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FARMER BUSINESS

your

FROFESSION

“BEST BUY IN THE SKY”

Whether you fly to save time, 1o get ploces fost in
professional emergencies, or to cover your farm and
ranch work, to odd days to your vocotion time, or just

for the pleasure of flying . . . you'll find your place in HIGHER—World's Alfitude FURTHER — 1700 Miles in
the sky with the new Taylorcraft . . . your per- Recard for Light Planes

nal 2l 24310 feut, Sat by Crocn Hes- Fight mads by e By Bor
fonal plane. Hagien @ Loa Angelu, Cal. inder- e from Vencswrsr, B C =

warianal recend for mirplones of T Jewna, Basin. Geea lsed ol
Tayloreroft offers quick tokeoffs — fast, smooth eruis. P —

ing speed — slow, sofe londing speed — side-by-side
companionable seating — ond o host of features you
sxpect to find only in costlier planes. Check feature
for featurs, price for price, and you'll ogree with avi-
ation experts that TAYLORCRAFT is the “Best Buy
in the Sky."

Write to Mr. Bell

TAYLORCRAFT AVIATION « ALLIANCE, OHIO

WORLD'S LARGEST BUILDERS OF SIDE-BY-SIDE AIRFPLAMES




Honeywell has M4

In this generation the world and Minneapolis-
Honeywell, too, acquired wings. A new frontier opened. Teo Honeywell it
brought the challenge to extend in a new dimension its 61 years'
experience in automatic control.

Before the war Honeywell was taking up this
challenge. We saw where Minneapolis-Honeywell controls could serve in
the Age of Flight, just as they brought comfort, safety and economy to
the home and industry when all of us were still earth-bound.

Minneapolis-Honeywell Control systems have
become established in the air. The needs of the Air Forces in wartime
accelerated our research and development and advanced our Aeronautical
program by many years, over the pace it might have taken in its normal
growth.

The business of Honeywell is automatic
control. The air is but a new territory into which our efforts have
expanded and in which our competence has been demonstrated.

The Honeywell Electronic Autopilot and
Electronic Turbo-Supercharger Control are standard with the A.A.F.
where precision and reliability are demanded. These, together with the
Honeywell Elecironic Fuel Gages and Temperature and Pressurizing Control
systems have also won acceptance in the transport field. Many more
control systems are under development.

Aviation tomorrow will be even more dependent
upon automatic control. That is a science Honeywell has pioneered
since 1885. We welcome the challenge that aviation's need presents to

" the Honeywell organization. We like our wings. They are a part of
Honeywell and will be a continuing factor in its future.

'ﬂum-ed w MEH\

HAROLD W. SWEATT, President.

Honeywell

AERONAUTIC h L DIVISION

SEPTEMBER, 1946 3




-

\*’*i;‘ ONE LESS PROBLEM
ON A BUSY FLIGHT

. %

a M wirds l&ag{
With a self-winding Mido, the arm’s natural
motion during normal daily activities keeps
the hammer pendulum gently swinging to
and fro for accurate fiming — without winding.

100%, waterproof, @ Mido is a boon to
fiying plecsure, can be worn ot high alti-
tudes, in dense heat or arctic cold, for all

active work or sporfs in or out of water.
Shock-resistant. Anti-magnetic. 17-jewels.

MULTIFORT - ¢

el Comatls - e

MRNEERS OF SELF-WINDING 1009 WATERPROOF WATCHES

Wris for Basbeutsd bkl F-88 ind nams of

Medler, Migs Whteh Company of Atsarivn. Tor. B FIL

b ey LT sy I Cunada: 410 B Prcer i,
s iy

5400

Here's your permanent record of mechanized war-

fare since Hannibal . . . the only book in English
that documents modern armored warfare in con-
cise text and dramatic action photes and diagrams.

Phillip Andrews Publishing Company
545 Fifth Avenue, New York 17, N. Y.
Please send me .......... copies of TANKS AND
ARMORED VEHICLES ot $1.00 plus 25¢ for packing
and postage each, for which | enclose $............
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CAL-AERO
TECHNICAL INSTITUTE

offers just the training you need.
Since 1929 Cal-Aero has special-
ized in thorough technical train-
ing in Aeronautical Engineering
and Master Aviation Mechanics.

MAXIMUM TRAINING IN MINIMUM TIME -
CAL-AERO CAREER TRAINING WILL approved by the Aviation Industry, the very men who

e oy and Ewow foday's requivements, and the exact
mploy and & foday’s reg 13, and th

ADD DuLLARE TO YOUR PAY CHECK kind of training you musec have,

Ower 6,000 successful civilian gradwaces in all phases

ALL THE REST OF YOUR LIFE! of aviation prove that Cal-Aero Career Training can

ger resules for you too. It will provide you with a

foundation fora profitable sccupation, and a secure future,

WE HAVE THE EXPERIEMCE; THERE IS NO SUBSTITUTE

FOR IT. We invite your consideration, investigation,
and comparison. See coupon today.

Your future earnings depend upon your
i training. A wise investor determineés in
i advance what the return on his investment
will be before he puts "cash on the line.” If
you plan to invest in a course of training for
a furure career, you must do the same. In this
case it is more important to you, because

your choice of training will determine bow v E T E R A " s

much you will make the rest of your life.

Cal-Aero Technical Institute Career Train-

D3 NUIAOW HLIM °/

Cal-Aero Technical Institute is a&pmw‘td for

- i il dexh A Taes i veterans’ training under the . L. Bill of
ing is carefully designed for just owe thing— Rights. Hundreds of ex-service men are now 3
make more money for you. atending, taking ad-

The courses are C. A. A. approved, con- vantage of its benefits, 4

here at Cal-Aero. Write
us—We will be happy .
to help you with your
future plans in aviation.

centrated, intensive and have all the non-

-ssentials efiminated to train you in the
shortest period of time, for the best
position possible, The sub-
jects you study are the very TRAIM IN

things you do on
che job. Thl.‘_\’ R SOUTHERN CALIFORNIA

Wdin

i

(iN3

BE WISE...PROTECT YOUR FUTURE

MAIL TODAY - DON'T DELAY

SEND FULL IMPORMATION AWD CATALOOUDE FREE oW COURSE CRECKED BELOW

A

[1 AERONAUTICAL ENGINEERING COURSE
[ MASTER AVIATION MECHANIC COURSE

| SPECIALIZED ENGINE COURSE
SPECIALIZED AIRPLANE COURSE
POST GRADUATE AERONAUTICAL EMCINEERMNG COURSE
SPECIMLITED AIRCRAFT SHEET METAL COURSE
AERONAUTICAL DRAFTING COURSE, HOME STUDY
AIRCRAFT BLUE PRINT READING COURSE, HOME STUDY

GRAND CENTRAL AIR TERMINAL

1223 AIRWAY — GLENDALE 1, CALIFORNIA
(LOS ANGELES COUNTY)

>>> UMDER PERSOMAL SUPERVISION OF MAJOR C.C. MOSELEY, PRESIDENT AND FOUNDER
SINCE 1919...0M OUR OWHM HUGE AIRPORT—IN HEART OF THE AIRCRAFT INDUSTRY

DATE OF BIETH
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The Whaleboat

In Building 82 at Burbank, en-
gineers have been fussing over
a remarkable object that looks
like a dural whaleboat on
wheels. It’s the Constellation’s
new Speedpak and it's alot more
useful than & whaleboat, except
maybe to whalers.

With the Speedpak, fast han-
dling of air cargo is made pos-
sible for the first time.

This is the way it works: The
Speedpak is loaded independ-
ently of the ship (which may be
in service somewhere else at
the time.) When the plane ar-
rives, the Speedpak is attached
to the bottom of the fuselage.
Off the Constellation flies with
the Speedpak clinging to its

belly, full of over four tons of
additional cargo. At any stop
the Speedpak can be lowered,
loaded and lifted in a matter
of minutes,

For all its 395 cubic-foot capac-
ity, the Speedpak slows the
plane down less than 10 mph,
which is peanuts for the five-
mile-a-minute Constellation.

The Speedpak is a new solution
to the cargo problem. But new
ideas are old stuff at Lockheed
—ideas that make good hangar
flying and better air transport.

LtolLforl
£1946, Lockbeed Aircraft Corpr ,Burbauk, Calif

Rendezvous

Flight Officer (jg) Roger Wilco
Kilroy, USAAF

HO 1S KILROY? It is unthink-

able that a member of the Army

Air Forces would be so audacious as to
deny knowledge of one of the great
heroes of World War 1I. A pioneer
ilot, he hastened the war's end by
Eriﬂiant contributions to the advance-
ment of aviation. Aviation's Hall of
Fame has long listed such able pilots as
the Wright brothers, Rickenbacker.
Lindbergh, Post, Doolittle, Arnold, etc.
Now, Kilroy—Flight Officer (jg) Roger
Wileo Kilrow, UUSAAF—will be added.

Kilroy was the first and only pilot to
hold a roving commission in Warld
War 1I. Some pilots have resented
“this everlasting insult to their globe-
trotting  reputation.” Yet they express
no resentment toward Doolittle and his
firsts. So they should be proud 1o fol-
low in the prop-wash of Kilroy, another
pilot of many frsts.

Kilroy was operations officer at an
important base in Smackover, Arkansas,
a town named for one of his many ac-
complishments, when war was de-
clared. He immediately hit the breeze,
with his roving commission, for the
fronts. Kilroy was always in front, far
in front, Kilroy was always first. Pre-
sumably, when the first Allied airplane
landed in Japan after V] day, Kilroy
was alreadv there. He was standing be-
side his airplane, giving the Jap pilots
a lesson in radio communication hy
showing them how to talk correctly
into a relief tube.

Kilroy, the first man to solo a Link
trainer with only one hour of instruc-
tion, was also the first to fiv a Fortress
back to base using only the putt-punt
with all four props feathered. Tt is need:
less 1o say who made the first carrier
take-off in a B-29.

Kilroy was the inspiration for the
first jet-propelled job. He had been gor-
ting by on hot air for vears. He coined
the word “Raunchie,” a self-description.

Kilrov saw action in everv theater,
including some rare action in Piccadilly
Circus. His decorations include the
Good Conduct Medal with theee battle
stars, the Pre-Pearl Harbor ribbon with
two raisins glued thereto, and the Pur-
ple Shafr of Arkansas,

F/O (ie) Kilrov was the first veteran
discharged from the Air Forces under
the point system. Kilroy had many
points, all bad. Unfortunately, he re-
tired from aviation due to a terrible o
tack of airsickness, suffered in a cab'e
suspended whirl-around airplane at a
carnival, and is now plaving first base
for the Smackover Ground-Loopers. He
is a bitter, disillusioned man. When
Kilroy returned to the States. after his
brilliant career of informing his fellow
airmen that “Kilroy was here” he
rushed to the home of his childhood
sweetheart to ¢laim her For his bride.
She had promised to wait. but alas. her
love had cooled, and she had married a

“gravel cruncher” from Camp Polk,
Her onlv explanation for the breach of
sromise was in an envelope handed to
ilroy by her mother. ¢ brief mes-
sage was appropriate, It read: “KILROY
WASNT HERE!"
Lr. Jounmsie Frren, ORC.

A Few Direct Hits
Gentlemen:

Where was the picture taken that
adorns the front cover of vour L;Ic!
1946 issue? Several of the fellows t
very familiar to me—think 1 knew them
in Corsica or in training.

Since its “discharge” and subsequent
change to civvies, Am FoncE is a much
better magazine, both in looks and con-
tent. Keep up the good work. My only

ripe so far is the lack of cover write-up.

]F'til:st of luck and happy landings!
Faep H. Games,
Richmond, Virginia.

Unfortunately, the cover photograph
used in July was taken under wartime
regulations which prohibited identifica-
tion of places and personnel in photos
destined for public reproduction. All we
know is that it was taken “somewhere
in England” by our former associate
(Major) Bob Isear.

Gee Thanks!
Gentlemen:

Congratulations! Received my copy of
Am Fonce yesterday and [ must say it's
superb. Truthfully, I was rather pessi-
mistic when I learned that A Fonce
would no longer be mothered by the
Air Corps, but its civilian status has
certainly added to its general content.

May I make a few suggestions? | be-
lieve a page of letters to the editors
would be extremely interesting and in-
formative and would serve to foster
reader interest. Also I'd like to see com-
plete coverage on local AFA squadrons,
their activities, and suggestions in re-
gard to forming new units.

During the war I'd always felt the
Air Corps had sifted the cream of the
Army crop into their ranks. Therefore
an organization with members of such
a relatively high character must cer-
tainly have a voice in veterans' affairs
and in general policy with regard to the
betterment of a national air arm. Your
fine organ has furnished uws with the
tools. Now it is up to us to see that
our ideals and desires are brought to
the front. Front, that is.

In closing, may I wish you the very
best of luck in your new and worthy
venture.

acgues F. Jacosson,
rooklyn, N. Y.

Rather than fake our own letters for
the first civilian Am Fomrce or use
memos from deactivated AAF units, we
omitted Rendezvous from the July is-
sue. However, you will find the column
in every issue from now on,

(Comtmmued an paye 60)

AIR FORCE
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A
=N Chore ag
4

It tells the date, month, doy and time of o
glance . . . it olse embodies all of the pre-

cision points of a fine chronograph .

12-hour recorder and “‘time-out” feature.
In steel case. Federal Tax Included $110

. Mail Orders Promptly Filled

TOURNEAU Y/ «tcfres
431 MADISON AVENUE, AT 49th STREET, N. Y.

SPECIAL FINANCING SERVICE
to OFFICERS

And Certain Grodes of Nencommissionad Officers

Army, Navy, Marine Corps, Coast Guard
and Public Health Service

*

By an Organization Faunded Twenty-two Yeors Ago
for the Purpose of Rendering Financial Assistance
to Officer Personnel af the Lowest Possible Rates.
It Will Pay You te Investigate.

BRAMNCH OFFICES:

Warrington, Fla. Leng Beach, Colif.
Carpenter Bldg. Cceon Center Bldg.
Honolulu, T. H. Panoma City, Fla.
Pier 11 Bldg. 230 East 4th 5t.
Corpus Christi, Tex. Columbus, Ga.
Med.-Professional Bldg. Ma. 5 Chaneellor Bldg.

In This Issue

The Cover this Month

Reminiscent of the post-Pearl Harbor period when
U. S. had little more than a handful of available glider
pilots, this fullcolor photograph was made at Twenty
Nine Palms, California, just aijter one of the Army's first
glider pilots completed his first successful solo. The sail-
plane is a two-place Schweizer trainer but the pilot must
remain anonymous until his family or Friends provide us
with an identification.

The Autonomous Air Force

Qutspoken champion of aviation in all its phases, the
Honorable Jennings Randolph of West Virginia stands
today as the strongest Congressional supporter of unified
defense and an Air Force sharing co-equal status with the
Army and the Navy. In “Unification Cannot Wait,” Ran-
dolph presents a carefully documented case for military
reorganization that packs all of the fire of his Congres-
sional forensics—but cannot simulate the histrionics with
which Randolph has advanced every aviation develop-
ment bill of the 78th and 79th Congresses.

A Generation of Big Planes

One-time t‘mplug.'ue of the Gates Flying Service and
long-time intimate of aeronautical engineers from de
Bothezat 1o Kartveli, William 5. Friedman challenges
current clamor over the new giants of the air in “There
Were Giants in Those Days.” His chronicle of outsize
airplanes, which antedate the Convair B-36 and the
Hughes Hercules by more than a decade, tells of eight-
engine behemoths in 1921, of a twelve-engine giant circa
1929, of coupled power plants driving one or more props
as early as 1916.

Hot Rocks into Hop-Ups

When the A-bomb brought an end to subsonic speeds
for thousands of AAF pilots, a substantial number turned
their talents to an obscure prewar vehicle called the hot-
rod and made the smlimtl-up stock car 2 Number 1 pmb-
lem for West Coast highway patrols. In “Hot Rods and
Hop-Up Kids,” Burgess Scott tells the story of Gl-inge-
nuity which gives ordinary motor cars the speeds of a low-
wing airplane, of 51w::¢| talents which give AAF pilots
the majority vote in “hot rod"” clubs which operate just
a few miles from the AAF jet plane proving grounds at
Muroc Dry Lake. Mr. Scott modestly soft-pedals the fact
that most of the 125 mph stock cars were created origi-
nally by the Ford Motor Company—which employs Mr.
Scott as a “wandering reporter” in the motor world.

Of Men and Miscellany

For the personal-plane enthusiast, and especially the
COrporations p]umuing company-plane :_awn-:rship. Harvey
Hayden recounts the features of the Beechcraft Bonanza.
In more technical vein, H. L. Keeler reports on the new
N.A.C.A. transsonic tunnel at Moffett Field, California,
while John Paul Andrews presents the case for JATO as
an accessory to aviation progress. And Sanford A. Wolf,
who knows every glider site in all of the forty-eight states,
pays tribute to Elmira as the capital of silent flight.

AlR FORCE




Airplanes have been named after stars, galaxies, constellations, animals, fish, birds,

and natural phenomena such as hurricane, lightning, and thunderbolt. For the new
Model 35 BEECHCRAFT we sought to find a name that would be descriptive of the
extra value offered in the way of economy, performance, and pleasure to the owner.
We examined the word “Bonanza™ which in English has the common meaning of
a rich source of profit or gain, or an unusual value. We found that it had the same
general meaning in other languages and also had an additional meaning of fair
weather in certain foreign languages. This seemed to us to be consistent with the
fact that the Model 35 BEECHCRAFT BONANZA has a “built-in tail wind.” To a
pilot fair weather obviously implies a tail wind and the BEECHCRAFT BONANZA

has it as “standard equipment.” The literal translations of “Bonanza” are as follows:

Since we have given a great deal of attention 1o soundproofing in the airplane and
have provided mufflers for the engine as well as a slow turning, quiet propeller we
feel that the translation of tranguility or calm tranguility in French and Italian
also -applies to the comfort of the occupants of the Model 35 BEECHCRAFT
BONANZA while in flight. Summing up all the meanings of “Bonanza™ in English
and in other languages we feel that “Bonanza” is a fit name for our new airplane.
We have designed it for the prosperity, success and pleasure of its owners and we

are certain that it will fulfill those requirements,

Beech Amcmﬁt

€C o8 roRATIOM
THE WoRLD 15 SMALL
WHENM TYOU FLY A lllcrICIl.I'l WICHITA, KAWNSAS, U 5 A
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\RANGER#
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RADIO

Gives You
LIGHTER WEIGHT

. SMALLER SIZE
PANEL MOUNTING

N ind” instrument hole

FI‘KED hNTENNA with

“ trailing wire performance

DRY BATTERY OR 12-VOLT
\ MODELS; 2'or 15-watt output

LIVERIES from

% leoding airooft ond sceessory dealers

RANGER aircraft radio
owners—everywhere—are enthusiastic sbout and
high i their prac of those truly. postowar crams-
migiers and recclvers, Mow available thraugh
feading dealers throughout the naren—see them
and you will sgree thar RANGER radios arc the
best bisy for you.

FREE PILOT AIDS—get yours

The Range Stazion
i laats U5 asd Canadian
ramge siatians, call letiers

Procedure Manaal
miyitery ot of coreen 1-way

many euamphos 0a peoper radio wsages. G voure free
copics Froem RANGER dealers or write for 1fem

ELECTRONIC SPECIALTY CO.

3452 GLENDALE BLVD.
LOS ANGELES 26, CALIFORMIA

Monufaocturers of

XRANGER#

NLE U 5 FAT. OTF

RADIO EQUIPMENT

w |
The Popular Martin

Already ordered by a half-dozen U.S,
airlines and by several forcign operators,
the Martin 303 now has been selected
by MNorthwest Airlines for service to all
of the company's domestic route cities.
Powered by the same Pratt & Whitney
R-2800s which Martin used on the B-26
Marauder, the 303 carries 38 passengers
at speeds of 300 mph and over. The
cabin is pressurized and trailing edge
venting gives a certain amount of ex-
haust jet power. Northwest has added
several variations on the basic 303
theme with a semicircular lounge in the
aft section of the fuselage, built-in load
ing steps at the rear hatch. The trans-
port also has a forward passenger hatch,
though no one has explained why a
double-width main door wouldn't pro-
duce an equivalent loading spn;:t:::[-up
without putting passenpers up around
the props.

Cutawoy of Morthwest's Martin 303 shows
pressurized cabin for 38 passengers, lounge.

Low Cost Flyaway

With major production of small
planes concentrated in the industrial
cities of Ohio and Pennsvlvania, an-
nouncement nE a4 new ”'_',-'ﬂ“-"ﬂ_\' service
based at Detrpit should interest a great
many AAF veterans who are buying
personal planes and shuddering at long
distance delivery costs. Manned by ex
Gl pilots from ATC, Skyways Trans
port Service has facilities for 150 fly-
away deliveries each month, quotes
rates averaging only 12%:# per airline
mile on all of the popular small planes.
Rates include complete insurance, a
bonded Ferry pilat, Fuel for the delivery
Hight—with costs for pilot return trans
portation trimmed to a minimum by
“return trip" Ferry contracts with other
manufacturers. Only eight months old
as this is written, this AAF veteran en-
terprise is logeing 100,000 miles month-
lv while delivering aircraft valued at
$250,000,

The Flying Pancake

Variously described as the XF50-1
and the V-173, the Rying pancake has
been an ultra-secret project at Vought
for nearly three years. Now the Navy
has authorized release of performance

T L ]

figures which may or may not substanti-
ate its promise as top contender for
“fastest propellered design”  honors,
Powered by a pair of Pratt & Whitney
R-2000 radials L]]rj\'ing one or both of the
props through a transmission system, the
new Hying wing boasts a speed range
from 40 to 425 mph. Warter injection
broadens this range to permit operations
at 20 or 460 mph according to the man-
ufacturer. Conecived in 1933, the new
Vought has a geometric aspect ratio of
less than 1, apparently challenges every
acrodynamic rule and refinement. But
if test performance proves out on service
prototypes, the Navy may have a mod
ern scout plane even though the XF5L-
| never justifies its fighter designati

Atomic Power for Planes

With a primary contract going to
Fairchild Engine & Airplane Company,
the AAF has undertaken a research pro-
gram to ascertain how atomic cnergy
an be harnessed as the propulsive
power for Future military aircrafr. Al-
though Maj. Gen. Curtis Le May has
said nothing bevond the fact thar re-
search will be conducted at Farming-
dale, N. Y., he has inferred thar pre-
liminary results prove that atomic air
power s “not impracticable” even
though the engineers are still seeking
a hnal method For utilization of nuclear
energy in aircraft.

More G.l. Ingenuity

Stationed ar the Greenshoro AAF
base during the war, Pvt. Harold
Rhodes of Los Angeles saw the effects
of war upon the fingers of hospital
patients. In some cases, post-operative
adhesions produced stiffened fingers,
in other cases minor frosthite left the
digits in a semi-paralyzed state. So
Rhodes buile a pintsize piano from
scrap aluminum and plywood, substi-
tuted alloy rods for the traditional piano
strings, and came up with a cgm'iue
which gave patients some finger exer-
cise while simultaneously teaching them
to play the piano. Subsequently adopted
in eleven AAF hospitals, the Bhodes
“pre-pianc” is now headed for the
civilian market with some Chicaso and
Denver schools already scheduling the
instrument for classroom use. ‘

Size of Lockheed Constitution (outline) eof-
ion, 1946 giant.

fectively dwarfs Constel
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Count on the Comet to give you all the
new features thar spell speed, safety,
stamina and economy in a 2-place personal
plane. Powerful! Popular! Profitable!
Write for your Comet distributorship details
today. Delivery soon!

MANUFACTURING CO.

BEHERANE, CALIFORENIA

Bypt. C
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NG. 8 IN THE SERIES, FEATURING SOME OF THE 700 ES550 AYIATIOMN DEALERS THROUGHOUT 25 STATES

3

"'f‘?'

~s ..ssoproducts have
spelled success...”

says Bob Ashburn of the Ashburn Flying
Service, Inc., Alexandria, Virginia.

Bob Ashburn has owned and operated his
flying service for filteen years . . . showing
profit, using Esso Aviation Products always!

He writes: “In a large part, Esso products
have spelled success to Ashburn Flying Service.
For 15 years I have used Esso products and
find that they pay big dividends in ‘troubls-
free’ performance, clean motors and economy
of maintenance. Also, a considerable number of
transient pilots select our airport fo refuel with
Esso products. I confidently feel that ‘Ashburn’
and ‘Esso’ make for an unbeatabls feam when
it comes fo serving the air-minded population
of the Nation's Capital.”

Esso Aviation Products are guality products.
They are backed by over forty years of con-
tinuous aviation experience, dating from the
Wright Brothers' first flight at Kitty Hawk.
They mean profits and friends for Esso
Dealers and Happy Flying for Esso users.

S

#

-

MR. AIRCRAFT OWNER : for ready reference, Esso Aviation Products are on
sale at following airports in Maryland, Delaware, District of Columbia area:

DELAWARE: Bridgeville Airport; Sunglo Airport, Dover: U. 8. Alrplane Car-
riers, Inc., Dover; Bollanca Airport, New Castle; Biggs Airport, New Castle:
Aircrafters, Inc., Rehoboth; McCabe Field, Selbyville; DuPont Alrport, Wil-
mingion. MARYLAND: Aldino Alrport; Annapolis Flying Service, Inc.
Ditfendall Alrport, Baltimore: Enipp Alrport, Baltimore; Capitol Alrpost,
Inc., Berwyn: Quesns Chapel Alrport, Chillum; Cristield Airport: Columbia
Air Center, Croome; Mexico Farms Alrport, Cumberland; Old Easton Alr-
pori, Easton; Loveit Alrpart, Elkton; Standard Alr Service Corp., Glenburnie;
Hagerstown Municipal Airport; Maryland Abpeort, Indian’ Head: Glenn L.
Martin Co., Middle HRiver; Stevens Alrport, Inc, Lewistown; Oakland
Afrport; Erco Field, Riverdale; Hock Hall Alrport: Congressional Airpart,
Rockville: Delmarva’ Afrport, Salisbury; Clvil Alr Patrol Base 7332, Wast-
minster; Rutherford Field, Woodlawn. VIRGIMIA: Alexandria Airpori;
Baiteys Cross Roada Abrport, Alexandrin; Beacon Alr Field, Alexandria;
Cale's Fleld, Mclean; Onancock Afrport; Parkaley Alrport: Welrwood Alr-
porl. WEST YIRGIMNIA: Petersburg Alrport; Homney Alrport; Cumberland
Municipal Alrport, Wiley Ford.

YOU CAN DEPEND ON

AVIATION PRODUCTS

SOLD IN THE 25 STATES INDICATED
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UNIFICATION CANNOT WAIT s cumnes sonc

*R \epresentative Icuun'm Iurr,urlfj h :rf West Vi
has Irr:rf‘ fﬂwr Qg ."' the g exponents of aviation
e. Year after year he has introduced
hrluru includ-

L -Fr[ hl‘u. I”"
power the

if defense.

:m.-! championed me
ing a unifrcation bill
the President's uni

:mh‘.rm:‘m.llr it st have ¢

tires for a separate

arly ds 1940
plan wh
America’s first liy

S'N‘—'E evEny MeEmBER of the Air Force Association is a
veteran of the AAF, 1 know 1 am talking not anly

o a TEFTE-‘-'L".":.H"E.E iu["‘ UE Ih‘.." men “.'h'ﬂ WwWiomn [1“."
war, but to those who, by continuing their fellowship
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into civilian life, have shown that they intend to fight for
the air power which they created. :

You have seen the destruction of your Air Force by
demobilization, |(.!'ll..!p in your mind the shock of it has
been tempered by the belief that the Air Force s
W 1]1.[ be rebuilt to a rUT!'t"J act bu'[ ]mn] !'II’.HIIU 0
zation, armed with the most modem weapons for the
gy -rdlnn of the peace.

Burt at this very late tlw nearly a vear after you blasted
Tip.m into submi: ion, vour Air Force |~.h_|rc]1. the shadow
of what you know it whnu]d be and must be. We rank no
better than third among the oreat powers. When the
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public goes to an air show and sees the P-80s flash through
the '-'.L'L everyone thinks that America is still supreme in
the air. You know it isn't so. If you have been to an Army
field recently and seen the struggle to keep a few planes
ﬂmblu_ with our half-untrained force, totaling onlv 400,
000 men or only a ffth of what we had last ";uul.m youl
can understand that something is te rribly wrong.

Those of you who are in Tlm Air Beserve have received
no instructions as to how, when, and where vou will get
a chance to l{ucp up your Aving or even to receive ground
training. Those w rho want to join the Air National Guard
are aware that this component is little more than on ps aper
in most States.

I'he Air Force generals are working as best they can.
But the more you examine the situation, and the higher
you go, the more you will iind action blocked, while the
various services argue over what is to be done and who
is to do the job.

The Air Forces know l:\'utth' what they want to do,
Though working with inadequate funds, they are de-
uiup:ns_ new bombers of 10,000-mile range; new rocket
and jet planes and guided missiles. They are about to cross
the threshold of supersonic Hight to ':.pf_r:d'-: upwar;lq of
1,000 miles per hour for aireraft and more than 5,000 for
rockets. They know by what a narrow margin we built up
air superiority in the last war, just in time to smash the
rocket ].anluns.{ sites across the Channel. Every person
who reads the NeEwspapers has been warned that other
nations can deve |::p weapons as powerful as those we have
on the drawing boards. An adequate air power could have
prevented the last war; it is our hnp{: for future peace.
If war comes, our only defense will be in a quick counter-
attack,

Yes, the Air Forces know what tlw}' must do, and you
know. But the generals are stymied while the armed
services struggle with each other for the control of new
weapons. There is only one answer and that is to place
all the armed forces under a unified de *partment w ith one
head who can make decisions NOW.

Douglas transports typify inefficiency of three-way pational d=-nae,
Army, MNavy, Air Forces placed separate contracts for identical DC-3s.

4

“What has stumped us,” in the words of W. Stuart
Symington, Assistant Secretary of War for Air, “is the
controversy over the unification of the services into a
streamlined single department. Unul that is seetled, it is
hard for Iht‘ Air Force to know where it is going or where
it can go.”

Pffhl["‘& you have not been enthusiastic over unifica-
tion. Your first love is the Air Force, Ea Iger as you may
be to render every ]m\ﬁl]lh‘ service, the unification idea
may have seemed too broad and general. You may have
wondered why the drive for a se parate air force, for which
the friends of air power fought for so many years, has
not again been L‘h:lmpinmﬂ. ]

The answer is that the main Feature of the unification
plan is autonomous air power—the same autonomy which
has been the dream of every friend of aviation thmugh
the vears. But with autonomy there must be teamwork
too; teamwork between all our defense forces. So the
President, the War Department, the Army Air Forces, a
majority of (unﬂnu\ and a majority of the peﬂp]c as
shown by opinion polls, are united in their insistence
that all our services be integrated in one great fighting
teanm.

In brief, the plan provides for a single L’[f)pamncm af
national defense headed |}}' one civilian secretary who
will be a member of the cabinet. Under this d{-imn ment
will be three co-equal branches of Air, Land, and Sea—
the Air Force, Army, and Navy—each headed h}' a ci-
vilian secretary,

For full integration, there will be a Council of Com-
mon Defense, composed of the Secretary of Defense, the
secretaries of the three services, the Secretary of State, and
the chairman of the National Resources Hm:ttrt!:. Board.
The Security Board, under the Council, will plan the
maximum use of the nation’s resources for security.

There will be a Central Intelligence Agency, such as
alre: I{:l'\ has been established by executive order, The
President recommends an agency 1o coirdinate Procure-
ment and buppl). to (.]IITH:I'IJIL wasteful duplication; one

Propoted wnification plan wou ild put carrier-based planes under MNavy
“reetion, would cut conflict between Army, Navy supplicrs.



on Scientiic Research, of crucial importance in develop-
ing new weapons; and one on Education and Traiding,
to combine the systems in the various services into an
integrated program.

The Joint Chiefs of Staff will continue o function.
A pm;xmll to appoint one over- all ﬂlllllﬂh Chief of Staff
has been cfmpped To meet MNavy contentions, the Ma-
rine Corps has been left intact. The Navy will retain
ship, carrier, and water based aircraft and Marine air-
craft, plus land aircraft needed for transportation and
training.

I need not explain the need for unification to Air Force
veterans who understand far better than 1. Dming the
war, each one of you has been in a position to observe
the waste, the disharmony, and the duplication which
have resulted from separate services under no common
head. Too many of you have seen vour friends killed for
reasons which, if you could trace them back, have stemmed
from this cause,

Kingpin of the air on V]-day, AAF now ranks third among world
powers. Even Swedes top us with purchase of Vampires (above).

Backers of a big Navy have fought the unification plan
fanatically. Well Dl'E‘LnLﬂ'_‘d in all parts of the country,
they have spread propaganda to the effect that unifica-
tion is dead. They have delayed action in C.ﬂ]’]gl‘l._‘ﬁﬂ. while
vast sums have been '.tppmp:iﬂtud for the Mavy, to in-
clude a vast MNavy air force,

[ wonder if you realize that the Budgu Bureau has
approved For the next fiscal year more money for Naval
than for Army aviation. The 3\3?} s aviation budget is
$385,000,000 for 1,359 planes as against an Army Air
Force budget of $369,000,000 for 1,020 planes.

Yet the Admirals, who did so much to block the de-
1'1:]upmcnt of air power before the war, are still den:.ri.ng
the lessons of the war which could have been averted
by air prep:lrﬁim:ss. As late as last .r'lpri], the Vice Admiral
in Charge of the Bureau of Aeronautics said, "Very large
planes will not in the future be of primary interest for
military purposes.” Though, as Mr. Symington says, it
may be that in some future war such planes will be ob-
solete, they are today the unl}r known means of dropping
the atomic bomb.

Unification has long been blocked and the AAF pushed
into a s-ecund:nj.r position because the Nm‘}' backers are
organized. A small minority as compared to the friends
of real air power, they have used every conceivable means
of working their will.

Do you, as an Air Force veteran, intend to remain in-
active? Have vou placidly accepted the propaganda that
has been so carefully planted against unification? Or are
you ready to get in ‘and hght for vour Air Force?

{'onnrrs\ wants to act ]Iltf."lijl:.‘nll} In p]unnmg our
future air defense, every member will heed the men who
built our wartime air supremacy. It is up to you to tell
what you know. Tell your friends; tell everyone you meet;
tell your local newspapers; and tell Congress. It is your
right as an American citizen, It is your dul:!.' as an air
veteran.

With oulenomous air force, mutual Army and MNavy aid would re-
place secrecy, wasteful duplicity in research. This is Bell XP-83.
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HOW A FERRIS WHEEL

helped make PIPER CUB the World’s Most Popular Plane

FERRIS WHEEL used in
making airplanes?
Sounds strange . . . but when "
Piper first revolutionized air-
plane manufacruring by sctting up
mass production methods, the “ferris
wheel’* was one of the factory’s exclu-
sive developments. Similar in design
and action to the regular circus wheel,
this ingenious device speeded up wing
and fusclage finishing, helped Piper
turn out more planes than all other
light plane manufacturers combined!
Many such modern plane-making
methods saw their first use in the
Piper factory, Today, as always, new

LOOK TO THE LEADER
FOR GOOD SAFE PLANES YOU

CAN AFFORD TO BUY AND FLY
SEPTEMBER, 19446
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and more cfficient Piper pro-
duction skills bring you a Cub
that costs less than any other
airplane—only $732 down. It
offers better gas mileage than the aver-
age car. And it's so easy to fly thar
most of today’s pilots won their wings
in Piper Cubs!

Take your place in the scene above,
with the new Piper Cub Super Cruiser.
New features give it beauty and uril-
ity not found in any other plane in its
price class! See your dealer now for a
free flight demonstration. Ask him
about the flying course included with
the purchase of every new Piper Cub.

L

MERE ARE 3 FiNe
AVIATION BOOKS FOR /

7 Piper Cub  Brochure. Brand
* newl! Beaoriful, full-color
airplane illustrarions, suirable
for framing. Complete specifica-
tions of Piper Cubs.
2 “How o Fly'' Beok. Takes
* you on a typical ﬂying les-
son with 53 step-by-step photos
and descriptions.
3 “What Yewr Town Needs''
* Beek Will help you plan an
inexpensive landing area now.

Ger these books from your Piper
Cub Dealer now. Or, if vou pre-
fer, send us 10c baak or 25¢
for all three. Use stamps or
coins. Specify which books von
desire, Write Depr. ANS6.
PIPFER AIRCRAFT CORPORATION
LOCK HAVEM, PENMA,, U.5.A.
In Conada: Cub Aircrof | Lid., Homiliosn

Copyright 1946 Piper Alroraft Corporation
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Wherever you fly...
&Franklin Service is available

AIRCOOLED MOTORS, INC.

If your plane boasts "Power by Franklin,” it’s not
going to need much engine service, for Franklin engines
are outstandingly reliable and trouble-free. Even so, it’s
reassuring to know that wherever you may fly, there
will always be a Franklin service station nearby, ready
to care for your engine quickly, economically and ex-
pertly.

Franklinservice stations, strategically located through-
out America, have the parts and equipment necessary
for emergency overhaul or parts replacement. Franklin
engines have been designed with service needs in mind.
Standardization provides interchangeability of parts
and critical points can be reached easily.

When factory overhaul becomes necessary you can
bank on Franklin's modern facilities and 46 years of air-
cooled engine experience to give you a crafisman-like
job.

Good engine service is one more reason for choosing
“Power by Franklin™!

FINE AIRCRAFT ENGINES_

SYRACUSE 8, N. Y.
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HE PRACTICAL LivrT of aircraft is 400,000 pounds gross
T weight, the greatest practical span is 250 feet. This
dictum lus been circulated and even accepted for the last
decade by some fairly competent authorities. Now, as
the giant Hughes ﬂung boat and the six-engined Cun
vair XB-26 prepare to move f.]».'l. rward in California while
Britain's giant Brabazon transport moves from dream to
metal, one remembers that sky-giant history has been mile-
stoned by arbitrary limits on size and wmnht which have
been P: 1~.s.ed L“l—,]““”“E history, however, tells us that
there is a Pm{:uml limit in the size of vehicles. In loco-
motives, the fixed breadth of standard-gage track limits
locomotive d{:blgn. In surface vessels, experience in the
Queen Mary-Normandie class liner proves that these
giants are too large for their markets.

Giants in aircraft are not new. Since the day when
wings first dared span a hundred feet or more, someone
has always been saying they were too big. Some of them
were upumtiun.ﬂ failures. Many were prjmtu.l\ financed
and brought spectacular bankruptey. Yet they all proved
the efficacy of b]b- Piancs and thereby contributed to gen-
eral improvement of the aeronautical breed.

The gentle Igor 1. Sikorsky was, be:,und doubt, the
father of the air giants. In 1912, when it was Enuuoh for
most airplanes to just fly, Sikorsky built a fuur-'.ng_,lmd
biphm called the Grand. Measuring less Ih‘m 100 feet
in span, it h:11'|;ﬂ1. qudllhl:':] as a true “giant.” But it was
the pmmpmmrn{ all large aircrakt, proving first that there
was i::ﬁ_t!, n numfxr uf po TAET ]1hnt‘; and H'L‘L{'.II'.IL“:"; that
ton-mile efficiency of aircralt increases with size. The
Grand had a .upiu. -ndid htln} record. As a matter of fact,
it had to be retired only because another ;u'rp]um‘ fell
apart and dropped its power plant through the wing of
the Grand, which was parked on the l-rr.u.mr.l The Grand
was succeeded by the Ilya \Irmrmm::' first of the true
giants. It r\l\nnnm{ 102 feet, had more than 1,700 square
feet of lifting surface, and II'IlI‘EEt‘I't‘(]. a total of over 1,000~
hp on its four Renault engines. The Mourometz was an
undoubted success. It made the frst real intercity Rights
in Russia, where the rapid mnquut of space meant some-
thing. None of the Sikorsky giants sustained !Il]ur} in
operations, and their records wmcxl for many years in bath
distance and endurance.
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By William Friedman

MNar was the world slow 1w take up Sikorsky's leader-
ship. In England, C. H. J. MacKenzie-Kennedy built a
direct Sikorsky copy, powered by 300-hp Salmson engines.
Farman and Bleriot’s original bombers were built under
Si]-mrsky inspiration, while the Germans, Im!itt‘: as ever
in their larceny, ordered unauthorized four-engined bomb-
ers from A.E.G. (Allgemeinen Elektricitaats Gesellschaft)
called the AEG-Sikorsky even in their correspondence.

During the early years of the war, the Zeppelin was con-
sidered the major dist:mcc—u'uig]ll veclor. Enghnd. how-
ever, was faced with the submarine menace, "and the
business of overseas patrol was urgent. Early in the war,
Britain ~+n|uirr.r.| the America, a multiengined Curtiss ﬂ:,
ing boat, originally built for Rodman Wanamaker for a
I'[L;L,ht across the Atlantic. The pioneer marine giant was
sold to the British for overseas patrol. Liseful, but limited
in value, the America pointed up the need lor bigger
craft that could get off in mugh water, could stay out
for long p-l,riudx and could carry wireless equipment,
armament, and enough explosives to handle a submarine.

The 1916 '[-m.pt}rt Hying boat got into the giant class.

Fother of the giants; Sikorsky's 102-foot Ilya Mouromets, which
flew in 1914, Below, Dornier's R-1 all-metal flying boat, built late
in 1916, Powered by three 240 Maybach engines; it was designed for
operations 1 the North Sea against Allied ships and submarines.
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Powered by only two 360-hp Rolls-Royce engines, it had
a 103-foot span. As a patrol bomber, it was succeeded by
Short Brothers' Cromarty flying boat, a 113-footer pow-
ered by two 700-hp Rolls-Royce engines which endured
as the flying boat standard for almost a decade.

In Italy, the military problem was blasting the Aus-
trians out of fixed mountain positions. This called for
ceilings and payload, and the reply was the Caproni
series of triplanes. By 1916, they got into the giant class,
with a 120-foot design that carried two fuselages and a
center nacelle. Three 500-hp Fiat engines were carried,
with two tractors at the head of each fuselage, and a

pusher at the end of the center nacelle. Beardmore of &k pr

s
e

England built copies of this design, and the Curtiss Cdf
proni Corporation tried it in the United States.
Clamor for reprisal against the Zeppelin raids
most of Britain’s giant landplanes. The most 6§
these was the thick-winged Handley Paggiliyi
design. This did most of its work from bsakas

paying the Germans back for the Gotha danfSe®

sign was succeeded, toward the last days of the war, by
the four-engined 126-foot heavy, weighing 30,000 pounds
and cruising at 103 mph on 500-hp Raﬁs-ﬁu}'ce Eagles.

German Giants

When the Zeppelin failed to destroy British morale by
1917, German protagonists of the giant airplane were given
an audience. Claudius Dornier built a series of all-metal
flying boats, most of which got into the giant class. The
group began with the R-1, a conventional looking hi-

plane flying boat which spanned a little under 100 feet
and was powered by three 240-hp Maybach engines. This
was succeeded by a tailboom sesquiplane, powered by four
two-in-tandem Maybachs. Spanning 112 feet, this design
proved to be a successful Baltic patrol type, but lacked
speed and marine characteristics offered by the B-3 and
R4 designs in the 120-foot class. Powered by tandem
power-eggs with 260- and 270-hp engines, they experi-

edegvith combination boat and fuselage setups to
myveird but efficient design whose longrange
B rnier boat design was apparent for ten years.
gV of the German landplane designers recognized
@Mability in contemporary power plants as a menace
large plane success. The Linke-Hoffman group pio-
neered the theory of hitching a number of power plants
together, locating the motors inboard, on the center of
lift-and-load, and delivering the power to the strategic
places by means of gearing and shafting. The original
Linke-Hoffman biplane bomber, flown in 1917, spanned
a little under 112 feet and carried four 160-hp Mercedes-
Benz engines. This unit distributed the power to two
propellers installed on either side of the fuselage, rotating
in opposite directions. The same company, at a later date,
produced a 133-foot biplane, powered by four 260-hp
Maybach engines, multi-geared to tum a single giant two-
bladed propeller.

The remainder of the German giants came from four
sources in the Zeppelin Corporation—Rohrbach, Dornier,
Baumer, and Hirth. However, this company’s production
Facilities were so limited that brain children of the big

The twelve-engined Do-X was the world's largest airplane when it visited the US. in 1931, Originally powered by air-cooled Seimens-
Halske engines, these were replaced by U.5.-built

Curtiss Conqueror engines in an effort to achieve adequate power for the giant.
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This 126-foot four-engined Handley-Page, designed to bomb Germany our of World War I, was not fnished until after the Armistice.

four appeared under various names. The Zeppelin giants,
ril.:qur:ntly referred to as the Staaken cluss, spﬂnned over
130 Feet and were built from 1917 o the end of the war,
powered by various engine combinations, including power-
eggs containing two six-in-line engines and engines pfﬂ::'{'d
one behind the other. In one power unit an upright
engine was placed above an inverted unit and geared to
a single propeller. However, most Staaken giants had six
to eight inboard units powering four in-tandem props.

The slmggiu to cut down weight in the gear system,
and the lack of proper materials held up research on the
German giants. AEG's version broke up in the ‘air in
1918, when the gearing system failed. Built-along the
general Zeppelin lines, this craft could have carried al-
most four tons of explosives over England. The DFW,
which went into a little higher wing loading on the
premise that its eight engines offered power reliabiiir:;, ac-
tually made flights over England in the fall of 1918, but
the weather reduced its operational efficiency. With a
workable geardistributing system, this ship used a 110-
hp engine driving a centrifugal supercharger which sup-
plied all eight of its 270-hp engines. Aviatik built a 150-
Foot version of the Staaken class, which flew in the days
just before the Armistice. It was powered by two tandem
units, with four ﬂﬂ-]lp Benz engines. In a postwar civil
conversion of this giant, two decks were equipped to carry
over 80 passengers, but the Inter-Allied Commission for-
bade sale or use of the big plane.

Seimens-Schukert, who also built the Forsman-Siker-
sky in 1915, began construction of a six-engined design
in 1916. Carrying six 300-hp Basse and Selve engines in-
board, and mounting two tractor propellers, this all-Ger-
man prototype fostered a four-propeller design of 1918
which was the top giant of the war—156-foot span, eight
power plants.

At war'’s end Allied production included the British
Fairey F-276, a twin tandem flying boat with 139-foot
span and 700-hp Rolls-Royce Condor engines, and U. S.
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boats of the NC class which later crossed the Atlantic.
This type, powered by three 420-hp Liberty engines,
spanned 126 feet. Meanwhile, the Naval Aireraft Factory
had built the F5L twin Liberty flying boat with a 102-
foat span, After the war Aeromarine civil conversions of
this were carrying 14 passengers and crew. Italy
ended the war with a five-engined triplane of 110-foot
span which later appeared in a 30-place conversion but
tound few takers.

Actually, the postwar period in 1919 1~|ruug|lt mmp]e-
tion and attempted conversion of many late mﬂilar}'
projects. In Germany Dr. Hugo Junkers began produc-
tion of a 300-foot flying boat with four 1,000-hp Diesel
engines, but the Inter-Allied Commission stifled the proj-
ect. In England Walter Barling’s 131-foot six-engined
Tarrant triplane up-ended during her initial taxiing run.
Mounting two 500-hp Napier Lion engines on each wing,
the Tarrant turned over because the pilot opened the
top two on warming up.

In 1920, the 103-foor commercial version of the Lep-
pelin Staaken emerged. Designed by Dr. Bohrbach, it
was the father of modern transport giants. A semicanti-
lever all-metal I'IigH-“'ing monoplane, I‘-m'l.'urcd b}-‘ four
260-hp Maybach engines, it was built for flexible perform-
ance and high fuel economy. Boasting such innovations
as cabin heat, soundproofing, and reclining seats, the big
ship was destroyed as a “violation” of the Versailles treaty.
When the Zeppelin Company was put to work build-
ing dirigibles for the U. S. and other Allied victors as
part of the reparations agreement, Rohrbach left Zeppelin
and founded his own company.

The same year bmught a rehirth of French engineering
in the giant class when Bleriot’s Mamimoth was test
flown. Carrying four 300-hp Renault engines, the huge
biplane seated 26 passengers and a crew of three, and
had six hours' cruising range at 96 mph. Some time later
Farman introduced the Goliath, a 100-foot design which

(Continned on page 62)
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Copreni's Ca 908 was Inily's entry for the world's biggest Oornier's B=4, built late in World War I, spanned 120 fect,
in 1929, Span 159 feet. It had six 1,000-hp Fiat engines. All metal, it was powered by four 270-hp Maybachs.

Ancther “Bomb Berlin™ giant, ordered late in World War I, the 106-foot trimotor LWF "Owl,"" appeéared in the 115, in 1920.

The 102-foocl llya Mowrometz completed in 1914 had 220-hp Russia’s prewar giant transport, the 260-foot, 69-place L-760.
Renaults, (Below) Germany’s 115-foot DFW bomber, com- Below, the six-engined Barling bomber, which, IiEt the L\W¥F
pleted in 1918, Eight 270-hp engines drove four propellers. Crwl was ordéred late in the war, and fown after Armistice.




White Elephants
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B' ﬂ.[”n B. BHIHKI.E?, War Assets Administration

RIVATE FLYING IS BOOMING. So is scheduled airline

travel. New cargo, charter, and commercial flying oper-
ations of all kinds are beginning to crowd each other for
room. The flying business was one of the first to recon-
vert to fullscale peacetime operations—and it has gone
much beyond what it was before the war.

Most of this is due to surplus aircraft—primary, basic,
and advanced wainers; light, medium, and heavy trans-
ports that were turned into surplus by the Army and Navy
with the end of the war and are now being liquidated
by the War Assets Administration.

Available to the public even before V-] Day, these
planes have been placed on the market since then as fast
as possible. Prices have been fixed in accordance with
condition, and have been low enough to bring planes
within the reach of hundreds who otherwise would not
be able to huy their own.

First to be made available were the 5,376 ships which
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Ower 10,000 planes are still
offered under WAA. Here’s
how to get the right one

had been used by the CAA in its pilot training program.
These were snapped up as fast as they were offered, and
thousands more could have been The shadow of
things to come was plainly evident.

As Army and Navy training programs tapered off,
primary trainers, basic trainers, light transports, and a
scattering of the small “grasshoppers” became available
to civil buyers. These types have continued to be the
best sellers as they closely resemble civil types and are
ready for use after they have passed CAA certification
requirements,

Air lines now are operating 687 planes. They had 194
at the end of 1943, The difference consists largely of sur-
plus Douglas C-47s, the military counterpart of the DC-3,
and the four-engine C-54, which in civil life is the DC4.
Significantly, the 24,821 surplus planes which have been
sold constitute nearly 60 per cent of all civil aircraft flying
today, (The 24,821 fgure includes 3,375 liaison types,
which now are scarce; 8,866 primary trainers; 3,746 basic
trainers; 990 advanced trainers; 1,197 light transports; 694
medium transports; and 206 heavy transports,)

The CAA has estimated that more than 4,630 com-
panies are now conducting commercial flying businesses.
The majority of these are the little fellows, the boys who
operate small nonscheduled passenger, cargo, and charter
air services. Many are owned or operated by veterans.

The War Assets Administration still has more than
10,000 salable type planes left in surplus. However, near-
ly 5,000 of these are basic trainers, and well over 2,000
are twin-engine Cessna light transports. The demand for
these now is relatively small, due largely to the fact that
a great many have been sold and the market is nearing
the saturation point.

The aircraft still remaining in surplus stocks are storéd
at helds located in the southem and southwestern part
of the country. Basic trainers, which are in long supply,
can be purchased direetly from the fields at fixed prices.
"The most desirable types, such as liaison planes and trans-
ports, formerly sold on a bid basis, and transports in short

Ryan's Dragonfly cost over $50,000 to build, Cub-class L-planes
did the same job cheaper. Such surplus is o bad buy at any price,
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B-17s are a poor commercial investment, as proved by the Swedish
Airlines who tried to operate conversions of the Fortresses forced
down there during the war. Some fighters have been acquired by
pilots who hope to compete in air races with them. However, it
seems no one wants the old P-40s (right) %o they'ré sold for scrap.

supply were allocated on the basis of urgency of need.

However, with the recent enactment of the Manasco
Amendment to the Surplus Property Act, setting up a
new system of priorities, the short supply aircraft are now
offered in special sales at hxed prices with definite periods
set aside for priority holders. Under this system, the hrst
day of the sale is reserved for Federal Government agency

urchases for their own use; the next 15 days for veterans
of World War 1I; one day for Reconstruction Finance
Corporation purchases for resale to small businesses; and
one day for state and local governments. The remaining
aircraft then are offered to the general public.

Under this method the veteran gets a real break. Thus
far, two sales of this type have been held. In one, vet-
erans bought 80 of the 131 planes offered, while only one
plane went to a Federal Government agency. In the
second sale, 358 Stinson AT-19s were offered for sale at
MNorfolk, Va., and all were taken by veterans, Similar
sales will be held as planes are available,
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White Elephants
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The fghters, bombers, observation, reconnaissance,
and other planes classed as tactical types—which were
built for specialized jobs—are another story.

It was fine to be sentimental about these battle-scarred
veterans, but it didn't take much figuring to show that
too much sentiment would cost money, and lots of it. To
store these planes indefinitely—for no useful purpose—
over a period of time would represent the needless ex-
penditure of millions of dollars of taxpayers' money.

Getting down to a little hard realism, it was evident
that the only value left in these aircraft was that which
could be realized on salvage of metal-industry badly
needed aluminum scrap to meet the demands of a com-
modity-starved public. They were of no further use for
military purposes. Fighting ships soon become obsolete
and many of these were war-wearies which had seen their
best days. They were of no use commercially as they
were built for a war job only, and the cost of conversion
would be prohibitive. Furthermore, their operating costs
are too high for peacetime operation. And to clinch the
whole argument—there were more than enough trainers,
transports, and other types which could be adapted easily
to civil use to take care of all requirements.

In order to get the job done quickly, and with as little
turther expense to the Government as possible, the War
Assets Administration has offered 20,000 of these planes
for sale as they are, “on the hoof.” Buyers will take over
the job of breaking them down and processing the metal.

All combat planes won't go to the scrap pile, however.
Early in the disposal program, a plan was inaugurated to
make these planes, their engines and parts available to
schools and colleges throughout the country for ground
instruction. More than 1,500 institutions have received
aircraft and parts which had an original value of a little
over $98,000,000. These include 807 planes, 2,037 en-
gines, 24 Link trainers, and large quantities of components
and parts of all kinds.

Indicative of the “bargain basement” rates offered to
educational institutions, any recognized school can pick
up a B-17, B-24, or B-29 for $350. Medium bombers such
as the Marauder and Mitchell carry a price tag of $200,
while Invaders and Havocs can be picked up for $150.
Fighters sell for $100 to $150 each, the same price as a
Catalina flying boat. Gliders and observation planes are
being marked down to $50 apiece, while trainers sell for
between $50 and $150. The WAA has im a fixed
ferrying charge to any point of $267 for multi-engined
and $117 for single-engined planes, Complete engines go
for $10 and four-blade electric controllable propellers re-
tail for $15. Aerial cameras cost $15.

While this program is not expected to dispose of any
great quantities of material, it will be of permanent value
to schools and colleges over the nation in training young
men and women for aviation careers. Many schools have
started full-fledged ground courses with the aid of this
equipment, and 35 have gone so far in their programs
that they have won approval by the CAA as certificated
mechanic’s schools.

The sentimental value of bombers and fighters like

“Wichita Witch,” “Memphis Belle,” “Frisco Trudy,” and
many others closely bound up in the lives of home-town
boys plays a part in the WAA disposal program.
. These planes can be obtained by cities and towns as
war memorials, and the WAA has made a special effort
to search out and make available those planes which have
special memorial value. Thus far, some 200 planes have
been delivered to cities for this purpose.

The millions of aircraft parts and components and en-
gines which have become surplus present one of the
biggest problems in the aircraft disposal program. Over
90 per cent of this material has value only as scrap, as it
was made for combat aircraft and has no Further use.
The remainder consists of material which was manufac-
tured for the trainers, transports, and other types of planes
which are being sold for civil use.

In order to channel these items to the consumer as ef-
fectively as possible, War Assets has appointed original
manufacturers, distributors, and others who have the
“know how" and facilities to act as its sales agents. Many
veterans have been appointed as agents.

Even though the War Assets Administration has had
to pay the costs of storing and handling many thousands
of combat planes and parts, it has returned to the Treasury
a net of more than $64,000,000 above expenses. Operat-
ing expenses are being reduced as rapidly as possible, and
many sales centers have been closed in order to effect
savings, Costs will be further reduced with the sale of
the 20,000 combat aircraft.

Such planes as the Wichita Witch, may be acquired by the com-
munity and used as war memorials. The Memphis Belle and others
will be spared from oblivion by this sort of appeal to local pride,
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Ehe New Pork Times.

NEW YORK, WEDNESDAY, JULY 24, 1944

DOOLITTLE URGES
UNIFIED AIR FORCE

“"Would Welcome Annapolis Gradu-
ates,” General Says—Ground
Réle Held Minor

Lieut. Gen. James H. Doolittle dis-
cussed yesterday the Navy and air unity.

“In the unihed air force of the fu-
ture,” he said as president of the Air
Force Association in an interview at the
Hotel Sherry-Netherland, “we would
welcame :r?uw Annapolis graduates.”

He was emphatic as to the part thar
the ground army would play in the next
war, if any.

“It will be an army of occupation,
that's all,” he said, “just as we now have
two armies of occupation in Germany
and Japan, both of which enemies were
essentially beaten by the Amy Air
'an_u

In a formal statement General Doo-
little charged that “carefully planned
Navy Fmpaganda" had confused the
issue of organization and employment
of the 3rme5 forces. Later he said he was

lad that the unification program had
Ecr.'n. delaved by President Troman's
removal of the project from his “must”
list for this session of Congress.

“We had better approach it next
vear,” the General observed, “with a

Lt. Gen. James H. Doolitile.

clear idea of what the problem is. I do
not wish to impugn the Navy's motives.
It is not whether the Navy and Navy
advocates are sincere in their expressed
beliefs. It is that they are wrong.

Momives oF Navy

"The primary purpose of our mili-
tary establishment is to keep us out of
war. Can this be best accomplished by
obsolete battleships, by obsolescent air-

craft carriers, or by long-range land-
based aircraft?"

He then charged that Navy men
realized that the future security of
the nation and the world lay in Jand-
based aircraft, as proved by their de-
mand for control ufu strategic air force
of their own.

The speaker was mildly critical of
Ysome injudicious persons” in the Navy
on the results of the Bikini bombing.

“The Navy as a whole was honest
and Fair about it,” he said. “But there
was something fishy abour those frst
reports that no damage had been done to
the target feet.”

He ?ep!nmd the missing of the target
by the man who dropped the atomic
bomb at Bikini and added:

“We shouldnt make the mistake
of underestimating the effect of bemb-
ing, atomic or otherwise, on battleships.
A bamb designed to sink a battleship—
and there are plenty of them—could
have done more at less cost than the
atom bomb did at Bikini.”

General Doolittle declared that mare
than half of the antisubmarine opera-
tions in the Atlantic when the sﬂﬁfm-
rineé menace was most critical had been
carried out by land-based Army planes.
In this connection he outlined his views
of future military education.

“There should be,” he said, “a single
military institution for general military
education, after passage through which
the graduates should specialize in air,
sea or ground fighting.”” The association
head made a vehement plea for con-
ltinuimcu of air rescarch under a single
wead.

Join
the

AFA
Today
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Grass-Roots AIRLINER

Speed and economy of Lockheed Saturn promise air mail and air service for thousands
of cities now by-passed by larger airliners which demand big revenue and big fields

F Your Town has a 3,000-foot airport, a limited pas-
l senger potential, or small air cargo possibilities, you can
bet that super-airliners of tomorrow will pass it by. It
will, however, obtain a modicum of air service and ac-
celerated air mail if American manufacturers can build
planes to carry capillary traffic to and from the airports
of Main Street, U. 5. A. On the surface, the Lockheed
Saturn appears to be that kind of airplane.

With the needs of farmers, merchants, housewives, and
bankers in grass-roots communities slide-ruled against the

best aperational, structural, and aerodynamic intormation:

developed during the war, Lockheed has engineered a
plane which can land frequently, carry Fractional pay-
loads, and show an operating profit in any section of the
world where air traffic is needed.

The Saturn is a twin-engine, single-tail, high-wing
monoplane with wing span of 74 feet, over-all length of
51 feet 6 inches, a fuselage which rests only 34 inches
above the runway. Powered by either 800-hp 7-cylinder
Wright Cyclone or 600-hp 9cylinder Continental en-
gines, it cruises at 200 mph with 60 per cent power, tops
250 mph, and operates most efhciently over 300-mile
routes, although a maximum range of 1,500 miles is
npemlinna“}r practical with the new plum}.

Inside the Saturn

After extensive sm&}' af passenger palentiah, the Satumn
has been designed to carry 14 passengers and crew, 3,000
pa:runds of cargo, or any combination of penp]e and prop-
erty within the weight limit. Unlike any previous air-

liner in transport history, this combination business can
be accommodated in the Saturn without a Full-dress con-
sultation with the engineering department. The bulk-
head wﬁraling passenger and cargo sections can, if nec-
essary, be moved at each station as the proportion of
passengers to cargo varies with the trip. Seats can be
removed with hand tools, without sacrifice in structural
efficiency. Each set is placed near a large window for
open passenger vision and, unlike the low-wing designs,
there are no seats where the main surface obstructs the
passenger’s view. Moreover, the low-slung fuselage elimi-
nates the need for passenger ramps, and trucks can back
directly to the cargo hatch at “tail-gate” levels.

In creating the Saturn, Lockheed engineers have given
particular attention to ease of maintenance, an important
factor on short-haul airlines where profit is synonymous
with intensive operation. For instance, the entire nose
section is hinged to open like a door. A mechanic, stand-
ing on the ground, can service all controls and instru-
ments, and perform normal inspections without remov-
ing any of the trim. Items like landing gear legs and doors,
engine cowlings, elevators, tabs, and faps are identical
and can be used on either left or right side of the air-
plane. This simplifies spare parts stock control.

The Saturn is probably the first commercial airliner to
use a laminar flow wing and lightweight aluminum in
its structure. Weighing 16,000 pounds fully loaded, it can
take off in 1,500 feet and climb 1,325 feet per minute.
On one engine, fully loaded, it can climb to 15,000 feet.
More important, the Saturn can take off on one engine,
clear a 50-foot obstacle, land and come to a full stop in
well under 3,500 feet for the CAA “crack” test. Thus,
any airport meeting Class Il standards can welcome
Sllttlm PﬂSEE'I]gEI ﬂnd curgﬂ SEn’iCE_

The Saturn is not the Lockheed company’s first attempt
at a grass-roots airliner. In 1934, they produced the Lock-
heed Electra, a twin-tailed, twin-engined, iot'nrrwing mMOno-
plane which became a successful feeder airplane and one
of the most popular executive transports of all time. Since
then, an entirely new concept of capillary-route operation
has dictated a new airplane. Operable from wheels, floats,
or skis, the new Saturn should be welcomed by short-
haul trunk-line operators in all parts of the world—despite
a price of $130,000. In this, hundreds of cities which
now depend upon buses and trains should have their
entry to the air world when Saturn deliveries begin
modestly early next spring.

Dorsal fin aids directional stability, high wing improves pilot and
passenger visihility in the compact, economical new Saturn (above).
Twin-tailed Electra, first Lockheed attempt at development of short
haul airliner, found enthusiastic markets in all parts of the world.
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Air crulsing speed of 200 mph and more is matched
by on-the-ground speed of chest-level servicing.
Open nose permits repair of instruments, controls,
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Wide windows and seats in Saturn assure comfort
for 14 passengers while movable bulkhead and re-
movable seats allow quick conversion to all cargo
or passenger-cargo accommodation to meet traffic
demands. Cabin floor is 34 inches above ground.




Junkheaps and motor boneyards provide materiel for former AAF "Hotrocks”, who satis-

fy yen for speed racing souped-up stock cars on Southern California’s

HOT RODS and HOP UPS

o5 Angeles—Nobody seems to know just why Southern
California should have given birth to the hot rod
craze. Maybe it's the year-round good weather, or the six-
lane superhighways you have at every turning out here,
or, perhaps, a stock of old automobiles that is abundant
in comparison with other sections of the country.

At any rate, the countryside is saddled with the prob-
lem, and thousands of timid motorists, policemen, par-
ents of hot rod addicts, and the National Safety Council
are u'ﬂl'ld(:ring what to do about a speed craze that seems
ready to sweep the nation.

Hot rod, by the way, is the name applied to any car,
not oo new, which has been worked on to make it faster
than other cars. They're usually owned and driven by
extremely mechanical minded youngsters in their late
teens or early twenties.

As a rule the hot rods run between the models of 1928
and 1938, roadsters whenever that model is available, or
hand-worked into an approximation of one. In fact, so
man}-‘ ﬁf t].']{."SL" Cars are fl{ [I.'!L’ r}nc—sr:al, D"PE‘I'I !}"pE lhﬂt [h-E
word “roadster” has come to be a synonym for hot rod.

One news spa}rlc r here has estimated that there are more
than 1,000 of these roadsters gunning the Southern Cali-
fornia highways and byways these days. They range from
]'IUPLtL"\!r hﬂlllnh wire wrecks not Ld]’!’lbll’ of more thm 63
mph to $5,000 precision jobs that turn up near 130 mph.

One of the First alarming highway smhlﬁ for a motorist
new I‘n arrived in Southern L.ill&rrnlu is the wpc‘:tl.lc]e of

searing salt flats

BY BURGESS H. SCOTT, Ford-Times

a u{]uplt of roadster drivers—they nearly always drive in
pairs, nose to tail—zigzagging down the multiple lanes
nearly twice as fast as the rest of the traffic is moving.

However er, traffic accidents like a recent one in which
a young driver and several others were killed have brought
the hop-up to the attention of the police with the result
that many boys are E‘-c‘ing hauled in, reckless or not, sim-
pl}' because thuy're pilnting mmelhing suggest ing a hot
rod. The biggest mundup of the Spfﬁﬂ kids occurred re-
c:em]g.' in the “Piccadilly Circus Case.”

Piccadilly Circus is the name of a standard, California-
type drive-in restaurant on Washington Place in Culver
City. The location is in a sparsely settled neighborhood
crisscrossed with appealing four-lane concrete streets. The
hop-up kids chose Piccadilly Circus as a place to gather
to talk about their rigs, drink sodas, and swa p speed equip-
ment. Almost every weekend the session wcrulcl develop
into a heated bench race—their term for an argument be-
tween owners as to whose car is the fastest.

It didn't take them kmn to spot Culver Boulevard, a
long straightaway near Hupulu_-‘da Boulevard, as an ideal
place to back up ‘their arguments with action. Culver was
several good-sized blocks long and had no important cross
streets. The hﬂ}'s took over the boulevard and soon were
drawing hundreds of spectators for their informal week-
end :-p{‘l.‘d trials and races. Before |Un:.1 the neighborhood
protested and the Piccadilly Circus incident followed.
Police, sheriff's deputies, and highway patrolmen closed
in on both ends of Culver Boulevard and bottled up about
200 almcd addicts who were booked on charges varyin
From operation of a car without a horn to violation :}%
the city’s child curfew.

Such roundups haven'’t stopped the racing. The gang
just moves on to other isolated sections. There are some
who L‘umplain that if the kids are deprived of comman-
deered race courses, they'll take their speed back to the
hc;wil}' traveled ]Iighu".l}'s.

Mobody seems able to put a finger on the actual start
of this hot rod movement. Some think it's a carry-over
from the old tin lizzie days when Youth suddenly became
automotive and took to battered old Model T's in droves.
Back then, however, the kids weren't concerned so much
with the mechanical pn;:rff:f_'tion of their old crates as with
the snappiness of the wisecracks painted on the sides.

Possibly the speed germ came with the late World
Woar Il and its accent on the engine. America spending
billions on the world’s most gigantic hop-up job could

(Continged on page 52)

Hot-rock engineering. Don Blair of Southern Pasadena adjusts the
interlocking-vane type supercharger, which added sufficient compres-
sion to jump his Ford V-8 powered mcer to a speed of 134 mph.

AlR FORCE




l
: =
E, P T R St L S
. -~ el e RS 15 [ -Hi
s S SR T i SRS

This fine specimen, owned by former Merchant Manner H, L Thiz “reconditionsd’” 1934 V-8 Ford will be roed h:-' AAF me-
Markham, is a 1928 model chassis housing a 1933 Ford block. chanic Conrad Curtiss of Los Angeles, under SCTA supervision
——

“Laying down a strip.” Captain Ted Lawson, famed B-25 pilot who participated in the original Doolittle Raid on Tokyo, is a graduate
of the hot-rod speed school. More than half the current crop of drivers are AAF veterans, satisfying their yen for speed and motors

Veteron Jock Rutledge races his composite Ford 60, with a 1937 Full view of Don Bloir's 134-mph supércharged hop-up. Some of
block. MNote the old-vintage Austin parts, used in rear of body. these designs usc a5 many as three carburetors (0 gain exira power

The *“grand old mon” of the hop-up kids is 52-year-old Eddie Meyer, who began making a business of his hobby in 1939 by manufac-
turing hop-up equipment. Meyer uses automotive power for speedboats as well as cars, twice winner of the Hearst regatta
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IN Rio THEY'LL carL 1T bomanca and fly it across the
Andes at 18,000 feet. In Rome they'll call it bonaccia
and fly it to Genoa in ninety minutes. In Paris they'll call
it bonace and fly it to Algiers on a single tankful of fuel.
And English-speaking pilots everywhere will call it bo-
nanza, if only for the reason that it is a veritable gold
mine of flying qualities. Bur, whatever the language,
everyone will soon be talking about the Beechcraft Bo-
nanza, a newcomer to the personal plane held that stands
out in the skies like a mustache at West Point.

From the very ]:n.:ginning, the little Bonanza has been
a mystery ship. For two years hangar fight rumor and
grease-pit gossip have hinted at a new Beechcraft that
would send prewar concepts of private flying into a flat
spin. Expecting so much, the several hundred fivers who
placed cash deposits with Beech when the plane was still
in the dcsign stage might have been disappointed. But
they won't be, because apparently the long-heralded Bo-
nanza has just about everything. Created for a market
which couldn't be served by the lov -power ships and
wouldn't be served by the $15,000 “executive types” of
prewar design, the Bonanza should generate tremendous
new personal plane interest. Because of its price, it won't
be the personal plane that the masses have dreamed
about, but for planeowners and plane-users who have
waited too long for a low-powered plane with high ca-
pacity, high performance and peak safety, it may well be
the answer.

Obviously, Beechcraft engineers have placed utility
and safety above price considerations in the newest prod-
uct of Wichita industry. A low-wing, allmetal mono-
plane with tricycle landing gear, it emphasizes current
trends toward high performance with low power and a

INTRODUCING THE NEW BEECHCRAFT BONANZA

score of interesting variations on this well-established
theme, For instance, the Bonanza mounts a 165-hp Con-
tinental under its popeved cowling where prewar execu-
tive-type planes with comparable performance used 350-
hp or larger power plants. Hence the Bonanza's encour-
aging economy, making penny-a-mile direct operational
cost a reality for companies and charter services which log
several hours on an average day.

Amidships, the new Beechcraft has aken the structural
ruggedness of wartime primary trainers, the proportions
of a motor car, and the visibility of a bubble-canopied
fighter to make a cabin that pilots dream about, An honest
family plane with side-by-side seating both fore and aft,
the Bonanza will accommodate four 6-foot adults or two
adults and three Hedglings without crowding, Moreover,
all instruments and equipment for da}--nninight Cross
country are part of the "em{st}r weight” of the Bonanza, a
feature which should appeal to prewar owners of four-seat
planes with room for no more than two passengers after
necessary long-distance accessories were added.

But the case for the Bonanza does not end with economy
and utility. By using the distinctive butterfly tail which
first appeared on an expenmental Beechcraft AT-10 two
years ago, Beech engineers have endowed the Bonanza
with excellent flyability and performance. With standard
rudder and elevator controls demanded by hundreds of
pilots, the Bonanza actually demands rudder action only
during cross-wind landings or take-off. At all other times,
turns and standard maneuvers are accomplished without
use of the rudder pedals. The net result is a plane that
will cruise 750 miles in “hands-off” operation, carrying
780 pounds of payload, at a true cruising speed of 175
mph. Offering so much in economy, utility, and flyability,
the Bonanza would be a lot of airplane at $15,000. At
$7,345 it can hardly miss being a standout success.

Structurally, the Bonanza offers pilots and passengers
a number of socalled minor features which add up to
a great deal of airplane. Standard accessories include com-
plete instrumentation; two-way radio with homing loop,
automatic antenna reel, and marker beacon receiver; five-
duct heating and ventilating system with windshield de-
icers; continuously variable controllable pitch Beech pro-
peller; navigation, cabin, instrument, and landing lights;
a variety of gadgets including four adjustable sunshades,
four individual ash trays, glove compartment, map com-
partment, and cigarette lighter; a shelf behind the rear seat
which will hold chart case, briefcase, or hatbox. And the
large starboard door with disappearing steps relegates
slacks to the limbo of motorist’s goggles for even the most

Cruising at 175 mph, Beecheraft Bonanza has range of 730 mules
carrying pilot and three passengers. When used 100 hours monthly,
operating costs are under 114¢ per passenger mile, {Left) Veetail
ises conventional controls but makes rudder action necessary only
during cross-wind landing or take-off. Tail was tested on AT:10,
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STRICTLY PERSONAL

modest of sky girls. The new Beechcraft incorporates a
central shaft wheel with a single control which can be
adjusted to two positions in both starboard and port oper-
ation. This feature, permitting pilots to change hand po-
sitions, combines with the ultraviolet cabin dome light ir
eliminating most of the fatigue factors of long cross-coun-
try cruising at night.

In checking out on the Bonanza, most pilots we know
are enthusiastic about the newcomer to the personal plane
field. Starting is a simple procedure of inserting the igni-
tion lock key and pushing an automobile-type starter but-
ton on the dash panel. In running up the engine, noise
and vibration are minimized by the stainless-steel muf-
flers, exhaust stacks, and excellent insulation of the all-
metal cabin roof. The Bonanza engine, rated at 165-hp
at 2,050 rpm, is responsive and smooth—although some
pilots find the low noise level disconcerting at first.

At the end of the runway, a 90° turn gives full visi-
bility throughout the operation arc, with the specially
treated Lumarith windshield giving ultraviolet protec-
tion. Moving into a 10 mph wind, the Bonanza is off the
ground in less than 400 feet with full 780-pound payload.
Wheel retraction, into wells which are covered automati-
cally on the ground, is accomplished by turning a single
switch, and the little ship climbs well at the rated 950
fpm. Trimmed into cruising attitude with the elevator
tab control, and with throttle and prop speed cut to 115-
hp adjustment, it maintains true airspeed of 175 mph with
little difficulty. The loudspeaker mounted in the cabin
roof permits easy check on position by the simple ex-
pedient of pushing a button marked with preselected call
letters. On long trips the loudspeaker serves up dance
music and newscast reception and provides superb hom-
ing service with the aural null, thanks to the low noise

! level in the Bonanza cabin. Cruising at 10,000 feet on a

320-mile hop, cruising descent is usually started about 60
miles from destination, with power cut to 50 per cent to
maintain 500 fpm descent at 200 mph. With 30° flaps the
ship lands at 45 mph in 300 feet—excellent performance
when one considers that burn-off in 320 miles is only 20
gallons or 120 pounds of loading. Most important of all,
the Bonanza pim can pocket change from a $5 bill after

moving four 170-pound adults and 100 pounds of bag-
gage more than 300 miles.

During recent years some large corporations have pur-
chased company planes for transport of personnel.
But this market has barely been scratched use only
top executives could justify the high cost of private planes.
It is here that the Bonanza can become a pacemaker.
Considering time as a negotiable item, any executive
earning more than $96 weekly can save his company
money by traveling alone in the Bonanza with a paid
pilot. When three employees travel together, the Bonanza
is more economical thn rail coach tickets regardless of
the time-saved-personnel factor.

With tax economy and labor resources dictating decen-
tralization of plant and office facilities in modern indus-
try, the Bonanza may well become an important long-
distance travel medium for thousands of wage eamers
during the next few years. Meanwhile, the 250,000 com-
mercial travelers in the United States are certain to look
with favor upon this newest of cross-country vehicles. On
the average, traveling salesmen cover their territories from
three to twelve times each year, using trains or private
automobiles. With block-to-block speed some five times
greater by air, these commercial travelers can cover their
sales areas more often and more thoroughly—and hence
more profitably—with the new Beechcraft.

Similarly, the new Beecheraft can be the open sesame
to new business in the charter field. Weighing only 2,550
pounds, the Bonanza will be small enough to avoid
stringent economic regulation by the Civil Aeronautics
Board. However, its large passenger capacity offers charter
operators a high-density revenue. With high speed, good
range, and substantial payload, it can justify charter plane
fares of three or four cents per passenger mile, bringing
air service to many communities whose small, soft land-
ing fields cannot be served by standard commercial planes.

Still awaiting certification, the prerequisite to mass
production, the Beecheraft Bonanza may not appear wide-
ly for six months or more. But 20,000 hours of static and
Hight tests with four full-scale experimental ships have
demonstrated the capabilities of Walter Beech’s latest
candidate for greatness.

With full Raps Beecheraft Bonanza lands in less than 300 feet.
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Wide tricycle tread, castoring nose wheel aid soft field landings.
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Big Day for the Air Force

An 1, Air Force Day, was cli-
maxefflm an AFA coast-tocoast broad-
cast in which Generals Spaatz and Doo-
little were heard from Washington;
Meryll Frost, AFA Vice President E:;e
from Boston. In California, Win,
mander Jack Warner brought g]irj:.l'ru,r
Stewart, Bonald Regan, Janis Page and
other Hollywood high lights to the mi-
crophone, then to a dinner where Lt.
Gen. George E. Stratemeyer, Air De-
fense Command chief was honor guest.

In Baltimore, Col. Willis 8. Fitch,

tive Director, joined John B.
Mitchell, Commander, and Marshall
Boone, Vice Commander of AFA's first
squadron in a broadcast over WBAL.

Five new squadrons in as many states
were granted charters on the auspicious
occasion and hundreds of individual
membership applications were received
in time to earn the “Charter Member™
appellation. The University of Texas

p, with 75 members elected
arence B. Martin, Commander. At
Columbia University in New York, 29
students formed the Lion's frst squad-
ron and elected William 5. Boach Com-
mander. Out in Idaho, Clarence Fuller
was named head of Boise's first squadron
and in Waukesha, Wisconsin, home of
crystal clear water which is said to ac-
count for the prowess of certain Big
Ten football teams, 36 yeterans got to-
gether and named Gordon W. Fisher to
head up their Fast growing orpanization.
.FH in all, it was a big day E:' the Air
orCe.
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Headquarters Report
Charles 5. “Casey™ Jones, pioneer

racing pilot and aviation educational
authority, becomes the first commander
of the Air Force Association's New
York Wing, according to a recent an-
nouncement by executive director Col.
Willis S. Fitch.

One of the industrv's leading higures
for nearly three decades, Casey Jones
learned to flv at Wright Field in 1917,
soon achieved international repute as
test pilot for the Curtiss Aeroplane and
Motor Co. He was among the first
civilian pilots to participate in the air
meets of the early twenties, flving his
famed clipped-wing Oreole biplane.
Later he became president of the Curtiss
Flying Service, i many
the prototype for modern school-charter
operations. In the early thirties he estab-
lished the Casey Jones School of Acro-
nautics, which begat the now-famous
Academy of Aeronautics at LaGuardia
Field. Both organizations trained grear
numbers of technicians for the AAF
during the war.

Jones will serve as wing commander
on invitation of AFA president Jimmie
Doolittle until the wing's first annual
convention.

Response to the drive for AFA charter
membership avera 300 daily appli-

cations, crowding the August first dead-
line at MNational Headquarters. Wing
organizers for 32 states have already
been appointed to catch up with the
spontaneous formation of local groups.

Associate membership applications ar-

rive in batches with every mail. Seventy-
one came in under a single cover from
the ATC's 1400th Air Base Unit in
Paris. Capt. Paul B. McGinnis, adjutant
to the .fﬁ.F Station Headquarters in
Horsching, Germany, sent in 131 ap-
plications; Lt. Doyle Price forwarded
100 from Schweinfurt, site of historic
pulverization operations.

From the other occupation Front Lt.
Gen. Ennis C. Whit , in ]aTan.
sent an urgent repeat order for applica-
tion blanks, in the AFA's drive to “keep
the gang together.”

Empeorium Grows Wings

Ex-AAF pilot Barry Goldwater, pres-
ident of Phoenix, Arizona's leading de-
partment store, announces the organiza-
tion of what is believed to be the first de-
partment store flying club in the L. 8.

Flying time in an Aeronca Champion
is made available to emplovees. The cur-
rent club is limited to ei n mem-
bers, ranging from 19 to 38 years old,
with a |i§e number on the waiting list.
(Picture, page 36.)

Back to UAC

Col. Emest W. Dichman, member of
the procurement division of ATSC at
Wright Field since 1942, has rejoined
United Aircraft Corporation. Belore
accepting his commission, Dichman was
sales manager for the Chance Vought
Aircraft Division, is currently assigned
as Dayton representative for Pramt &
Whitney aircraft engines.

Service Athletes

Since war's end experts have been
asking coaches whether retumed war
veterans have maintained their athletic
drive and incentive. Some sports writers
have propounded the theory that, after
the life-and-death games of war, com-
petitive sports might appear dull.

From Ann Arbor's University of
Michigan comes a vehement “It isn’t
sal" As proof, the school exhibits a pair
of AAF veterans who tumed out for
baseball this spring and have been do-
ing all right since. Bob Chappuis of
Toledo, g.\-li-;higan’; slu%%ing right
fielder, and shortstop “ v" Robin-
son both plaved football in 1942 before
entering tll-’u: service, and Robinson made
his letter playing first-squad baseball.

Chappuis’ adventures as a radio op-
erator included bailing out of his crip-

led bomber over the Brenner Pass,
E.iding for three months in the home of
an Italian Partisan, right next to Nazi
Headquarters. But no postwar slump is

Ex-AAF pilot Barry Goldwater, Phoenix department store president, evident. For the hrst ten games of the
with members of club to which he presented an Aéronca champion. season hi

score was .459. The only
AIR FORCE



trouble Coach PRay Fisher had with
his returnees was in getting Robinson
to take it easy while his war-injured leg

healed.

Veterans in Airlines

Anv number of stories concemning the
attitude of 11.S. airlines toward return-
ing vets have become current, varying
from tales of unlimited employment op-
portunity to a chilly barring of former
AAF personnel. In an effort to locate
facts on the aviation industry’s ability
to utilize the skilled manpower released
from the AAF, this department is in

rocess of running an industrial survey.
I:Vh:']e not complete on an industry-
wide hasis, some of the data so far pro-
cured prove worthy of examination.

PCA, for example, has placed over
1,500 veterans of World War 11, up-
ward of 1,000 of whom are ex-AAF
personnel. OF the airline’s 340 pilots,
175 saw wartime service, and a good
number of the flight-allied positions,
such as operations, are held by veterans.
Many of PCA's top executives served
in the AAF, including Col. Luke Har-
ris, vice president in charge of mainte-
nance and engineerin wﬁu established
ATC's famed “freball route” ro India,
and Col. James D. Henry, member of
General Brereton's staff “gu returned as
assistant to President C. Bedell Mon-
ro. Col H. J. Reid, Former deputy chict
of the Office of Flying Safety, is PCA's
new ditector of g}fing operations and
Capt. Murl Estes, former military at-
tache to Bolivia and Chile, is the new
systemn chief pilot.

Braniff Airways reports that more
than 1,000 of its total 2,400 employees
are veterans, 75 per cent of whom
served with the AAF. Seventy-six of
the line's 200 pilots are recent acqui-
sitions from the AAF, while executives
recruited include: Col. l]ess B. Bennett,
ASC's Director of Military Training,
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who joined Braniff as director of re-
search and planning; Major P. Howard
Farley, expert in heavy bombardment
training, who took over as superinten-
dent uII; training; and Capt. Donald H.
Snell, former E‘l'(} fighter pilot, now
traffic representative in the air mail and
cargo department.

%nim:l Air Lines at this writing em-
ploys 2,300 ex-servicemen, the bulk of
whom served in the AAF. This hgure
includes over 100 captains and first of-
ficers. Over 150 AAF vets were gradu-
ated From United's fight training school
in Denver, 300 hold executive po-
sitions in the company. Among the
latter are Col. Ray lreland, former head
of priorities and traffic for ATC, cur-
rently vice president in charpe of ad-
ministretion; Major T. Lee, Jr. of
AAFTC, superintendent of training;
Caol. . B. Cunningham, former AAF
linison officer to the British Air Min-
istry, now director of communications;
Major Richard E. Pfennig, réturning to
Llnited as regional vice president For
eastern  operations.  Col. Weldon E.
“Dusty” Rhoades, who piloted General
MacArthur’s C-54, Ieags Linited's re-
turning pilots.

Continental Air Lines has taken on
over 200 veterans in addition to former
emplovees who have returned from
service. OF these, 85 per cent are ex-
AAF.

Delta Air Lines repores that 1,021 of
its total 1,500 male employees are vet-
erans, chiefly AAF, Their number in-
cludes 28 captains and 105 co-pilots.
In the airline’s brass section are Eﬂigh
C. Parker, vice president for traffic, a
former ATC colonel; Major John L.
Schneider, superintendent of stations;
Col. T. P. Ball, assistant chief pilot.

Chicago and Southern rocurc{:s show
that 746 of 1,939 employees at all levels
are vets, Nine captaing and 535 first of-
ficers are included. Vice president in

Lt. Gen. G. E. Stratemeyer and Col. L. K. Parker welcome Wing
Comm. A. J. L. Craig, who led the visiting R.AF. Lancaster Flight.

PFC C. E. Moore, one of the A-bombing
B-29, Dave's Dream’s crew, holding Kwajie,
who accompanied them on Bikini mission,

charge of finance and administration is
Col. N. Henry Josephs, Major James
F. Griffin, former of the B02d
AAF Specialized Depot at Camden, N.
], is supervisor of property.

This is but a fractional report on the
survey, but it does indicate that the air
transport  industry is  utilizing AAF-
trained personnel for the mutual bene-
fit of airlines and veterans. -

Stratemeyer asks AFA Support

Lt. General George E. Stratemeyer,
chief of the Air Defense Command, in
a recent address to members of the Avi-
ation Writers Association asked the
press's continued support of air power.
In pointing up the appalling condition
of what was, a year ago, the greatest air
arm on earth, Stratemever stated that
“the 19,000 frst-line aircraft we now
possess cannot be adequately manned
with the untrained personnel which
make up the AAF today. . . . Figura-
tively speaking, right now, we couldn’
punch our way out of a wet paper bag "

The general emphasized the need %nr
public interest in either a unified com-
mand with autonomous air power, or a
three-arm system—land, sea, and air. He
called for support of those organizations
which carry the battle for air power,
mentioning specifically the Air Power
League and AFA. “The Air Force Asso-
ciation, headed by General Doolittle,”
Stratemeyer said, "is an organization
designed to foster national interest in
Air Force martters. This & an organiza-
tion open to any ]]}crsan who has been
commissioned, enlisted, assigned or at-
tached to the Army Air Force at any
time since the beginning of the aviation
section of the Signal Corps. The Air
Force Association does not compete with
or duplicate the benehits of other vet-
erans’ organizations, but simply offers
additional advantages to a group which
has shared the special experiences of
the AAE.” (See picture, page 37.)
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Heroes of global war, gliders and glider pilots are returmning

to Elmira in quest of national, international soaring records

SILENT FLIGHT

1iEwep FroM THE AR, Elmira is very much like a
Vdmcn other pleasant cities which brighten the scenic
valleys and slopes of upper New York State. Encountered
at close range, its 50,000 solid and conservative citizens
are singularly undistinguished in speech or manner. This
is a friendly city where industry is the order of business
and night life revolves around the country clubs and
modest homes which line the wide, treeshaded streets.
It could be an insignificant dot on the air map of the
world. But it isn’t, because Elmira is the capital, the focal
point, the fathering laboratory for gliding and soaring in
America. To disciples of silent flight, Elmira is home—and
the sailplanes and gliders have come home from the wars
{0i] H}r peamfuﬂy over Harris Hill in the thirteenth Na-
tional Soaring Contest during August.

Since 1911, when a group of collegiate enthusiasts
gathered with their homemade craft at Squantum, Mass.,
there has been a handful of wind-blown Americans who
insisted that no thrill quite equalled that of silent, un-
fettered Hight in a glider or saﬂplane. Though their en-
thusiasm was shared by several hundred thousand Ger
mitins, Russians, and Englishmen, the great American
pubiic remained wh(:ll}' apathctic for more than three
decades. Despite twelve exciting annual glider meets at
Elmira, silent Hight was little more than a side show 1o
American aviation’s main events when 1941 brought an
end to organizcd competition above and around Harris
Hill. Then world catastrophe brought rude awakening.
When the Nazis floated down on Crete, gliders leaped
into the headlines which were to build in frequency and
fervor until American and British troops made their
motorless entry into Hitler's back }-‘ard. It was here that
millions of men and women discovered that there were

BY SANFORD A. WOLF

more ways than one of taking to the air. So the August
meeting at Elmira will be the dawn of a new era for soar-
ing planes and pilots—an era in which concentration will
be upon individual records rather than collective demon-
stration of a flying technic which few people knew about
and fewer cared about prior to the war.

Without considering the glider's military contributions
ar the pmttical economics of commercial cargo gliders,
the student of aviation can safely admit that the glider
approaches the ultimate in air-training vehicles. Gliding
is relatively easy. It is a fact that competent students of
high-school age frequently master the glider with two
hours’ instruction. Gliding is relatively safe. Starting on
the ground and rising foot by foot as he attains proficiency,
the glider student has little chance to make a mistake
and little to lose if he does err. Crack-ups, infrequent in
motorless aircraft, rarely result in serious injury because
the glider landing speed is only twenty-five mph. Glid-
ing is relatively inexpensive. With two utility gliders cost-
ing less than one of the smallest airplanes, actual opera-
tion as free as the air itself, volunteer tow crews cost con-
siderably less than powered-plane mechanics. Hangar
rent, a major expense for every light-plane pilot, is miss-
ing entirely from the glider pilot’s budget. With wings re-
moved, the g]idcr and its trailer roll easily into any g:.irl}r
long garage.

Moreover, glider activities can be carried on with safety
in every suburb and village, wherever an unobstructed
space is available for take-off and landing. Elmira has the
nation’s best-known glider site at Harris Hill but similar
terrain is found in every one of the forty-eight states. Fur-
thermore, the success of glider operations over desert sands
at Twentynine Palms, California, in the mountainous
pocket of Sun Valley, Idaho, and above the low-rolling
river bottoms of Lockport, Illinois indicates that the va-
riety of gliding technics makes the sport adaptable to any
American terrain. Conversely, the best of gliding sites all
have limitations. For example, the contestants who gather
at Elmira during August will have little chance to better
the existing distance record for sailplanes because Harris
Hill is so close to the Atlantic Ocean that prevailing winds
would send a record-setting glider well out to sea. It is
contest records, incidentally, which best mirror the prog-
ress of glider design and glider technie.

When Orville Wright returned briefly to soaring in
1911, he established an endurance record of 9 minutes,
45 seconds which was to remain on the books for nearl
ten years. Then, in 1920, Oscar Ursinus who edited Ger-
many'’s Flugsport, set the stage for the world’s first real
Flidcr meet. In the first soaring contests at Rhoen, a mot-
ey assemhlage of schoolboys, scientists, sportsmen, and
scar-faced war veterans gathered at Mount Wasserku
with everything from Lilienthal and Chanute hang gll?z
ers to motorless Fokkers left over from battle. Despite
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Prewar faverites like Frankt sailplane (above), and Kirby Kite
(at right) will vi ith w I ilpla te the Pratt-Read
i i et at Elmira;

man LEK-104A;
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SILENT FLIGHT

widespread interest in the meet and large-scale partici-
pation, results of the meeting were unimpressive until
Wolfgang Klemperer kept his Schwarzer Teufel in the
air for 2 minutes, 23 seconds.

By 1921, the Germans had so improved their designs
that records began to fall within a few days after the
opening of the meet. Klemperer stayed aloft in his Blue
Mouse for 13 minutes, then Arthur Martens sailed for 15
minutes, 30 seconds in his Vampyr. When Friederich
Hart, a short time later, Aew for 21 minutes, 30 seconds,
the endurance record had changed hands three times in
a period of two weeks. Where the 1920 Sehwarzer Teufel
had provided the pattern other glider designers had long
needed, the 1921 Vampyr Htﬂﬁlishﬁd a delineation be-
tween gliders and sailplanes to open a new era in motor-
less Hight. From then on, skilled pilots began to discard
the rudimentary downhill gliding, with its inherent
limitations, to master the art of soaring.

Thus, no one was surprised to see all previous records
quickly outreached during the 1922 meeting on the Was-
serkuppe. Martens kept the Vampyr aloft for more than
an hour on August 10th, only to watch Henzen raise the
record to 2 houg a day later. Five days later Martens
again took off, to'land in 3 hours with new record. The
success of this Wasserkuppe meeting stimulated glider
activity everywhere in Europe and, by 1923, the French
were watching contests at Vauville, the beaches of Crimea
had brought soaring to Russia, and a new continent had
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come into the glider world when meets were held in
North Africa. In the meantime, French pilots had re-
captured some of the gliding prominence of Captain Le
Bris when Thoret scared for 7 hours in a powered plane
with the engine cut out. Barbot later raised this record
to 8 hours, 30 minutes, while a third Frenchman, Des-
champs, established a world’s altitude record by soaring
to 1,750 feet at Biskra, Algeria.

During the succeeding three years, permanent build-
ings and schools were established at the Wasserkuppe, 2

- new German site was opened at Rossiten in Prussia, and

gliding records were constantly improved until Ferdinand
Schulz few for 12 hours in 1925—to reach, in the minds
of his contemporaries, the soaring millennium, Despite
these apparent advances, however, silent flight had made
little real progress since the 1921 meeting at Rhoen. Men
were still soaring above hillsides, unwittingly limited in
their flights by the duration of slope winds. It was the
1926 gathering at Wasserkuppe which revealed the secrets
of rear soaring progress to the enthusiasts and rejuvenated
interest in the sport.

Shartly alter the opening of the meet, Schulz effective-
ly disproved the fallacy that gliding was a fairweather
sport by flying safely in a hail- and rainstorm. Then, when
Max Kegel was sucked upward by a thunderhead, a
motorless plane doubled the previous distance record
while simultaneously climbing to the greatest height ever
reached by a glider. A short time later, careful study of
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topographic conditions affecting air currents enabled
Johannes Nehring to make a goal flight between Wasser-
kuppe and Milseburg. Measured in miles alone, Neh-
ring’s flight was not outstanding. It did, however, attract
the attention of leading scientists and bring research lead-
ing to development of the technic which we now describe
as storm fying. Cloud soaring took its first real impetus
from the 1928 activities of Robert Kronfeld.

Making contact with a cloud over the Wasserkuppe,
this inlrcPid Austrian pilot was pushed upward to 1,400
feet and carried to Himmeldakberg, where he rode slope
winds while waiting for other clouds which finally carried
him back to his starting place. On
October 20, 1929, Kronteld con-
tinued his experiments by setting
out deliberately to ride a thunder-
head in the manner discovered ac-
cidentally by Kegel three years
carlier. Soaring from the Wasser
kuppe at the peak of a thunder-
storm, Kronfeld negotiated a dis
tance of 85 miles and climbed to
7.525 feet to establish two new
gliding records. This flight, and
other spectacular performances of
the late twenties, contributed
much to American interest in soar-
ing and, as a logical outgrowth, the
competition at Elmira was born.
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Built by Schweizer in the shadow of historic Harris Hill, mid-wing
2-place fabric-covered sailplane (facing page) will be used by
mare than a score of eastern contestants at Elmira, while the ply-
wood Bowlus Baby Albatros (left) will be flown by several western
enthusiasts. (Below) Recordbreaker, appropriately named Schweizer
TO-2 which holds pre-war distance and two-place altitude honors.

Where Peter Hesselbach, a German expatriate of Cape
Cod, had Hown for only 4 hours, 5 minutes, in setting an
American endurance record in 1928, Hawley Bowlus
quickly advanced the record to 10 hours in two years.
Two months later, Jack Barstow, an assistant to Bowlus,
claimed the official record with a 15-hour Hight. while
Wolfgang Klemperer, by this time an engineer at Good-
year Zeppelin Corporation, had established a distance
record of 15.7 miles—just ten years after his 2-minute
record ﬂight. It was the frst Elmira meeting which cli-
maxed the rebirth of American motorless flight. Here, on
a site discovered by Klemperer and Jack O'Meara, Wolf
Hirth made his spectacular High! of 54 miles without the
aid of clouds or slope winds. The resulting research into
thermal soaring culminated in genuine success just a
year later when Hirth, Groenhoff, and Kronfeld all made
flights of more than 62 miles. Thermal up-currents rising
from |.'1rgc cities meanwhile had been utilized lw pil:::ts
over Berlin, Munich, and London, while Jack O'Meara
had ridden the currents over New York City. It was these
thermal flights, combined with new launching methods,
which Ii‘}wram.{l motorless flight From dependr:nce upan
slopes or clouds. Gunther Groenhoff and Peter Riedel
perfected the airplane tow, American pilots improved the
automobile tow, and Kronfeld perfected the winch for
high altitude tows. (_;liding had fina"y come of age, with
soaring sites and records limited only by the enterprise
and endurance of pilots. _

To appreciate the importance of launching improve-
ments, we need look backward no more than hfteen years.
It was the :airpl:lm' tow which started Kronfeld's glide from
6,000 feet to carry him across the English Channel in 1931.
The same towing method gided Groenhoff's 170-mile
storm-front flight from Munich to Kaaden. At Honolulu,
Lt. William Cooke soared for almost 22 hours on Decem-
ber 17, 1931, to surpass the 14-hour duration record set
in 1928. At first considered unbeatable, Cooke’s record
fell less than two years later when Kurt Schmidt remained
aloft for 36 hours, 35 minutes. In the meantime, Heini
Dittmar, engaged in a scientific Ex}‘:ﬁ.‘ditiun to Brazil,
soared to 14,000 feet over Rio 1o uclipse the altitude record




SILENT FLIGHT

which had endured since 1929. On the same expedition,
Hanna Reitsch, who already held the woman's duration
record of 10 hours, soared to 7,040 feet to set an altitude
record for fair pilots, then added the distance record to
her laurels with a flight covering nearly 100 miles.

American activity, too, came upon good times in the
early thirties. In 1932, Warren Eaton and a group of fore-
sighted habitues of the Elmira soaring site organized the
Soaring Society of America. By the end of the Society’s
first year, Jack O’'Meara had established an American dis-
tance record of 66 miles, only to see the late Richard du
Pont outreach this mark with a 122-mile Right along Vir-
Einia's Blue Rid%e in 1933 before making a world record

ight of 158 miles in 1934. In April, 1935, Lewin Bar-
ringer fell three miles short of this du Pont record in fly-
ing from Ellenville, New York to Piketown, Pa. The Bar-
ringer flight did, however, win recognition as the longest
slope wind fight ever made.

Owerseas, the Germans continued to lead the record
parade when Groenhoff's three-year-old endurance record
was bested four times in two days during the 1934 Rhoen
meeting climaxed by Heini Dittmar's 234-mile flight with-
out power. A year later, the German government openly
supported pilots at Wasserkuppe, and the mass partici-
pation brought the first mass record flight when Oelt-
schner, Heineman, Steinhoff, and Brautigan all covered
313 miles in a thermal-soaring fight to Brno in Czecho-
slovakia, When Oeltschner crashed to his death while be-
ing towed back home by an airplane, the other three pilots
requested that their mutual record be listed in Qeltsch-
ner's name alone as a tribute to his soaring genius. This
1935 meeting in the Rhoen mountains also brought the
first long goal Hights, with Peter Riedel traveling 165
miles over a predetermined course from Berlin to Ham-
burg. Subsequently, the Russians adapted the goal flight
idea to large glider trains, Kraft covered the 208 miles
between Cologne and Homberg, and Ludwig Rotter com-
pleted a goal flight between Berlin and Kiel.

Thus, the sailplane tour covering a planned course re-
gardless of soaring conditions was a logical development
which brought a 432-mile flight by four pilots in 1936.
Their flight linked Darmstadt-Wurzberg-Munich-Augs-
burg-Stuttgart-Mannheim and provided the pattern which

E. W. Geller, 16, and H. H. Brown, 73, are glider students at Elmira.
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led to completion of a flight between the Rhoen Moun-
tains and Nuremberg by nineteen pilots participating in
the 1937 meet. As the result of this fight, the official list
of possible sailplane records was augmented in 1938 with
addition of “distance with return to starting point.” Mean-
while, the Russians were reporting new records in rapid
succession. Rastorgoneff covered the 335-mile distance
between Moscow and Devitz on May 5, 1937; then fol-
lowed with a 374-mile flight one week later. Fifteen days
later, he climbed skyward again in his GN-7 to soar 405
miles from Moscow to the Volga’s Hammer and Sickle
Farm, covering the distance in 8 hours, 18 minutes for
an average speed of 45 mph. Another Russian pilot car-
ried a passenger 253 miles on the same day to establish
another record. The Russian sailplane excitement also
brought the best high-altitude performance of 1937 when
Fydoroff, towed to an altitude of 28,050 feet, released
his towline to ride upward on alto-cumulus currents to
an altitude of 39,946 feet.

With Germany preparing for war and German pilots
concentrating on military training, 1938 saw America's
emergence as the world center for soaring sport. More
than fifty planes with nearly 150 pilots registered at the
Elmira meet that year to double T.I:‘n)c t previous en-
try list. Peter Riedel, then attached to German con-
sulate at Washington, used his Rhoensperber in a goal
flight to Washington on July 3, ing the distance in
slightly less than 8 hours. The following day, Navy Lt.
Robert M. Stanley, now with Bell Aircraft, outclassed
the famous German pilot by reaching Washington in 7
hours, 30 minutes. Traveling 225 miles, he simulta-
neously established a new American distance record,
eclipsing Lewin Barringer's thermal ride from Wichita
Falls, Texas to Tulsa, Okla. Motorless Hlight in America
continued to Aourish in 1940 when John Robinson com-
pleted a 290-mile goal flight from Elmira to Mineral, Va.,
on July 3, just a month after Woodridge P. Brown had
soared 263 miles from Wichita Falls, Texas to Wichita,
Kans. Robert Stanley carried his single-place sailplane
to 17,264 feet on July 4, to set a new record in this cate-
gory, and the late Lewin Barringer raised his own two-
place record by soaring to an altitude 14,960 feet above
Sun Valley and 21,000 feet above sea level. That was on
August 12, 1940 and, with two exceptions, it spelled the
end of sport soaring records for the duration. In July, 1943,
a German Minimoa piloted by Shelley Charles, climbed
to an altitude of 19,434 feet over Atlanta to set a new rec-
ord in this category. In March, 1946, Frank Hurtt and
Richard Powell kept an all-metal Schweizer 222 in the air
over Elmira for 10 hours, 9 minutes to establish a new
two-place American endurance record.

When the 1941 meet opened at Elmira, most of the
familiar faces were gone, and glider manufacturers were
already converted for military production. Everyone knew
then that silent flight—at least the friendly variety—would
have to wait for victory. So the National Soaring Con-
test at Elmira in August is a milestone of dual significance.
It marks the resumption of sport soaring in America.
More important, it marks the emergence of American sail-
plane enthusiasts as the world's leaders of motorless flight
—whether or not they hold all of the records. And Elmira,
the city of silent flight, deserves most of the credit for
keeping the sport alive during fifteen long years when
none but the Germans cared aboig§she quiet record ships.
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Transsonic tunnel in California gives U. S. aircraft designers a large-model research
facility which simulates speed of sound in the low-turbulence manner of actual flight

oR A LoNG TiME, the world's engineers have been talk-
Fing about transsonic research but few nations have been
able to do much about the subject. But the key to long-

_promised sonic air speuds may be contained in the new
National Advisory Committee for Aeronautics wind tun-
nel at Moffetr Field, California. Rated as the most versa-
tile aeronautical research facility in the world, the unique
new structure simulates speeds up to 720 mph and per-
mits scientists to obtain design information upp!imb]c to
full-size, high-:ipucd aircraft.

Officially designated as the Twelve-Foot Low Turbu-
lence Pressure Wind Tunnel, the new chamber incor-
porates large screens in the sphere just ahead of the test
section for reduction of airstream turbulence. In the past,
only small tunnels could duplicate the free-air smooth-
ness of actual ng"ﬂ Although the new test section will
barely accommodate 10-foot span pl:m& models, air pres-
sure in the tunnel may be increased by six times to give
them all the characteristics of a 60-foot span ﬁghtcr,

In tunnel operation air is circulated h}f a pair of 18-ton
variable-pitch fans powered by electric motors develop-
ing 11,000 hp. For simulation of transsonic 5‘[.100(15. pres-
sure may be reduced to 1/&normal atmospheric pressures.
Conversely, tunnel pn:ssur&s may be boosted to 88 pounds
per square inch to duplicate large plane characteristics.
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AIR POWER BY THE POUND

URING THE DRAMATIC summenr of 1939 in the com-
D parative oblivion of Arroyo Seco near Pasadena, five
men under the obscure aegis of ACJPRP-GALCIT and
the learned leadership of Dr. Theodore von Karman
worked at wrapping up airpower in a small, neat package.

Ofhcially, the alphabetical garble which designated von
Karman's project identified the Air Corps Jet Propulsion
Research Program, Guggenheim Aeronautical Laboratory,
California Institute of Technology. The object was to
find an answer to General H. H. Amold's request for a
supplementary power source which would put bombers
and fighters into the air from small airports in Europe.
That the resulting JATO units pla}'r_-d]To le part in the
European conquest was only because installation of the
units on all combat planes would have taken longer than
the laying of portable Hight strips. So the Navy took over
where the Army left off, finding in JATO the missing
operational link between out-size dive-bombers and pint-
size carriers. It was here that Aerojet, now a division of
General Tire & Rubber Company, was born as the child
of necessity.

Under terms of the Guggenheim endowments, Dr. von

BY JOHN PAUL ANDREWS

Karman's engineers were permitted to engage in research
but could not sell the products of such research for profit.
When the Navy ordered sixty liquid propellant JATO
units, the five engineers simply organized their own cor-
poration and set up shop in the rear of an East Pasadena
store. That was in January, 1942. Although a promised
Army order for $200,000 failed to materialize when AAF
needs for JATO passed, the new company mushroomed
on the strength of Navy orders until the five original en-
gineers were joined h)r 1,600 additional scientists while
the original shop—The Gulch—gave way to a plant lay-
out of eighty buildings spread over seventy California
acres. All this, and sea rescue, too, came directly from an
idea more than two hundred vears old.

In its broadest sense, jet propulsion refers to methods
for pmpe"mg a body by the reaction or thrust developed
by a fluid jet. When Sir Isaac Newton propounded his
Third Law of Motion, declaring that every action must
be accompanied by an equ.ai and n]:r];;sn‘ e reaction, he
provided the axiom on which jet propulsion is predicated.

Ercoupe with JATO beats unassisted Porterfield in take-off challenge.
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With Army JATO, Douglas C-47 clears 50-foot obstacle at Ontario,
Cal,, in test clocked by camera, Jet assist for civil aircraft raises
payload, reduces sirport runway requirements, provides safety factor,

Contrary to popular belief, the driving force of a jet-pro-
pelled motive system is not the result of a push developed
when the escaping fluid stream strikes the surrounding
medium, but is due instead to the force originating from
reaction generated by the rapid exit of a fluid stream
through a jet nozzle or orifice. This push is developed re-
gardless of the type or density of the surrounding medium.
In practice, rocket reaction is usually produced by dis-
charging large quantities of gases to form a fluid jet, with
self-contained fuel and chemical oxidizer providing the
components of reaction. For convenience, the container
in which the propellants are stored can be designated as
a rocket motor.

Fashioned in the style and manner of a large steel
bottle, it is the rocket motor which re-creates the legendary
genie who, released from his bottle prison, grew into a
towering slave giant with limitless powers of magic. Spun
from a segment of a steamless steel cylinder measuring
10 inches in diameter and 3 feet in length, the rocket
motor is closed on the forward end and fitted on the after
end with a nozzle, igniting mechanism, and safety blow-
out device. Three mounting lugs welded to the shell per-
mit attachment to any airplane. With a thrust roughly
equal to 330 hp when used on planes travelling at 90 mph,
the 115-pound Aerojet motor ranks with the most efficient
motive units known to man. Cast in the form of a car-
tridge, the 90 pounds of propellant ignites at 725° Fahren-
heit and emits a non-corrosive, non-toxic exhaust of some-
what smoky opacity. To prevent erosion at high tem-
peratures, the Aerojet nozzle throat is protected by a car-
bon insert while a protective cap fitted over the nozzle
keeps the motor dry and free from foreign matter during
shipment. In operation, the pilot activates the igniter by
closing the ignition circuit to set off a “flash cap” which
in turn fires the main charge igniting the propellant—
with approximately 2/10 of a second sufficing for the en-
tire train of actions. Demanding all of the care accorded
any ordnance matériel, the Aerojet unit is stored verti-
cally, nozzleend upward and sans igniter, at tempera-
tures of about 60°. When handled in this manner, stor-
age life of propellants is up to one year and motors may
be fired repeatedly after proper servicing and reloading.

Rockets for Peace

Born of wartime necessity, Aerojet answers the peace-
time demand for a small, thtweight. portable power unit
boasting great thrust for a short period of time. For ex-
ample, the Civil Aeronautics Administration currently au-
thorizes operation of the Douglas DC-3, S1IC3G at a gross
weight of 25,200 pounds from sea level runways measur-
ing 4,000 feet or more in length. Where shorter runways
are used, a Pﬂ}']t‘lﬂd reduction of 500 pﬂunds is mandatory.
With air service expanding to include hundreds of
smaller communities in the United States while scores
of DC-3s operate from short South American airports
13,000 feet above sea level, collective revenue loss occa-
sioned by load limitations is considerable. Actual tests
demonstrate notable econamic advantages in the Aerojet
and similar rocket motors.

When Aerojet power is turned on after 920 feet of
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DC-3 sea level runway travel, the ship becomes airborne
in 1,660 feet and clears a 50-foot obstacle on one engine
in 2,587 feet. Without takeoff assistance, the DG-3 re-
quires 4,000 feet to meet the CAA takeoff requirements.
Similarly, in operations at 4,800 feet above sea level, Aero-
jet power after 1,115 feet of runway travel gets the DC-3
into the air after 2,193 feet and enables it to clear a 50-
foot obstacle at 3,261 feet. In sharp contrast, single-engine
take-off without JATO requires 5,500 feet at the same
moderately high airport altitude.

Because runway lengths, by themselves, mean nothing
to the average air traveler, the inherent advantages of
Aerojet motors are perhaps best interpreted in the light
of passenger demands. Geogra hy, and American travel
habits, have made commerecial Hights of 300 to 500 miles
the keynote of civil aviation. And the twin-engine air-
plane of relatively high wing- and power loading is su-
preme in this range bracket. However, such planes char-
acteristically demand flying speeds 40 to 50 mph higher
than take-off speed. If an engine fails during the critical
period between take-off speed and minimum safe single-
engine Hying speed, a crash can be expected. With aux-
iliary power the same plane could continue to accelerate to
safe flying speed even with the loss of one engine. In four-
engine aircraft, landings and takeoff normally require
the same runway distance. However, a plane which takes
off with 90,000-pound gross loading on a 1,500-mile flight
will burn off 14,400 pounds of fuel en route and land
with a gross loading of 75,600 pounds. Hence, required
landing distance is reduced without change in aircraft
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Versatile JATO units serve equally well on small private planes, giant
fiving boats like Martin above. Tested on a Mars, TATO cut take-off
requirement by 60 per cent. (Below) Reversible props, flaps, low
drag airfoil sections offer three alternates in reducing landing dis-
tances but JATO is only current means to big plane take-off from
short runways. (Top, right) Rocket plane, mother ship of tomorrow.
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structures. When landing run is further shortened by the
use of reversible-pitch propellers, which save 25 per cent
in runway length, and by the use of slotted Haps, which
reduce landing distance by another 5 per cent, 300 mph
cruising speeds coupled with 40 mph landing speeds be-
come Pmctical. However, required take-off distance will
continue to increase unless airliners are equipped with
auxiliary power sources. Moreover, the coming of “all-
weather” airline operations will also call for a 50 per cent
increase in runway lengths to compensate for instrument
lag, pilot corrections, and other factors inherent in instru-
ment take-off. Unfortunately, the world has few run-
ways 7,000 to 9,000 feet in length.

Local Services

Expansion of commercial aviation ﬂ]ung other lines
will also emphasize the advantages of supplementary take-
off power. In an effort to give air service to thousands
of U. S. communities not now served by the scheduled
airlines, industry leaders have suggested two pmsshle oper-
ational innovations. The misnamed “feeder” services
would provide purely local service between smaller com-
munities. For example, present airline service between
Los Angeles and San Francisco would be augnentc&] with
flights into Bakersheld, Tulare, Hanford, Visalia, Fr

Merced, Modesto, and Oakland. The alternative al,

design:lted as “skip-stop” service, would find
Angeles-San Francisco airliners smppin%af akersf
the first flight each day, at Tulare orr the seto
flight, at Hanford on the third trip, and 507
smaller city daily Rights to both Los™
Francisco. Either type of local senrirc ould call for run-
ways measuring at least 4 000" Here again, the air-
line operator must predica 5 thmugh loads” upon the
runway length at the all-:.-st airport en route—or look
to auxiliary power like JATO as the alternative.

Light plane owners, too, can widen the utility of their
small ships through the use of supplementary power,
albeit for different reasons. As takeoff assistance, JATO
enables small planes to take off from any feld or lake
adequate to a landing. Hundreds of trainers annually

w== REDUCED TAKE-OFF DISTANCE

mm= REDUCED LANDING DISTANCE
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mantled and hauled out because of take-off requirements.
Furthermore, the same auxiliary power can offset the
hazards which result when small planes lose their lone
engine. When this happens shortly after take-off, JATO
power of 25-second duration will permit the pilot to re-
urn to his airport of origin. When mishaps occur at cruis-
ing altitudes, the small rocket motor wil usually stretch
the glide sufficiently to permit location of a safe landing
area. That JATO units adequate to the needs of private
pilots detract little from normal plane performance is ap-
parent in the fact that similar rocket motors can be used
on high-performance sailplanes. In this case, JATO is
more than a safety device. Where glider enthusiasts now
spend ]nnL_ hours in dim!nr!ing trucLing re-assembly,
and waiting for the winch before they can grab a few
precious hours in the fugitive therm*tlv-‘. JATO whisks
them to soaring altitudes at the rate of 3,000 feet pet
minute—from any airport,

From this ru::n;:::l_a.axariil.r limited discussion, it should be
obvious that rocket power for aviation has vast utility
right now. The future is even brighter. By 1955, 20,000-
pound rocket ships should be carrying passengers from
Los Angeles to San Francisco in 10 minutes or less. With
14,000 pounds of fuel, such rocket ships will carry four
passengers and a pilot at speeds exceeding 2,000 mph
during take-off climb, at 4,000 mph during cruise tra-
jectory, and at 5,000 mph and more during descent. Eco-
nomical range will be limited to 400 miles with a sing]{'
.n-hip but "muhi-step" operations with another ship and

;i pmgmssivel}r smaller HLI.\C:iIi:Ir}’ 5|1ips. will make 20-minute

transcontinental schedules practicable. Meanwhile, ram-
jets using rockets for takeoff assistance and cruising at
1,500 mph will be offering low fares on 2-hour cross-
country services, So the shape of things to come will all
be fashioned to a pattern born without fanfare in 1939.
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Tmma ARE A NUMBER of preembryo stages through

which any airplane design must pass before it emerges
as the faintest shadow of reality. In the AAF, this "glint
in the designer’s eye” takes form in imaginative models
called design studies. In a sense, they are three-dimen-
sional images of the airplane creator’s scratch-pad “doo-
dles.” They precede the wind tunnel model by a com-
plete generation of thought.

A new batch of design studies has been evolved by the
Aircraft Design Branch of the AAF's Air Matériel Com-
mand at Wright Field. They represent the most advanced
thinking on the subject of future aircraft, with calcula-
tions based on power plants and wing data no less fanci-
ful than the design studies themselves. Some of these
ideas may wind up in the Command’s copious File-and-
Forget section, but all of them will have some impact on
future designs just as all World War 11 aircraft were
well past the design study stage when the first bomb
whistled down on Honolulu. For that reason, design
studies now in the works represent our sole hope for
safety in case of atomic war.

The new design studies fall generally into three classi-
fications. One category includes perimeter defense types,
or interceptors. The second category embraces outer zone

X aircraft of the longrange attack-hghter variety which
defends the middle zone, Long-range bombers constitute

the third design study class.
For the defense of the immediate center of the target,
an interceptor has been designed which serves as the war-
head on a V-2 rocket. The interceptor consists of a short,

Designed studies frequently highlight blueprint bugs that would
not show up in two-dimensional presentations. This is stody of a
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stubby fuselage with needle-point supersonic nose, swept-
forward wings, and the newly developed butterfly tail
which characterizes many of the new designs. This inter-
ceptor is mounted on the front end of a 90°-finned rocket.
Launched vertically to interceptor levels, it is released f
from the carrying rocket to proceed under its own power. l

Other fighter proposals include an outer-perimeter de-
sign somewhat resembling the German jet fighters. This
type carries four jet engines in two nacelles slung under
the wing and mounts special radar directed fre-control
equipment. Another proposed fighter has butterfly tail,
an extremely thin wing, and embraces 10,000 pounds of
fuel in its 15,000-pound take-off weight. A third fighter
proposal calls for a very slim fuselage, high tail, and large
jet engines placed at the wing tips. The lifting surface
has a very low aspect ratio, permitting great structural
strength with low weight. The double-tracking effect of
the two widely spaced power plants presumably offers
sufficient directional stability. The last of the fighter pro-
posals places two engines inside the Fuselage, in the man-
ner of the recently announced Douglas XB-43, This per-
mits a clean fuselage and a wing free from breaks.

In one proposed attack plane, a butterfly tail and high
wing are combined with the diamond-sectioned super-
sonic wing. Powered by two gas turbines utilizing a con-
ventional propeller in front and jet exhaust behind, this
plane derives extra power from a pure jet tail engine.

The jet bombers indicate high design originality. In
both of the announced proposals, great effort has been
expended in keeping the wing free from ducts, air scoops,

six-engined 100,000-1b, jet bomber, Above, 90,000:1b. four-engined
type with small frontal area, exhausts amidship and in il unit
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This propesed aoltock-type cirries two prop-jel engines und&r_ the
wing, and a turbo-jet in the tail for combat-emergency power. Right,

Col. P. H. Dane, examines a vertical-ascent interceptor, a jet design
which is caried to operational level by 2 V-2 rocket. On the table
are other jet proposals, including a four-engined radar night fighter.

.

This 200,000-lb. bomber proposal will be prop-jet powered. Right,
the rear view of the 100,000-1b. six-jet bomber. Tailwise bamb hay
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Col. Poul H. Dane of Aircraft Laboratory at Wright Ficld and
Maj. Joseph Wadsworth study 90,000-1b, butterfly-tail jet bomber.

or other breaks in the main surface. There is a four-
engined 90,000-pound proposal, which would carry a thin,
high aspect-ratio wing amidship. A single air-intake in
the nose provides air for two jet engines located forward
of the bomb bay, with jet exhausts extending from the
under surface of the fuselage aft of the wing’s trailing
edge. A supplementary airscoop on top of the fuselage,
just behind the wing, supplies air for two engines be-
hind the bomb bay which exhaust through the tail. The
cockpit is forward of the front engines.

The 100,000-pound jet project is a high mid-wing de-
sign with a main nacelle resembling a needle-nosed tank
and a butterfly tail supported on a tailboom. Air for the
six fuselage-installed jet engines is taken in through a
set of scoops in the front end of the main nacelle. Rear
bomb bay doors improve high-speed accuracy.

Larger designs appear more conservative. One 200,000-
pound proposal uses supersonic fuselage, butterfly tail,
and ultra-sophisticated wing form in combination with a
prop-jet in four underslung nacelles of conventional form.

Several things are apparent in these projections. First,
that no Future planning is being done on the basis of
reciprocating engines and few on the assumption of pro-
pellers. However, it should be remembered that even un-
der wartime stimulus there is a three- to five-year gap be-
tween design study and prototype, and almost as great a
distance between hirst flights and widespread application.
For that reason, there is still plenty of life remaining in
the piston-propeller design which has endured in military
aviation for more than thirty years.

allows improved bombing accuracy at high speeds. This jet bomber
could be used for cargo. Note tail-turret accommodations in boom.
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fContinved from page 30)

easily infect an impressionable younger generation.

At any rate, the youths who went into their late teens
during those four years are the core of the present craze.
They are competent driver-mechanics with an automotive
knowledge vast in comparison with the average kid of
15 or 20 years ago. They know exactly what it takes to
get the maximum speed out of any stock car chassis.

The average hop-up strips it, tightens it, strengthens
it, and replaces worn-out members. Then, as pocket money
permits, he does some or all of the following:

He buys high compression cvlinder heads which pro-
vide a sharper explosion, and hence more power and
speed every time a piston is thrust downward.

A further step concerns the camshaft, the gadget which
operates the valves, allowing the E!{p]mne gasoline mix-
ture to enter the cylinders. They regrind the camshaft
s0 that each valve is opened longer, causing a greater
amount of gas to enter.

He may move nearer the ultimate by adding either a
dual or triple manifold, providing two or three carburetors
instead of the conventional one. This means that two or
three times the volume of gas is available to the engine.

He may go even further by installing a special light-
weigh! aluminum H}“ theel and adding hi‘s}'h bp(.‘t.‘d gears.

All of this has resulted in a new industry that's grow-
ing by leaps and bounds out here—the manufacture and
sale of speed equipment. The manufacturing end has
run into big business for several hot rod authorities.

The manufacturers’ wares find their way to the teen-
aged adherents via the speed shop, the retail manifesta-
tion of the new industry. The speed shop automatically
becomes the gathering place for every hop-up in the com-
munity and the resting place for their pocket allowances.

The saner element of the hop-up kids is known as the
Southern California Timing Association, a registered or-
ganization dedicated to scientific exploration of the realm
of secondhand speed. SCTA's regulations emphasize
safety, and it is strict in its enforcement of them. The
cars of its members must be sound as a dollar or they're
not allowed to participate in the all-important speed
events. Driving habits of the members are also considered.

The association is made up of representatives of 28
speed clubs who meet once a month to plan meets and
keep regulations up to date. It furnishes a few trophies
for winners, and occasionally an interested hrm will
throw in a free grinding jnb or a set of coveralls as prizes,
but mainly all the work is done purely for love of speed.

The war interfered with the SCTA's activities for the
past four or fve years. The lakes were taken over as Army
or Navy installations, and its members were sure and
early meat for the draft boards. Its boys were exceptional
pilots on all fronts. Capt. Ted Lawson of "Thirty Seconds
Over Tokyo" fame is one of them. Before he went into
the air force he was an enthusiastic hop-up kid; now that
he's back he's spending spare time on another roadster.

SCTA's speed rules are simple, the principal one being
that the contestant must use an American-made produc-
tion engine. Otherwise the sky’s the limit on souping up.

The next official SCTA trials, scheduled for late spring,
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will shoot at marks set in 1942, the year of the last trial
before war interfered. Those records are examples of the
amazing speed these youngsters are coaxing out of cars
and engines up to 15 years old. Bob Bebek took the road-
ster class in his Ford V-8 with an average speed of 123.71
mph. (Speeds quoted are the average of two runs over
the course.) Karl Orr, Empriemr of a thriving speed shop
in Culver City, won the modified class in his Ford V-8
at 133.30 mph. A streamliner driven by Bob Rufi at 140
mph was winner in that class. Donald Blair won the un-
limited division at 130.27 mph, proving that the bigger
engines aren't always the fastest.

This year the boys will probably better last year's top.
Some returnees from air forces jobs may have new speed
wrinkles that will run the high score up to 150 mph.

The SCTA at present seems to be the only redeeming
feature of a craze that has the youngsters enthralled, the
oldsters fearful, the police puzzled, and all of Southern
California talking. Some good thinking has been recruited
for the problem of what to do about the hop-ups, and the
solution seems to lie along the line now being fostered
by the SCTA: provide places for the boys to race and
you'll clear most of them off the highways.

Even now there's a move to provide a four-mile-long
paved four-lane strip across some unused suburban section
for the exclusive use of the hopups. Although such a
project is costly, there's proot that a portion of the money
can be raised thmubh donations.

Those in favor of the speedway point out that the kids
have benehted the country’s war and peace efforts during
recent years. More than half of the SCTA's membership
went into the service to become outstanding pilots or me-
chanics. And more than one home workshop engineering
improvement made by the hop-ups—high compression and
improved valve action among them—preceded the auto-
motive industry’s adoption of them. Because of that, they
feel that a good turn for the speed kids would be a good

investment as well as a safety measure,

Hot Rod Lingeo

Hof rod, rig; outfit, hot iron—Fast roadster or other stock
model automobile worked on by a hop-up.
Hop-up—Person [usually a young fellow] who tinkers with
a car to increase its speed.

Gook wagoen—Fancy, chromed, noisy, steck car with no
speed refinements.

Squirrel—High school-age owner of a sad imitation of
genuine hot rod.

Stacks—Exhaust pipes.

Pats, jugs—Carburetors.

Skins, boots—Tires.

Slugs—Pistons.

Drog, peel off, loy o strip—To accelerate rapidly.

Binders—EBrakes.

Goat, dog, crutch, crock—{Mever a jalopy. This is as un-
pordonable as referring to a slick chick as o flopper.)
Ancient car with no mechanical refinements.

Mill—engine.
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The Lawding Guor Mo b / Aerol
Pioneers for over Yeal' A

For half a century, The Cleveland Pneumatic Tool Company has de- *CLECO Pneumatic Tools speed produc-

voted itself to serving many major industries.* Skilled technicians and tion in metal-working plants. AEROLS
experienced engineers within our organization have pioneered and per- (the shock absarbing landing pear used
fected many products for each of these fields. Thus initiative and resource- so universally on aircraft) insure safe,
fulness have enabled us to keep abreast of this country's remarkahle smrooth landings and take-offs. CLEVE-
industrial progress . . . We are proud to have grown with our nation for LAND Rock Drills are widely used in
50 years, and look forward to serving in the great future that lies ahead. the mining and contracting fields

THE CLEVELAND PNEUMATIC TOOL CO., Cleveland 5, Ohio

DISTRIBUTORS IN PRINCIPAL CITIES AND FOREIGN COUNTRIES

CLIVILAND BOCKE DRILLS ~ - = - CLECO Alm TOOLS

AERDL RITREACTASLE LANDING GLAR

SEPTEMBER, 1944 53




uselaged . the Twin-Mustang night fighter. Note the adar installation in the special na-
pile range at 475 mph, P-52 can patrol hetween West Coast and Pearl Harbor.
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Ownu- of the new Bellanca
Cruisair Senior are assured of the
best perviee by the nationwide
Bellanca distributor  organiza-
tion. Under each authorized dis-
tributor named on these pages,
there will be a network of
accredited Bellanca dealers.
Located on airports from coast to
coust, these men of long standing
experience and their staffs of
experts, will render Bellanca
owners complete and dependable
service,  Wrile  your nesrest
Bellanca distributor regarding a
demonstration  flight, or com-
municate direct with Bellanca
gales headquarters . . . Bellanca
Aircraft Corporation, New Castle,
Delaware. Lept. 3-10.

The new 1946 Bellanca Cruisair
Senior is Lthe most recent in a long
line of historic Bellanca 'Ihlm)!*,ll::
hreds reaching back 1o 1907
four-place Cruisair i@ outst

in }ur its inherent stability,
reliability and ruggedness — ita
remarkable 150 mph cross-coun-
try cruising performance and
eConomYy.
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»MARXMAN>

Pipes for active men . ..rare selected
briars fashioned into fine pipes that
please the eye and give years of
smoking enjoyment. Many shapes,

from $3.50 1o $25.00, At fine stores.

FREE BOOKL

made, . .

Shows how
pipes are
tells how to break in a pipe.
Address Dept. 339

»MARXMAN->

29W.

24TH STREET, NEW YORK 10, M.Y.
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Wz Drorrep Tae A-Bomn. By Merle
Miller and Abe Spitzer. 152 pp.
Thomas Y. Crowell, N. Y. §2.

As the mushroom-shaped cloud drifts
away [rom Bikini lagoon, a man who
was part of the first dropping of an
atomic missile tells the story of what
happened on a certain week in August
of last vear. That day may go down in
history along with the moment when
Prometheus brought down fire. There
are those who have wondered what the
mythical fire-bringer felt like when he
delivered his luminous burden. Those
same people may ask how the crews of
those histaric B-29s reacted when they
dropped their “gimmick.” For them, Abe
Spitzer, radio operator on the Superfort
The Great Artiste, sums it up in the
simple, honest phraseology of the AAF
—“Tt was hell, absolute helll”

From the human point of view, the
account of the second bombing was
mare interesting. Now the crew knew
what the impact of their burden was,
So did the enemy. When the first
atomic bomb fell, the Japanese must
have taken the little formation of two
planes for a photo-recon mission. Not
a single Hak-burst hindered their way.

On the second A-bomb mission, only
a normal amount of rather discouraged
flak and fighter interception was en-
countered. Aboard the plane the de-
cisions that had to be made were, in

a sense, world-shaking. Kokura, the
designated target, was obscured by

cloud cover. Orders forbade a radar drop.
Gas was manning low and, if the Super-
forts proceeded to Nagasaki, they would
not have had the fuel o get back to
their bases. There were visions of the
“hottest crew in the AAF” having to
ditch in the Pacific, to be picked up by
the elaborately-planned Dumbo net—
mavbhe. N‘m'en}huless, they bombed
MNagasaki, then made a nerve-racking
run to Okinawa by slideruling the navi-
gational skill of Captain jimmi{* Van
Pelt against Master Sergeant “Nails"”
Kuharek's ability to keep the power
plants going on a starvation diet.

Their welcome at Okinawa was his-
toric. They made the landing on a too-
short strip by slapping the props into
reverse. The hungry crew, who had
spared the world at least six months of
war, tried to get an old-army mess ser-
geant to feed them.

“Why the hell you combat guvs can't
ever get to chow on time }f:li never
know!™ he spluttered.

Ray Gﬂl]nghl:r. assistant flight engi-
neer, answered, “We were busy, just a
litele busy. T\nthmq much, just a little
bit occupied.”

The sergeant, whe had dirty yellow-
ish-white hair, lost his temper. “Busy,”
he said, “busy. I'm busy eighteen to
twenty hours a day. Been busy for

PILOTS, INSTRUCTORS, ME-
CHANICS. New editions of the Famous
Zweng  Aeronautical “Quiz  System”
textbooks have just come off the press.
These include: Private Pilot Examina-
tons (Multiple Choice) $1.00: Flight
Instructor  (examinations  included)
$3.00; Instrument Flying (Weems &
Zweng ) 54.00 including latest examin-
ations. Aireraft & Engine Mechanic
Manual (with new multple choice
examinations) %3.00: Badio & Instru-
ment Flying $4.00; Airline Pilot Log
Book $2.00; Air Navigation Log $2.00;
Private Pilot Log $1.00; Mark VII Dal-
ton .'\i':i'ri,'-_'.:ltinn Computer with instrue-
tions 35.00; (New) Type A-2 Dead
H{LILU!\III:._' Navi igation Computer with
instructions  $2.00; Military  Pilots
Exams. $1.00. New “First Edition
Books by Zweng™ are Aeronautical Nav-
igation $3.00; Meteorology for Airmen
$3.00. (Free catalog) Pan-American
Mavigation Service, Dept. AF, 12021
Ventura Blvd.,- N. !-Enllyu-mzul. Cal.

The
Sm ENGLAND

New—Expiting] AAF Pletarkal of ysar stay in the ETO,
Yeu'll thrill to over 230 mlciures of alr eombat—Aghier
—bamberi—Aak—Lindos—Mormich—Ipimich nnd mamy
etheri. Postpald §3.00. Send
chech, money srder ar 0.0, D.
Mow ts Dept. D,

AAF PUBLICATION
BOIS Wast Third Street
Las Angeles 18, Calif.

Picture Credits

Cover—USAAF Kodachrome: Page 10
-Morthwest, Acme; Page 13—Boeing
AIR TECH: Page 14—AlR NEWS;

Page 15—L1S MNavy; Page 16—Chas. E,
Brown, H. G. Martin; Page 19—Martin
& Kelman, Keystone; Page 20—Wide
World; Page 21—European, Culver,
Service, Kewystone, hnmh Combine,
Vincent Bumnelli; Page 22 Lumpc'.m
Page 23—Martin & Kelman (27, Euro-
pean, Martin & Kelman, Sovfoto,
United  Aircraft, Keystone; Page 24—
AIR TECH; Page 25—AIR TECH,
LISAAF; Page 26—UUSAAF; Page 27—
AIR TECH; Pages 28-29—Lockheed;
Pages 30-31—Ford Motor Co.; Pages
32-34—Beech; Page 36—Aeronca, Mar-
tin & Kelman; Page 37—Martin & Kel-
man, International; Page 38—Brown
Bros., Frankfort Sailplane, Page 39—
Pictorial Pub. Co.; Page 40—Rudy
Amold; Page 41—Hans Groenhoff, Fred
T. Loomis; Page 42—Schweitzer; Pagés
43-45—National Advisory Committee
for Aeronautics; Page 46—Cal. Institute
of Technology; Pages 47-49—Aerojet;
Page 50—-Air Matériel Command, AAF;
Page 54—North American, Interma-
tional, European; Page 55—Luscombe,
Air Matériel Command, deHavilland,
Martin & Kelman, Fairchild.
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twenty-five years, and [ always get to ‘
my meals on time," ’ * w W

“Ever on a mission, Sarge?" 5/Sgr. y FOR SAlE
Ed Buckley, the radar operator, asked. ; OFFERS se

“MNever,” the sergeant replied. "Ab-
solutely not. I'm an infantryman my-
self, don't believe in the goddamned Air
Corps. 1'was in France in the last war
and we knew how to fight a war then.”

“1 see,” said Bay, “and we don't.”

“Bunch of drafted jerks, that's what
the Army is right now. The Regular
Army'd be better off without them."

“I'm willing to let the Regular Army
do it,” said Ray. “"Come on, boys let’s
E::‘t the iclll hur;:{_'. Let’s fn-L”:hLHugu]]:}r
Army  hnish the war. A y itself, o i
Okay>" 5 LICENSED BUDD “CONESTOGAS

The sergeant finally produced a bo-

logna sandwich For each, a thick piece These "Conestoges” were built by Budd of Philadelphia. Of stainless steel

of cold, greasy meat on a thicker piece construction throughout, they have less than 1000 hours air frame each. Here

n[[?l ]L'*.Ils_;‘dng.l';u:id I_l:ﬁmﬂ ;nd half.-w.l'ginn are some of the splendid features of these "work horses™ of the air —

COIree. At H n the créews { 374

meal since the midnight before. ® 10,000 Ib. cargo capacity. Cargo ® I R 183092 P & W Engines.
Former Yenk editor Merle Miller's compartment is 8'x8'x25" ® Completely equipped with "Blind

fine GI hand is visible in the new book ® 24-passenger capacity; 26 with Flying" instruments and Radio

only in retrospect. There is no place Pilot and Co-Pilor, Compass,

where the reader feels the editorial ® Electrically-operated ramp — with ® Tri-cycle landing gear.

blue pencil on sulphurous AAF nomen- enough clearance to drive a rruck ® Equipped with powerful 75-War

clature twned down to relatively mild into the plane. Collins Radio.

goddamns. None of the personal ache,
the worry, or eveg the gripe seems to
have been hlteref out in the process.

These 5 "Conestogas” are licensed, and will be delivered by The Flying Tiger
Line to any point in the U.S. Total price— imcluding $200,000 worth of spare

It appears to be a worth-while combina- parts—is only $198,000.

tion of an airman's experience plus a

first-rate editor’s logical and dramatic For further details, write or wire The Flying Tiger Line
presentation. 5925 W. Imperial Highway, Los Angeles 45, Calif. Telephone: ORegon 8-2281

Tue Amenart Yeansook ror 1946,
Edited by Howard Mingos. 702 pp.
Lanciar Publishers, Inc., ™. Y. S6.

Marking the 28th consecutive ap-
Iwamnﬁc of t!:m:lm:hmiti_ng]i:;c ]'gll:-l:ir?- -
tion, this year's cdition o e Afrcraft A -
Yearbook has a tougher-than-usual job | ; _ the Musta ng
to perform. While it adequately covers : " T ]
what happened in aviation during the - Gt L
final year of war, it has been called T ! LR :
upon to catch up with a great many civil
and military developments which were
closely guarded secrets a vear ago.

Naturally, over half of the book is
devoted to military aviation, to a study
of air power’s place in achieving the
victory and in Eceping it intact. This
study is divided into sections on events
and military philosophy, to technical
and pu]iticai progress, to paval aviation,
and to the progress made in air trans-
port technics under the pressure of war.

On the civil side, the business of pri-
vate and transport flving and of training

PHILLIP ANDREWS PUBLISHING COMPANY

is carefully considered. Current and 545 FIFTH AVENUE. NEW YORK 17. N. Y X
future airport facilities are scrutinized { et '
with the budding airpark system getting Please send me copies of THE MUSTANG SUPERFIGHTER

particular attention. In the chapter
devoted to Federal agencies touching
aviation, a general “catching up" on

|

|

|

|

|

|

| at 50¢ each for which lenclose '

|
what has happened in the last era is : NAME

|

|

|

|

|

|

included with the specific 1945 review.
The sections covering airframes, power

alants, and accessaries aré the Year STREET i
oak’s usual standard. i
The tabular section, long a standard CITY & ZONE = ——— ey
reference source, contains a breakdown I
on military statistics along with the STATE TR — — T —
usual industrial hgures. e e e R e e e e T R 2
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quality Chronograph
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Here, ot last; are the wings you fought for—repro-
duced in a dignified, maosculine, solid sterling ring.
Whether a civilion or still in service, it's your life-
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Rendezvous

{Continued from: page 6)

Too Many Misses

Gentlemen:

One factor which prompted my
joining the Air Force Association was
that a subscription to Am Force was
thrown in. It was my desire to keep in
touch with all phases of military avia-
tion and the development of new equip-
ment. | found the July issue sorely
lacking. 1 believe the organization of
A Force material in the past was
much better and should be reinstated
as soon s possible; at least to include
the following features:

“Rendezvous,” or a letters to the edi-
tors department, to allow small contri-
butions from interested members.

“How Sharp Are You,” with military
and/or civilian planes, interesting and
benehicial toward safety goals.

“Cross Country,” news and views
around the globe of AAF bases and in:
teresting items.

*Qhiestions on Re-enlisting and its
Benehts” may be a popular, if small,
column.

“New Aeronautical Books," a month-
ly list.

“Plane Boners.” This column on
civilian and military accidents has an
important safety value.

“Technique” to cover the develop-
ment of new experimental aircraft, with
pictures of the latest AAF and Navy
ships and proposed designs, covering
also maintenance and supply of aircraft
and equipment, new AAF technics.

“Tech Topics” and “On the Linc"
were popular features with mechs
around the world.

“Veterans' Notes” would be inter-
esting as a source of information about
old buddies, what they're doing and
where, and news or opportunities af-
fecting them.

“The Album" should be continued.

“let  and Rocket Development”
should be added monthly to give news
on the latest developments in these very
important felds.

“Guided Missiles,” a monthly re-
port, for instance, on progress with the
White Sands project.

“AFA News," national and local.

“Personal Planes and Equipment,”
interesting to everyone interested in
aviation. News of commercial avia-
tion should also be covered.

I hope this criticism is taken in a
strictly constructive sense. | have alwavs
enjoyed Am Force and hope that it
wdl ever continue as an interesting and
up-to-date journal on military and naval
aviation.

I should be greatly honored if 1 may
contribute at some time to our magazine.

R. W. Taasrr,
Brooklyn, M. Y.

A magazine, like a man, requires a
few weeks' time in converting from

military to civilian status. So our first
white-collar issue was hardly pﬂi‘{ﬂc!—.
As more local AFA units are chartered
and as more members pass along their
comments on the changing aviation
scene, we'll have more amd more of the
features suggested by Mr. Thabit,

On Nazi Wings
Gentlemen:

While the Army Air Forees has pro-
gressegd favorably with Hyving wing de-
signs For military employment, nothing
or little has been released of German
progress in this held bevond the Mes-
serschmitt Me 1638 Komet and Junkers
Ju-248 part-wing rocket fighters. 1 re-
cail that mention bas been made in AAF
releases of a Horten attempt at a flying
wing hghter. Just how far did the Ger-
mans advance with the complete airfoil
aircraft?

Frank Symons
Brooklyn, New Yark

Germany's advances in this field were
notable, especially v#h the Horten 229
twin-jet all-wing fighter aircraft. This
machine repmcﬁ!}' flew at @ maximum
test speed of 720 mph at eritical altitude,
was to have attained over 700 with full
military  equipment. The American
counterpart of this project, Northrop's
XP-79 twin jet all wing fighter, crashed
in September, 1945 kiﬁing its test pilot,
Harry Croshy. No other information re-
garding continsation af the XP-79 pro-
ject has been released. However, North-
rop's N-IM and N-9M series flying
wings have made of success-
ful flights since 1940, and recently sue-
cessful flight tests of the 104%-ton gross
weight Erﬂﬂi"ﬂ'p XB-35 four-engine
pusher all-wing bomber indicate that
America is far ahead of every other na-
tion. The 172-foot span XB-35 will
be superseded by the titantic Northrop
XB-49, reportedly powered by eight
10,000 pounds thrust jet engines. What
the performance is, we can only guess.

Seagoing Mustangs

Gentlemen:

Throughout  wvarious  publications
there has been vagne mentioning
several North American  Mustang
hghter aircraft temporarily acquired by
the L. 5. Naval Air Arm from Army
channels. Use of the aircraft has not
been listed, although it must have been
for special Furpmr::ﬁ. Does Am Force
have the information on this subject?

William Phayre
Bronx, New York

A small group of late model Mustangs
were modified by the Navy for special
high speed photographic reconnaissance
duties somewhere in the Pacific area.
The exact location and photographic
nature of the missions has not been re-
leased.
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Story of the Helicopter
by Devon Franeis

Clear-cut analysis of the rotary
wing future with a graphic Bash-
back into hellcopter history.

230 pp. §3.00

Fighters Up
by Evic Friedheim
and Samuel W, Taylor

Official story of the Eighth and
Ninth AAF—written In _P-51
tem and packing the B-1Ts
vll;.b.

274 pp- §2.50

Your Personal Mane
by John Pawl Andrews

Fifty small planes in text and
drawings, slong with costs, in-
surance dats, directory of 1.000
airports.

230 pp. $2.60

Jordanoff's lllustrated
Dictionary
by Assen Jordanoff

a handbook for everyone in nero-
nantics,

415 pp. §1.50

Air News Yearbook
by Phillip Andrews

Complete al and editorial
story of World War II air power,
with AAF text by Gen. H. H:
Arnaold.

298 pp. £1.25

Flying Health
by M. Martyn Kafka, M.ID,

Handbook of health for pilots,
dﬂert‘hin{' nir eare aof t
throat, art. ears, at highest
altitudes.

268 pp. §2.00

Aircraft Mathematics
by Walling and Hill

Warld's best text on hasie math

required by pilots and mechanics,

ﬂlu‘lr.l.ci with actual alr prob-
m.

168 pp. SLTS
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Tanks and Armored
Vehicles
by Col. Robert J, Icks

Only book in English on armored
equipment, deseribing all tanks
and tactics from Hannibal to
Fatton.

264 pp. 5125

Gliding and Soaring
by John Paul Andrews

Practical, easy-to-understand
manual of sllent Alght cavering
all types of gliders and sail-
planes,

150 pp. §2.75

Airport Planning

by Charles Froesch
and Walther Prokoseh
ﬁl::r-ﬁ III:irnI'h;l mm’:m

far communities seeking nirport
Tonds.

50 pp. §7.00

We Dropped the
A-Bomb

by Merle Miller

and Abe Spitzer

Two AAF wvets give an eye-wil-
ness report of nlomic warfare as
seen from the A-bomber Great

Artiste.
152 pp. 2200

How to Fly
by the Editors of Air Newa

Only civilian instraction manual
incor uﬁ:: the drawings, text
which trai 250,000 AAF pilois.

Aircraft Navigation
by Walling and Hill

Conelse text [or cross-coanlry
beginners, with elementary prob-
lems of navigation pictored and
defined.

146 pp. s2.00

Navy Yearbook

by Phillip Andrews
angd Leonard Engel
All of the world's modern navies
documented in 425 phofes and
ﬂiﬂm In thorough text and

184 pp. #1.25

Rockets
by Dv. Robert Goddard

An pnusunl book by the foremost
rocket agthority., with ferecasts
::L.I‘Iﬂrh far research and tra-

Standard Guide to
Private Planes

by Lester Oft

IMustrated omnibos of available
hghf.‘ﬂl“u with tips on fying
and directory of Right scheoals.

125 pp. §1.00

Visibility Unlimited
by Li. Ernest Vetter

Complete study of primary and

advanced meteo and navi-

i‘“nl as taught by the AAF and
BYY.

155 pp.

Through the
Stratosphere

by Mazine Davig

Record of the devices and plane
designs which have given man
his  stratosphere Hight safe-
gunrds.

254 pp. $2.75

Basic Principles of
Weather Forecasting

by Vietor P. Starr

Comprehensive handbook of
short-pericd forecasting technics
{?rlfn al various seasons In

Ninth AFSC REVIEW '
by the Editors of Air News

Camplete record of ETO nctivity
of a fying, fichting air army,
by and for its men and o

Paper bound §1.50 Cloth $L50

Army Flyer
by Gens. Arnold and Eaker

Full record of the duties, oppor-
tunities, responsibilities of AAF
men from recroit to general

311 pp.

Meteorology and
Aircraft Instruments
by Wright, Dyer

and Martin

Stody of atmosphere, forecast-
ing, nerial » nirerafit
lmu-uu'mmmhl radio.
348 pp. £1.20

Private Pilot's
Handbook

by A. G. Norwood

Apthoritative text offering the
essentinl facts needed by sio-
denis preparing for their CAA
exama.

I35 pp. $2.50

Aircraft Engine
Maintenance

by D. Brimm, Jr.

A single book eutlining all joba
which mechanies must perform
urw today’s civil. military
planes,
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(Continmed from page 22)

survived seven different power modifications, including
a fourengined edition. One of the first major transports,
it set the stage for the supermonsters of 1921.

A standout among the freaks was Caproni's triple tri-
plane, a tailless boat measuring over 70 feet in length
and mounting triplanes at either end and in the middle.
Power was provided by eight 420-hp Liberty engines.
Built to carry 100 passengers and a five-man crew, it rose
from Lake Maggiore in Italy after a mile run, ascended
to 200 feet, then crashed on its first landing. Although
attempts were made to rebuild it, progress passed it by.

In the U. S., the superplane fared little better in the
years after World War L. LWF Owl, built on a con-
tract let during the “Bomb Berlin” fever of 1918, emerged
after the Armistice. Twin-fuselaged, with a center crew
nacelle, it differed from many of the larger types in the
use of full wood monocoque structures, It had a 106-foot
span, was powered by three Liberty engines. The Army
accepted the prototype as a night bomber.

Another example of the “Bomb Berlin” airplanes was
the Barling NBL-1, built by the Witteman-Lewis plant
in Teterboro, New Jersey. A 120-foot triplane, it was pow-
ered by six Liberty engines and followed the general phi-
losophy of the British Tarrant. Weighing 40,000 pounds
fully loaded, it could actually lift 10,000 pounds of bombs,
but its range for that weight was only two hours.

In the L. S. the Lawson Airliner, a sturdy biplane
powered by two Liberty engines, had flown as early as
1919. Singularly successful, this craft barnstormed the
country after the war, stirring up interest in air trans-
portation. The Lawson was designed by Vincent Bur-
nelli, who later created the revolutionary all-wing design.
After Burnelli left the company, a 111-foot trimotor was
built for overnight service from New York to Chicago,
but the project engineer insisted that the loading was
too high for the available landing field. The accuracy of
his judgment seemed verified when the craft cracked up
on take-off during test. That crash marked the beginning
of a three-year lull in big-plane activity. Then, in 1924,
Armstrong Whitworth emerged with a 106-foot twin-
engined troop transport called the Awana. Powered by
two Napier Lion engines and capable of hauling 25 fully
armed troops, this giant plane was a practical answer to
sporadic troubles in faroff parts of the empire. Born of
the same military necessity, the Fairey Titania also ap-
peared at this time. A 136-foot flying boat powered by
four 660-hp Rolls-Royce Condor engines, this deepsea
patrol eraft weighed 31,600 pounds.

In 1926, the Penhoet flying boat was launched in
France, one of the first real postwar all-metal attempts
made. It spanned 131 feet, was powered by five engines,
and had a top speed in excess of 100 mph. While the Pen-
hoet boat cracked during test, the accident stemmed from
lack of pilot familiarity with large seaplanes rather than
from any structural or design failure.

Rohrbach’s Romar, which was flown in Germany the
same year, marked the advent of big flying boats as prac-
tical commercial vehicles. The Romar spanned 136 feet,
carried three 600-hp BMW engines, had operational
speed of 136 mph, and had sufficient pay load to make
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it a feasible air carrier. Deutsche Lufthansa was ‘spread-
ing lines over water, and the big boat was necessary. That
same year a giant Rohrbach design, buried for several
vears by the Versailles treaty, was built in England.
Designated as the Beardmore Inflexible, this 150-foot tri-
motor was powered by 700-hp Rolls-Royce Condor en-
gines and incorporated flatskinned all-metal structure
with Heating wing-tip ailerons. :

For several years after the Beardmore no giants were
built because the budding air transport business saw
little use for large planes. However, Claudius Dornier,
who had been conservative about the size of his flying
hoats, which were built on both the German and Swiss
sides of Lake Constance, built a four-engined Super-Wal,
which topped the 100-foot mark. Moreover, the big Dor-
nier got into the export market and became the first giant
to see service under a half-dozen Hags. Dornier’s only
serious competitor was Consolidated Aircraft of Buffalo,
which was offering the Commodore, a commercial ver-
sion of the twin-engined 118-foot Admiral patrol bomber.
The Commodore boats pioncered the famed New York-
Rio-Buenos Aires route, which was latemconsolidated into
Pan-American Airways. At this point Domier countered
with the immortal Do-X, the 12-engined fying boat which
took off with 169 passengers in 1929, Handley-Page built
their '42 series, a 135-foot four-engined landplane, fa-
miliarly known as the Imperial Airwavs Hercules class.
Standards on Europe’s airways for almest a decade, these
giants had enough room for good steward service and a
bar, and introduced the travel luxuries which are now
considered the right of the air traveler. In the same inter-
national boat class, Short Brothers built’ a four-engmed
113-foot job with 550-hp Bristol Jupiter engines and a
stainless steel bottom. More practical was the high-winged
Short Valetta, a 107-foot trimotor which could carry 21
passengers and crew. Cruising at 138 mph, this plane lost
very little performance on twin floats.

A few months later, France hiked the size with the
Bordelaise, a twin-fuselage craft built under license from
Burnelli and using his lifting fuselage principle. It car-
ried 28 passengers and was powered by three 700-hp Lor-
raine engines. This craft's most important contribution
was a 136-mph cruising speed and a practical operational
range. Unfortunately, the Bordelaise faced a depression
era, where her size and efficiency could not be used to
advantage. In similar manner the Fokker F-32. measur-
ing 99 feet in span and powered by four 525-hp P & W
Hornet engines, was doomed to failure.

Another child of financial disaster was the Dornier
Do-X, the 157-foot twelve-engined flying boat. The craft
weighed 49,000 pounds, 24,280 of which was pay load.
The giant was simply ahead of its time. No one in Europe
could use it and it did not boast the cruising speed for
successful transoceanic operation. In order to improve per-
formance, the 720-hp Curtiss Conqueror engines were
substituted for the original 560 air-ceoled Seimens-Halske
engines, producing top speed of 150 mph, but boosting
fuel consumption to an uneconomical point. Italy pur-
chased one of the giants, in order to add to the show of
air power with which Mussolini bolstered fascist morale.
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Flown across the Soutl Atlantic and thence tothe U. S.,
it was ﬂl:rﬂ'l'ﬂd fl:ll' Salﬁ bﬂl, Elmﬂtcd no hu}lgrs_ :'_.._Eter OVeT-
haul at the old North Beech airport, the ship was flown
back to Germany to end hex days in the Deutiches Mu-
seum at Munich. The major Do-X contribution to design
was negative: the fact that a low-aspect-ratio wing is not
efficient for long-range aircraft, and that the engine-over-
wing arrangement does not make fo: airfoil efficiency.

Two lundp]:lm: giants of that er dﬂm}m"mfd' the
sharp trend toward cleaner lines for bix ships. In Italy,
Capmni built the Ca-S0B. Powered b:..' Hmh]'p Isottas,
the plane had a 159-foot lower wing and & 114-foat up-
per span. Bestrutted and box wiled, it weigied 66,000
pounds and scarcely topped 127 mph. It was the kind of
airplane that would be produced from an arbitrar grder
from a dictator, “Build the biggest bomber in ifie weil "

In striking contrast, Germany’s Junkers G-38 was buils
for Lufthansa on airline order, the first air goliath de-
signed strictly on the order of an airline. Erhardt Milch
of Lufthansa created a set of performance specifications,
and the big Junkers made money from the outset. With
mist of the craft's volume in its thick 145-foot wing,
large mail and cargo loads were carried efficiently on
ﬁwﬂ provided by four 800-hp Diesel engines, largely

ause the 59,300-pound behemoth cruised at better
than 125 mph. We last of the 38s, carrying somewhat
more power than the prototype, was burned on the ground
attempting to evacuate troops trapped on Cape Bon in
Nerth Africa. The giants of 1929 proved conclusively
that big planes, designed to a market, could make money.

On this assumption, the giant assumed commercial
status in the early thirties. Latécoére built a 103-foot fast
mail seaplane for transoceanic service to South America.
Poviered by only two 650-hp Hispanos, the 10,600-pound
boa: was an elficient mail carner and a prototype for
larger craft to be'built later by the same concern. Cruis-
ing at close to 150 mph, this design set the pattern for
the 30-1, a fourengined passenger seaplane with similar
poweer plants. Spanning 144 feet, it failed to match the
prowtype’s performance but it did measure up to the fly-
ing boat's transoceanic possibilities.

It was this encouragement which brought Pan-Ameri-
can Airways’ order for the 114-foot Sikorsky 5-40. Pow-
ered by four Pratt & Whitney Homet engines, this cus-
tom built amphibian carried 38 passengers on Caribbean
routes and proved that it was cheaper to build adequate
boat facilities than to carry amphibious gear.

When Ford withdrew from the transport field in 1930,
his all-metal trimotor was the standard for landplane
transports. Guided by William Stout, the motor company
built the unorthodox wing curves and flaps, formerly used
only in pursuit aircraft, which brought peak air speeds
and low ground speeds to the giant plane class.

In Russia, population shifts toward Siberia encouraged
the production of large transports built for load and range
rather than for speed. Toupolev's ANT 14 was the hrst
Sevict design to crack the giant class. It was a five-engined
corrugated all-metal high-wing monoplane powered by
gearcd-down 480-hp Jupiter engines. It hauled 36 pas-
sengers, a crew of five, and a large amount of cargo. Span-
ning 132 feet and grossing 17,330 pounds, it cruised com-
fortably at 130 mph. It was this design which brought
supergiants to the world airscape.

For pioneer work across the Atlantic and Pacific, Pan-
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service command

| PIGTORIAL REVIEW

Is the Ninth Air Force Service Command in Eng-
land . . . the Normandy invasion . . . the fight
for France . . . and the batile for Germany.

The whole exciting story is told in text and hun-

dreds of exclusive photographs, including per-
sonalities, action shots, and the scenery which
you knew as ETO. Written by, about, and for
the Ninth's enlisted men and officers this book
is a lasting record of victory. Use the coupon for
ordering either the $1.50 or the $2.50 edition.
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Phillip Andrews Publishing Company
545 Fifth Ave., New York 17, N. Y.

Please fill my order for The Ninth Air Force Service
Command Pictorial Review as follows:

copies regular [paper cover| edition at $1.50 each
copies de luxe [cloth-bound) edition at $2.50 each

for which | enclose $




SHORT CUT
10 SOLO

to fly

HOW TO FLY is your personal short cut to solo
success with small planes—the ideal book for
hot pilots now flying low-powered ships and
for students who are winning their first wings.
Based upon @ standard teaching pattern de-
veloped by the AAF Training Command, it
brings you the actual material which carried
thousands of American pilots through the three
stages of flight training. Written in easy-to-
vnderstand language and profusely illustrated
with two-color drawings and photos, it's yours
for only 50¢.
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AF3

Phillip Andrews Publishing Company
545 Fifth Ave., New York 17, N. Y.

Please send me ........ copies of HOW TO FLY
at 50¢ each, for which | enclose $

..............

.............................

American/Airways had ordered tne S-42, spanning only
114 feet ind carrying 32 to W'WMEETS-LBUI the 542
was too all for prantiml pssenger service across the
Pacific, s+ Pan-American or cred the larger Martin 130
Clipper. Nominally a 50sace boat, this ]3{:’-‘*:00' trans-
port with twin P & W W was the first airplane to
challenge the well estsbli luxury ocean liners.

First Hown in Bussia during 1932, the Maxim Gorky
was originally designed for six 1,000-hp units, but engine
production failed to materialize. As a result, 850-hp
liquid-cooled «nits were installed, with six in the leading
EI}RE and pvo in tandem in a nacelle over the center
section, Jhe big ark spanned 210 feet. Used as a propa-
ganda craft, the 210-foot gargantua was equipped with
printing presses, movie theaters, etc., and barnstormed
outlying parts of the Soviet Union in behalf of adult
education. During one of these trips the craft was rammed
by a singleseater and destroyed. Succeeded by a six-
engined design, when 1,000-hp engines became available,
the design was Russia’s standard as a long-range trans-
port, with some versions still in operation,

The last of the important biplanes came along during
the Gorky period. Mounting identical wing and power
assemblies on a boat hull and a landplane fuselage, Short
Brothers of England came up with the Scpio boat and
the Seylla landplane. Powered by foughs60-hp Bristol en-
gines, they were supposed to end the Iandpﬁnu Vi, sea-
plane efficiency arguments, but failed through their own
weaknesses, Spanning 113 feet, the seaplane carried 15
passengers and a 4-man crew on long-range water opera-
tion, while the landplane accommedated 39 continental
routes. The common use of many parts offered standard-
ized maintenance, but the design proved too slow.

In 1935, England entered the Short Empire in com-
petition with L. S-built equipment. A clean, high-winged
boat powered by four Bristol sleeve-valve engines, its 114-
foot wing displayed remarkable efficiency. That same year
the era of peaceful giants came to a close when the Boe-
ing B-15 was flown in the L. S, Four 1,150-hp Cyclone
engines proved inadequate for the 150-foot giant, but B-15
failings were eliminated to give us the first B-17s in 1936.

Other latecomers among peaceful giants were Arm-
strong Whitworth’s Ensign and the Latécotre 521. The
Ensign was a 40-place high-wing landplane powered by
four 880-hp Ammstrong Siddeley Tiger engines. Weigh-
ing over 46,500 pounds, it cruised near 200 mph, and
was the last important landplane built solely for aidine
use by the British. The last of France's completely com-
mercial giants was the 521. Only the prototype, the Lt
Vassean de Paris, ever flew. A transoceanic design, span-
ning 161 feet and powered by six 890-hp Hispano en-
gines, this giant cruised 155 mph. After crossing the At-
lantic, it was destroyed at anchor in Miami by hurricane.

There were many giants in the years between 1936 and
1946 and their names are already legend. There was the
prototype DC-4 which was own in 1937, also the B-19.
But 1936 is a good year to end any history of outsize
Hying machines. Virtually every ship spanning over 100
feet that flew successfully after that date begat offspring
that made history in the great war.

Now we face a new generation of giants. How big?

Calculations are only guides—the best wind tunnel is
only a tool for closer estimation. Open the throttle and
the wings will tell!
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GEMGLO
TORCH

AlR TECH, 545 FIFTH AVENUE, NEW YORK 17, N. Y.
Compact, unbreakable, the
GEMGLO torch is a natural for the Flease sed me—___complete GEMGLO

pilot, the mechanic, and the gen- torches at $2.98 each, for which | enclose
eral sportsman or handyman. $
Special lens casts strong spot NAME
where you want it while the Lucite
case s the surrounding area STREET
with diffused, working light.

Order now while the price is low. QP &Z0INE

ANNOUNCING

the gr?.uping together of a number of

world-known scientific authorities in the

field of electronics, supersonic aerody-

namics and high efficiency jet propulsion,
now centrally organized as

AVIONIC, INC.

H1$ group, acting as a unit and just  with the practical engineering “"know-how"
completing a vast wartime experience in  to get the job done.
Europe, has been responsible for the plotting AVIONIC invites discussion on any phase of
of many of the major developmenrs in the  electronics, jet propulsion units, guided mis-
field. It has had access to the findings of the  siles, infra-red and navigational devices.
most advanced rechnicians abroad and can Write, wire or phone AVIONIC, INC,,
combine the scientific approach to a problem 274 Madison Avenue, New York 16, N. Y.
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~.'4.|#||m.'c| and jammed with magnifhicen
-and if there is anything
and what not per
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g! 15 & |.|1|'g|:' vialume,
pictures—there are hundreds of them
missing as to the history, development, use,
tuiming to tanks, 1 can’t imagine what it could be,
a mechanial and printing triumph. . . .
—Springfleld (Mass.] Evening Union.

"m you 4 _'\.'a.*. many ‘ﬂn: you a Navy fan? Then here are
76 pages of data and pictures exposing to public scratiny the
||'.|'.;!l-‘ af the navies of the world.
MNaval chronology of this war, and a history of the
LI, 5. MNawvy and Coast Ganrd . lead ol this magnibcent
wartime catalogue of naval power afleat or stnk.
—Columbus (Ohieol Citizen.

Any of these 3 Great Books

Here is an opportunity for AFA members to purchase the current edition of Amer-
ica's foremost aviation conual {I a remarkable saving. More than 25,000 copies
hu'fe been sold during the past year at $4.75. And you will understand why when
you glance through its 300 pages of luxurious gravure printed on fine antique paper
—pages that open to a full two feet wide—pages filled with more than 400 fine
photographs, full chapters on all the belligerent air torces, complete data on
every plane pictured. This same book is yours now for just $1.00 plus a small charge
for postage and packing. For a complete, authoritative record of all the aircraft
}:{;rticipuring in World War |l at the special AFA bargain price of $1.00, don't
delay, clip the coupon and mail it today. For an even better buy order all three,

beautifully boxed, and we'll pay the postage.

At a Special Rate to AFA Memhers
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Phillip Andrews Publishing Company AF-2
545 Fifth Avenue, Mew York 17, M. Y.

Genllemen: Please send me the following books postpaid.
| enclose $_____ for copies of the books indicated at

prices listed below.

[ TANKS AND ARMORED VEHICLES ........ £1.25
[1 NAVY YEARBOOK ..... . r T LA bl 1.25
[] AIR NEWS YEARBOOK, Veol. 2 ........... 1.25
[] ALL THREE, BEAUTIFULLY BOXED ........ 3.00
MName 23 - : =] S = == LD
Sheet_____ - e i Wi

City Zune___ “State___ 2
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FOR VALUE
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Compare Navion design featires and perfor-
mance with other personal planes before you
buy. lts special wing design makes the Navion
easy to fly. Long range, high speed and half-ton
useful load make the Navion ideal for business
use as well as pleasure, Here is a brief check list
for comparison: All-metal construction... Elec-
tric starting system...185 h.p.air-cooled engine

... Variable-pitch propeller... Power-retractable,

steerable tricycle landing gear... Hydraulically
operated landing flaps...360° cabin visibility...
Comfortable seating for four people...Luggage
compartment 5paciou3 as average seda trunk

... Luxurious interior styling. Write today for
detailed information. Dept. A-5, North Amer-
ican Aviation, Inc., Los Angeles Municipal
Airport, Los Angeles 45, California. Flyaway
factory price $6,100 plus sales tax in California.
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AMERICAN AVIATION
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h CREATORS OF THE FAMODUS P-51 MUSTANG
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