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HANGAR ECHOF.s 

· E.A.A. CHAPTER 168 September, 1978 

FROM YOUR PRESIVEN.11: 

The Chapter continues to grow with an amazing rate. Twelve 
more new members joined during the August Meeting. Total membership 
to date is now 226. This is one more than we had projected for this 
year. This growth is the result of many factors. Perhaps the two 
most important are the friendly, informative monthly meetings togeth
er with our nationally recognized HANGAR ECHOES Newsletter. This issue 
of ECHOES is one of the best for the year. After reading it, spend a 
few minutes considering how you may become involved L1 making future 
issues even better. 

The last three pages of this issue contain a listing of mem
bers who have joined since the publication of the 1978 Hember Roster 
which was mailed during the month of May. Also attached to the inside 
of the back cover will be membership cards for these new members. 

Our Weight and Balance Workshop which was con.ducted on Satur
day, 9th September was well attended. Over forty members and guests 
were there during the afternoon and were indoctrinated tnto the correct 
application of the recently completed WEIGHT & BALANCE fIT which in
cludes our three 1000 pound capacity platform scales. Jim Young1 s Fly
Baby and the Bob Cutler Piper Clipper received Weight &\iBala.nce checks 
during the session. i1: 

The Fourth Tuesday Regular Meeting, 26 Septemt' r will be 
conducted at the regular time and location. Skyline Re ~eation Center, 
Church Street and White Rock Trail, iJallas, Texas a.t 07: ~O PM. 

00-IT-YOURSELF AIRCRAFT ENGINE 01RRHAUL 

Presented By Two Experts: 

Joe Cragin, Riteway Airmotive, Addison, Texas 

Bela Ambrus, Engine Specialist, J's Aircraft 
Engines & Parts, Inc. 

ALSO 

THt.JlE WILL BE SOME SLIDES PROJECTED WHICH WERE 
MADE BY BILL STOKES SHOWING THE ENGLISH SHUTTLE
WCRTH AIRCRAFT MUSEUM COLLECTION. 

Hope to see you all at the meeting. 

Charles Penry 



E.A.A. CHAPTER 168 

MEETING PROGRAM - FOURTH TUESDAY - SEPTEMBER 26 1 1978 

This month's program has been turned over to the capable hands of 
our pillar, Dick Cavin. I requested that Dick present a program 
of his own choice which he felt would be both beneficial and 
interesting to our club members. We're looking forward to the 
meeting and ask that everyone invite their friends and bring 
their spouses, as we know it will be an interesting program. 

I want to take time to thank everyone for the priviledge of serv
ing the club as Vice President this year. It has been a real 
challenge and very rewarding to be associated with such a 
talented group of people who are so willing to give of their 
time and talents. As a result, the club has grown in membership 
size and has recruited many members who have talents which will 
be a real asset to the club. 

As of the date of this letter our membership has increased from 
approximately 186 members in January to 228 members AND IS 
CONTINUING TO GROW! ! 

Tom Jackson 

MARK YOUR CALENDER 

THE 26TH OF SEPTEMBER, 1978 (ALWAYS THE FOURTH TUESDAY) 
MEETING WILL BE HEID IN THE USUAL PLACE, SKYLINE 
RECREATION CENTER STARTING AT 07:30 PM - LBJ TO SKILL
.MAN, SOUTH TO CHURCH STREET, EAST TO WHITE ROCK TRAIL 
DRIVE. 

BRING YOUR WIFE/OR GUESTS - THEY ARE ALWAYS WELCOME. 



SEPTEMBER, 1978 - BY DICK CAVIN 

Chapter 168 may have a distinguished "first" among U. S~ EAA 
chapters: (In fact, I'm certain of it). KEN LARSON didn't get to 
compete at Fon Du Lac this year for a very excellent reason - he 
was in Toulouse, France burning the midnite oil in Concorde ground 
school! How about that? Ken will be the first u. S~ EAA member 
to qualify as captain on a supersonic transport. 

Ken told me a few weeks back that he had bid the SST, but fell short 
by one number. One of the successful bidders withdrew his bid, so 
Ken made it after all. 

As most of you already know, Braniff will fly the from 
DFW to Dulles {Washington) on an interchange th i\.ir FrancE: and 
British Airways. 

The first part of the ground school deals with lea.::ning about the 
systems and structures, using the programmed n1earning machines". 
The next phase is a Cockpit Procedures Traine:c 1 fol by the 
simulator periods to proficiency. They then go t:r) P2.,:tis fer flight 
training, followed by several observer trips to l\T Y, 2cnd back. 

After Ken spends the required year on the SST he 11 obably spend 
the rest of his airline years flying the 747 to London or Honolulu. 
(Must be wonderful to be that young.) 

When I tell people that I'm now 62 and have been retired from air
line flying for 2 years and explain to them that all airline pilots 
are required to retire at age 60 by Federal decree (Yes; decree), 
it always seems to be a bit of a shock to them. A few years ago 
Air Force General Quesada was appointed as the FAA Administrator. 
During his tenure he drew on his vast wisdom and experience and 
came out with an edict that read from that moment on an airline 
pilot was decrepit automatically when he reached his 60th birth
day. Needless to say, the airline pilots have fought this in the 
courts, but the Supreme Court has found it political expedient 
to do nothing. 

Am I bitter? To answer that just suppose all doctors~ dentists, 
steamship captains, taxidrivers, bus drivers, (or anyone that holds 
another's life in their hands professionally) was barred from such 
an activity after age 60. Can you imagine what a storm of protest 
there would be? Better yet, suppose some arrogant bureaucrat 
(that had never driven a car) suddenly decided that since he had 
ridden a motorcycle he automatically knew all about driving automo
biles and from that day on anyone over 60 was barred from further 
driving! Now you •re getting the idea. Fortuna.te ,w2 have more 
pleasant thoughts to occupy our mind. 



Beginning October 1st you'll be able to tune your TV to Channel 13 
at 0645 Monday through Friday and get a complete weathercast pre
pared specifically for pilots. Hopefully this will greatly reduce 
the telephone line congestion at FSS stations and Weather Bureaus. 
I'm a little mystified that Saturday and Sunday weathercasts are 
deleted, as that's when most private pilots do most of their XC 
flying, but following the trend of weather during the week will be 
a big help. The TV-WX casts are jointly funded by the FAA, AOPA, 
NPA, and other business and private flying organizations. 

There may be a new day dawning in the weather briefing area. 
Right now it's being tested in the Washington DC area and is called 
VRS (Voice Response System). It allows any pilot with a touch tone 
telephone to ask the FAA Master Weather Computers for any sort of 
weather info anywhere in the u.s. The answer comes back in plain 
English and doesn't sound like a robot talking, either. 

The system is simple to use, too. You carry a wallet sized card 
that tells you how to interrogate the computer, by using certain 
coded combinations of numbers. You can have it stop, start, 
repeat, etc. 

You tell it which stations you need WX info on, using the standard 
3 letter airport identifier (i.e. DFW, HOU, ELP, etc.) that you 
punch in your phone. The computer reads back the station phonetic
ally (i.e. Delta, Fox Trot, Whiskey) and when all are in it asks 
you if you want hourly sequence wx. You tell it "yes" or "no" and 
it responds accordingly. Terminal forecasts, Pireps, Radar reports, 
winds aloft, etc. are all available for the askinge All information 
is automatically updated, too. If hour old or two hour old WX is 
desired it's a simple matter for the computer to dredge up the 
info in microseconds, as millions of bits of info can be snugly 
stored away in the computer's memory bank. 

The future possibilities of sophisticated uses of TV and other 
electronic marvels are boundless. Thousands of automatic WX report
ing stations {AWOS) could be directly connected to the computer via 
the same touch tone sy·stem. Such a system could be adapted for 
airborne use, too. Really the only limitations to all these Buck 
Rogers developments are our imagination and MONEY. 

Most of you are aware that there is a huge fund of many millions 
of dollars that is piling up and can't be tapped for anything 
except airway or airport uses. The politicians are greedily eying 
this money, trying to get their hands on it some way. If all the 
aviation groups don't get with it in a unified action it will be 
siphoned off into the General Fund. We should demand that this 
(tax) money be spent only for the purpose specified by Congress -
for airports and airways - and these funds should be put to use NOW. 
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These funds, if released into the economy, would create thousands 
of new jobs and benefit a wide variety of businesses and people, 
from plumbers to PHD's. One doesn't have to be too smart to 
figure this out, it's so elementary. The real truth of the matter 
is tha-t politicians could care less about the altruistic benefits 
or enhanced safety of the flying public unless they can somehow get 
their greedy hands on a big hunk of it. They are using all the 
sneaky, devious tricks that cripple the intent of legislation. 
They hide it in committees, saddle it with ridiculous rider!-- and 
admendments, etc., all designed to twist legislation in the dir
ection of the personal enrichment of these individuals. It's a 
tangled web of perfidy and thievery, hiding behind a mask of honor 
and integrity. Such things revolt most of us, outraging our sense 
of justice and fair play. 

Fortunately we usually aren't directly touched hy such events. The 
people we deal with locally in the FAA are dedicated peoplet 
cooperative, and are trained professionals. In the last 10 years 
I can't recall a single instance where any local EAAer has had any 
legitimate reason to complain about their dealings with FAA reps. 
When one compares that sort of xecord against our dealings with 
other government bureaus and agencies I believe it's very obvious 
that the FAA stands head and shoulders above the rest. 

One of these "good guys" that we are about to lose by transfer is 
TINER LAPSLEY, a member of Chapter 168, a devotee cf the sport of 
aerobatics, and a real credit to his profession. Tiner is also an 
aficionado of sailboating and has already done quite a lot of sail
ing in the Gulf and Caribbean. He had hoped to retire in Puerto 
Rico, spending the last year or so of his career there, but the 
San Juan vacancy opened up earlier than expected and now it appears 
it will only be a few short months before he has to leave our area. 
We will all wish him luck and good sailing in his new domicile. 

The new issue of "Homebuilt Aircraft" has an excellent article on 
AL BACKSTROM's Flying Plank WPB·-L Al has been with the FAA's 
"E"MDO" (Engineering and Maintenance District Office) in Fort Worth 
for quite a few years, but is one of the leading advocates of the 
simple, cheap, low-powered 1 ultra-lite airplane. What's more, he's 
doing something about it. He and fellow chapter member, LEW NIXON, 
are in the preliminary ·construction phase of a new project that 
might best be described as beginning where the powered hang gliders 
leave off. Al has promised us an article on the aircraft for a 
future newsletter, so watch for it$ It has all the earmarks of 
being one of the important airplanes on the E.L\A horizon. 



Most of you are familiar ~ith the Turner T-40 and its various 
modifications. It's designer, GENE TURNER, designed and built 
the original in the late '50's, while he began his FAA career in 
the Fort Worth EMDO. Gene has now returned to the scene of the 
crime, having retired from his last FAA position on the East Coast. 
He's now working for a new helicopter company that's starting 
production on the southern edge of the Metroplex. He will be in
volved in the certification of the new models the company will 
market. We'll be looking forward to getting re-acquainted with 
Gene and his airplane in its latest version just as soon as he 
gets settled. 

I had a report that a retractable gear version of a 2 place Turner 
was ready to fly in Abilene several months ago, but I've heard 
nothing lately. 

You might recall that Gene and JOHN THORP co-authored an excellent 
technical article on the results of their investigations on flutter, 
in conjunction with a team of flutter specialists, in a Sport 
Aviation article a few years back. These specialists are widely 
recognized in industry for their expertise and I believe they do 
all of Lockheed's flutter analysis in this area. Perhaps we can 
get Gene to expound on the subject at a future meeting. 

Every pilot and certainly every aircraft builder should be inform
ed on the causes of flutter, its catastrophic effects, and how it 
can best be avoided. Not only informed, but also educated on the 
subject. It is essential that all of us be aware that flutter 
can be just as deadly on an 80 mph airplane as on one that went 
300 mph. In the coming months we'll explore the subject in some 
detail in a series of articles. The first of these articles will 
be found in another section of our newsletter. 

A couple of years back NASA released a report on the benefits of 
"winglets", those little vertical appendages that are being seen 
at the wing tips of several airplanes. The Varieze is one of 
these. Several years before NASA's report, such an appendage 
appeared on the tips of an experimental propeller by one of the 
manufacturers. 

The latest version of this has surfaced on the Colemill Navajo 
Modification and is being proclaimed as a spectacular advance in 
propeller technology. These 4 bladed Hartzell props look like 
someone forgot to extend the gear on a landing, as the tips are 
bent back 90°. It is claimed that the end plate effect eliminates 
the usual tip vortex, which normally negates any effective thrust 
from the extreme tip. High pressure air was prevented from flow
ing into the low pressure areas, vibration and noise are greatly 
reduced, and span is reduced also. No doubt we'll see the bent 
tips in considerable numbers in the future, particularly on light 
twins, where the tip vortex can cause severe noise and vibration 
problems as they spin off and impact the fuselage. 
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Prowling around OSH last month I made a stop to look at the 
beautiful Windecker 0 Eagle" on display in the commercial area., 
It took me back 20 years when I first met Dr~ LEO WINDECKER and 
his wife, FAIRFAX, who was also a dentist in Houston. 

I was driving by the Pearland Airport enroute to Clover Field, 
where I was headed to fly a homebuilt Cougar .. I spotted this 
unusual looking Monocoupe in an open T hangar* Naturally I had 
to stop and satisfy my hangar snooping tincts. 

Dr. Windecker told me he had recently bought the Monocoupe manu
facturing rights and he was in the process of trying to develop a 
new wing, utilizing the then new plastic :foam as a wing core. 
(Betcha thought the foam core idea was sumpin' new didn'tcha?) 
Dow Chemical was furnishing foam axid some technical advice.. He 
used metal ribs that were speared ,vi th numerous span-wise alum
inum tubes& He was attempting to cover the wing with regular doped 
fabr , but the dope and foam were't compatible and he was up to 
his eyebrows in problems. 

I volunteE:red the suggestion that a" pre-cured thin laminate of 
.fiberglas and polyester resin could be adhesive bonded to the foam. 
I thin fiberglas cloth up on a waxed sheet of aluminum, 
using a squeegee to remove excess resin. The cured laminate had 
one ~ide that was literally as smooth as glass and we used another 
resin to bond it to plywood wings for a strong, weatherproof' cover. 

Dr. Windecker borrowed the idea and when I stopped by again a few 
weeks later he had covered the wing with fiberglas and was very 
pleased with results. By this time the idea of an all-plastic air
plane was beginning to occupy his waking thoughts. A little later 
Dow Chemical came out with a non-woven, unidirectional, single 
strand type of glass fiber that could easily be draped, shaped, or 
molded into nearly any shapea It was called 11 Fibaloy 11 and was put 
in a mold and impregnated with a heat cured epoxy. 

Limitations of shape of conventional metal construction were cast 
off in sculpting the lines of the Eagle I~ The fuselage was pre
dictably molded in two halves then joined together. The constant 
chord wing used airfoil shaped foam blocks that were slid onto a 
tubular aluminum spar (which also doubled as an 84 gallon gas 
tank). The external wing skin was the fiberglas sheeting and was 
epoxied to the foam. (Guess which little homebuilt came out with 
the 11new11 tubular spar a couple of years later?) 

The prototype was lost in FAA spin tests, but a ventral fin and 
rudder was added to cure inadequate rudder area below the 
stabilator. (Ed. note - Several designs have proved to have nearly 



impossible spin recovers capability, due·to inadequate rudder area 
below the stabilator. Often the rudder and fin area above the 
horizontal tail are blanked out. This effect varies according to 
the length of the fuselage behind the wing and other factors.) 

Financing and management errors sunk the new company by the time 
the #7 aircraft flew, but one JERRY DIETRICK now owns the remain
ing aircraft and manufacturing rights and if 250 orders are 
received for this beauty it will go back in production on what will 
be almost a custom built arrangement. It's super strong, very 
fast, has a cabin 9" wider than a Bonanza, and as the saying goes, 
"It's slickern slobber on a door knob". Good luck, Jerry. Now 
all you gotta do is find 250 people with $100,000 each. 

Long time chapter member, DAN DUDASH, finally made it back to 
Big D and quite a few of you got to meet Dan and his wife, Stella. 
His immaculate T-18, in its polished, unpainted brilliance, showed 
off the excellence of his workmanship. Dan took me for a ride and 
it scoots right along on a fraction of its total 135 hp. He had 
been averaging 150 to 160 mph with it on his trip, burning less 
than 8 gallons per hour. After a nice visit here they went on to 
Phoenix to visit friends there. Dan just retired in May and he 
and Stella took the T-18 up to Longview, Washington, where they 
plan to move to sometime in the near future. They still have 
their original lot at Airpark, but since they have zeroed in on 
MOLT TAYLOR Country as their retirement abode, they'll sell their 
lot at Airpark. Anyway, we hope Dan and Stella can make it back 
again soon. 

We have a new sport plane in our chapter. It's flying, too. 
KEN MORGAN decided he needed something to fly while he was build
ing on his T-18, sn when he heard about a little 2 place biplane 
for sale in our area he was on it like a hen on a June bug. He 
now has a 2 place Starduster (One}, a one and only. It's registered 
as a SA-100, even tho' it's a two-holer. It's powered by a 125 hp 
0-290-G Lye. It was built in California several years ago and 
might have been the inspiration for the Stan.foster Too. Ken 
bought it from the builder, who works for Bell Helicopter, and now 
has it at home to do a little cosmetic .face lifting. 

One of our newest members, RICK LINDSEY, recently flew his all 
metal Cvjetkovic CA-65 for. the first time and before the engine had 
hardly cooled down he had another project going. Rick bought an 
EAA biplane project, that was built by a former chapter member, 
BUSTER ORMSBY, about 10 years ago. It, too, will have an 0-290-G 
in it just as his CA-65 has. 
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We'll get some photos of these airplanes soon. CHARLEY GRANT is 
expecially anxious to see Ken's new bipe, as his new 1½ Starduster 
design {that he's building now) probably comes out very close to 
Ken's in size and configuration. 

Sorry our photo page zilched last month, but the photo finishing 
company fouled us up and we were out of time, so we're running it 
this month in addition to this month's. I'd like to compliment 
BOB CLARK and BUD CALLEY, our photographers, on the quality of 
their photos. 

As I've tried to point out so many times,our newsletter is a team 
effort. It takes the efforts and time of several people from my 
scribblings until it gets in your mailbox. Don't forget, we'll 
be needing some help the next year, too, so it would be greatly 
appreciated if you'd give us a little help once a month. Let a 
chapter officer know if you'd like to volunteer. 

We expecially would like for you to try your hand at writing, 
whether it's a "technical 11 article, a new design concept, your 
trip to Oshkosh, an unusual flying experience, a funny story 
(clean preferred), etc. BOB CUTLER's two knee sl8pper stories in 
last month's "Echoes" were a good example. For someone that 
claimed he "couldn't write", I think he did a terriffic job. In 
fact, I have it on reliable authority that Johnny Carson's gag 
writers want to add him to the staff! 

FRANCIS RICHARDSON just got back .from a two week vacation in his 
home state of Maine. He said several ni,ghts that it got down in 
the high 30's. Wow~ Just before vacation he did a two week duty 
tour at Las Vegas, San Diego, and a couple of other western U.S. 
spots. 

BILL KEARNS has just acquired a Stearman as a replacement for the 
push-pull Cessna he just sold. He now has the RV-1 for sale, so 
if you'd like to have a fast little sport plane that'll land slow 
and roll with a Pitts maybe the RV-1 might be your cup of tea. 

BURT RUTAN is really getting the attention of the business aviation 
people with his nl'?W push-pu 11 twin, the "Defiant 11 • As he has said 
so many times, it is th~ prototype of a production airplane. I 
don't know what business arrangement he and HOWARD (PUG) PIPER 
(formerly of Piper Aircraft) have, but for the moment at least 
there will be no homebuilt push-pull twic1~ Surely he knows by now 
that there is a lot of interest in such an airplane for do-it
yoursel.fers. If he was to design such an airplane around 2 liquid 
cooled automobile engines he'd have to hire an army to .fold and 
mail plans~ 
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If the "Defiant" is put into production .it will certainly gobble 
up a big hunk of the twin market and perhaps eat into the "big 
singles" market as well. Altho' the design concept embraces the 
philosophy that the pilot shouldn't remember (or do) anything but 
push the throttles to go or pull 'em back to land. The J-3 pilot 
environment, if you please. I agree up to a point, but I think 
it's pure folly not to put flaps on the airplane, regardless of 
the rationale that the pilot might forget to retract them on a 
balked landing with one engine inop., thus reducing engine-out 
climb capability to zero. I £eel that the last thing we need in 
business or sport aviation is more untrained "airplane driverst1 
blundering around. 

If tight fisted airline management see fit to spend many millions 
of dollars each year to train and retrain their pilots, so that 
they are properly prepared to handle even multiple failures and 
emergencies, doesn't it seem logical to expect a relatively high 
level of proficiency in pilots of multi-passenger airplanes that 
will spend most of their time in airway and congested terminal 
area environment? The single pilot (no copilot) concept also 
could ask more from the pilot than he was prepared to cope with 
when things start to get unraveled - unless he had the conditioned 
reflex of training to fall back on. 

In line with the push-pull configuration, how many or you had 
thought of a "QuickieH type airplane that used 2 of the 18 hp. 
Onan powerplants for better take off and climb? It wouldn't be 
all that hard to redesign the Quickie to such a configuration. 
For that matter an all-new design, using 2 of the little engines, 
could be an interesting challenge. The Quickie has demonstrated 
that it can cruise quite well on one 18 hp engine, so one engine 
could be shut down for cruise, to be re-started if trouble developed 
in the other, or for the approach and landing. In the '30s we had 
several airplanes that carried 2 people on 36 to 40 hp (Cubs, 
Aeroncas, T-Crafts, etc.), but their takeoff and climb was poor, 
due to excessive drag primarily. A modern, clean, ultra-lite 
could do very well on low power. 

About 10 years back HOBIE SORRELL and his sons built several little 
negative stagger biplanes that flew very well on the 26-28 hp 
Cushman Motor Scooter engine. It got off, climbed, and cruised 
as well or better than a J-3 Cub. In fact the design was so 
successful that it finally developed into the present Hiperbipe, 
a truly brilliant performing airplane. (Through several inter
mediate design steps - Ed.). 

The little Carr Twin, a sawed in half VvJ engine, has already been 
used in a couple of designs. The little 11Wind Wagon" design that 
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was seen at OSH this year was Carr Twin powered and appeared to 
cruise well. The horsepower of this little engine ranges from 
about 20 to 40, depending on which engine is cut in two. 

There are a number of ways that 2 engines can be mounted on an 
airframe besides the push-pull and conventional engine on each 
side of fuselage configuration. A number of designs have mounted 
both engines on the nose in a side-by-side arrangement. The 
Dornier Skyservant was an outstanding example of this. JOE LACEY, 
a former 168 member, tried this on his M-10, with 2 VW engines 
mounted on a beam going thru the nose area and the little French 
Cri-Cri used a V stalk set up to mount the 2 little 2 cycle mills. 
Several sailplanes have run a beam thru the fuselage to mount 
tiny 2 cycle engines, also. A Washington contractor, by name of 
Wagner was quite successful in mounting 2 engines so closely side 
by side that the props overlapped about 40%. Of course one of the 
engines was a little ahead of the other. He used a standard 
Tripacer for the experiment and was most pleased with the result. 

"Over and under" twins, driving one prop, have been used with vary
ing results. One of the most recent of these is one that's seen 
at the museum aircraft display area at OSH each year, the Bede 
X-BD-2, a pusher. Lockheed also built such an airplane right after 
the war, a tractor version called the Vega II (I think). I wish 
I could be like the cow that drank a pail of milk and said, 11 It 
all comes back to me now," but my memory slips a little now and 
then. (More "now" than "then" - wife of Ed. ) 

Another over and under twin, driving two axially mounted props, 
used to be seen at Rockford Fly-ins. It was the brainchild of 
an old friend, JOE HALSMER, of Lafayette, Indiana. He did this 
by a belt drive arrangement from the lower engine to the rear 
prop above. Joe experimented with the over and under set up on 
several airplanes. He first did it on a Cessna 120, using two 
Continental 85's, then next on a Tri Pacer, using two Lycoming 
0-290s of 125 hp. Performance was so good that Piper thoroughly 
tested the airplane and publicly stated that they were giving 
serious thought to producing such an airplane. At normal gross 
load it would take off and climb on one engine (350 ft./min.}, 
which was considerably more than the Apache would do. 

Joe later built a Pietenpol, with two Continental 65's for power. 
Predictably, its single engine climb was less - about SO ft./min. 
under ideal conditions. He brought it to our Rockford fly-in 
a couple of years in a row, where it created quite a stir. 
Surprisingly, a lot of people there looked at it and didn't 
realize they were looking at a twin engine. 



Now for you that wondered about the height factor of stacking one 
engine atop the other, Joe solved that little problem by turning 
the top engine upside down, making it into a dry sump engine with 
a remote oil tank on the firewall. I've forgotten what he did 
with the carb, but I think he made it into a down draft system, 
like an automobile. A firewall separated the two engines. 

Joe later showed up at RFD with a push-pull twin. The fuselage 
was a gondola hanging well below the high wing. The 4 wheel land
ing gear was a long beam on each side, with a wheel at each end. 
Front wheels were steerable, as this was intended as a roadable 
airplane. The wings folded alongside, too. The following year 
he brought it back and had eliminated the front engine. 

Joe and I had lunch together in Tokyo once and he told me about 
an old school friend of his dropping by to see him as he was just 
finishing the push pull twin. The friend was an engineer for Cessna. 
The following year Cessna announced their new push-pull twin. Of 
course the push-pull engine idea originally surfaced during WIN I. 
Li.ke King Solomon said back in Biblical days, "There's nothing new 
under the sun", and that's so very true of our "new" ideas in 
aviation, too. 

Anyway, the idea of a multi-engined isn't all that far fetched. 
WILBUR STAIB built a little parasol monoplane, about 5 years ago, 
that mounted 2 tiny engines in the wing leading edge, side by side. 
A Col. Vincent built a 4 engined airplam~ in New Orleans in the 
late 1 40's. It was a cantilever high wing, all-metal, 4 place, 
and was powared by 4 Continental 85's mounted in sleek nacelles 
in a pusher configuration. The B-36 design might have inspired 
this one. Col. Vincent later moved the airplane to Longview, TX 
in the '50s. Reportedly, it flew very well. 

Has the thought ever occurred to you that the mind of man fairly 
bubbles with new ideas? This especially seems to be true in 
aviation and electronics. Perhaps that is why there are so many 
"hams 11 and electronic people in EAA. 

The recent trans-Atlantic baloon flight and attendant publicity 
gave the impression that trans-ocean flights were something new. 
You might be interested to know that .Japan mounted a massive 
effort toward the goal of sending thousands of baloons across the 
Pacific during \1M II. Their motive was a military reprisal for 
the B-25 raid on Tokyo in 1942, to regain "face". It was called 
"Project Fu-Go" and was launched in 1944 and ended in 1945. 11 Fu 
Go" simply means "32nd" in the Japanese I, RO, HA syllabary, 
altho' the "Fu" could have been an abbreviation for "fusen 11 , which 
means "balloon". 
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The Japanese first launched a small aircraft (a Yokosuka El4Yl 
"Glen") from a submarine in September, 1942 and started a small 
forest fire near Mt. Emily, Oregon. Unmanned, 20 ft. paper 
baloons, with a range of 600 miles, were launched from subs in 
1943, but the subs were badly needed in other areas by then and 
couldn't be spared for this project, so the Army was given the 
job to develop baloon "artillery" with the necessary 6000 mile 
range, since they had begun experiments in this vein as far back 
as 1935. 

The Central Meteorology Observatory used the surplus 200 sub 
baloons to research high altitude winds, using radiosondes. They 
discovered the existence of the then unknown jet streams, which 
attained wind speeds over 200 mph. 

They cleverly designed automatic mechanisms to keep the baloons 
at high altitude until over North America. They were launched 
early in the morning and after reaching 36000 ft. an aneroid 
device vented excess gas to maintain it in the jet stream. As 
night fell and the baloon started to sink, the aneroids would then 
release sand ballast to allow the baloon to sink to 31,000 ft. 
On sunrise of day 2 the sun would expand the gas so that it would 
again climb to 36,000 ft. More sand would be released at night
fall to repeat the process. On the 3rd day it was calculated to 
arrive over the U.S. and the final ballast and ordnance were 
released. Demolition charges would simutaneously destroy the 
aneroids and ignite a 64 ft. fuse which burned for 1 hour before 
igniting a small flash bomb attached to the paper envelope des
troying all evidence. 

The baloons were handmade by schoolgirls and around 15,000 were 
made. Around 9,300 were launched and 285 were observed to hit 
their target. Many more were unreported as causing damage, but 
since the "evidence" was destroyed it couldn't be definitely 
proved. Four chi ldre,n in one family were ki I led when they found 
one while on a picnic in an Oregon forest. Several were shot 
down between the Aleutians and the u. s. West Coast. They ranged 
from as far east as Michigan and as far south as Mexico. Several 
landed in Alaska and Canada, also. One was found in the Yukon in 
1955 by a bush pilot and the explosive device was found to be still 
lethal. 

It's hard to believe that baloons have been flying for 118 years, 
isn't it? It's also hard to believe the first man carrying rocket 
first "flew" 20 years ago, too. 
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I just got a call from MIKE NARRIN, a chapter member now living 
in Battle Creek, Michigan and he told me of the death of his 
father, JIM NARRIN, also a chapter member. Jim had been visiting 
a friend in Michigan and got up during the night to go to the 
bathroom. He mistook the door to the basement for the bathroom 
door, in the semi darkness, resulting in a fatal fall down the 
steps. 

Many of you knew Jim, as he visited with son, Mike, on several 
occasions here. He was one of our favorite people, with a ready 
sense of humor and an ever present mischevious twinkle in his eyes. 
We first met Jim and his wife, Barbara, at our first fly-in at 
Milwaukee in 1955. Jim had started his Tailwind then and flew it 
a couple of years later. Mike later wourrl up with the airplane 
and still has it. Jim found another Tailwind (less wings) a few 
years ago and soon had it flying with Dan Dudash's old TW wings, 
that I located for him. He retired at that time and moved to 
Mesa, (Phoenix) Arizona. I made an overnite visit with them last 
fall on the way back from California an<i we had a great time talk
ing over old times. It's saddening to say goodbye to old friends 
and we'll miss Jim. 

His wish was for his ashes to be scattered over Lake Michigan 
from his Tailwind. His other son, Fred, who lives in Tulsa will 
keep Jim's #2 Tailwind. 

On behalf of al 1 Chapter 168 members, I would like to extend our 
sympathy to Jim's family for your loss, as your loss is also our 
loss. 

I'll have to repeat a story that I'm goin9 to include in the next 
newsletter for the T-18 MutuaJ Aid Society, that I'm now preparing. 

RICK KELLER, who lives in San Diego, is rebuilding his T-18. A 
few years back he bought a good looking T-18 project that was up 
on the gear. In due time he completed it and had a lot of very 
pleasurable hours flying it. He decided to have a look at Denver 
and other points on a great circle flight around most of the 
country west of the Rockies. He flew into the highest airport in 
the u. s., Leadville, Colorado> and was elated at the excellent 
takeoff and climb performance at the 10,000 ft. elevation. 

On his swing back home via the nc~thern route up Yellowstone way 
he elected to land at one of the wilderness airstrips in Utah 
and take a commercial sightseeing flj tE! around the area. He drug 
the sod field to check for possible obstructions, etc., then 
circled around and made a nice, smooth landing. On the roll out 
he f'elt a bu::np and noticed a rolUn9 object nut of the? corner of 
his eye. It was his left wheel. Naturally an uncontrollablfi 
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ground loop followed and predictably he went over on his back. 
The roll bar and shoulder harness kept him from harm and he 
gingerly released the belt and harness to get out. Now he had 
a new problem. How do you get out of an airplane with a sliding 
canopy that's locked closed and when there wasn't another living 
soul for many miles? He could find nothing in cockpit to break 
the plexiglas with, but finally he was able to wiggle the rear 
of the canopy up a few inches and painfully squirm thru the tiny 
opening. 

In a little while he felt like finding out the source of his trouble. 
The original builder had installed bolts that were too long to 
hold the axle on the gear leg because he "just happened" to have 
that size. He had cut more threads on the bolts, so they would 
snug thF nuts down.All four of the 5/16" bolts had fatigue 
cracked at the end of the cut threads and failed when they took 
a little extra pounding from the slightly rough sod field. 

Two obvious lessons learned the hard way are in evidence here: 
1) always use the correct bolt; 2) have some means thought out 
in advance to get out of an overturned airplane. We might also, 
call attention to the value of shoulder harness and an adequate 
roll bar. Also, we normally wouldn't worry too much about land
ing at an unattended strip, but if Rick had been hurt it could 
have been a tragic ending. 

As jt was, the sightseeing plane didn't for a couple of hours. 
How he got the T-18 out of the inaccessable strip was quite another 
story in itself. Anyway, Rick is getting close to finishing the 
rebuild job and will be flying again soon. 

BEN DUARTE is very close to flying his Varieze. It's now ready 
to fly as soon as the painting is complete, so quite possibly it 
wi 11 have flown by the time our September meeting ro1 ls around. 
It's going to be a super nice one, too. 

MARVIN BROTT is in the process of taking the Sonerai I to the 
airport :for the first flite. I don't think he has decided which 
airport to go to, but probably will go to Perrin (Grayson County) 
for the first few flites, then load it back on the trailer to 
operate out of Addison. 

In the past the EMDO inspectors specify a test area with a 50 
mile radius from some airport. This doesn't mean that all land
ings and takeoffs are to be made from this airport. It means all 
flite operations are to be conducted in that area, so if you use 
Denton Muni as the center of the 50 mile radius you have quite a 
selection of good private airports in that area. It would take 
in Addi.son, Grayson Co&, Aero Country, Gainesville, Airpark, 
Lakeview, Dallas North, Bridgeport, .and f3owie to mention a. few with 
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with hard surface strips. Actually Denton's new runway exten
sion makes it an acceptable 1st flite airport now, as it now has 
well over 5,000' and is in a wide open non-congested area. 

I went into Denton the other day when all the hail makers moved 
across Dallas and cut me off and in the process got acquainted 
with a couple of EAA types that probably will be chapter members. 

HAL LEVY is shop foreman for Denton Piper, intends to build a 
KR-2, and is a former helicopter pilot that put in 3,000 hours 
in Viet Nam. He was shot down twice in one day. We swapped a 
couple of 'Nam st0ries, of course. A super sort of guy. 

The other was NOEL SPRINGER, also of Denton Piper Sales. He 
bought JOHN DEAN 1 s KR-1 and hopes to have it flying in the next 
month or so. He lives in Garland and will make our next meeting. 
Noel showed me pictures of the Wright Bros. replica that PETE 
BOWERS built (Remember the Vin Fig project?), that he bought from 
Pete. It later went to a museum in Minneapolis. Noel has access 
to a very rare movie film of not only the Wright Brothers early 
flites, but also several other very interesting Ear1y Bird flites. 
He has agreed to show them at one of our near future meetings. 
From what he told me you'll really enjoy the film. Watch for an 
announcement of the showing for you won't want to miss it. 
(They are films that I'm sure none of us have ever seen.) 

Also at Denton I had a chance to ride down to Mangham and back 
with BOBBY OSBORN in his most unusual Ector. The Ector i5 a 
civilian version of the L-19 Cessna "Bird Dog". It's powered with 
a 260 hoss engine and C/S prop and gets off (flapped) in less than 
3 airplane lengths, but will cruise up in the 140-150 range. 

I can't say enough about the way BOBBY OSBORN does business. He 
not only operates on a full satisfaction basis or your money 
cheerfully refunded, but he also breaks his back to be of help. 
I'm not downgrading any of our other advertisers and suppliers, 
but it happens that I've done business with Bobby and have per
sonal knowledge of a good many other transactions and I wouldn't 
hesitate to recommend him to anyone for integrity, competence, and 
business ethics. (Note from the Sec. - Well put, Dick. Not 
enough good things can be said of that fine fellow!) 

I'd like to say the same about another one of our advertisers, 
LOU RAINONE, who is also one of our Designees. (Note from the 
Sec. - Ditto! ) 

I just talked to that doughty Cassutt builder, DORJ\1AN HINCHLIFFE, 
and he tells me that as soon as he paints the new small numbers on 
and gets his final inspection that he'll be ready to t~ke it to 
the airport. He'll 1st flite out of Lancaster. 
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Out at T-18 City they just keep rollin' along. MACK COBB is 
leading the pack at the moment, as he now has his airframe 99% 
complete. He estimates it will be early summer before he flies, 
however, as he's just taken a close look at the jobs remaining 
and says he'll have to hit the ball at around a 20 hr. per week 
pace to fly in time to make OSH '79. BOB ROPER's still working 
on that super panel for his and G. s. CLARDY is finishing up his 
tail group and fuselage before he starts assembly of the center 
wing components that are on hand. He's about to decide on a 2 
axis autopilot for it, much like BRYANT ROWLAND's {Wichita Falls). 
He'll actually have 2 autopilots then, as his wife, IRENE, is 
enrolling in ground school and will take flight training this fall. 

The slightly cooler weather has brought on a big sure of work
shop activity. This summer has simply been impossibly hot for 
most of the homebuilders. Coupled with the super frigid winter 
we had, it's put a big crimp in our homebrew "productionfl for 
the year. Maybe '79 will make up for it. 

Our cover feature airplane this month is the Pazmany PL-4 and again 
JIM PATTERSON has done a fantastic cover picture. That guy has 
tremendous talent! We have three PL-4 builders in 168, JOHN RUSSELL, 
JOHN CROOK, and JOHN DAVID KERNODLE. Dave is also the publisher 
of the national PL-4 newsletter. 

The PL-4 is a prize winning design of LA.DISLAO PAZMANY and is a 
single place, all metal low wing, featuring a T tail and quick 
folding wing and conventional gear. 

It was designed around the VW engine, but also was configured so 
that it could be powered with a wide variety of aircraft and suto
motive engines in the 65-100 hp. range. 

For those of you searching for a project in the low budget bracket, 
I'd like to recommend you take a long look at the PL-4. It's 
designed to be 100% pop riveted for economy c\nd speed of construct
ion. It's a "take home" airplane that can be operated for much 
less per hour than most aircraft. It's an easy to fly airplane 
that's designed for the low time pilot that wants a moderate per
formance ship for an occasional weekend flite, or one to make a 
little hop in after work during pretty weather. 

I would like to point out that none of these 3 builders had any 
metal working experience prior to starting, yet the quality of 
their work is superb. Home made router tables, presses, and other 
tools have been devised, using scrap lumber and steel parts, 
holding tooling costs to a rock bottom minimum. JOHN RUSSELL is 
the production brain behind this and he has made templates, jigs, 
and form blocks for the entire airplane. When JOHN CROOK started 
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his project the early part of the year it was a breeze to build 
parts using the tooling that John R. had so generously made 
available. (I'm sure any of the rest of you that would like to 
build a PL-4 would find JOHN RUSSELL willing to extend his help 
in many ways, or any of the other two, also, for that matter - Ed.). 

JOHN RUSSELL is a forme.x: metallurgical engineer for LTV and was 
familiar with many standard production practices, so he has made 
adaptions of some of these to fit his budget and experience. The 
PL-4 would be a natural to build by matched hole tooling (like the 
T-18) altho' John hasn't gone that route. A former T-18 builder, 
familiar with matched ho le (jig less ) tooling was the fir st to build 
a PL-4 and he did so in record time. 

Now let's follow the stories of the 3 local builders and see what 
the design signifies to them, starting with DAVE KERNODLE's thoughts 
on the subject. 

WHY A PAZMANY PL-4A? - By David Kernodle 

The airplane bug has been on my back for many years. The cost of 
ownership made me sick each time it was studied. Plane rental for 
a low hours per year pilot seems to be the only way that can be 
justified. Still let me tell you that it is a poor, poor substi
tute for ownership. 

What are the factors that one must consider when one prices out 
ownership? 

1. Airframe Insurance - a fixed factor for store-bought or 
homebuilt. 

2. Hangar Rent (or tie down rent) - Hangar rent for the 
100 hours annually or less flying becomes unreal. In 
the Dallas area even tie-down rent has been too high for 
sometime now. Who in his right mind would subject a 
plane to that much weather each year, let alone vandal
ism, etc? So that is out. 

3. Annual Maintenance - Aircraft inspectors and mechanics 
come high and rightfully so. 

The above items 2 & 3 can be brought down by a homebuilt airplane, 
which has folding wings, so it can be brought home. When it is 
at home (and handy) it will get T.L.c. maintenance that it would 
never get tied down at an airfield. That would not be a slur on 
our professional aircraft mechanics, either. Money would keep 
one from taking it in to the certified mechanic often enough. 
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Now the homebuilder has to look at which plane to build. If he 
flies for fun, only one seat is needed. For some reason being a 
passenger around the pea patch looses all its fun after the first 
couple of trips, so really one seat makes sense. Certainly no 
more than two, though we do pay a penalty in horsepower (and fuel 
consumption) for a two seated plane. So my plane worked down to 
a single seater. 

Engines enter into the consideration. It has been a long time 
since a 90 hp. or smaller aircraft engine has been built. Now 
the 0-200 is no longer made. The 0-200 will take about 50 lbs. of 
.fuel an hour and a 65 hp. will need about 32.S lbs. - a 35% 
savings in fuel. So low horsepower looks good. Now if you want 
a new aircraft engine that is out. Even used aircraft engines of 
low horsepower are scarce. That really leaves only an automotive 
power plant and we had better face up to that and develop them. 
Liquid cooled or air cooled? The air cooled engine can develop 
only about 0.5 - 0.6 hp. per cubic inch, because that is the limit 
for fin area on the cylinder for cooling. An often overlooked 
fact is that the so called air cooled engine is, in fact, up to 
50% liquid cooled by oil. You had better remember this if you 
want to keep an air cooled engine healthy! So why not cool the 
rest of the engine by use of a liquid coolant (ethylene glycol 
and water)? This totally liquid cooled engine can develop almost 
1 hp. per cubic inch. In any case my plane had to have an auto
motive engine and it may first be liquid cooled. The weight 
penality for liquid cooling is very small if it is in fact a 
penalty. 

Now what materials does one make such a single seated, automobile 
engine powered airplane out of. There were three systems - 1) 
Steel tube and fabric; 2) Wood and fabric (though maybe very little 
fabric); and, 3) all metal (mostly aluminum}. No. 1) is very old 
and really not very good aerodynamically (excepting Steve Wittman's 
Tailwind). No. 2) can be very good aerodynamically, but needs 
a lot of maintenance and still rots. No. 3) - the all metal 
plane - has good strength, good aerodynamic characteristics, and 
has very good structural life. So my plane had to be all metal, 
single seat, designed for power with an automobile engine, and 
last (but not least), designed by a good aerodynamicist who 
follows good accepted design practices. After all, I am chicken
hearted about being a test pilot. 

The criteria that I set for the designer ruled out a lot of plane 
designs. That is, until Mr. Pazmany produced the PL-4A. The 
PL-2 had been considered but put aside, because the construction 
was very sophisticated and it was over 100 hp. The PL-4A met all 
my criteria - folding wing, all metal, single seat, and actually 
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built around a readily available automobile engine. The con
struction had been simplified (by increasing the number of parts 
needed) by using two "standard 11 folded up U channel sizes to make 
all bulkheads. True, one needs some formed corner pieces and 
more rivets, but still this method is cheaper in dollars. I 
didn't feel that I would have to sweat out how well the plane was 
designed. Paz has a very good reputation as a designer of air
craft and aircraft structures, so if I build it according to 
plans it will be a safe plane to fly. It didn't take me long to 
make up my mind. I have plans #21. At this point in time I 
have almost all of the internal fuselage, wing, and tail assembly 
parts done. Some have been treated to prevent corrosion. This 
will continue until all are treated. Then I will have to com
mence assembly. 

The advent of foam and plastic composite building techniques 
caused me to momentarily wish that this option had been available 
to 111e. The need for an 0-200 engine took care of that pause. 
Even in the light of four options in construction, I know that I 
have the very best possible plane which meets my criteria for a 
personal aircraft in a Pazmany PL-1A! t 

Dave didn't want me to waste photos on his parts, as it woulrt be 
a duplication of the photo of ,JOHN CROOK 1 s pa1·ts inventory. 

JOHN RUSSELL's project is a reflection of hie; very meticulous per
sonality and very close attention to small d(~tails. For example, 
a 11 of his skins ha v~~ be~n coated with 11 Spr ay- lot", prior to work
ing, to protect against scratching. Rivet lines were masked with 
tape before spraying the strippable, clear pL'lstir: film on. This 
sort of perfectionist attitude admittedly adds many hours to his 
total shop time, hut he will be content with the quality when he 
finishes. 

WHY A PAZMANY PL-4A? - By ,John Russe> 11 

As a bit of background, I am presently self employed, operating a 
small sign business. Frorn 1951 thru 1969 I worked for Temco, 
Chance Vought, & LTV in. various areas of tooling and manufactur
ing. Now this may sound like a great background for a budding 
homebuilder, but the fact is that the 1n.~thods and processes used 
by the pros are only practical when a large number of units are 
produced. Building one airplane at a time is sumpin' else. 

My first look at the PL-4A was a "ser:: through" drawing in "Popular 
Mechanicsn. Then, as now, I was looking for a.n affordahle way to 
fly and I immedL'\tely liked everyt:1ing about this little ship. 



For economy, I liked the folding wing, ,drag or trailer home 
capability, and the VW engine. In the performance department I 
liked the idea of being easy to fly and with aerobatic capability 
available if wanted. The T tail gave it a modern look and good 
rudder response, too. I also liked the idea of using Pop rivets 
throughout, as I would be working alone. 

Plans were ordered and gathering of materials began in 1973. I 
can't account for the hours I spent on it in the 1 73 to '75 period, 
but most of the hours were spent making templates, form blocks, 
etc. I used the factory method of layout, where plans are trans
ferred directly to the template blank, via a photo emulsion on 
the metal blank. 

Detail part fabrication began by routing the sheet metal parts, 
as shown in the Fig. 1 setup. This tool was easy and cheap to 
build as compared to a Pantograph or Radial Arm router. The effort 
quickly pays off in terms of time saved in hand filing, etc. As 
a bonus, the table can be used to cut tapered edges on aluminum 
plate and bar stock, up to the width of the cutting edge of the 
bit (about 3/4" for standard router bits). Sec~ Figs. 2 and 3. 

As per the very good PL-4A instruction manual, templates were used 
to cut form blocks to very accurate size. Maple was used for 
th(~se where a large number of dup 1 ica te parts were to be made. 

To date, 3 sets of wing ribs (60 parts) hc"\Ve been made on these 
form blocks with only negligable crushing at the edge. Fluting 
grooves are cut into the edge of the form blocks (between rivet 
locations) and these take up the extra material that develops on 
a convex, or "shrink", flange. This allows one to easily make a 
straight rib using relatively stiff 2024-T3 alloy. 

Lightening hole flanges and stiffening "beads" were formed with home 
made dies in a homemade press (a slick set-up - Ed.). 

The rudder and aileron parts were assembled on a flat tahle top, 
with no problems presented. The vertical fin was also skinned 
without any special fixture or jig. Lightening holes in the upper 
and lower ribs and main spar allow access for marking or drilling 
inside. 

An "A" frame type jig was used on the wing panels. Three skins 
per panel are used and are wrapped chordwise from rear spar around 
the leading edge and back to rear spar. External jig!=. (contour 
plates) at the ends of the panels holn the panel from either upper 
or lower side, allowing skin to be 11peeled 11 back on the opposite 
side. (See photos). Alignment was by plumb lines at each end. 
(He held a tolerance of 1/10 angstrom. - Ed.) 
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The procedure was to drill and cleco the lower surface and around 
the leading edge about 4 inches. A helper is needed to hold the 
leading edge down against the nose ribs. With the lower side 
clecoed to the ribs and spars the upper surface end plates (jigs) 
are secured and checked for alignment before the lower surface 
skin is released and "peeled" open. With three skins covering the 
panel, friction holds the two end skins very well, but the center 
skin can slip or twist spanwise unless it is clamped to structure 
or adjoining skins before clecos are removed from the lower side. 

Fuselage frame members are assembled from a common size "C" shaped 
sheet metal channel. FraMes are held in place by a 11backbone 11 

type internal jig while skins are drilled and cleco'd on, using 
the method shown in the construction manual. (Note the photos of 
my fuselage in the jig for details}. 

My time study chart in Fig. 4 shows that this project will probably 
have a duration of 8 years (at my present deliberate rate) and a 
total of probably 6600 hours. I still have major items yet to 
complete (i.e. landing gear, controls, fuel tank, instruments, and 
tip fairings). 

No decision has been made on an engine yet. If it flies within 
the next 24 months there will probably be a used A-65 or 1800 cc 
VW up front. The Subaru conversion should be available soon and 
it has been said that it would be just right for a PL-4. 

In summary, when Pazmany says, "Easy to build for the average 
amateur", I think what he means is that if you follow the plans 
and instruction book nothing really bad can happen so far as the 
various assemblies fitting together correctly. There are some 
parts that require many hours of painstaking work and since this 
is my first project I have no way to compare it with other designs. 
However, I do know that the satisfaction of building a well 
designed project and watching it take shape far outweighs any 
negative aspectsc 

Noticing the numerous lightening holes in wing and tail ribs, etc. 
I asked John how they were cut and he replied that a "fly cutter" 
was used and showed me his set-up. He cuts a stack of rib blanks 
{about 1/4" thick) at one time, sandwiching them between Masonite 
patterns (see pictures). He devised a conical sander to deburr 
the edges, then put the blanks in his scrap lumber "press" to 
form the lightening hole flanges and stiffening "beads". He has 
a series of male and female aluminum dies to do the job. These 
were turned out on a friend's lathe, using scrap aluminum. 
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Note also the so-called "alligator jaw" external Jig, applied to 
each end of a wing or control surface to align and hold the part 
until riveted. Matched hole tooling eliminates this operation, 
but it is a standard factory technique. 

A LOOK AT THE HUMAN ANGLE OF PL-4A BUILDING - By John Crook 

As I think back over how I started to build the PL-4A, I'm amazed 
how man (not to mention airplane builders} goes about selecting 
things in life to do. 

It seems that no matter how hard one attempts to be objective, that 
time and again the best choice is made when the gut feel is right. 
When the gut feel is right the project success is enhanced because 
of the enthusiasm and the soul of man is truly expressed in his 
work. 

The above is the confession of a man, who for 15 years has been 
disciplined in system studies in and around the computer community, 
a profession normally known for its non-human expressions. 

The best way to express my PL-4A project is to start at the 
beginning of my aviation involvement. From my childhood, as far 
back as I can remember, I have built model airplanes. With the 
exception of two rubber band models, which I built while in 
cnllege, I've never successfully flown any of the hundred or so 
I've bui 1 t. 

I remember once when I built on and around a balsa P-51 model for 
5 years. At times this model would be put on the shelf. (Once 
for 7 months). I also built the ME-1O9 model from the same series 
of kits in less than a week. 

The above displays a personal trait. When I'm hot to build, I 
build, and when I'm lukewarm I don't. It seems that lack of 
enthusiasm shows up in work progress faster than anything else. 

I started to become avidly interested in flying other than model 
planes when working in El Paso. Up to that point I had taken joy 
rides in "little" planes, but had not been really impressed. 
RICHARD WARNER, a fellow computer ''expert" and friend from West 
El Paso, took me for a ride one still morning. We went up the 
west side of the Sacramento Mountains and with my own bare hands 
I turned the old C-172 in two 360° turns. The thing that really 
impressed me on this flight wasn't the view, nor the first time I 

21. 



really ".flew" the plane. It was the love o.f' flying that Richard 
expressed before, during, and after the flight. It's truly 
amazing what one can do and feel when something like flying is 
portrayed to them by a good friend. That day I made a mental 
note that when I became rich and famous I would learn to fly. 

Three months later we moved to Fort Worth and sure enough one day 
the bell rang and I took the wife and went to the nearest airport, 
so at the grand age of 30 one Thursday afternoon I arrived at 
Alta Vista Airport to take a serious look into this business of 
learning to .fly. 

The owner/instructor's wife, Mrs. Simpson, told me about medicals, 
books, and other things. I thanked her .for tm info and then we 
went home .for a private discussion. 

I told Peggy, my wife, that I was just going to fly for fun - no 
aerobatics or any of that foolishness. Of course everyone knows 
that all pilots are really fighter pilots at heart and we all smile 
at seagulls. That .fact out of the way, I signed up for lessons. 

The best time not to start flying lessons is in mid-July in 
summer's heat. I flew until my headaches and nauseous stomach 
had enough and then I'd take a day or so off then fly again. The 
worse part was having to wait almost two months to take my solo 
XC, as my schedule and weather kept me on the ground. The best 
part was learning that M. J., the instructor, didn't really eat 
student pilots for breakfast. Also I learned to appreciate the 
value of learning to fly from a 20' x 1800' paved strip and the 
grass strip alongside, which we also used. Now other airports 
look huge. 

At this stage I did a lot of pure recreation flying with the 
family locally, to use my new private ticket, mainly from Alta 
Vista, Mangham, Ponder, and Midlothian. I've heard pilots squawk 
about the wires at Mangham, but for a long time I thought that 
these four airports were the big ones. I still think I was 
lucky to learn to .fly at an airport where you either put in on 
"the numbers" or went around. 

During the fall of '75·I went to Connecticut to install 
system for a bank in Bridgeport. While there I one day 
a copy of "Sport Flying" magazine from the news-stand. 
my first look at the Sorrell Hiperbipe SNS-7. It was a 
article with plenty of pictures and I must have read it 
dozen times, each time wanting that plane more and more. 
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The magazine article was also my first time to hear of EAA or 
Oshkosh, and two other articles also told of EAA. In my flying 
for 1½ years, in and out of several fields, I had never heard a 
word about an organization like EM or an event such as Oshkosh. 
It just goes to show you that you find only what you really look 
for. 

In March '76 I sent my $5.00 for the Hiperbipe information package 
and the information pack had all the dope you needed to become 
interested in EAA, because the '76 dollar cost for a certificated 
Hiperbipe was $25,000, along with a two year wait, versus $3000 
for a kit you could build yourself. Homebuilts now became the key 
word here. 

The article and specs for the Hiperbipe have been repeated many 
times, but for those who have forgotten, the most impressive things 
I liked about the Hiperbipe were its negative staggered wings, 
equal width fuselage, and distinctive look. Also it does aero
batics superbly and flies hands off upside down. It cruises 160 
to 180 mph. with two people rightside up or down, can maintain 
+6 or -4 Gs. The article also noted it could crash good, because 
the guy that bought the prototype ran it out of gas and went down 
in a canyon an~ walked away. 

The information kit also had a mimeographed letter in it saying -
the Hiperbipe was legal to build as a homebuilt kit. 

I thought it over for a couple of months then decided to check it 
out with people that know. I made contact with JOHN WAGNER, of 
the Fort Worth 11 EMD0 11

• He sent me the EMDO homebuilt kit, which 
I think is one of the best starting places for keeping yourself 
straight when you need sign-off, etc. ~John asked me if I was an 
EAA member and I said no, so he said I ought to look up DICK CAVIN. 

It was June before I contacted Dick and he invited me to a meeting. 
He also gave me a hearty endorsement of the Hiperbipe and the 
Sorrell family; Hobie, Mark and John. Shortly afterward I joined 
Chapter 168 and also National EAA and did more studying and cost 
research on the Hiperbipe. 

I finally figured the Hiperbipe cost could be justified very 
simply by not paying rent or eating. It was also becoming evident 
to me to me that the Hiperbipe would be an airplane that had to 
be hangared, which meant more cost over and above the cost of 
bllilding. 

Analyzing my flying and how I would fly after owning my own plane 
I arrived at the conclusion that a well equipped IFR Hiperbipe 
could run as much as $15,000 to $19,000 in 1 76 dollars (for the 



homebuilt model). It also became evident that if one couldn't 
afford to fly the airplane that they had built it wasn't worth 
anything. 

In 1977 I discovered I was becoming bored with computers. I then 
decided I'd like to be a professional pilot in Alaska and I'm 
still working toward that goal. I finished my instrument rating 
in 1977 and am working on my commercial now. 

Dick mentioned the Aerosport Rail in one of his articles and also 
that HOWARD WALRATH had one. I thought, "What a great way to 
build up twin time",. I visited Howard's home and he showed me 
the Rail and a movie of its test flights. (It was later totaled 
in a car wreck and Howard is now building a BD-4). The Rail all 
metal design and take home quality appealed to me, so I wrote 
Aerosport. 

More disappointment. The engines were out of production and so I 
started looking around again, taking a look at Aerosport's Quail 
and Scamp. I liked the Scamp, but my first trip to Oshkosh con
firmed that it would take a major re-design to fold the rear 
fuselage and tail like the Rail. The Hiperbipe was there that 
year and that was a love affair that died hard. 

By now I had a list of specs that "my" airplane had to have: 
1. Aerobatic, 2. VW power (or equiv.), 3. all metal, 4. take 
home. EAA's book "Homebuilt Planes You Can Build 11 helped me 
survey the field, along with WATS line talks with the various 
designers or builderso 

Dick told me JOHN RUSSELL was building the PL-4A when I got 
interested in it, so I visited John and was impressed by the fact 
that he not only was building the airplane, but also tools, too. 
An example ·was his band saw that he put together for pocket change. 
The way he could stretch a dollar was close to my heart, so I 
decided right then on the PL-4A. I learned Dick had a set of 
PL-4A plans and so I bought his plans the next week. 

I started buiMing in December, 1977 and in the months of actual 
work time I had put in 272 hours of worka I've invested a total 
of $379.15 so far, of which materials have cost $116.61 and plans 
and tools came to around $260. Not bad for a cheap hobby, eh? 

To date I've cut, routed, and formed a complete set of wing ribs 
and parts for the rudder, stabilator, and vertical fin. One 
beautiful part about the project is the cost reduction which can 
be had by simply shopping in scrap yards with a man who can teach 
you what to look for and also teach you the skills of aircraft 
building. Visiting other builders uncovers more plane building 
secrets and widens the list of those to thank for that help, even 
tho' their projects are different. 
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I'd like to pass along some of the notes I've made along the way. 
I had been told that forming of hardened aluminum (2024 T-3) 
was next to impossible compared to 110 11 (soft) aluminum and they 
suggested using 110 11 , then heat treating parts, to save heartaches. 
I also heard the PL-4A was a big project because of the use of 
only T-3 in compound shape of the wing, etc. I have not found the 
project difficult in any part as yet. 

To date I have only thrown away four rib sections, three of these 
because I didn't tighten the vise and the form blocks slipped, 
cutting the flange, and one that cracked when I over-bent it. 

JOHN RUSSELL and I put on a rib forming demo at the May '78 Airpark 
Fly-in. I was surprised to find a number of people still didn't 
know T-3 work was so easy. We had about 20 try their hands at it 
and some, like LA.URA JACKSON, formed a whole rib in short order. 
Again, it just ain't hard work at all. 

Pazmany's plans and construction manual are so well prepared that 
there simply is no need to guess about what is to be done. Plans 
include many full sized layouts. You can build the landing gear, 
fuel tank, or control stick, or hand mill your own tail wheel or 
elevator trim screw if you wish. "Paz" gives detail plans for 
exhaust, fairings, and windshields. 

I recommend you get hold of another member with the same project 
if you are starting a new projecto The reason is many fold, but 
cost is a big one. Savings are in time as well as money. I've 
saved a lot on materials and tools. 

JOHN RUSSELL made it possible for me to get started for next to 
nothing. I wanted to make the rudder first and for about $2.00 
in material from John's scrap bin I cut out, bent up, formed, and 
assembled all the parts for the rudder. Of course I used John's 
knowledge, tools, templates, and materials, but the fact is most 
guys in the club could do the same and help you get rolling if 
you'd just ask. There is nothing greater in the world than shar
ing, and working together with someone on something you love to 
do is triple the fun. I guess that's why they have fishin' buddies. 

Besides working around John for 11 months we've done a number of 
things together. One I remember was a Chris Hegner that called 
from Colorado and said he'd like to talk PL-4A on an upcoming 
visit to Dallas. We picked him up at DFW and didn't turn him 
loose until 1 a.m. We later got a call from him saying he'd 
started building. This is an example of how EAA friendships are 
made. 
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At Oshkosh we also made friends from Massachusetts and Canada. 
We take our kids and camp in our '72 Ford Van. The kids go to 
Y camp all day and we go to lectures, workshops, and the flight 
line. 

This is the greatest family vacation in the world, because to us 
everyone is happy doing what they like. Last year I studied 
planes. This year was engines. I'm going with the 1600 cc 
Subaru in my PL-4A. This year we made new friends from Snow Lake, 
Ontario. 

It doens't make any difference whether you speak English, French, 
or German, or where you're from, when you talk flying the light 
twinkles in your eyes. 

In summary, after all this rambling, I probably haven't gone into 
a great deal of detail on construction, but I thought it might 
be of interest to newcomers to convey my thoughts on how great EAA 
is. If you think you might like to build a PL-4A, or somesuch, 
give me a call for a free demonstration and a cold beer anytime. 
We're always ready to pass along the good word about the PL-4A 
and the good people of EAA. 

Well, this concludes our visit with our three local PL-4 builders. 
During the writing I talked with a visitor in our area that just 
bought a brand new Subaru engine for his homebuilt, a PL-4, that 
he's about to start. Mr. c. G. Taylor thinks it is the very best 
bet to use as an aircraft engine, and he certainly is qualified to 
judge. He has been evaluating auto engines for airplanes since 
the mid '20s! Around $800 for an aircraft power plant (new) is 
a breath of fresh air these days. 

Due to time and circumstances the 1st article on flutter will be 
a "hand out" at the meeting, instead of being a part of our 
newsletter this month. 

Our little newsletter almost turned into a magazine this month, 
but I'm sure you've enjoyed reading about the people of our 
chapter as much as I have. I'd like for more of you men (or you 
wives) to sit down and scribble your story, just as you'd tell a 
buddy across a cup of coffee. Remember in this outfit, we like ya. 
so don't be bashful. 
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EXPERIMENTAL AIRCRAFT ASSOCIATION - CHAPTER 168 
1978 MEMBERSHIP DIRECTORY UPDATE 

NEW MEMBERS: 

ANDERSON, HOLMES G. (CELESTE) 
3346 Jubilee Trail 
Dallas, TX 75229 
(214) 352-8864 

BECIIDOLT, REX (DORIS) 
1200 Valley View Ct. 
Hurst, TX 76053 
(817) 268-5282 
Varieze, Luscombe, Cessna 195 

BUTLER, KEITH (KATEY) 
2905 Jl,Japle Drive 
Garland, TX 75042 
(214) 276-5969 

CATHA, GERRY ( CHERYL) 
527 Shelly Ct. 
Duncanville, TX 75137 
(214) 298-4464 
Steen Skybolt 

EWING, WILLI.AM C. 
3245 Brookhaven Club Dr. 
Dallas, TX 75234 

FITCH, J. HOWARD, JR. (JANE) 
3632 Potomac Ave. 
Dallas, TX 75205 
(214) 5'22-9705 
Clipped Wing O~b, Cessna 170A 

FRANKS, GARY 
2502 Crestview Cr. 
Irving, TX 75062 
(21!-J.) 255-1531 
W.A.R. P-47 

GLAVY, JOE (SHIRLEY) 
9406 Estate 
Dallas, TX 75238 
(214) 348-1603 

HAILE, FRANK JR. 
2659 Freewood 
Dallas, TX '75220 
(214) 357-6659 

HINDS, STEVE 
810 Eli 
Dallas, TX 75211 
(214) 330-1206 

IHNEN, LOUIS (KATHY) 
Chapter 488 
P. 0. Box 159 
Golden, Illinois 62339 

KING, KENNY (REBA) 
P.O. Box 716 
Burns Flat, OK 73624 

Ratz CBI 

LINDSEY, RI CK 
9549 Riverton 
Dallas, TX 75218 
(214) 328-3919 
CJ-65, EM, Biplane 

LINEX, JOE F. (FRANCES) 
1612 Lorrie Dr. 
Richardson, TX 75080 
(214) 235-0819 
Cub Coupe 

LUDWICK, JIM (DONNA) 
200 Glenwick 
Allen, TX 75002 
(214) 727-5312 

MA.SK, LARRY R. (PEGGY) 
117 Mesa Spring Rd. 
Weatherford, TX 76086 
(817) 441-8147 
Cessna 150 

MAYBORN, MITCH ( CORINNE) 
3164 Whitehall 
Dallas, TX 75229 
(214) 358-3456 
Ryan STM (STA Special) 

McCLUNG, PAT (DARLENE) 
10175 Visladale Dr. 
Dallas, TX 75238 
(214) 348-2733 
Taylorcraft DC-12D 



McWHORTER, JOHN (LU ANN) 
606 Crotty 
Rockwall, TX 75087 
(214) 722-6429 

MILLER, PHILIP E. 
Rt. 1, Box 442 
Mexia, TX 76667 

Cessna 150 Conventional Gear 

OWDJS, DON M. (LINDA) 
928 Dee Lane 
Bedford, TX 76021 
(817) 283-2557 
Verieze 

PHELPS, ARTHUR V. (SALLY) 
P. O. Box 1016 
Frisco, TX 75034 
(214) 377-9268 
Acroduster II 

POWERS, WILLIAM R. (BERTA LOU) 
2608 Housley St. 
Dallas, TX 75228 
(214) 321-5096 

RASLEY, JIM (JANE) 
4 Vista Cliff Place 
Richardson, TX 75080 
(214) 690-8067 
Stinson 108 (1947) 

ROPER, BOB 
1108 Rio Rita 
Dallas, TX 75040 
(214) 276-3977 
T-18 

SCHNEIDER, FRANK (MARIE) 
203 Becky Lane 
Rockwall, TX 75087 
(214) 722-3136 
Sonerai II 

SCHNEIDER, ROBERT D. (REBECCA) 
4020 Crest Haven 
Dallas, TX 75209 
(214) 350-8508 
Clip Wing Cub 

ST~, RON 
556 Cumberland 
Allen, TX 75002 
(214) 727-5005 

STRICKLIN, ROBERT C. 
3707 Cole Ave. 
Dallas, TX 75204 
(214) 528-3806 

TEICH, MARVIN B. (SHIRLEY) 
7021 Clearhaven 
Dallas, TX 75248 
(214) 386-4466 
Bonanza C-35 

THOMPSON, MARK S. 
2924 Creekbend Dr. 
Plano, TX 75075 
(214) 596-5969 
Pitts SI 

WAHRER., JAN 
1901 E. 15 Apt. 128 
Plano, TX 75074 
(214) 422-5042 

WEIKEL, MILTON (RANDY) 
2324 Oak Knoll Dr. 
Colleyville, TX 76034 
(817) 283-6938 
Mustang II 

WYMER, JERRY (BETTY) 
904 Meadowdale Cr. 
Garland, TX 75043 
(214) 271-3101 



CHANGES OF ADDRESS: 

AUSTIN, JOHN (MARY) 
3616 Briarcove Cr. 
Plano, TX 75074 

DUGAN, CLIFTON 
9117 Brady Dr. 
Dallas, TX 75243 

GARRIGUE, JACQUIE de la 
P.O. Box 5763 
Richardson, TX 75080 

HAAKE, WALLACE R. (ANITA) 
2531 Rolinda 
Dallas, TX 75211 

JONES, DAVID L. 
810 33rd SE 
Paris, TX 75460 

JUN, LOUIS B. 
915 Cordova 
Dallas, TX 75223 

RIGGS, RALPH III 
1325 San Saba North 
Grand Prairie, TX 75051 

SHAFFER, BERNARD A. 
P. o. Box 877 
Chandler, TX 75758 



Serving- ALL Your NEEDS in: 
Heating, Air Conditioning & Refrigeration 

CLARDY S CONTRACT SERVICE 

Specializing in G.E. Equipment 

9007 San Benito 214/327-4324 

Tom Jackson 
President 
214-948-7811 

510 Eads Ave. 
Dallas. TX. 75203 

AIR TAXI 
FLIGHT INSTRUCTION 

Henry Brown 
Chief Pilot 

P. 0. Box 693 
Addison, Texas 75001 

OFFICE 248-6342 

ATTENTION: ANTIQUERS & HOMEBUILDERS !!! 

USED AIRPLANE PARTS 

PAIJL CAMP 

214/227-4569 Lancaster Airport 

GEM NOW! ! ! ! ! ! ! ! ! ! 
?ast delivery on non stock items 
=~o~ our catalog order desk. 
s~:~s PRODUCTS FITTINGS & HOSE 
:.~.3.JOPE OHC ACCESSORIES 
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VALVES 
':'00LS 

FROM ONE HOEMBUILDER TO ANOTHER. 
If you Need Insurance of Any Kind
Auto, Plane, Home. Business ... Let: 

Delmo Johnson Insurance Agency 

Find Answer to Your Particular Need. 

Just Call: 
Delmo (Pitts Special) Johnson 
1901 Ross, 214/741-6001 or 747-0635 

M.J. Krug·er 817/533-2307 
Rt. 1, Malone, Texas 76660 

KRUGER PROPELLER SERVICE 

Specializing in Aircraft, Marine and 
Experimental Propellers. 

CUSTOM AVIATION, INC. 

Sitka Spruce, GL-1 Plywood 
4130 Steel 
AN, NAS, & MS Hardware 
10920 Dennis Rd. 
Dallas, Tx. 75229 (214) 241-8322 
6:30 P.M. - 9 P.M. WEEKDAYS 
9 A.M. - 4 P.M. SATURDAY 

Airplanes 

Instruments 

Used Parts 

Engines 

BOBBY'S PLANES 'n PARTS Radios 
8701 Cardinal Road 

Smithfield, Texas 76080 
(across from Mangham Airport) 

Bobby Osborn 
817-281-8468 

Res. (metro) 268-2786 

AIRCRAFT PLYWOOD 

SPRUCE ~r BATTE••·· 

GERDES PRC!)L:CTS WELDED ASSEMBLIES 

ALPHA AVIATION SUPPLY Co. 
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