powered by a Model A Ford 
engine, when he was 16 years old. 
His friend Chris Price was building 
a Heath Parasol, so the two of them 
fed off each other to keep them mov-
ing along. Between work and college 
it took Walt 14 years to complete the 
Pietenpol before he started another 
restoration when he acquired a J-3 
Cub project and blazed through that 
one. Walt also developed a deep burr-

ing love for OX-5 airplanes and 
is quick to blame Denny Trone 
for all of that!

“Denny was a great men-
tor, and he got me into these 
at Brodhead, Wisconsin. I re-
ally think getting involved 
with the OX-5 kind of f ly-
ing followed the lineage of 
my grandfather. So in a way 
I have come full circle —
kind of stepping back into 
his time frame and reliving 
his life.

“I couldn’t help myself 
so I bought an OX-5 racer 
project and learned how 
to weld. Then one thing 
led to another, and the 
opportunity came along 
to purchase the Laird 
Speedwing from Jimmy 
Rollison Jr. He had it 
halfway restored when I bought it in 
December 2011. The sheet metal, con-
trols, and fabric weren’t done yet, so 
I bought it with hopes of completing 
it as soon as possible. I remembered 
what it was like to fly that monster 
when I was 18 and couldn’t wait to be 
at the controls of it again. It was an 
honor as an 18-year-old kid flying this 
beast, and today, almost 20 years later, 
it’s still an honor, and still a beast!” 

Love Affair With a Laird
According to Walt, the history on 

his airplane is unique. It begins with 

the Laird Speedwing LC-R, 
serial number 203, on the manufac-
turing line in 1929 at the EM Laird 
Company in Chicago, Illinois. The 
stock market crashed in October 1929, 
and the banks repossessed and held 
onto the assets of the Laird Company. 

“I am told by Jimmy Jr., whose fa-
ther, Jimmy Sr., was friends with 
Matty Laird, that through stock trad-
ing Matty Laird was able to re-acquire 
the airplane back in an unfinished con-
dition. It had no engine, no wheels, 
and no brakes, but other than that, it 
was a complete airplane. Pietenpol
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“It’s more of a racer, and Matty’s 
slogan was, ‘Thoroughbred of the Sky.’ 
Believe me, it’s like a thoroughbred, a 
very fast horse! To get from California 
to Wisconsin it took me 12 hours—
the fact that it was in an open-cockpit 
1929 biplane is pretty amazing!”

The Laird sits proudly on Bendix 32-
by-6 wheels and the original 12-inch 
mechanical style brakes. According to 
Walt the originals obviously did not 
have the Scott 3200 tail wheel like this 
one has. They didn’t exist back then! 

“The original Speedwings either 
came with a tailskid or a castering tail 
wheel. If I had a mile-wide grass field 
to fly out of, I would have the skid, but 

that’s not a reality today.”
Walt’s preflight begins with pulling 

the big blade through. The Speedwing 
has a starter, but with no charging sys-
tem Walt only has 12 starts available 
to him before he has to charge the bat-
tery. Once the blades are turning he 
lets it warm to 40°C. Then it’s time to 
get the beast moving and taxi it.

“Taxiing is very blind, with little 
to no forward visibility. With that 
huge barrel-chested engine out front,  
S-turns are a must. Heck, even in the 
air I have to S-turn it, as you really 
can’t see anything out in front. Re-
member, this airplane was built for 
racing. Guys like Speed Holman and 

E.E. Ballough flew the LC-R models in 
races all over the country. They usually 
placed first and second and dominated 
the other airplanes for a while. But the 
Laird Speedwing was also considered a 
‘gentleman’s airplane.’ Heck, the start-
ing price was $15,000 before any ex-
tras, so this was also a true rich man’s 
airplane as well.”

Flying the Beast
“My home airport has a grass strip, 

and I use that quite often, but it is very 
docile on the asphalt as well . . . I just 
try not to tear the rubber off the tires. 
Takeoff…it has a lot of power with that 
Pratt & Whitney, but the ground-
adjustable prop doesn’t do it any jus-
tice. With a constant-speed propeller 
you could just pour the coal to it and 
go, but with this one, however, you 
have to feed it slow because you don’t 
want to over-boast the engine.”

According to Walt, the tail comes up 
in about 500 feet or so, on its own as 
he lets it get up on the mains.

“It will eat up a good 1,000-1,200 
feet of runway—it’s a real ground- 
hugger that way. Once it gets up, it be-
gins accelerating. As the prop starts 
catching up, I climb out at about 100-
110 mph; it climbs very well. Once I level 
off, I run it at 26 inches and 1850 rpm 
and a couple miles later it’s like a loco-
motive as it finally gets up to speed and 
it kind of settles in and it hits 150 mph. 
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“Matty was able to sell it to a gen-
tleman in New York, still unfinished. 
It changed hands again, unfinished, 
until Jimmy’s dad bought the proj-
ect in 1960, still in the Laird factory 
crates! So the very first time this air-
plane, serial number 203, flew was af-
ter Jimmy Jr. restored and assembled 
it, in the early 1990s. 

“After flying it for a while, he had 
some fabric issues, and he sort of just 
had enough. But Jimmy always wanted 
to see someone finish it and get it fly-
ing again. So in reality the Speedwing 
is like a ‘new old-stock Laird.’ Jimmy 

put 100 hours on it, and with my 
paltry time in it, it’s really a very 
low-time airplane.”

When Walt acquired the airplane 
the wings were through silver and 
the fuselage painted black. Walt 
made a bunch of new sheet metal 
for it, replacing all the old dings 
with new smooth aluminum. 

“I made all the side panels 
new because they were dented and 

banged up. I made all new interior 
panels and covered them in leather like 
Laird would have done in the 1920s. 
I swapped out some of the instru-
ments, installed all new wiring, all new 
plumbing, new wheels and brakes. I 
got all the mechanical things done and 
assembled it all together, and then I 
needed to get on the painting.

“Larry Easterby is from Sonoma Val-
ley Airport-Scheville and is a retired 
painter. He helped me paint the Laird. 
Rather, I mean that I helped him. He is 
a true artist, and the paint job is incred-
ible. Larry deserves all the credit for 
making the Speedwing look so good. I 

stuck with the original LC-R colors—
Matty Laird never let an airplane leave 
the factory that wasn’t black and gold 
in color; that was the rule—it was his 
trademark. I choose all black wheels be-
cause I like that look, and the gold and 
black striped tail is from another LC-R 
that I saw. To me it gives it a more com-
plex look.”

The finished specifications include a 
ground-adjustable Hamilton Standard 
108-inch propeller that is powered by 
a Pratt & Whitney R-985. Walt located 
all period-1920s instruments as well. 

“It’s exactly what you would find in 
a Nicholas Beasley Catalog. There was 
some horse-trading on my part, along 
with tapping into my own instrument 
collection that I have acquired over 
time, as well as finding some on eBay. I 
found everything I needed.” 

The Laird carries no radio, but has a 
battery with no charging system. The 
Speedwing weighs 2,200 pounds empty, 
cruises at 150 mph, and carries 10 gal-
lons of oil and 70 gallons of fuel that it 
gulps at a rate of 20-22 gallons per hour.

Jimmy Rollison, Jr and Walt Bowe
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The airplane was meant for two things: 
to go straight and go fast. Period.

“Horsing around and doing aero-
batics are fun, but the tradeoff is you 
are constantly trimming and changing 
things. It just wants to get up, get on 
the step, and go. It’s a beautiful cross-
country ship. I rest my hands in my lap 
and place my feet on the floor and mo-
tor along as I watch the world go by…
it’s very stable. It has a great trim sys-
tem with fine adjustment, so once you 
get it where you want it, you can set it 
with your left hand and turn the knob 
to get it just how you want it. 

“On landing I come in over the top 
of the airport, check the winds as I 
bring the power off mid-field. I fly no 
power approaches because I’m used 
to flying things that always quit! I ap-
proach at 90-100 mph base to final as 
I bleed off the speed and either wheel 
land or three-point it—normally it’s 
three-point on the grass and wheel it 
on hard surface. It slows down and 
stalls indicated around 60 knots—it’s 
a high wing loading airplane. It’s only 
got a small 29-foot wingspan, and with 
a barrel body and those thin wings, it’s 
a very fast airfoil.

“It’s my understanding that there 
were 203 different Lairds built in the 
various models: Speedwings, Laird 
Commercial, some cabin types, and 
some OX-5 powered ones as well. He 
also built an airplane called the Bone 
Shaker, which is at the Ford museum. 
I believe there were fewer than 10 
Speedwings manufactured, with this 
example being the one and only flying 
one. I don’t know of anything more 
than a center section or a wing left 
from all of them that has survived. 

“I am very honored and humbled 
to be able to fly this historic treasure. 
I also think the fact that one family 
owned it for over 52 years is very im-
pressive, and as payback I let Jimmy 
Jr. fly it before we arrived at AirVen-
ture this year. That experience was 
pretty emotional for both of us, espe-

cially when I could return the favor to 
a mentor of mine. That’s what flying 
these old airplanes is truly all about.”

Passing the Torch
Walt is very appreciative for all the 

opportunities he had growing up, es-
pecially around old airplanes. From 
day one he knew he wanted to learn 
how to fly them, how they operated, 
and especially what it would be like to 
fly aerobatics with them. But he also 
knew he didn’t want to do it the tradi-
tional way like in a Pitts. He was look-
ing for something more “old school.” 

“For me I wanted it to be nostalgic. 
That’s why I learned aerobatics in both 
a Fleet and a Ryan. I wanted to get my 
hands dirty, too, so I immersed myself 
in the mechanical aspects of what makes 
these historic treasures tick. Sadly, I 
don’t know of many teenagers now that 
would rather go look at a Waco or a Laird 
or a Staggering when they could go gaze 

at a Mustang, a Glassair, or an RV. Or 
worse yet, sit in front of a TV playing a 
video game! 

“I hope I’m not the last generation 
to f ly these airplanes. That’s why I 
took Jim Rollison III under my wing 
to instill the same passions I had while 
growing up. Fortunately I see the same 
love for these old airplanes that I had 
at his age, so as far as I’m concerned 
he’s way ahead of the game. 

“The bottom line in keeping the an-
tiques flying is very simple. You have 
to get our youth involved, get them 
hooked on flying, mentor them, and 
then pass the torch on to them.”

That final quote by Walt should tug 
at your heartstrings and cause you to 
remember why you fell in love with 
aviation. So what are you waiting for? 
Take a kid flying; let them see first-
hand what all the magic is about as 
they experience the joys of flight, just 
like you did so many years ago. 

Postscript: From Laird to Warhawk

During our interview at AirVenture, Walt let it slip that he had an interest in acquiring a warbird . He had cut 
his teeth in the fighters by flying Dan Vance’s P-51 Mustang and was interested in making the leap to a P-40 
Warhawk that was for sale—he just needed to figure out a way . 

“The only way to make that work was to sell a few of our antiques . Though I enjoy everything I get to fly, 
I had to make a sacrifice . I decided to sell our Fairchild KR-31, and when that buyer expressed interest in the 
Laird, I realized I could make my next goal a reality . After my trip from AirVenture and back home again, I 
knew I would part with the Laird Speedwing at some point . I had mentioned it to a few collectors with no 
serious interest . I didn’t want to go the advertising route and give rides to people who just wanted to be pen 
pals…so when the buyer for the KR showed interest, it just clicked . 

“The Laird is an amazing machine, and I feel fortunate to have flown it, displayed it, and preserved 
it . I think for its era, there is no better in its class . A true 
‘thoroughbred .’”

For Walt the P-40 Warhawk is another exciting machine 
that he will truly enjoy flying and sharing with others . In 
the first month he acquired it he put nearly 12 hours on it .

“I received my license in it from Stewart Dawson and 
shared it with a few friends . It is great to have two flying 
P-40s at our small Sonoma Valley Airport and hopefully 
more fun to come in the future…although I told Carlene, 
“I’m done this time .” I think she knows better! My alle-
giance is still to the antiques, and I have future projects 
that I hope will be fliers soon . Without a doubt I get the 
biggest kick out of life while sitting behind the controls of 
an old airplane, whether antique, classic or warbird .”

PHIL HIGH
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An older boy came behind him on the 
playground and maliciously—as bul-
lies are wont to do—pulled the swing 
on which Homer was playing. Fearful 
of what was about to happen, although 
never realizing the full consequences 
of doing so, Homer emitted a scream. 
While his tongue was extended, he fell 
from the seat of the swing and bit his 

tongue almost completely off. One of 
the teachers took him home, and his 
mother called for his father to come 
from work and attend to the matter. 
Homer, the father, took his son to the 
emergency room at Grady Hospital, 
which was always considered the best 
place to go for any trauma injury. 

The attending physician at Grady 

My father, Harry G. 
Ballance Sr., was 
the Southeastern 
D i v i s i o n  m a n -

ager of Twentieth Fox Film Corpora-
tion. As such, he had branch offices in 
Charlotte, Jacksonville, Houston, New 
Orleans, Memphis, Dallas, and Okala-
homa City, in addition to Atlanta. He 
had about 500 people working directly 
for him. One of his most valued em-
ployees, and a man I remember kindly, 
was named Homer Bailey. Homer was 
the head of the shipping department, 
among other things. In this capacity 
he supervised and directed a cadre of 
men in terms of making sure that the 
right film would go to the right the-
ater at the right time, and would be 
returned to Fox at the end of its exhi-
bition period. As the country emerged 
from the Depression, it was probably 
a pretty good job to have. I can always 
remember both my mother and father 
having had nothing but good words 

to say about Homer Bai-
ley, due to his character 
and work ethic. He was a 
man upon whom my father 
could count to do his job 
correctly, and was a good, 
loyal employee. Loyalty 
works both ways, however.

Homer Bailey had an ag-
gregate of six children. Af-
ter he graduated from high 
school, the oldest, Homer Jr., 
was employed by Delta Air 
Lines and worked his way up 
to the position of  lead mechanic. Our 
paths crossed several times at Delta, 
but since he worked in the overhaul 
hangar, we were never together long 
enough to do anything more than 
make level one conversation. I re-
turned home on March 20, 2007, and 
my wife, Carol, related that I had just 
received a most unusual telephone 
call. It was from Homer Bailey Jr., and 
she said that he had a story he wanted 

to tell me personally. He said that he 
was getting up in years and that he 
was not certain if I had ever heard the 
story. However, he wanted to tell it to 
me before he left this life. The next 
morning Homer called me and related 
the following events.

In 1937 the Hapeville Grammar 
School, which he attended, was hav-
ing a “May Day” celebration. Young 
Homer was 7 years old at the time. 

Pay It Forward

Completing the circle
Harry Ballance Jr. Ballance and his Reliant

Harry Ballance, Sr and the Reliant

Above is a picture of my mother, 
standing outside the airplane, 
circa 1934/35 . She actually flew the 
airplane, as she was the second 
licensed woman pilot in Atlanta, 
according to a newspaper ar-
ticle I have, as well as her own 
admission .
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informed the senior Homer that 
his son’s tongue was only held on 
by a small f lap of muscle, compris-
ing about one quarter of the width 
of the tongue. He further explained 
that the tongue was a very complex 
muscle, in that it controlled speech 
and regulated swallowing, as well as 
had nerves that registered tempera-
ture, feel, and taste. The doctor knew 
of no procedure to deal with a par-
tially severed tongue, in terms of re-
attachment or repair. He said that the 
only thing he could do would be to 
amputate young Homer’s tongue and 
leave him with a stub. This, obviously, 
would adversely impact his speech, 
as well as the other tongue func-
tions, for the rest of his life. Homer 
declined the immediate prospect of 
having his son’s tongue amputated 
and said that he wanted to ask the 

advice of his boss before he made any 
such decision.

Homer’s boss, Harry G. Ballance 
Sr., agreed that the Baileys were fac-
ing a gruesome prospect. He advised 
Homer to wait until he conferred 
with his friend, a respected Atlanta 
surgeon named Floyd McRae. Dr. 
McRae said that there was noth-
ing that he could do for such a 
medical condition, but he had read 
about a specialist in New York that 
could possibly save young Hom-
er’s tongue. Ballance asked McRae 
to call the New York surgeon and 
see if he would come to Atlanta 
and perform the desired surgery. 
McRae maintained that time was 
of the essence and that New York 

was a long distance away. Ballance 
replied that if McRae would line up 
the surgeon, he would take care of get-
ting him to Atlanta. 

George Potter was, by all accounts, 
a very affable young man. He was 
a graduate of the Spartan School of 
Aeronautics in St. Louis, which pro-
vided about as good a quality of flight 
training as one could get in those days. 
I am not quite certain what position 
he occupied on the office payroll—
perhaps special assistant for special 
projects—but it was most certainly 
not described as a pilot. Companies 
simply did not have pilots on the staff 
back then. However, being a pilot was 
his primary function. He apparently 
f lew my father’s airplane—a Stin-
son SR-5 Reliant—quite a bit; I sus-
pect that he was pressed into service 
when the weather was marginal or on 
an extended day type of situation. As 

soon as Floyd McRae had made ar-
rangements for the surgeon, Ballance 
dispatched Potter and his airplane to 
New York to pick him up and deliver 
him to Atlanta. 

I can only think that, under the 
best of circumstances, the trip to New 
York and back would have taken a 
bare-bones minimum of six hours of 
flying time, each way, discounting any 
fuel stop. Bear in mind that this was 
before the days of nonstop jets. The 
Stinson Reliant, big, roomy, and pow-
erful, was the best that one could pur-
chase. It was the high-end corporate 
jet of its day. Airliners of the time 
flew at the same speed or only mar-
ginally faster, and—with the numer-
ous mail stops they made, as well as 
waiting for the most likely one flight 
per day—the Stinson Reliant prob-
ably could have well beaten the time 
for the doctor to come to Atlanta 
via airline, in spite of the fact that it 
had to fly to New York before its mis-
sion actually began. Consider, if you 
will, New York to Atlanta on a Cur-
tiss Condor, stopping in Philadelphia, 
Baltimore, Washington, Richmond, 
Charlotte, and who knows where else. 
All I can think is that it was probably 
an utterly exhausted George Potter 
who finally delivered him to Atlanta, 
after having flown through the night 
to do so. 

The older Bailey, Ballance, and Pot-
ter were all sitting around the old 
Piedmont Hospital waiting room an-
ticipating the results of the operation, 
when the visiting surgeon emerged 
from the operating room. He related 
that the operation to reattach young 
Homer’s tongue was quite success-
ful. Poor George Potter, after flying 
more than anyone should in such a 
time frame, was trying to catch a few 
winks in a chair over in one corner of 
the room. When the doctor declared 
the results of the operation, the next 
thing out of his mouth was that he 
wanted to go back to New York as 

VAA Invites All 
Round Engine 

Aircraft to EAA 
AirVenture ’13

The Vintage Aircraft 
Association is rolling 
out the red carpet for 
all round engine aircraft 
owners at AirVenture ’13 .

If you own a round engine aircraft, please join us 
in the VAA area at AirVenture ’13 and share your 
beautiful airplane with thousands who would 
appreciate seeing and learning more about it .

soon as possible. Apparently, sleep 
for Potter was out of the question, 
or else they thought that he did not 
need any such thing. Within the hour 
the tongue doctor and Potter were on 
their way to Candler Field and back to 
New York. I can only hope that Pot-
ter took the time to garner a well-
deserved sleep in New York.

Let us fast-forward to the year 
2006. I had managed to locate my fa-
ther’s airplane, purchase it, and fly it 
home to Atlanta. There are a couple 
of interesting footnotes to the story. 
When I told Homer Bailey that I now 
owned the very same airplane, he was 
incredulous. He was amazed that the 
airplane still existed, much less that I 
owned it.

The most compelling aspect of the 
story was that, some three weeks ear-
lier, my wife had injured herself rather 
severely in a skiing accident in Mon-
tana. Flying her back to Atlanta, even 
with two first-class tickets on the non-
stop Delta flight, would have been dif-
ficult, at best. When my employer and 
his wife heard about Carol’s situation, 
they volunteered the use of their cor-
porate airplane to come to Montana 
and fly us back to Atlanta. I cannot tell 
you how wonderful that Embraer Leg-
acy looked sitting on the ramp in Boze-
man. Carol and I both choked up when 
we thought about the goodness of the 
people who caused it to be there.

Why, some 70 years after it hap-
pened, did Homer Bailey come forward 
to tell us this fascinating story? I had 
heard many airplane stories from my 
parents, both of whom were pilots, but 
never this one. All I can say is that it 
affirms my belief in a loving God, and 
that His grace is manifest in the last two 
things having happened. The fact that 
Roger and Barbara sent their airplane 
to Montana to resolve a similar medi-
cal crisis and the revelation of this story, 
which I had never heard, by Homer Bai-
ley—at this time—are just too much of 
a coincidence to pass off lightly. 

Round Engine Rodeo
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Forlorn and faded from 
years of exposure to 
the Midwest sun and 
s t o r m s ,  t h e  o n c e - 
gleaming Cessna 170B 
had become a fixture on 

the ramp at the Hannibal Airport in 
Missouri. Then in 2009, along came 
the Barron family, composed of three 
generations of air-minded gentlemen. 
At just 14, Dillon was the youngest—
and he already had years of f lying 
tailwheel airplanes, gliders, and sky 
diving tucked under his teenage belt. 

Dillon’s father, Mike, asked him if 
he’d like to restore this old, lacklus-
ter, sad-sack airplane. An airplane that 

was derelict before Dillon was even 
a sparkle in his father’s eye. Dillon’s 
grandfather, John, was also support-
ive of the idea.

It seems that some folks are sur-
rounded by opportunities, but never 
bother to explore them. Other folks 
recognize opportunities, find them ir-
resistible, and delightedly delve into 
them. Dillon is one of those people. 
With some financial help from the pa-
triarchs of the family, the signed bill of 
sale was soon in hand. Manufactured 
in 1953 as the up-and-coming 1954 
model Cessna 170B, N1899C still had 
its original engine, instruments (ex-
cept for the oil temp), and logbooks. 
And it was just about to undergo its 
first ground-up restoration metamor-
phosis—thanks to youthful determi-
nation and fatherly guidance. 

Disassembly, Research,
and Discovery

Fortunately, Dillon had a knack 
for tearing things apart and toler-
ating a few surprises along the way. 

“I unzipped the zippers in the head-
liner and immediately a mouse nest, 
complete with babies and the mama 
mouse, fell all over my head,” says 
Dillon with a laugh, “and there were 
other creatures that lived in it, like the 
mud daubers and birds. It was just an 
absolute mess!” 

After Dillon had completed the tear-
down and disassembly of the airplane 
(taking care to label parts as they came 
off the airplane), he started cleaning 
and prepping the parts. The fuselage, 
wings, and aluminum skins were the 
largest components to be cleaned. 

“We removed the two side skins from 
the fuselage for better access to the in-
side, and I completely hosed it down 
with Alumaprep 33. That was for acid 
etching and corrosion control,” says 
Dillon, “and then I pressure washed it, 
and treated it with Alodine conversion 
coating. The sheet metal went through 
that same chemical process.”

It was obvious that some of the ar-
eas needed new skins. “Some parts 
of the rudder were missing or dam-

Enticed by Opportunity; 
Captivated by Intrigue
Dillon Barron’s Restoration of a Silver Sweetheart

Sparky Barnes Sargent

Dillon pressure washes 

the fuselage .         
Young Dillon strips old paint 

from the fuselage .       

Using a handy pair of snips to trim the metal .     
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aged, so I reskinned it, along with the 
elevators and horizontal stabilizer,” 
says Dillon, “I’ve learned a lot of tech-
niques from my dad throughout the 
years, and we have a high-tech sheet 
metal shop with plenty of equipment. 
Working with sheet metal is pretty 
much second nature for me.”

The flat side windows were retained 
as patterns, and Dillon used a band 
saw to slowly and carefully cut the new 
ones from Plexiglas sheet. “I trimmed 
them to fit just like the originals,” 
shares Dillon, “and I used a file to 
smooth the rough edges. They fit real 
nice. We ordered a windshield from LP 
Aero to replace the old one.” 

Mike said he encouraged Dillon 
to focus on “just one component at a 
time, and as you get it done, get some-
thing else to work on.” While tackling 
the restoration of smaller compo-
nents, Dillon soon realized that the 
most tedious challenge regarding vir-
tually every element of the project lay 
in the research that was required in 
order to ascertain an authentic resto-
ration. Even things like the tail wheel 
assembly required research—but the 

sense of discovery inherent to such re-
search provided him with many satis-
fying “Aha!” moments. 

After bead blasting the tail fork as-
sembly in preparation for painting, 
he discovered that there were origi-
nally two subtle shades of blue-gray 
paint used—one for the fork, and an-
other for the wheel. The reason was 
simple; the paint was from different 
manufacturers. That’s just one of myr-
iad details, along with the tiny Scott 
data tag on the fork, that Dillon took 
the time to verify and replicate. A new 
tire and new hardware completed the 
tail wheel assembly, and then Dillon 
moved on to the main gear. 

Progressing Right Along
Dillon matured along with the proj-

ect, cultivating an inner confidence 
and a wholesome sense of humor. 
There were, of course, times when he 
became so absorbed in numerous time- 
consuming details that he wondered if 
he’d ever finish. High school classes de-
manded his attention during the day, 
but in the evenings, even his friends 
couldn’t divert his attention from the old 

Cessna. Only flight training vied for his 
time during those first couple of years on 
the project. Mike (a CFI) taught Dillon 
the skills he needed to fly tailwheel air-
planes, and Dillon humbly established 
a Guinness World Record on his 16th 
birthday for “the most conventional gear 
aircraft flown solo in one day.” 

Sharing a few words about his op-
portune solo experience, Dillon grins 
happily and recalls, “I soloed another 
170 that we were using for flight train-
ing, then a Cessna 195A model, and 
then Grandpa’s 195B model, and then 
a military version of the 195—the 
LC-126. After some big storms rolled 
through the area, I soloed my dad’s 
C-45 Twin Beech, and then a G18 Twin 
Beech. Right after that, I soloed the 
AT-6 [that we had just completed] for 
the big finale!” You might say that 
he was well-prepared to fly his 170B 
when the time came. 

Restoration activities ramped up into 
a whirlwind during the first six months 
of 2012. “Throughout the project, I did 
90 percent of the work restoring this 
airplane,” explains Dillon, adding with 
a faintly mischievous smile, “as soon 

as I dropped out of school, the project 
went a lot better! Seriously, after I grad-
uated, I put in solid days for months. I 
honestly like the restoring just as much 
as the flying.” Notably, prior to gradua-
tion, his schoolwork excelled during the 
restoration project—in fact, his report 
card reflected straight A’s. 

Intricate Details
The lower portion of the instrument 

panel—where the throttle and vari-
ous push-pull controls were located—
provided yet another challenge. Dillon 

wanted to use the original decorative 
diamond pattern, so he gleaned as 
much detail from period photographs 
as possible, and then used computer 
graphics to replicate it. He cut a new 
piece of Plexiglas using the old one 
as a pattern, and smoothed his decal 
of the diamond pattern onto it, fol-
lowed by press-applied yellow letter-
ing. He painted the reverse side blue, 
and, Voila! The panel’s classic look adds 
just the right “period pizzazz” to the 
panel—complemented, of course, by 
the original embossed Cessna logo on 
the upper portion of the panel. 

Dillon applied a smaller version of 

that logo to the yokes, after stripping 
and repainting them. “That logo was 
kind of a chore,” he recalls, explain-
ing, “I painted those by using a stick-
on vinyl paint mask, and then spraying 
it with white auto paint. The trick was 
carefully removing the mask in pretty 
much one piece—but then I had to pick 
out the little centers of the ‘e’ and ‘a.’”

One feature in the panel, which 
sometimes goes unnoticed, is the 
original and fully functioning stall-
warning unit. Both the horn and light 
are activated in the panel unit when a 
stall is detected. Its sensor is located in 
the leading edge of the left wing and 

Dillon, his father, Mike, and his 
Grandpa John on the flightline at 
AirVenture 2012 .

The handsomely finished interior 
fully complements the shining ex-
terior of this Cessna 170B .

Polishing the fuselage out on the ramp .

Note the finishing touches for the panel, including the blue lower panel, 
complete with the original working microphone . The ash receivers were 
plated on the inside and re-chromed .

“A good opportunity can
really take you far; you
just have to pursue it, and 
throw all your will and
effort into it.”—Dillon Barron

MIKE BARRON
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has its own nifty feature—a tiny plac-
ard that states, “Do not paint vane or 
slot.” Mike showed his son how to re-
furbish the placard on the panel unit by 
using a black ultra-fine sharpie to work 
in-between the letters. “If you mess up, 
lacquer thinner will take it right off. 
When you’re finished, apply clear coat 
over the top,” says Mike, adding, “we 
used some white out and an old type-
writer to type the correct headings on 
the original compass card.”

There’s one small item for the panel 
that Dillon allowed Mike to restore—
the Grimes map light, complete with 
decal. And when Dillon researched 
the radios that were options for the 
Cessna, he grinned happily when he 
looked through his dad’s collection of 
aviation artifacts. Laughing, Mike re-
counts the occasion: “Dillon came up 
to me, and said, ‘Hey, Dad! Look at 
this!’ And he shows me the pictures 
of the original panels, with the Lear 
LTRA-6 VHF/LF receiver. Then he 
says, ‘You know that radio of yours is 
exactly what goes in my airplane!’ He’d 
done his research; and I said, ‘Well, 
son, it’s all yours.’” 

Perhaps some of the smallest fea-
tures incorporated in the restoration 
were the red cap nuts for the screws 
that hold the metal strip in place down 
the center of the windshield. “I love 
details like that, and we also bought 
about seven of the original type of sun 
visors just to get enough of those little 
metal corner clips for them,” explains 
Dillon, “and my Grandpa is good at 
finding all kinds of detail stuff, like the 
cable lacing that they used in the day 
to tie the ignition harness cables to-
gether in the engine compartment.” 

Interior 
When he was tearing out the old 

interior, Dillon discovered and saved 
small remnants of the original carpet 
and mohair headliner that had been 
protected from the sun’s damaging ul-
tra-violet rays. He used those, along 

with a few interior samples from an-
other vintage 170, to facilitate his 
quest to locate authentic materials. 
The one item that was still in good 
condition, and could be reused after a 
thorough cleaning, was the cargo mat 
in the baggage compartment.

“We had some factory brochures to 
verify the colors and materials, which 
you could have customized to your 
own liking,” says Dillon, “and we were 
lucky enough to meet the legendary 
Mort Brown, who was with Cessna. He 
was a test pilot for almost all the 195s 
and a lot of these 170s, and he was just 
a wealth of information.” 

Using automotive restoration 
sources, father and son were able to lo-
cate enough new-old-stock blue nylon 
for the seats, and ordered new leather 
from Douglass Interior Products. A 
local seamstress, Darlene Heitmeyer, 
had previously done the interior for 
Mike’s 195, and agreed to do the 170. 
“We borrowed a set of original seats 
and side panels from a friend’s 170,” 
shares Mike, “So she could replicate 
the type of stitching and everything, 
right down to the smallest detail.” 

Dillon took the old panels and seats 
to her shop, and was able to lend a help-
ing hand during the process. “I cut out 
all the material and helped her do all the 
measurements. That was a good expe-
rience,” he says, smiling and adding, “I 
had previously done a fair amount of 
sewing with my grandmother, Marilyn, 
including making my early Halloween 
costumes. She also helped make the slip-
on seat covers to protect the interior.” 

Engine
At first, Dillon was intimidated 

by the prospect of overhauling the 
Continental C-145 engine. Its total 
time was 2,513.4, and this was its sec-
ond overhaul. “It’s the most impor-
tant part of the whole airplane, and it 
seemed almost too critical to get every-
thing perfect and not mess up,” he ex-
plains, “but I had my Grandpa’s help, 

and he has 30 years of experience doing 
engine overhauls. He has an A&P, and 
Dad has an IA and A&P. I’m logging ev-
erything I can toward my own A&P, and 
I have more than 1,000 hours so far.”

After taking a few deep breaths, 
Dillon proceeded, with guidance, to tear 
the engine completely down. “There was 
not really any corrosion to speak of. So 
as I was tearing the engine apart, that 
really boosted my spirits, because it 
seemed a whole lot more simple than 
I was expecting. We had to have all the 
cylinders chromed, and we had to re-
place the pistons, rings, and bearings. 
The major thing we had to replace was 
the cam,” says Dillon, adding, “I started 
figuring out how it all fits and works to-
gether. Now when I fly, I can picture the 
whole engine working—it’s really cool. 
So far, our longest cross-country has 
been up to Oshkosh.”

Painting
As with some of the interior fabric, 

Dillon was able to find areas of exterior 
paint that hadn’t been exposed to ultra-
violet rays. That allowed him to carefully 
document the original color and even 
the correct amount of gloss. Best of all, 
he says, “the original trim lines had been 
preserved, even though it had been re-
painted a darker blue at one time.”

Painting the trim wasn’t Dillon’s first 
time painting—he already had some 
experience in that area. “When I was 
about 8, I painted Grandpa’s old Willys 
Jeep that we used for towing airplanes 
around,” says Dillon, “and I’ve painted a 
few other things, as well.”

The tedious part of this phase was 
precisely laying out the trim lines. 
“When we got the plane, we took pro-
gressive photos from the nose all the 
way down the fuselage, and took mea-
surements of the paint lines,” recalls 
Dillon, adding “when we were ready 
to paint, we just taped the photos to 
the side of the airplane, so we could 
go from that and measure and lay that 
line exactly like it was. We did it that 

way to replicate the factory paint job. Back near the verti-
cal stabilizer, they made the radius on one side turn and go 
up over the fuselage about two inches sooner than on the 
other side, so it made the point of the stripe off center of 
the airplane. We replicated that, to make it authentic.” 

Dillon used a compressed air, gravity-feed paint gun to ap-
ply the Sikkens base coat and clear coat. Then he meticulously 
hand-painted in script “One Seventy” on the nose. “That was 
originally hand-painted, and we could still see the old brush 
lines,” describes Dillon, adding, “back on the tail, the block-
style Cessna logo had some differences from side to side. The 
‘A’ was flipped, and the ‘C’ was rounded on one side and sharp 
on the other side. So I replicated those details as well.”

First Flight
Finally the day arrived when the airplane and Dillon 

were ready to get acquainted in an airborne fashion. Minus 
the interior, and with just one old original seat and belt in-

stalled, Dillon hopped in by himself. Describing the flight 
and the feelings that ensued, he smiles broadly and re-
hearses a litany of emergency scenarios: “‘When’s the en-
gine going to quit? When’s something going to go wrong? 
And where am I going when it does?’ I was ready for pretty 
much complete failure, so I kept thinking, ‘Where am I put-
ting it if it does quit?’ But it went great, and after the flight, 
I was jittery and so excited! It was awesome, and I couldn’t 
sleep much at all that night!”

An Edifying Experience
All three generations of the Barron family learned some-

thing through the restoration. “I have a new interest in 
derelict airplanes now. Now I look at one and say that can 
be something! It feels good to save an airplane that could 
have been scrapped and disappear from existence,” reflects 
Dillon, adding, “Plus, I know this airplane inside and out, 
and that’s a neat feeling. It turned out way better than I 
thought it was going to be.” 

Dillon learned a bit about life, too. “I learned what an op-
portunity can really give you. When you see an opportunity, 
you just have to attack it,” he explains, elaborating, “a good 
opportunity can really take you far; you just have to pursue 
it, and throw all your will and effort into it. Devotion will 
take you a long way. There’s no better reward than having a 
finished airplane you can call your own.” 

Thoughtfully reflecting on the restoration, Mike observes 
that “Dillon’s enthusiasm has grown threefold since this proj-
ect. In fact on the ride up here, he says, ‘Wonder what our 
next project will be?’” Mike also offers a suggestion on how to 
improve the process the next time: “We’ll work on better or-
ganization—and it takes real discipline to be organized—but 
it’s so key when you’re doing something like this. Because it’s 
like, did that get ordered? So as soon as you identify that you 
are missing something or need something, it’s good to get it 
on paper, and get it ordered. We also learned not to have sep-
arate pieces of paper with notes on them—it’s best to have 
just one list in one location!” 

Father and son put the finishing touches on the Cessna 
after their arrival at Oshkosh 2012, putting the prop decals 
on and doing the final polish by hand. It was a rewarding 
week for all three generations of the Barron family—and 
most especially, when John and Mike watched Dillon re-
ceive the Reserve Grand Champion - Silver Lindy (Classic, 
September 1945-1955) for his restoration of N1899C. 

John is quite pleased to see his grandson excel. “I’m so 
proud of him; he just works and works, and he loves it,” 
beams John, adding, “It’s just delightful to watch him. He’s 
a sweet kid.” And one with an admirable outlook on life—
whether he’s in the restoration shop or flying his award-
winning silver sweetheart.

N1899C Specifications
(1954 Model Cessna 170B)

Engine 145 hp Continental C-145-2 
Length 25 feet
Height 6 feet 7 inches
Wingspan 36 feet
Empty weight 1,205 pounds
Useful load 995 pounds
Payload
(with 42 gallons of fuel)

558 pounds

Baggage Up to 100 pounds
Gross weight 2,200 pounds
Max speed 140 mph
Cruising speed 120 mph
Landing speed 
(with flaps)

52 mph

Stalling speed
(no flaps)

58 mph

Climb rate 690 fpm
Service ceiling 15,500 feet
Fuel capacity 42 gallons total

(two 21-gallon wing tanks)

Oil capacity 8 quarts 
Range (at 8.5 gph) 500 miles
—Figures derived from sources including Joseph Juptner’s 

U.S. Civil Aircraft, and Cessna 170 owner’s manuals



Considering their antiquity and the violent 
world in which they operated, it may seem surprising that 
more than 90 prewar racing aircraft still exist. Of course, 
unlike other types of flying machines, they could not easily 
have been converted into more useful forms. Try to imag-
ine even the minimum changes that would have to have 
been made to a GeeBee Super Sportster to make it a useful 
carrier of passengers or freight, or for that matter, bombs. 
Being generally small, they could be shoved back into a cor-
ner of a hangar where they wouldn’t take up space needed 
for practical airplanes. Thus they would stand a fairly good 
chance of surviving World War II without being dismantled 

for their mostly unique components. 
Most of the surviving airplanes had been raced in the 

U.S. National Air Races at Cleveland and Los Angeles, since 
there were so many of them, and because unlike their Eu-
ropean counterparts, they were never subjected to inva-
sions and bombing raids. When the war ended and the 
races were resumed, the presence of war surplus fighters 
meant that much slower old racers remained safely stored. 
Not even the fastest of them—Roscoe Turner’s 1938 and 
1939 Thompson Trophy–winning Pesco Special—would 
stand a chance of beating even an absolutely stock Mus-
tang or Lightning or Kingcobra.

Gordon Bennett Cup
The oldest of the survivors date back to the very first 

trophy race series, the James Gordon Bennett Trophy, 
offered from 1909 to 1920. Only two of these have been 
located. The oldest is the Baby Wright racer, flown by Alex 
Ogilvie to place fourth at a rip-roaring 51 mph; it’s on dis-
play in the Musee de l’Air at le Bourget Aeroport, north of 
Paris. The only other is the Dayton-Wright RB-1, in which 
Howard Rinehart managed part of a lap in 1920; it’s on 
display in the Henry Ford Museum, Dearborn, Michigan.

Schneider Cup
Representing the Schneider Cup Races of 1913 to 1931 

are six seaplanes that raced, plus two others that were 
meant to race. From Vickers Supermarine are the 1919 Sea 
Lion I hull in the Science Museum in London; the 1929 
second-placing S.6A; and the winner of the final race, S.6B, 
which went on to become the first aircraft to top 400 mph, 
also in the Science Museum.

Macchi
There are three Macchis in the Ital-

ian Air Force Museum, located at Vi-
gna di Valle, north of Rome.

The M-39 MM76 was a monoplane 
strongly influenced by the Curtiss 
R3C series, and used a Fiat engine 
based on the Curtiss D-2. Mario de 
Bernardi won the 1926 race at a re-
cord 246 mph. 

The M-67 MM105. Very similar to 
the M-39 and M-52, it had an 1,800-hp 
Isotta-Fraschini W-18 engine. Giovanni 
Monti was averaging 301 mph when he 
had to drop out due to overheating. 

The MC.72 c/n 181 was tandem-
engined (two Fiat V-12s end-to-

end), with the first workable set 
of contra-rotating propellers, but 
it wasn’t ready for the final race. 
In 1934 it was flown by Francesco 
Agello to an Absolute World Speed 
Record of 440.681 mph that still 
stands for seaplanes.

Fiat
The little Fiat C-29 c/n 130 sits 

alongside them on display. Built by 
Fiat Aviation with a 1,000-hp Fiat 
A.S.5 V-12, it was standing by for the 
1929 race but was not needed. 

Curtiss
The Curtiss R3C-2 A-7054 in which Jimmy Doolittle 

won the 1925 race is on display in the Smithsonian Na-
tional Air and Space Museum. As a landplane, it was 
flown in the Pulitzer Race. Modified with floats, it was 
flown to second place in the 1926 Schneider by Chris-
tian Schilt. 

Long Distance
Long cross-country races were more realistic demon-

strations of the airplane’s usefulness, but they lacked the 
crowd appeal of short-course pylon events. They were par-
ticularly well-suited to factory-stock airplanes.

Dole Race
The only airplane still intact from the disastrous non-

stop race from California to Hawaii in 1927 is the Travel 
Air Woolaroc, in which Art Goebel won. It’s on display in 
Bartlesville, Oklahoma. Only two of the seven starters fin-
ished the 2,400-mile grind.

Surviving
Pre-World War II racing aircraft

Part I
Don Berliner

EAA 5654, Past President, Society of Air Racing Historians

Around the Pylons
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Other European Racers .  Percival Mew Gull, King’s Cup winner, owned by 
Real Aeroplane Co ., England at the Reno Air Races .

Long-Distance races .  deH Comet “Black Magic”, now being restored at 
Derby Airfield . .  J .H . Robinson collection .

Pulitzer Trophy Races .  Curtiss R3C-1, now in the National Air & Space 
Musuem as Jimmy Doolittle’s float-equipped Schneider winner .  
U .S . Army Air Corps photo .
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MacRobertson Race
This was the greatest of the long races, being of 11,300 

miles from England to Australia in 1934. Of 64 airplanes 
that were entered, 19 started and finished, with many be-
ing small airliners.

Winner of both the Speed and Handicap Divisions was 
the new de Havilland Comet Grosvenor House, G-ACSS, 
flown by C.W.A. Scott and Tom Campbell Black, and is in 
flying condition at Old Warden Aerodrome in England. A 
second Comet—Black Magic, G-ACSP—raced by Cathcart-
Jones and Waller to fourth in the Speed Division, is under 
restoration at Derby Airfield in England.

Finishing third in the Speed Division was the Boeing 
247 NR-257Y airliner flown by Roscoe Turner and Clyde 
Pangborn, which is on display in the National Air and 
Space Museum, Washington, D.C., with United Airlines col-
ors and markings. The GeeBee-like R.6H Q.E.D., NX-14307, 
was flown by Jackie Cochran as far as Bucharest, Roma-
nia, and is now restored and displayed in Ciudad Lerdo, 
Mexico. Monocoupe D-145 Baby Ruth, NR-501W, flown by 
John Wright and John Polando, was stopped by mechani-
cal problems at Calcutta, India.

A little single-seat, 200-hp sport racer, Percival Mew 
Gull G-AEXF, was flown by Alex Henshaw to victory in the 
1,000-mile 1938 King’s Cup Race. The next year he flew 
it to South Africa and back in four days. It currently flies 
with the Real Aeroplane Co. at Breighton, England.

Pulitzer Trophy Race
Only two airplanes are left from the 1920 to 1925 se-

ries, which produced a great string of Curtiss military 

racers. The Pulitzer was the highlight of the pre-1929 Na-
tional Air Races.

The R3C-2 in the Smithsonian is the 1925 R3C-1 Pulitzer 
runner-up with floats rather than wheels. All that remains 
of other racers are wing panels in the National Museum of 
the USAF at Dayton and the Arkansas Air Museum in Fay-
etteville. Neither of these has been fully identified.

Coupe Deutsch De La Muerthe
Run from 1933 through 1936 in France, it was the lon-

gest pylon race in history, consisting of two stages, each 
of 10 laps around a 100-kilometer (62-mile) course for a 
total of 1,240 miles in one day. Intended as an interna-
tional race, it quickly turned into a showcase for series of 
long, sleek, powerful Caudrons. One of them easily won 
the 1936 Thompson and Greve Trophies at the Los Ange-
les National Air Races.

Winner of the first Coupe was Georges Detre, who flew 
the radial-engined Potez 53 to beat a wide variety of rac-
ers. It was then retired to make way for an improved ver-
sion, both of which failed to finish the 1934 race. The 53 
is on display in the Musee de l’Air at le Bourget Aeroport, 
north of Paris.

The closest thing to a true Caudron is the Regnier 
Martinet, a C.360 with fixed, landing gear and a Regnier 
engine in place of the original Renalt. In its first form, 
it was flown to second place in 1933, and with the new 
engine, to second place in 1934. It is on display in the 
Musee de l’Air.

Two airplanes intended for the Coupe Deutsch have sur-
vived. The complete-but-unflown Bugatti 100 has been cos-

metically restored by EAA and is on 
display at Oshkosh. The unfinished 
Varivol V-6e, a Caudron-like racer with 
high aspect ratio wings whose span 
and area could be varied, is being com-
pleted in a museum in Angers, France.

Other Prewar European 
Racers

Most pylon racing in Europe has 
been of the handicapped variety, in 
which airplanes having a wide range of 
speeds are given handicapped starting 
times in hopes that all will have equal 
chances of crossing the finish line first. 
While this discourages creativity, some 
interesting airplanes have taken part, 
starting with the 1922 King’s Cup se-
ries that continues to this day.

1926 Aerial Derby
This was a race around London for just 

under 100 miles. In 1919, Clifford Prod-
ger was forced to drop out of the race 
with engine problems. It was the second 
prototype military fighter built by the British Aerial Transport 
Co. and is in the collection at Old Warden Aerodrome.

Lympne Races
This was part of the annual Lympne (pronounced 

“limm”) Lightplane Trials, aimed at encouraging the devel-
opment of low-cost lightplanes. While the series failed in 
that respect because the maximum engine size was just too 
small, it did lead to some interesting designs.

The 1923 race is represented by the English Electric 
Wren G-EBNV, a powered glider with a 3-hp ABC engine. 
It is part of the flying collection of the Shuttleworth Trust 
at Old Warden Aerodrome. A second Lympne—the deH.53 
Humming Bird—was in the collection until being wrecked 
in the summer of 2012.

From the 1926 Lympne Race is the ANEC II G-EBJO, a 
two-seat ultralight that was unable to compete in 1926 due 
to engine troubles but was later raced by Tiger Club founder 
Norman Jones. It has been based at Old Warden most of the 
time since 1931 after once having been sold for $40.

Comper Swift
Easily the most popular of the between-the-wars British 

sport racers, it is a shoulder wing single-seater powered by 
a small Pobjoy radial engine. Of more than 30 built, six of 
those used in racing are known to exist:

G-ABWH – now VH-ACG in Sydney, Australia
G-ABTC – stored in Cornwall, United Kingdom
G-ABUS – under restoration in Ludlow,
     Shropshire, England
G-ABUU – in West Sussex, England
G-ACGL – on display in the RAF Museum, Cosford 
G-ACTF – Scarlet Angel, flying at Old Warden Aerodrome 

Miles
This small firm produced some of the finest sport racers 

of the era. Of three Speed Sixes raced, only one survives. 
Of five racing Sparrowhawks, only one is known to exist.

M.2L Speed Six G-ADGP
Built in 1935 by Phillips & Powis Aircraft, Ltd., this 

raced in scores of events, including at least 20 King’s Cup 
Races between 1935 and 1972, mainly by Ron Paine. It is 
now based in Wokingham, England.

M.5 Sparrowhawk G-ADNL
Also built by Phillips & Powis in 1935, it had a best 

speed of 173 mph in the 1937 King’s Cup Race. In 1953 it 
was converted into the M.77 Sparrowjet, and in 1965 Fred 
Dunkerly won the King’s Cup Race at 228 mph. Following 
a hangar fire, it was stored and now is being restored to its 
original Sparrowhawk configuration.
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Schneider Cup Race .  Supermarine S .6b .  Owned by 
Science Museum, Kensington, London .  Vickers photo .

Coupe Deutsch Race.  Caudron 362.  Owned by Musee de l’Air, 
at le Bourget Aeroport.

Gordon Bennett Trophy Race.  Dayton-Wright RB-1.  Owned by Henry 
Ford Museum, Dearborn, Michigan.
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write the rigging data. Illustration 4 shows the pre- 
assembly of my Command-Aire 5C3 with the assembly 
of new wings. This process will prove how well I built the 
wings to fit together and to fit on the fuselage and struts. 
Illustration 5 shows a detail of the front flying wires and 
their attachment to the front spar of the lower wing. There 
were different wire pulls, some for the Model 3 ship and 
some for the Model 5 ship. This effort proved vital because 
there were some clearance issues with various fittings such 
as the one in Illustration 5. The wing-walk plywood had to 
be modified to allow the attach bolt to fit properly. These 
are small secrets to an easier final assembly of the aircraft 
once restoration is completed.

Illustration 6 is a view of my Command-Aire after 
pre-assembly and rigging of wings and empennage as-
semblies. Detailed notes were taken and sketches made 
so this process could be duplicated during final assembly 
and preparation for flight. The time spent on this task 
was well worth the effort as the ship went together with 
ease (!) and rigged perfectly, eventually leading to a very 
successful test flight.

Not many mechanics know how or can  
manufacture a five-tuck cable splice. Many mechanics may 
not even know exactly what it is, but my view on resto-
ration is: “If an individual could make it in 1929, then I 
should be able to teach myself to make one now.” When 
attending Northrop Institute of Technology in 1960 to 
1961 to get my airframe and powerplant mechanic certifi-
cate, every member of my class had to make such a cable 
to length. I kept my cable, and here in Illustration 1 is that 
very project 49 years later!

The five-tuck splice was the standard splice used for con-
trol cables in aircraft until swaged and Nicopress fittings 
were invented. I recall it took many attempts to make the 
splices for my Command-Aire, but I finally learned. The 
best source of data I found was Aircraft Maintenance and 
Repair, copyrighted 1949 by Northrop Aeronautical Insti-
tute, edited by Charles Edward Chapel. There are photo-
graphs of every step required to make the splice. Besides 
having to make a five-tuck splice, we made the splice clamp 
and marlin spike and were graded for workmanship. I still 
have both the clamp and spike tool after all these years, 
although they are a little rusty from age and lack of use. Il-
lustration 1 shows the splice pretty well along and near the 

end of the fifth tuck. The cable clamp shown is not the one 
I made at Northrop but one I’ve had for many years. This 
is a task that is not often used, and if I needed to make an-
other, much time would be spent retraining myself how 
to do it. Needless to say that there was quite a bit of blood 
shed in making these difficult cable splices!

Illustrations 2 and 3 are taken from the Northrop 
textbook and show the final five-tuck splice, served and 
wrapped with linen rib lacing cord, then varnished. The lac-
ing cord protected one’s fingers from being cut by the wires 
sticking out of the splice. Once the process was mastered, 
making the first splice was no big deal. However, making 
the cable to a specific length was way more difficult and re-
quired some planning. Normally a cable shackle or eye was 
placed on the cable end before weaving took place. 
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Approaching a restoration project, Part 3
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Illustration 6

Illustration 2 Illustration 5

Illustration 4

Illustration 3

I usually conduct three to four pre-assembly operations 
during a total restoration because there is a great need to 
make sure everything fits and works. The first assembly is 
to put all the original pieces together to see what is there 
and what is missing. Also to get an idea of how vast the 
project will be. The second assembly is needed to begin to 
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Illustration 9 shows a method of making cowling pat-
terns from cardboard prior to cutting from soft alumi-
num. The cowling was fitted before engine overhaul—that 
way I did not have to worry about scratching paint on cyl-
inders. When cardboard patterns were complete, outlines 
were traced onto 5052-H34 aluminum, and the parts were 
cut to size using hand shears. After final fitting and shap-
ing, the parts were rolled slightly to fit the contour of the 
nose section; holes were drilled so 10-32 machine screws 
could be installed to hold the parts in place. Finally the 
louvers were punched into the soft aluminum.

After final assembly in Lakeland, Florida, in 1989, the 
engine was prepared for first start. When this event hap-
pens, one knows time is getting close to first flight, and 
the excitement increases as the project nears its end.

One of the last steps before test flying is getting the 
engine working properly. Once the engine is installed and 
ready for first start, the engine should be pre-oiled. There 
are ways to pre-oil the engine using a fitting on the crank-
case, but oil must be in a pressurized tank and introduced 
under pressure until a reading on the gauge appears. If a 
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Engine cowling presents a very unique problem in 
that care must be taken not to enclose the engine too 
tightly, which could result in overheating. The Wright 
R-760 engine runs hot, so I eventually added a small 
6-inch-diameter oil cooler inside the cowling that cooled 
the oil just enough to be comfortable. Illustration 7 
shows a factory photograph of a Model 5C3-C that was 
powered by a Wright R-540 engine. One can look at the 
picture and immediately determine that the Wright ran 
hot because of all the louvers placed in the engine cowl-
ing. Compare this factory photo to the engine installa-
tion in my Model 5C3 shown in Illustration 8.

pre-oiler is not available, I remove all spark plugs and turn 
the engine with the starter to build oil pressure. Don’t run 
the starter for long periods as it will overheat; rather, make 
short runs of about 30 seconds or so. If there is no oil pres-
sure that reads on the cockpit gauge within a nominal pe-
riod of time, stop and investigate. There may be an air lock 
at the pump inlet, which will necessitate cracking the in-
let oil line to remove the air. It’s messy, so provide a large 
towel to catch oil that will spill out of the line. If the fitting 
is easily removable on the pump inlet, such as the Conti-
nental W-670, loosen the retaining nuts and wiggle the fit-
ting until oil spills out. That should remove the air lock. Do 
not start the engine until you read oil pressure. Illustration 
10 shows the engine about ready to run. Note the forward 
engine cowling already in place but side panels removed.

When engine is pre-oiled and ready for the first start, 
it is imperative that a fireguard be posted near one wing-
tip in case of a fire. It would be catastrophic to have the 
newly restored airplane catch fire during first start. Il-
lustration 11 shows the Command-Aire outside the han-
gar at Sun ’n Fun and ready for run. Before the start was 
completed the tail was tied down to a large tractor and 
the main wheels chocked. It took several attempts to fi-

nally get the engine to run, but first start was completed 
before dark. The engine received about two hours of 
ground time before taxi tests began.

Most engines that come from an overhaul shop re-
ceive around five hours of run-in time, in a controlled 
environment in a test cell. I do not run the engine for 
extended periods when it is installed in the aircraft; 
rather, make several short runs of no more than 15 min-
utes to do all preflight tests. I never run the engine at 
high power settings for extended periods because the 
cylinder walls may become glazed and the rings will 
never seat. I run the engine long enough so that I can 
put my hand on a cylinder head and not get burned.

While the engine is being tested it is time to begin 
focusing on the test flight, but do not overlook any-
thing on engine installation and operation. The final 
engine ground runs, testing, and airworthiness checks 
may take another week, but never rush the test flight. 
In my younger days I would rush into the test flight be-
cause it was so exciting, and one would not know the 
outcome until back safely on the ground. But as I got 
older and studied the events leading up to a test flight, 
it became apparent that not only did the airplane have 
to be airworthy but so did the pilot. Being in the right 
frame of mind for flight testing is much more impor-
tant than rushing into the first flight. When the air-
plane was ready for flight, sometimes it would not fly 
for another one to three days, until I felt the time was 
right. Weather conditions play an important role in first 
flights. Preferably one wants the wind (if any) to be 
down the runway—a crosswind landing on first flight is 
not desirable!

Hopefully I have shed a little more light on how to ap-
proach a restoration project and have provided some small 
hints based on my experience.

Illustration 7

Illustration 8

Illustration 11

Illustration 9

Illustration 10
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Univair Has Kept Classic 
Aircraft Flying Since 1946

Univair has a huge selection of parts and supplies for many 
classic and vintage aircraft, including Aeronca, Champion, 
Bellanca, Citabria, Decathlon, Scout, Cessna 120-140, 
Ercoupe, Luscombe, Piper J-3 through PA-25, Stinson, and 
Taylorcraft. We also carry hundreds of fine distributor items 
including Concorde batteries, AirMaze filters, Randolph and 
Poly-Fiber finishes, Ceconite covering supplies, Whelen lights, 
Scott and Maule tailwheels, Specialty Tires, plus wheels and 
brakes from Cleveland, Goodrich, and Goodyear. Call us today!

Toll Free Sales: 1-888-433-5433

ALL MERCHANDISE IS SOLD F.O.B., AURORA, CO • PRICE AND AVAILABILITY SUBJECT TO CHANGE WITHOUT NOTICE • 3-20-13

2500 Himalaya Road • Aurora, CO  • 80011
Info Phone ....................... 303-375-8882
Fax ........800-457-7811 or 303-375-8888
Email ............................info@univair.com
Website ....................... www.univair.comAIRCRAFT CORPORATION

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 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 information, you can also e-mail jbusha@eaa.org.

BOOKS
Aviation Books. http://home.windstream.net/av8terz

EMPLOYMENT
Established Midwestern company seeking seasoned IA with 

leadership experience. Candidate must have an extensive 
background in hands-on restoration activities, be able to 
manage large projects and be skilled in business development. 
Our restoration business is unique and requires extensive 
experience with vintage and Warbird type aircraft. Send 
resume and salary requirements to wasiresume@gmail.com

Wood and Fabric A&P Technician. Looking for a specialist 
with experience in historic Wood and Fabric airplanes 
for restoration and maintenance of existing airplanes at 
major museum (www.MilitaryAviationMuseum.org) in 
the resort city of Virginia Beach. Must have experience 
in building replica airworthy World War One aircraft. For 
information call (757) 490-3157 or email to EPY1@aol.com

MISCELLANEOUS
DC3 Static display model. Brand new, Unpainted, ready 

for your own colors. 22’ wingspan, 15’ long, exact in 
scale and detail. $50k, Send for photos and more info, 
brianedge1@hotmail.com

Something to  buy,  se l l ,  or  t rade?
C lass i f i ed  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 
reserves 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 advertising correspondence to EAA Publications Classified 
Ad Manager, P.O. Box 3086, Oshkosh, WI 54903-3086.
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missions, and they are very well done. I strongly believe 
they will be greatly enjoyed by all of our membership. 
Please submit your featured materials to our editor, Jim 
Busha, at jbusha@eaa.org. 

Also, I would like to again remind everyone that the 
Mystery Plane piece will now be featured in the new Vin-
tage AirMail e-newsletter. You can read more about this 
featured piece in the News section of this month’s issue 
of Vintage Airplane magazine.

The Friends of the Red Barn fundraising program is 
in full swing again this year. I can never properly thank 
the many dozens of VAA members who have been ac-
tively involved in this program. Your thousands of dol-
lars in contributions are the backbone of our efforts to 
bring the membership solid programming and events 
to the Vintage area of operations during Oshkosh! The 
Red Barn fund has eight different levels of giving, and 
there are many levels of perks available to our support-
ers. A new feature this year is that all Gold level and 
higher donors will have an opportunity to enter a draw-
ing for a limited-edition, signed, and numbered vintage 
aviation art print by artist Randall Mytar. Come join 
up by mailing your contribution to VAA FORB, P.O. Box 
3086, Oshkosh, WI 54903-3086. 

Again, as always your thoughts and comments regard-
ing the magazine as well as the business of the VAA are 
very much welcome! 

Please always feel free to drop us a line at vintageaircraft@
eaa.org and let us know what you may have on your mind. 
Remember, if you desire to communicate directly with 
our editor, simply address your e-mail to Jim Busha at the 
above address, or directly to jbusha@eaa.org. And if you 
have some words of wisdom to share with your president, 
please also feel free to contact me at grobison@eaa.org. We 
would really like to continue to hear your thoughts, posi-
tive or otherwise, regarding the new format of the VAA 
magazine and our many valued member benefits. 

As always, please do us all the favor of inviting a 
friend to join the VAA, and help keep us the strong asso-
ciation we have all enjoyed for so many years. 

VAA is about participation: Be a member! Be a volun-
teer! Be there!

Let’s all pull in the same direction for the overall good 
of aviation. 

Remember, we are better together. Join us and have 
it all.
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The new standard in antique.
Introducing the EAA and Vintage Aircraft Association Aircraft Insurance Plan with all 

of the special coverage options VAA Members require for hand propping, tailwheel, 

grass strips, and unique aircraft.  When you insure with the EAA Aircraft Insurance Plan 

you are helping VAA to continue to promote the heritage of vintage aviation.

Check out the EAA 
and VAA Plan today! 
Go to EAALowerRates.com or call us toll-free at 866-647-4322.
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AERO CLASSIC
“COLLECTOR SERIES”

Vintage Tires 
New USA Production

Telephone: 800-247-8473 or  

323-721-4900 FAX: 323-721-7888

6900 Acco St., Montebello, CA 90640 
3400 Chelsea Ave, Memphis, TN 38106 

www.desser.com 
 In Support Of Aviation Since 1920…. 

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. 
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