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OKLAHOMA CITY-
The new Chairman of the
Oklahoma Aeronautics Com-
mission, Dave Amis III, is
adopting SATS development
as the main goal for his year.

The Oklahoma City native
and manager of Downtown
Airport, explained that SATS
is the Small Aircraft Transpor-
tation System, a NASA pro-
gram intended to relieve
conjestion and gridlock at the
nation's airports and on high-

ways.  "It's really going to ben-
efit higher-density population
areas, but rural parts of the
State will enjoy accessability
never before known," Amis
said.  "Another benefit is safety
in the skies.  These emerging
technologies are fascinating
and user friendly. The ultimate
goal of the system is to make
flying safe and inexpensive for
the average citizen, with point-
to-point delivery.  The nation's
transportation system is ex-
pected to reach gridlock in
2008, which will affect the
economy quite negatively.  I
think SATS is the answer."

As reported in the July is-
sue of The Oklahoma Aviator,
Oklahoma has been included

in the testing phase of SATS,
through the Research Triangle
Institute in Raleigh, NC.  The
State's involvement came, ac-
cording to Amis, "from Com-
missioner Mike Kiester's in-
volvement with NASA."  A
key element for SATS imple-
mentation is broadband wire-
less Internet connectivity.
Oklahoma's progress in imple-
menting broadband wireless on
a statewide basis is one of the
reasons the state is in a good
position to be a key participant
in SATS development.  Broad-
band wireless will benefit not
only the SATS program, but is
also instrumental in the state
being competitive on a national
and global scale in the future.

The SATS system devel-
opment will encourage indus-
try to come to Oklahoma,
where concept testing is sched-
uled to begin in 2005.  The
third annual SATS Expo will
be held in Weatherford May
3rd and 4th next year, show-
ing off developments and air-
craft.

As part of Oklahoma's in-
volvement in the SATS pro-
gram, a new airport at
Langston University in
Langston, OK, is being
planned, to be built from the
ground up for SATS research
and industry.  U.S. Congress-
men Earnest Istook and Frank
Lucas are currently seeking
planning funds for the $21 mil-
lion project.  Lucas was instru-
mental in securing $69 million
funding for SATS develop-
ment earlier this year.

Following the August
meeting of the Oklahoma
Aeronautics Commission,
Chairman Amis said , "Yes, I
would like to see furtherance
of the SATS Program, and
there are certain legislative is-
sues we want to push forward,

including a few changes in the
sales-tax law that was passed
last year."  The Law benefits
giant aircraft manufactures and
airlines but leaves out smaller
companies that help serve
Oklahoma's largest ($11.6 bil-
lion) industry, namely, aero-
nautics."  Amis said, "We will
be working with staff to deter-
mine what suggestions we
should make to the Legislature
for the next session."

Amis traced his new chair-
manship to a letter he sent to
Governor Keating seven years
ago, offering to do volunteer
work in State Government to
benefit aviation.  That letter re-
sulted in his appointment to the
Oklahoma Aeronautics Com-
mission.

The SATS Program
builds on the success of
NASA’s Advanced General
Aviation Technology Experi-
ments (AGATE) program and
General Aviation Propulsion
(GAP) program.

Whereas AGATE and

New OAC Chairman Sets SATS
Development as Main Goal for 2002

The planned Oklahoma Centennial Airport to be built at Langston University.  The
new airport will be built from the ground up as a SATS development airport.

Dave Amis III, new
Chairman of the Oklahoma
Aeronautics Commission.

GAP concentrated on imple-
menting new technology on
board the aircraft, SATS con-
centrates on coupling that
technology with the necessary
infrastructure to create a new
national transportation system.

The new system would fa-
cilitate and encourage the use
of small general aviation air-
craft, including individually-
owned aircraft and small “air-
taxi” aircraft, to operate out-
side the existing hub-and-
spoke system, travelling “from
point to point.”  SATS also
envisions a move away from
centralized air traffic control,
where the system would pro-
vide the capability for suitably-
equipped aircraft to operate
autonomously.

Over the past year, Con-
gress recognized the growing
congestion problem in the ex-
isting hub-and-spoke air travel
system and appropriated sub-
stantial initial funding for the
SATS program.    The prob-
lem goes far beyond  a short-

age of existing runway capac-
ity at major airports.  Even if
new runways could be added
quickly, which they cannot--
a major new runway project
requires 15 to 25 years to
complete-- the resulting in-
crease in capacity would only
cause bottlenecks to appear in
terminal-area air traffic con-
trol, airport parking, and high-
way congestion around air-
ports.

In response, a new National
Transportation Policy docu-
ment has been drafted, signifi-
cantly by Dr. Bruce Holmes,
author of the SATS program.

Since the September 11
terrorist attacks, SATS has
gotten more emphasis, and the
planned implementation
schedule is expected to be
shortened, with initial imple-
mentation perhaps completed
in 2004 instead of 2005 as
planned.

More on SATS is available
at http://sats.nasa.gov, and at
www.satsexpo.com.

Note our new email address:
OklahomaAviator@home.com
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From Mike...

Starting a New FBO

It was July 10, 1946.  The ink was
hardly dry on my Army discharge and
I was home safe and sound.  World War
Two was behind me and nothing but
future was ahead.  No more war!  For
the first time in six years, I visited my
old home airport, the scene of my early
interest in airplanes, and found many
changes in the works.

The old FBO had moved to another
location, and a brand new group of
mostly ex-GIs had taken over the old
hangar.  They were in the process of
setting up a new GI flight training
school.  The good thing about that visit
was that I came away with a job--
mechanic's helper at $125 a month.  It
mattered not that the only reason I got
the job was because I was willing to
work so cheap.

Another condition of my employ-
ment was that I also sign up to be one
of their first GI Bill students, in the
private pilot course.  That gave the new
company a chance to underwrite my
salary and recruit a new student at the
same time.  What a break-- a job at the
airport and the prospect of learning to
fly for free!  It didn't get any better than

that in 1946.
The old hangar had been remod-

eled, with a new workshop added in
the back, a fresh coat of paint on ev-
erything, refurbished office and class-
room areas, and bright new cabinet-
type gas pumps.  Most impressive of
all was that three new Aeronca 7AC
Champs and a new 125-hp Globe Swift
sat on the tiedown row.

Inside the hangar, a new 150-hp
Bellanca 14-13 sat in the honored
place.  Two more new Champs were
stored on their noses, tails almost
touching the hangar trusses-- a com-
mon way to conserve hangar space in
those days.  It was really a sight for my
poor old war-weary eyes.

My new place of employment had
a new name, new stockholders, new
partners, and new management.  There
were no old hands in the day-to-day
management and only one old hand
could be found in the company.  It
would be a learning process, this new
venture, but a challenge eagerly ac-
cepted, a new world to conquer.  After
all, we had just won WWII, hadn't we?
Nothing was too tough for us!

A diverse group had been as-
sembled on that plain surrounded by
mountains to north and east, which in-
cluded part of the Continental Divide.
The airport, situated at 5500 feet above
sea level, presented built-in problems
of winds and altitude, with only moun-
tain passes to provide egress from the
basin runways.

It was a marvelous place called
Butte, Montana, and I was there.

Quickie’s “Big Bird”
"On a cold December morning in

1986, the fuel laden Voyager struggled to
become airborne to begin her journey
around the world.

"On one tank of gas and without re-
fueling, the carbon composite honeycomb
sandwich airplane, designed by Burt
Rutan, would fly around the globe.  Tak-
ing off from Edwards Air Force Base in
California on December 14, 1986 and
landing 9 days, 3 minutes and 44 seconds
later on December 23, 1986, the Voyager
set absolute distance records and many
other world records that remain unchal-
lenged today."

The foregoing is quoted from Dick
Rutan's website.  Is there anyone in the
entire aviation world who is not intimately
familiar with this heroic achievement?  The
story of the Voyager's design, construc-
tion, and world-record-setting flight were
followed by millions of people all over the
world.  The Voyager flight has now be-
come legendary, taking its place alongside
Charles Lindberg's transatlantic flight of
1927.

Of course, the Rutan's were not the
only ones who had dreamed of a non-stop
flight around the world in a small airplane.
The first such dreamer that I am aware of
was none other than the legendary/infa-
mous Jim Bede.  In the mid-60s, Jim
Bede's name first came to national promi-
nence when he designed the BD-1, a low-
wing, all-metal, two-place airplane that
was to sell for $2500 brand new.  By com-
parison, new Citabria's were then selling
for around $8000.  Alas, the airplane only

became a commercial success after Bede
was out of the picture, when it became
the American Yankee.  Then later, in the
1970s, Bede designed and marketed sev-
eral airplanes, the most notable of which
was the infamous BD-5.

In between, he designed the BD-2, an
airplane to fly around the world non-stop.
It was a modified commercially-available
sailplane, onto which Bede had installed
an engine and large fuel tanks.  If memory
serves, he did succeed in setting some sort
of record flight in the airplane, but never
attempted the round-the-world flight.
Typical Bede.

However, I want to tell you about
another round-the-world airplane I was
personally involved with.  In the late 1970s,
a small company called Quickie Aircraft
sprung up at the Mojave Airport, a few
hangars east of the Rutan Aircraft Fac-
tory.  In fact, the original single-place
Quickie was a joint design effort between
Burt Rutan, Tom Jewett, and Gene
Sheehan, which was then "spun off" into
a separate company.  Then, in late 1980,
the company designed the Q2, a two-
place, VW-powered version of the
Quickie.

At that time, I was operating an air-
craft restoration business at Gundy's Air-
port in Tulsa.  I was very interested in the
Q2 and was determined to become a
dealer for the kits; I began discussions with
Tom and Gene in 1981.

Learning of my experience in build-
ing airplanes, Tom offered a deal I couldn't
refuse: he said since the 1970s he had been
examining the feasibility of flying around
the world without stopping or refueling
and that he had designed an airplane to do
so.  He asked me to move to Mojave for a
time to help build it.  He had nicknamed
the airplane "Big Bird."

Unlike the later route taken by the
Voyager, Tom's plan was to take off from
Houston, TX and fly east at 20,000 to
30,000 feet, taking advantage of favor-
able winds.  At a cruising airspeed of
around 125 mph and with a little help from
tailwinds, he figured on completing the

22,952-mile trip in five to seven days.
Since he was the only occupant, he
planned to equip the airplane with state-
of-the-art navigation equipment coupled
with a three-axis autopilot.  With auto-
matic alarming features for course and al-
titude deviations, he expected to be able
to sleep for a few hours at a time.

In return for my help, Quickie agreed
to provide me their standard dealer inven-
tory package, which consisted of several
Q2 and Quickie kits and other inventory-
- a $40,000 value.  We finalized the deal

at Oshkosh '81 and in September I moved
to Mojave.

On arrival, I found the Big Bird con-
struction process to be well along.  True
to its nickname, it was a big airplane.  The
51' 6" span all-metal Laister Nugget sail-
plane wings, modified to handle the 4,250-
lb gross weight and to carry fuel, were
complete.  The basic fuselage was also
complete, an all-composite, single-place,
T-tail design with a long nose.  The en-

Tom Jewett, with the Q2, the “Big Bird” round-the world airplane, and the
Quickie at the  Mojave Airport.

The “Big Bird” team-- l. to r.: Mike Huffman, Gene Sheehan, Tom Jewett,
and Dave Elliot, the Quickie mechanic.

continued on p. 9.
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A couple of issues ago I wrote
about the first manned balloon flight
in France.  It was a spectacular event
that took place in 1783.  These early
flights not only established a "language
of the aviators," they also started avia-
tion on its road of affecting fashion
and style.  Remember the big finned
cars of the late 1950s and early 1960s?
I admit it; I'm old enough to have
owned a 1961 Caddy with fins so large

it was dangerous in a crosswind!
Those designs were a direct result of
our passion for the new high-speed
jets of the day.  Well, aviation affected
style and fashion long before the jet
age.

The Montgolfier Brothers, inven-
tors and builders of the first man-car-
rying balloons were treated as heroes
of France and respected as scientists.
As often happens in times of discov-
ery, other experimenters were quick to
jump on the bandwagon.  Jacques
Charles had also been experimenting
with "lighter than air" flight.  He actu-
ally was experimenting with hydrogen
and was unaware that the Montgolfiers
had suffered "leakage" problems with
hydrogen and had therefore abandoned
hydrogen in favor of smoke for their
balloons.

Only ten days after the
Montgolfier flight, Charles demon-
strated his unmanned hydrogen bal-
loon but he added a new twist to the
newly born world of aviation.  He had
the audacity to charge a fee for people
to watch.  On August 27, 1783, a pay-
ing crowd assembled to watch this
spectacular experiment.  One of those
paid observers was our own Ameri-
can representative to France, Ben-
jamin Franklin.  When asked by an-
other scientist watching the flight with
great skepticism, "What good is it?"
Franklin replied, "What good is a new-
born babe?"

The flight was a success and
manned hydrogen balloon flights fol-
lowed.  Within a year both men and
women paid large sums of money to
be "lifted aloft."  Not only was flying
in fashion, fashion took to flying and
aviation had its first great impact on
retail and fashion.  Shops bulged with
balloon-shaped hats, fans, clocks and
even birdcages.  Waistcoats and sword
handles, tobacco cases and candy boxes
were decorated with balloon designs.
Ladies wore huge hats that represented
balloons.  Franklin wrote, "We think
of nothing here at present but of fly-
ing.  The balloons engross all atten-
tion."

Almost 125 years later, in 1907,
Paris was once again struck with fly-
ing fever.  Orville Wright showed up
to market the flying machine that he
and his brother created, the "Wright
Flyer."  They set up outside Paris at a
horse-race track near the city of
LeMans (the same place now famous
for auto racing).  At this time, only one
European had made even a short hop
in a powered airplane.  European avia-
tors had not yet mastered a control sys-
tem that could safely turn an airplane.
Orville demonstrated that their machine
could remain aloft for up to thirty min-
utes at a time and it could turn, climb,
and descend at will.  The Wright flights
astounded the European observers.  It
is interesting to note that along with
Orville, his sister Katharine and his

mother Susan were actively involved
with the business and financial opera-
tion of the European flight adventure.
Sister Katherine took her first airplane
flight while at Le Mans and was an in-
spiration to the ladies of France.  The
ladies lined up to fly!

As with ballooning, women also
wanted to experience the adventure of
flight in the Wright Flyer.  The two-
seat aeroplane placed both occupants
on the leading edge of the lower wing
sitting in an upright position.  This was
hardly a modest position for a proper
lady in the days when a "glimpse of
stocking was much too shocking".  So
again, aviation changed fashion.  Ty-
ing a rope around the skirts at the
ankles solved the problem.  Modesty
was preserved and a new fashion was
created.  Parisian designers called it the
"hobble skirt".  All fashionable ladies
wore these rather inconvenient skirts
to show that they were truly "modern
women."

When I first started flying "knees
in the breeze" ultralights in the early
1980s, I put rubber bands around my
pant legs at the ankles to keep the bugs
from blowing up my trousers-- I don't
understand why that idea never seemed
to catch on.

All this talk about fashion reminds
me that I have to pick up my leisure
suit at the cleaners.  For aviation fash-
ion tips, contact me at
earldowns@hotmail.com.

Facing the Fear of Being Lost
By Dave Wilkerson

Recently we discussed new FAA
pilot training manuals, and how they
sometimes seem incomplete.  The
Airplane Flying Handbook, for ex-
ample, excludes the old Flight Train-
ing Handbook's discussion of cross-
country operations.  We particularly
miss the "losing track of position"
section on page 172 of the old "21
Manual."  This omission may become
more important as our government
responds to the September 11 atroci-
ties.

When a pilot is lost, the FAA's
long-standing recommendation  is
that "the pilot should continue to fly

the original heading and watch for
recognizable landmarks while re-
checking the calculated position."
However, in recent years, examin-
ers have noticed that some private
pilot applicants want to immediately
circle when they become lost.   Cir-
cling presents new problems to a
pilot whose anxiety level is already
high, not the least of which is the
increased workload involved in at-
tempting to tune in and identify
VORs.  For any pilot, trying to re-
tain simple north-south orientation
while circling, head bobbing up and
down while trying to plot radials on
a lap-borne sectional chart, is a
mighty challenge.  Something has to
give, and usually it is altitude, then
orientation!  Remember, the Practi-
cal Test Standards (PTS) still ad-
monish us to maintain the original
or an appropriate heading, even if
the Airplane Flying Handbook fails
to.

Another recent trend among pi-
lot applicants who are lost is to tune
in a VOR, center the OBS needle, and
track inbound to the (perhaps un-
known) station.  Besides the fact that
this procedure does not follow the
PTS requirement, we should consider
the current security climate.  A pilot
who elects to track a random radial
of some VOR exposes himself/her-
self to what will become an increas-
ing problem: inadvertent transgres-
sion of prohibited or restricted air-

space.  With the September 11 events
fresh in our minds, we must be aware
that restricted and prohibited areas
can spring to life like a monster in a
science-fiction movie, not appearing
on any chart.  Not only must pilots
become second-nature reviewers of
NOTAMS, but we must quickly learn
that to tell the authorities, "I was
lost," becomes an ever-weaker ex-
cuse for airspace transgressions, with
less chance for forgiveness by not
only the FAA, but also the military,
the FBI, and possibly the Homeland
Security folks!

We need to remember that, if we
performed our flight planning activ-
ity properly, our planned course
would avoid any special use airspace,
whether noted on an aeronautical
chart or defined in NOTAMs.  Being
lost does not necessarily mean that
we are off course!  It merely means
we cannot at the moment positively
identify our position.

Facing the fear of being lost is
like facing a mugger in a parking lot-
- we need to have already established
our response philosophy: do we
tough it out or submit to the fear?
We have worked too hard in plan-
ning the flight to surrender all of our
knowledge and planning to chance
simply because of a moment's uncer-
tainty.  Generally, the best proce-
dure, especially in these nervous
times, is to follow the FAA's advice:
continue to follow your planned

heading and look for recognizable
landmarks.  It is amazing how many
times that fear, which looms so large
in a pilot's mind, dissipates quickly
only a few more miles down the road
as recognizable landmarks appear.
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Serving  the interests of the owners and operators
of all airports in Oklahoma

For information or application contact Debra Coughlan DuCharme,
Executive Director OAOA, P. O. Box 581838, Tulsa, OK 74158

Telephone 918.838.5018     Fax 918.838.5405

The Lycoming XR-7755: World’s
Largest Reciprocating Engine

WWW.HOWARDAIRCRAFT.COM
Specializing in the sale, acquisition,
& brokerage of Cessna 210 Centuri-
ons and other quality high-perfor-
mance aircraft.

Offering these 210's and other piston singles & twins:
! 1961 C-210A, 3280 TT, 400 SMOH, new cyl's, IFR, MK12D's, STEC-50, clean, 7+
! 1967 C-172 w/180hp, 598 SNEW eng, IFR, leather, exc maint. & IMMACULATE!!
! 1968 P-206C, 400 SMOH, KX-155, MX-170B, dual G.S., NEW PROP, DME, 8/8!
! 1977 Hawk XP, 3160 TT, 1258 PennYan, Garmin 430, KX-155, IFR, NDH, NICE!
! 1978 T-210M, 2-Owner, 2240 TT, R-STOL, HSI, GPS, FD, WX-900, 9+/leather
! 1979 C-182Q, 3150 TT, 1600 FRMN, 75 prop, full IFR, elec trim, NDH, & CLEAN!!
! 1982 T-210N, 1440 TT, 240 Mattituck, King dig, Argus map, color radar, STEC 60-2

Ada Aircraft Painting, LLCAda Aircraft Painting, LLCAda Aircraft Painting, LLCAda Aircraft Painting, LLCAda Aircraft Painting, LLC
High Quality Professional FinishesHigh Quality Professional FinishesHigh Quality Professional FinishesHigh Quality Professional FinishesHigh Quality Professional Finishes

In Business Since 1962In Business Since 1962In Business Since 1962In Business Since 1962In Business Since 1962

• Specializing in single engine and light twin aircraft of all types
• Professionally applied Acry-Glo acrylic urethane paint products
• Factory and custom designs
• Aircraft completely and professionally stripped to ensure high

quality standards
CALL TODAY FOR A QUOTE ON YOUR AIRCRAFT

Address:Address:Address:Address:Address: Ada Airport (ADH)Ada Airport (ADH)Ada Airport (ADH)Ada Airport (ADH)Ada Airport (ADH)
PO Box 2581PO Box 2581PO Box 2581PO Box 2581PO Box 2581

Ada, OK 74820Ada, OK 74820Ada, OK 74820Ada, OK 74820Ada, OK 74820
Phone:Phone:Phone:Phone:Phone: 580-332-6086580-332-6086580-332-6086580-332-6086580-332-6086
Fax:Fax:Fax:Fax:Fax: 580-332-4547580-332-4547580-332-4547580-332-4547580-332-4547
Email:Email:Email:Email:Email: adaairpt@wilnet1.comadaairpt@wilnet1.comadaairpt@wilnet1.comadaairpt@wilnet1.comadaairpt@wilnet1.com

Dewey Gandy - Greg GandyDewey Gandy - Greg GandyDewey Gandy - Greg GandyDewey Gandy - Greg GandyDewey Gandy - Greg Gandy
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Specializing in Cylinder Overhaul
!!!!! Chrome- $115 - $135
!!!!! Welding- $85
!!!!! Labor- $60 - $95 Max

Quality Work at Low Prices
We Also Do Custom Engine Overhauls

PH: 918-835-6860 FAX: 918-836-7220
FAA Repair Station No. BQZR117L

Riverside Airport Office Now Open!
Tulsa, Oklahoma
Phone: 918-260-7727
E-mail: dan@howardaircraft.com

[Editor’s Note: This article was taken
from a 1946 Lycoming document loaned
by Larry Brown, Brown Aviation.]
Introduction

To those in the aircraft industry, the
terms "power" and "Lycoming" have long
been synonymous; and with the comple-
tion of the two projects, the new Lycoming
Experimental Laboratory and the XR-
7755 engine, a wholly new conception of
the word "power" has been introduced.

In the following pages an attempt has
been made to tell you about this new mean-
ing of power and of Lycoming.
 Description

The Lycoming model XR-7755 air-
craft engine is the most powerful recipro-
cating aircraft powerplant in the world
today.  It develops 5000 H.P. at 2600
R.P.M. for takeoff and 4000 H.P. at 2300
R.P.M. for continuous operation.  In con-
struction, the engine is a 36 cylinder, single
crankshaft, liquid cooled, radial type with
cylinders arranged in four rows of nine
each and having a total piston displace-
ment of 7755 cubic inches.  A few of the
accessories are mounted conventionally at
the rear of the engine, but others, includ-
ing starters (two required), tachometers,
and propeller governors, as well as the low
tension magnetos and distributors, are lo-
cated ahead of the front row of cylinders.

As you view the World's Largest Air-
craft Engine, it is probably very difficult to
imagine the tremendous powers and capa-
bilities that lie momentarily dormant within
its relatively small body.  Let us compare
some of its component parts, as well as the
complete unity, with more familiar items.
This engine, slightly over 10 feet long and
five feet in diameter, weighing in at 6050
pounds, produces more power than the av-
erage railway locomotive.  A modern steam
locomotive of equivalent power is a huge
juggernaut 90 feet long, 15 feet high, weigh-

ing 670,000 pounds.
Being liquid cooled, it is necessary that

this engine have a pump to circulate the
coolant through the labyrinth of passages
to carry away the vast amount of heat dis-
sipated through the cylinder heads and
walls.  While operating at take-off speed
and power, this heat dissipation amounts
to approximately 95,600 BTU's per
minute (2250 H.P.), requiring that the
pump be capable of circulating the cool-
ant at a rate of 750 gallons per minute.
This is the equivalent to the output of the
average fire engine, or would fill an 8000
gallon tank car in approximately 10 ½
minutes.

In order that oil may be supplied to
the many parts needing lubrication, and in
sufficient quantities, the oil pressure pump
has a capacity of 500 pounds per minute,
which is equal to 71 gallons per minute at
an outlet pressure of over 100 pounds per
square inch.

Heat generated by friction and part of
the heat rejected from the combustion pro-
cess is absorbed by this oil and carried
away from the engine to the oil cooler.  At
the maximum power of the engine, this
heat rejection is at the rate of 25,500 BTU's
per minute (600 H.P.) or enough to heat a
large hotel or apartment building.

Another pump located in the reduc-
tion gear unit increases the pressure from
100 pounds per square inch to 300 pounds
per square inch for the operation of the
hydraulic shifting mechanism.

When operating at maximum speed
and power, this engine will consume gaso-
line at a rate of approximately 580 gallons
per hour.  If this rate of consumption were
maintained for an hour, the same amount
of gasoline would operate the average au-
tomobile for a period of one year, or over

The 5000-hp Lycoming XR-7755 in 1946, the world’s largest reciprocating
aircraft engine.

continued on p. 5.
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Wings As Eagles

is proud to support  the
Oklahoma Aviator!

We challenge other companies
to do the same.

For flight physicals or
answers to aviation medical

questions, give us a call.

Wings as Eagles, 11445 E. 20th, Tulsa, OK  74128  918-437-7993

We Take Pride In Our Workmanship and Care About our Customers
Call  Our Knowledgeable Sales Representative Today!

Remember, we will come to you and service your plane where it sits!

• Transponder/Encoder
Certs

• Antennas
• Digital Instruments
• Encoders
• Transponders

• Static & Altimeter Certs
• Communications

Transceivers
• GPS
• Nav/Com
• ...And Much More

• Professional Advise
on the Avionics You
Want!

• Fast Installations
• Fast Repair Service

CAMTRONICS, LLC
Harvey Young Airport and Jones/Riverside Airport

PH: 918-625-1280     Repair Station #D8XR913Y     FAX: 918-357-9523

CAMTRONICS
RADIO, INSTRUMENTS, & ELECTRICAL SPECIALISTS

Full-Service FBO- Ada Municipal Airport (ADH)
Named Oklahoma Airport of the Year

6203-Ft Runway  -  AWOS
PH: 580-310-6062    FAX: 580-421-7721

• Phillips 66 Jet-A & 100LL Premium Fuels
• Hangars Available
• 24-Hr Call Out
• Aircraft Detailing
• Rental Cars
• Courtesy Car
• WSI & DTN Weather

• All Brands of Oil
• Maintenance
• All Major Credit Cards
• Pilots Lounge
• Catering
• Conference Room
• Aircraft Rental

Don’t forget Oklahoma’s Best Bar-B-Q minutes from the airport!

Complimentary Gourmet Chocolate Airplane for All Our Customers

Tulsa International - TUL
ELEVATION: 677’
RUNWAYS: 18L/36R- 10,000’ Conc

8/26- 7695’ Conc
18R/36L- 6101’ Asph

RADIO: TWR- 118.7  GND- 121.9
Clnc Del- 134.05  ATIS- 124.9

ILS (18L)- 109.7  ILS (18R)- 111.1
ILS (36R)- 110.3

CONTACT: (918) 838-5000

Richard L. Jones, Jr. - RVS
ELEVATION: 638’
RUNWAYS: 01L/19R- 5101’ Asph

01R/19L- 4207’ Asph
13/31- 2807’ Asph

RADIO: TWR- 120.3/119.2
GND- 121.7
ATIS- 126.5

Unicom- 122.95
CONTACT: (918) 299-5886

Come Fly with Us!
Tulsa Airport Authority

OAOA Member

Lycoming XR-7755, cont’d
10,000 miles.

Since economy of operation was one
of the primary objectives, the design of this
engine incorporates sevral unique features.
The propeller drive is through a two speed
dual rotation reduction gear, either ratio of
which can be used at the pilot's discretion
to obtain maximum propeller efficiency.
The shifting is accomplished hydraulically
and provide a direct drive to each of the
two propeller shafts without the use of a
friction clutch.  Another feature is the use
of camshafts, with two separate sets of cams
which can be shifted to change the valve
timing for maximum power or cruising
economy.  In conjunction with this feature,
the ignition timing is also adjustable and is
operated by the same mechanism that shifts
the camshafts.  These innovations make it
possible to secure a fuel consumption at
cruising conditions considerably lower than
that of contemporary engines at equivalent
power.
A Brief History

The development of an engine such as
the XR-7755 is not accomplished in a few
days or even a few months.  This engine
actually had its beginning in the fall of 1932.
It was at that time that Lycoming began
plans to study high powered liquid cooled
engines.  A new laboratory was proposed
and work begun with the primary purpose
of developing high output aircraft engine
cylinders and the studies of allied research
for cylinder development purposes.  By
February of 1934 a room had been added
to the small building which then housed the
automotive and aircraft experimental de-
partments.  A single cylinder test dynamom-
eter with all necessary equipment had been
installed and the first single cylinder liquid
cooled engine was operating.

Single cylinder development contin-
ued and in May of 1936 a single cylinder
engine completed a 50 hour endurance
test.  The progress of the multi-cylinder
engine necessitated the building of another
larger addition to the then existing experi-
mental laboratory.  This addition consisted
of a teardown room, dynamometer room,
analytical room and office space.  The
multi-cylinder engine was a 12-cylinder,
horizontally opposed, liquid cooled engine
of 1233.6 cubic inches displacement, rated
at 1200 H.P. for take-off with a 1000 H.P.
normal rating.  This engine was ready for
endurance testing in December of 1937.

After continued laboratory and flight
tests, it was realized that more and more
power was required from a single engine.
With this thought in mind, the design of a
much larger engine was started in the sum-
mer of 1939.  As a result of the engineer-
ing data and experience gained through
the past six years, much more rapid
progress was made in the construction of
the multi-cylinder engine.  This engine was
first operated in July of 1940.  Known as
the XH-2470, it was a 24 cylinder liquid
cooled engine with the cylinders arranged
in the form of an H.  The two crankshafts
were geared through a common reduc-
tion gear to the single rotation propeller
shaft.  This engine was rate at 2400 H.P.

for take-off, with a normal rating of 2000
H.P.  The first engine completed its Navy
acceptance test in April of 1941.  An en-
gine was installed in the Vultee XP-54 and
was operated for many hours, both at
Downey Field, California and Wright
Field, Dayton, Ohio.

Because the XH-2470 engine was at
least twice as large as its predecessor, ad-
ditional test facilities were required.  A
large test stand was built at this time so

that endurance testing of the complete
engine could be carried on, without inter-
rupting the more technical dynamometer
work.  This stand was so constructed that
it was capable of accommodating engines
in excess of 5000 H.P.  Still another build-
ing was constructed for the development
of superchargers.

During the summer of 1943 Lycoming
engineers and Wright Field Power Plant
personnel began discussions of the possi-
bility of developing a still larger engine.
Design studies were made and a satisfac-
tory engine type was agreed upon by De-
cember of 1943.  The new engine was to
have a large displacement to horsepower
ration in order to utilize the economic ef-
fect of high compression ration and also
require low boost for ground operation.
As this work was somewhat different from
that previously done, considerable single
cylinder development was required.  The
multi-cylinder engine was completed and
ready for testing in July of 1946.

The growth of the engine, which had
again doubled its size, called for still more
improvements in the experimental labo-
ratory.  As the existing laboratory had, to
a certain extent, just grown up, the need
for a new and more modern building was
apparent.  The plans for the new labora-
tory were drawn up and construction
started in August of 1943.  The new labo-
ratory incorporates the latest and most
modern scientific equipment now avail-
able for the testing of internal combustion
reciprocating engines and their compo-
nents.  Facilities are now available for the
testing of engines from 65 H.P. up to en-
gines in excess of 7000 H.P.

As the Aviation Industry grows, so
grows Lycoming.

continued from p. 4.

The 2400-hp Lycoming XH-2470.
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Harold Gundermann had never
owned a plane or even flown one, but had
dreamed of doing both.  Part of his dream
was a desire to have a place to keep the
airplane where it would be accessible to
work on and still remain close to his fam-
ily.  So, on March 3, 1953, we began pur-
suing that dream together, purchasing 30
acres of land in Owasso, OK.  Over the
next 25 years, we created Gundys Air-
port, built our home there, and raised our
family.  Along the way, we had many re-
markable experiences and adventures.

Our dream ended prematurely when
Harold was involved in a plane crash on
an ambulance flight March 24, 1978, re-
sulting in his death April 24, 1978.  How-
ever, looking at how the airport has de-
veloped, his dream has come true for the
present airport homeowners.  It is a good
thing to have your dream help others real-
ize theirs.

Harold was born in Brooklyn, New
York, spending part of his growing-up
years there and later in Hollis, Long Is-
land.  I was born in Chicago, raised in
Greenwich Village, Manhattan, and later
moved to Long Island.  I met Harold's
sister Ruth at a business school in Man-
hattan and she invited me to church.
Harold picked me up and we started go-
ing out together.  We were married March
13, 1943.  An interesting sidenote is that,
when my cousin George from England vis-
ited a few years later, he and Ruth started
dating.  They were married ten years after
us on Valentine's Day.  Thus, Ruth became
"Mrs. Lee" and I became "Mrs.
Gundermann," reversing our maiden
names.

When we bought the airport land in
1953, we owned a house in Tulsa.  The
realtor-owner who sold us the land let us
live in an old house he owned nearby and

watch his cattle in lieu of rent.  We also
listed our house in town with him, but it
did not sell fast enough for us.  Perhaps
we were impatient, but we felt it would
sell better with a multi-list realtor, so we
asked if we could change realtors.  He said
it was all right, but after we switched, he
asked us to move out of his house.  After
deliberating and thinking, Harold came up
with the idea of building a 12 ft x 40 ft
rectangular building for us to live in tem-
porarily.  He figured he could handle that
with mine and the boys help.  So, we pro-
ceeded.

The first step was to mow a path to
the building site.  For the safety of our
children and our cat Punkin, we chose a
spot 800 ft. north of 76th Street, well away
from the road.  Pushing our little 18-inch
rotary mower through the high weeds and
brush, Harold led the way and the rest of
us trailed along behind-- me and our chil-
dren Paul, Doug, Jeanne, and Alice.

We made some decisions that were
good, some that were bad, and some less
than brilliant.  We first started building the
house and the hangar immediately adja-
cent to one another.  Later, we thought
about building our living area into the cor-
ner of the hangar, but that idea did not last
long.  We finally decided to move the
house to another location away from the
hangar.  Harold hooked onto the building
with the tractor, to drag it to the new lo-
cation, but the tractor would not move it.
So, he cut the building in half and was
able to move the smaller pieces.  Since he
would then have to join the two halves
anyway, we decided to change it from a
simple rectangular to a T-shaped build-
ing.  He set the two existing halves and in
place and we began connecting them to-
gether.  This was the beginning of a house
we never finished, but which sheltered us
for many years.

One of the first things we did was to

drill a well.  However, it was a disappoint-
ment because it gave us only 25 gallons of
water a day-- insufficient for modern
plumbing.  Many years afterward, we re-
ceived rural water and later natural gas--
that was great!

Harold, in between working at Ameri-
can Airlines and at the budding airport,
learned to fly at Stebbins Airport and
bought his first plane, a Luscombe 8A.
We built the runway and worked on the
hangar.  We laid lots of concrete, using a
small cement mixer powered by an elec-
tric motor, often getting the family up at
5:00AM to begin.  Harold and the boys
laid the concrete while the girls and I shov-
eled sand, gravel, and cement.  Digging
foundations was very difficult, since we
were in a drought and the clay soil was
super hard.

Later on, we built other hangars, put
in fuel tanks, and began selling aviation
fuel.   Our customers were honest people.
Over 25 years and hundreds of fuel sales
and hangar rentals, we had only two that
didn't pay.  The honor system at the gas
pump worked fine.

Many animals were dropped off near
our property and there were problems as
a result.  We could not keep all of the ani-
mals.  There was one big, fat, black tom-
cat that visited us regularly and we were
very fond of him.  One day, we were com-
ing home from church and saw "him" ly-
ing dead on the road in front of the air-
port.  We sadly buried him, only to have
him walk up to us a few days later while
we were sitting outside!  We never knew
whose cat it was we buried.

Our dog Penny deserves mention.
Penny was half boxer and half some other
breed, but a very good dog.  She arrived
as a small puppy.  Shirley Gorton, a pilot's
wife, knew I liked boxer dogs and knew
of a female puppy whose mother was a
boxer.  She brought her over and Penny
quickly became a valuable working mem-
ber and family pet.

We were not good pet trainers-- we
had a tendency to spoil our pets.  At the
time we bought the airport, the adjoining
land, owned by absentee owners, had poor
fences.  Their cattle often wandered onto
the airport.  At first, we got Penny to chase
the cows off when they came over.  That
worked for a while.  Then Penny began
enjoying it-- she started bringing the cows
over so she could take them back.  We
somehow communicated to her that that
was not the right thing to do.  Then, she
started running the cows around in circles
after she herded them back.  That was also
definitely a no-no and we managed to
communicate that to her.  At last she real-
ized what her job was-- rounding them up
and getting them off our property, while
staying on her own side of the fence and
watching them depart.  If she saw them
coming, she would herd them off herself.
If we saw them first, we would simply say,
"Cows," and she would look for them and
herd them off.  She was a great dog.

As time went by, our planes grew in

size-- first the Luscombe
8A, then a Luscombe
Sedan, then a V-tail Bo-
nanza, a six-place Bo-
nanza, and finally a
Beech Baron.  The
Luscombe Sedan was a
good roomy airplane
and we made a lot of
trips in it.  One trip was
to New York to see our
family; it was the first
time I had been in a small
plane going into
LaGuardia Airport.  As
we approached the air-
port, I loved hearing the
hometown Brooklyn,
Bronx, and New York
accents over the radio.
The controllers told us
to continue east over the
airport  till further instructions.  I was won-
dering if they might forget us, but they did

Gundy’s Airport- The Beginnin

Harold and Marion Gundermann,
shortly after their marriage.

by Marion Gundermann

The main hangar door beam in place, w
background.  Note the 1948 Buick and 1939

Gundy’s hangar, just completed, with apron
Jeanne and Alice, with the first
building erected at the airport.

Harold Gundermann
airplane, a Luscomb
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not, directing us to Islip Air-
port.  On the way back
home, our radios went out
and visibility was low, so it
was tedious navigating back.
I had the job of helping to
keep track of the check-
points on the map and we
were happy to get home.

I remember another
eventful trip in the
Luscombe Sedan.  We were
returning from Florida from
my Mother's funeral, with
our two girls along.  Over
Arkansas, the engine swal-
lowed a valve and made a
lot of noise.  We landed in a
rice field in Stuttgart, AR.  A
truck with a couple of farm-
ers came out to the airplane.
They were having a rather

merry time with the unusual experience
of having a plane land in their field.  They

told us that if it had been a month before,
the field would have been under water and
full of snakes.  Fortunately that was not
the case!  We collected as much gear as
we could carry and they took us to the
bus stop so we could go home.

At the bus stop, they would not ac-
cept our Oklahoma check.  We spent a lot
of time walking around trying to get a
check cashed at the stores we passed.  Fi-
nally, it was getting dark and we decided I
should take the girls and try to get a check
cashed, while Harold minded our stuff at
a gas station.  I finally found a sympathetic
manager who cashed our check.  We re-
turned just as the police were arresting
Harold for loitering at the gas station,
which by then had closed.  We authenti-
cated Harold's story, so the police gave us
a ride to the bus station instead of the po-
lice station.  Harold later went back to
Stuttgart with a cylinder to replace the
damaged one and a ferry permit so we
were able to get the plane home.  It smelled
for a long time of oranges-- my father's
neighbors had given us a basket of oranges
to take home and we had to leave it in the
airplane.

In some ways this is a sad story, as
Harold died only a few weeks before his
planned retirement date.  We were look-
ing forward to his retirement very much.
At first, I felt sad, bitter, and lonely, that
Harold and I would not finally have time
to spend more leisurely.  One day I was
feeling this way on a trip to Oklahoma
City to see my daughter.  I turned on the
radio to help raise my spirits and this song
came immediately on the air:

"I'm in the land of love
"I'm in the land of Jesus
"I'm happy as a bird in a golden sky

who has just learned how to fly."
I'm not sure who wrote it, but it helped

me realize that Harold was happier and in
a place far more beautiful and fulfilling than
earth.  So, that part of the sorrow and bit-
terness left me.  I still missed him, but I
knew that God was always with me and
somehow tomorrow would be a better
day.  God uses whatever way he can to
reach us-- even the radio, when necessary!

Family, friends, and our two churches
did their best for us, too, and I am very
grateful.  Our children are grown with their
own children and grandchildren now.
There are 14 grandchildren and 7 great
grandchildren so far.  Paul lives in Atlanta
and flies for pleasure; Doug has an air-
freight business in Dallas.  Each of them
has two children.  Jeanne lives in Okla-
homa City and has six children.  Alice lives
in St. Louis and has four children and seven
grandchildren.

I came back to Tulsa.  It is kind of in
the middle of all of them, and Tulsa and
the surrounding areas still feels like home
to me.  Other states have mountains,
oceans, and other beautiful scenery, but
Oklahoma has beautiful skies and peace-
ful prairies.  A short drive and you are out
of the city, with cows and horses and sky
and prairie all around.

I am glad the airport is still here and
that it is still called "Gundys."  I'm happy
to see homes convenient to the airport, so
families can spend more time together.
Thank you all for wanting to hear about
the start of Gundys Airport.  I hope this
has not been too wordy-- in 25 years, one
accumulates a lot of memories.

[Editors Note: this article is an ed-
ited version of a talk presented by Mrs.
Gundermann at a recent EAA Chapter
10 meeting, held at the chapter hangar at
Gundys Airport.  The story is of particu-
lar interest to me, since in 1979, right af-
ter Harold's death, Mrs Gundermann sold
the airport to Mallie Norton and Phil
Hart.  Shortly thereafter, I began renting
half of Gundy's house (the half that was
finished), operating my aircraft restora-
tion business from Gundy's hangar, and
selling aviation fuel using the same honor
system the Gundermanns did-- with the
same honesty they experienced.

For five years, I happily enjoyed the
fruits of the Gundermanns' labor.  Once,
a few years later I struck up a conver-
sation with a man sitting beside me on
an airliner.  I mentioned something

about a "little airport in Tulsa."  He
asked which one and, when I answered
"Gundy's," he introduced himself as
Paul Gundermann, one of Mr. and Mrs.
Gundermann's children.  Before I
thought about it, I said, "You grew up
in a house that didn't have sheet rock
on the walls!"  Fortunately, he took it
the way I intended, and we had a good
time comparing experiences.

Last year, when I returned to Gundys
Airport after an absence of about ten
years, I was surprised and pleased by its
transformation from a sleepy little airport
to one of the most popular residential
airparks in the state.  Roger and Meri
Wieden, the new airport owners, have
plans to make it even better!

Harold and Marion Gundermann
and their children made a fine life at
Gundy's Airport and created some-
thing that continues to be a source of
home, happiness, and peace for many
people.  Thank you, Marion
Gundermann, for sharing your fasci-
nating and heartwarming story!]

ngs of a Dream That Lives On

with Gundermans’ 12’ x 40’ house in the
9 Chevrolet in the background.

ns hand-mixed by the Gundermann family.

The house had to be cut in half to be moved, because the tractor would not pull the
whole thing.  The half-finished hangar is in the background.

The house in it new location, before the two pieces were connected.

n, with his first
be 8A.
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John Hilker, owner of Transmissions Unlimited, flys out of OKC Downtown Airpark
and understands your desire to never have to walk!

EXPERIENCE TRUE TEXAS HOSPITALITY!
Gainesville, Texas

•Open 24 Hours- 7 Days/Week
 Attendant on call after 5:00 PM
•Major Credit Cards Accepted
 Including Multi-Service &
 Avcard, CAA, Phillips Into-
Plane & UVAir Discounts

•DTN WX Satellite System
•5 Mins to Outlet Mall
•18 Hole Golf Course

•Conference Room
•Courtesy Cars (3)
•Pilot Lounge

940-668-4565       940-665-6884  Fax
www.gainesville.tx.us/GMAindex.shtml

email: airport@cooke.net

Unicom 123.0     AWOS 118.375

 100LL- $1.79 Weekdays- Self Service
               $1.74 Weekends- Self Service

   $1.89  Full Service
 Jet A-    $1.75 Prices subject to

change without notice

Rated #1 in Oklahoma by the FAA for 1999
Rental Aircraft Now Available

100LL: $2.15 Weekdays
             $1.95 Weekends
Jet A:   $2.05
Cash or Air BP Card

Come Fly In for
Hamburgers on the

Weekends

Pilots Lounge,
Conference Room,
Rentals, Courtesy

Car, DTN Weather
ATTENTION: Unicom/CTAF has changed to: 122.70

FBO Hours:
8:00-5:00- 7 days
Tel: 918-343-0931
Fax: 918-343-1619

New Identifier: GCM

SPARKS AVIATION CENTER
TULSA INTERNATIONAL AIRPORT

HANGAR 23
918-835-2048

Unicom 122.95
24-Hour Service

New Home ofCourtesy Van
Rental Cars

Catering
Restaurant
Hangaring

Autopilots
Avionics

Instruments
Maintenance

Interiors

Phone: 918-836-6418 FAX: 918-832-0136

Jet A 100LL

Santa’s Sleigh Held a B-17
Christmas came in September the

year the B-17 "Aluminum Overcast"
came to our annual Fly-In in
Bartlesville, OK.  Not only was it to
be a crowd pleaser, but if you could
spring for the asking price, you could
pilot it yourself for ten minutes!
Think of it-- a real B-17!  "Well," I
thought, "It's only money and I'll
never be any younger."

 So, I spent the rent money, threw
the seed crop out the window, and
waited for THE DAY!  Memories of
WWII and hearing B-17s fly over re-
turned to me.  At that time, the war
was new and so was the plane.  It
was so BIG!  People would run out-
side just to see one and listen to the
sound of those four engines, deep and
throaty.

When THE DAY came, it was
cold, with a low ceiling.  The plane
was scheduled for five flights that
day, taking only five people at a
time.  My scheduled time was
1:50PM.  At 1:30PM, the Aluminum
Overcast landed and waited with
engines idling, ready to take the next
group.

Four men and I were to get a
briefing outside the plane just before
boarding.  But I had to go to the la-
dies room.  Did I dare wait?-- no!
So, I ran for the rest room, but there
was a line!  The plane was about to
go, not waiting for the scheduled
time!

Thank goodness, the ladies in line
let me go first, and I ran back to join
the briefing just as the loadmaster
said, "You taller, heavier men sit to-
ward the rear of the plane."  Imme-
diately, they pushed and shoved as
they headed for the front.  The rest
of us sat on the narrow, hard seats
along the sides of the plane.  I sat at
the navigator's desk behind the pilot.
With everybody in place, we taxied
out, lined up, and felt the accelera-

tions as the pilot pushed the four
throttles forward.  BUT THE
NOISE!  It completely obliterated the
possibility of thinking of anything
else!

Soon, someone came and led me
past the pilot and copilot to a tunnel
going forward.  The tunnel was so
small I had to crawl through on my
backside.  At the end of the tunnel
was a spacious area, with lots of light
and room to move around.  This was
the nose gunner's position, where the
Norden bombsight sat at the center
of the plexiglass nose bowl.  What a
view of the countryside!

As I returned facedown through
the tunnel, the pilot leaned over,
reached a hand to me, and helped me
into the pilot's seat.  A headset was
put on me and, at last, I could hear a
little better over the noise.  The co-
pilot asked, "How do you read?"  I
replied, "Loud and clear!"  He chuck-
led and then I heard, "It's all yours!"

Those wings were incredibly long!
I could barely reach the rudder pedals,
but the yoke felt natural.  Sooo...  I
was wondering if I could remember
how to make a coordinated turn.  I gave
it a try-- one to the right and one to the
left.  Those four lovely engines kept
throbbing a reassuring beat, so I re-
laxed.  I saw a bright spot on the hori-
zon and wondered how far away it was.
Next, I pushed the nose down and the
copilot adjusted the throttles.  That felt
good, so I pulled the nose up this time,
and he adjusted the throttles again.
But, just as I began heading for the
bright spot on the horizon, a voice said,
"Time's up."  Big sigh...

Aside from the noise, the most
amazing thing to me was how easy
on the controls the plane was-- no
strain at all-- just like driving.  What
an amazing plane and what a thrill it
was to fly the B-17.  Merry Christ-
mas to me!

by Hannah Jo Bass

ULTRALIGHT AVIATION
Tulsa, OK

918-724-0821
randy@ultralightaviation.com
www.ultralightaviation.com

AIRCRAFT SERVICEAIRCRAFT SERVICEAIRCRAFT SERVICEAIRCRAFT SERVICEAIRCRAFT SERVICE
COMPCOMPCOMPCOMPCOMPANYANYANYANYANY

  Single &
  Multi-Engine
Training & Rental

437-2787437-2787437-2787437-2787437-2787
Harvey Young Airport
1500 S. 135th E. Ave

Your One Stop
For State-of-the-Art
Aviation Education

For Information, call the
Aviation Resource Center:

(918) 828-4AIR
or

1-877-4AVIATE

Alliance Partners
Oklahoma State University
Tulsa Community College
Tulsa Technology Center

www.tulsaaviationeducation.com



                                        Note our new email address: OklahomaAviator@home.com               The Oklahoma Aviator, November 2001, Page 9

PLACEHOLDER FOR
AOPA

ADVERTORIAL.PDF-
(Mark- please shoot the

PDF file down to 78% to
fit this space.  Thanks!

Mike)

Snake Creek Wilderness
Airpark Property Available

• Located on beautiful Tenkiller Lake
• Paved runway- 2800’ with 700’ overrun
• Beautiful restricted homesites with lake view
• Nicest airpark community in Central U.S.

www.tenkillerlake.com

Cookson, OK
For More Info & Directions, Call:

918-457-3458
918-260-7727

SMALL AIRCRAFT OWNERS
PILOTS AND AMATEUR BUILDERS

SHOP MANAGERS
For Airworthiness Certificates, C of A
for Export Certificates, Ferry Permits or
Airworthiness Consultations, contact
R.E. “Bob” Richardson, FAA Desig-
nated Airworthiness Representative.
Phone (918) 455-6066. 1217 W.
Vandever St., Broken Arrow, OK  74012

Quickie’s “Big Bird,” cont’d

FELKINS FELKINS FELKINS FELKINS FELKINS AIRAIRAIRAIRAIRCRAFTCRAFTCRAFTCRAFTCRAFT
FAA CRS WNKR918K

2860 N. Sheridan Rd
Tulsa, OK 74115

• Dynamic Propeller
Balancing

• Aircraft Weighing
• Mobile Service
• Group Rates

Established 1988
918-585-2002  918-834-0864

THE OKLAHOMA AVIATOR
now has broadband Internet service

and, as a result, a new email address:

OklahomaAviator@home.com

Please update your records

gine, a turbocharged135-hp Franklin/
Pezetel optimized for fuel economy, was
mounted in the standard tractor configu-
ration at the front.  The initial fuel capac-
ity was 365 gallons, which included tanks
in each wing and tanks forward and aft of
the cockpit.  If testing showed it to be
necessary, the fuel capacity could be in-
creased to over 550 gallons.

However, none of the systems had
been installed-- in fact, they had only been
sketchily conceived in Tom's mind.  My
job, with the assistance of two Quickie
mechanics, would be to fill in the blanks.
A unique feature of Big Bird was its land-
ing gear: a T-shaped carbon-fiber tricycle
dolly that was intended to be jettisoned
after takeoff on the record flight.  On
completion of the flight, Tom planned to
land the airplane on grass, using a built-in
Kevlar-laminated wooden skid on the belly
of the airplane to absorb the landing forces.

All that had been completed for the
main gear was the basic T-shaped carbon
fiber dolly structure.  The gear legs them-
selves-- main gear from a Mooney 21 and
nose gear from a Grumman Tiger-- were
in a box and no design had yet been done
on the mechanism to hold the gear in place
and allow it to be jettisoned.  Since the
nosewheel was not steerable, differential
brakes were essential for ground opera-
tion.  Thus, a simple "quick-disconnect"
feature had to be incorporated into the
brake hydraulic lines, which would work
automatically when the dolly was jetti-
soned.

I happily set to work on the dolly,
modifying and mounting the gear legs,
designing/building the latching/jettisoning
mechanism, and mounting the dolly onto
the fuselage.  By the end of October, we
had successfully performed several tests
of the jettisoning mechanism in the han-
gar.  In addition, we had designed and in-
stalled most of the primary flight controls,
instrument panel installation, electrical
system, and fuel system.  With the holi-
days approaching, I headed back to Tulsa,
carrying my Quickie/Q2 dealer inventory.

By that time, an intense rivalry had
sprung up between Quckie Aircraft and
the Rutan folks.  It seemed to be a race to
see which company would finish their
round-the-world aircraft first.  Lunchtime
at Reno's diner in "downtown Mojave"
was a sometimes-tense affair as the two
camps suspiciously eyed one another and
exchanged verbal barbs.  Once, Gene
Sheehan and Dick Rutan almost came to

blows over it.
Right after New Years 1982, I headed

back to Mojave for about three months to
complete the airplane.  Another interest-
ing feature was the pilot seat.  To make it
easier for Tom to sleep, the seat back
needed to be able to recline almost hori-
zontal.  It was a neat design challenge that
we handily solved.

By early March, we had gotten the
airplane licensed by the FAA (as Quickie
Model QAC-1 N82X) and my work was
done.  A few weeks later, Tom made a
successful first flight, thus beating the
Rutan folks.  Between then and the end of
June, he was well into the testing phase,
having taken the airplane to 19,000 feet.
The airplane had also been given a fresh
yellow paint job and was officially renamed
"Free Enterprise."  Tom planned to dis-
play the aircraft at Oshkosh 1982 and then
make the record flight in the fall.

However, on July 2, 1982 at about
8:00AM, Tom took off on a test flight,
accompanied by a chase plane. Immedi-
ately after takeoff he radioed the chase
plane that he had what appeared to be an
engine problem and would stay in the pat-
tern for a landing.  As Tom was complet-
ing the turn to final approach, at an alti-
tude of 200-300 feet, he radioed, "Some-
thing broke-- I'm going in!"  The airplane
nosed down slightly and hit the ground
short of runway.  Tom was killed instantly.

A few days earlier, the airplane had
experienced a hard landing, but a subse-
quent inspection of the landing gear dolly
installation showed no apparent damage.
A post-crash investigation concluded that
the fuselage had probably broken just aft
of the cockpit rails, causing the high-
mounted horizontal stabilizer to increase
its angle of attack.  The resulting upward
force on the tail was probably too much
for the elevator to overcome.

And thus, the race to see who would
be the first to fly around the world ended.
Despite the rivalry, Burt and Dick Rutan,
along with many others from the Rutan
Aircraft Factory were present at Tom's
funeral.  It would be more than four years
later that the Voyager would make its his-
toric flight.

If he had not crashed, would Tom
Jewett have made it around the world?
Who knows?  All such endeavors re-
quire not only good engineering and
good planning, but also a measure of
good luck.  Were it not for Tom's bad
luck that July day, aviation history
might have been different.

continued from p. 2.
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Calendar of Events
For a free listing of your event, email us at OklahomaAviator@home.com or call 918-496-9424.  To allow time for printing and publication, try to notify us at least two months prior to the event.
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Experimental Aircraft Association News
EAA Halls of Fame Induct Eight

New Members
Eight people who contributed greatly

to the world of flight have been honored
by EAA, The Leader in Recreational
Aviation, as the newest members of the
EAA-affiliated Halls of Fame.  The group
was inducted on Friday, Nov. 2, during a
program at the EAA Aviation Center at
Oshkosh, Wis.

John Monnett was inducted into the
EAA Homebuilders' Hall of Fame;
Michael Heuer became the newest mem-
ber of the International Aerobatic Club
(IAC) Hall of Fame, while Ed Maloney
and Lincoln Dexter joined those in the
EAA Warbirds of America Hall of Fame.
The late Amelia Reid was honored as the
inductee into the NAFI Flight Instructor
Hall of Fame, with Dr. Roy Wicker and
Ted Koston joining the Vintage Aircraft
Association Hall of Fame.  In addition,
the EAA Ultralight Hall of Fame wel-

comed W. Michael Sacrey to its roster
of members.

"All of these people have contributed
much to the world of flight," said EAA
President Tom Poberezny.  "Each has
carved a unique niche in aviation history.
They represent the best that recreational
aviation has to offer and serve as an ex-
ample for everyone involved in flying.  We
are honored to welcome them as our
newest inductees to the EAA Halls of
Fame."

The inductees were nominated by
members of EAA, EAA Divisions or the
National Association of Flight Instruc-
tors (NAFI).  The final selection was
made by the Board of Directors of each
group.  Nominees were considered for
their contributions to the history, devel-
opment and growth of a particular facet
of sport aviation.

Updated Temporary Flight Re-

striction Area Maps Available to All
Pilots on EAA Web Site.

Pilots and other aviation enthusiasts
can obtain updated, easy-to-understand
graphics of current Temporary Flight Re-
striction (TFR) areas through a free ser-
vice offered by EAA, The Leader in Rec-
reational Aviation.

The graphics, which are based on fa-
miliar FAA sectional charts, are available
through the EAA web site
(www.eaa.org).  The graphics are part
of the public area of EAA Flight Planner
service.  The complete EAA Flight Plan-
ner service was created by
AeroPlanner.com, and is also available
to EA members through the web site.

"Since the TFRs have been in a con-
stant state of change since September 11,
it's critical that pilots have the latest ver-
sions of FAA's Notices to Airmen
(NOTAMs) and related graphics, so they
can safely plan their flights," said Steve

Lark, EAA Director of Web Develop-
ment.  "EAA wanted to create chart-
based graphics that are accurate, easily
accessible and easy to download.  These
graphics show exactly where TFR area
borders are located, so pilots have a clear
understanding where flying is and is not
allowed."

To access the graphics, pilots can go
to the "TFR Airspace Maps" link on the
top of the EAA web site.  The large map
of the continental United States then al-
lows the user to pinpoint exactly the area
needed.  After clicking on the requested
state or region, the applicable NOTAMs
will appear along with a link to a sec-
tional chart-based graphic of the TFR
area.  These graphics are printable for
reference during a pilot's flight planning.

The EAA web site also provides
regular updates regarding airspace re-
strictions and EAA's efforts on issues di-
rectly affecting general aviation pilots.
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BARRETT AIRCRAFT
MAINTENANCE, INC.

Gainesville Municipal Airport
Gainesville, TX

Maintenance and Repairs on Recip
& Turbine-Powered Aircraft

Pre-Buy Inspections, Annuals,
Prop Balancing

Call 1-940-668-2009

Speed Craft Interiors
Aircraft Upholstery

Gundy’s Airport
Owasso, OK

Call 918-272-9863
John & Jane Fisher Owner/Opr.

Be a better Pilot!  Sharpen skills,
broaden aviation knowledge and break
bad habits by training with Earl C.
Downs, ATP, CFII, A&P.  Antiques,
classics, modern aircraft.  Taildragger
training in 1946 Champ.  Flight re-
views, ground training.  EAA Flight
Advisor.  Thirty-eight years experience
in flight and ground training.

Be the best you can be!
Golden Age Aviation, Inc,

Cushing, OK.
918-225-7374 (Home & Office)

Email: earldowns@hotmail.com

Classified Advertisements
To place a plain-text classified ad, mail us the text along with a check- $0.35/word/month- $15/month minimum.  Call/email for custom ads rates with graphics- 918-496-9424, OklahomAviator@home.com

HANGAR FOR SALE
Seminole Municipal Airport (H45)

60 x 50 engineered steel building with
sliding folding doors- office with heat
& air, restroom and closet.  Contact

Jim Goff, days 918-486-8411 or
nights 918-279-1110

Kingfisher Municipal
Airport

24-Hour Unattended
Self-Service Fuel- 100LL/$1.99

Amex, VISA, Mastercard, Discover

Located 1 mile West of
Kingfisher on Airport Rd

Tel: 405-375-3705
Fax: 405-375-3630

Flight Instruction
Chad Nail, CFII

Northeast Oklahoma Area

918-782-9696
918-230-6245 (cell)

CLAREMORE AIRCRAFT
SERVICE

Full-Service Aircraft Maintenance
Claremore Regional Airport

Maintenance and Repairs on Recip
and Turbine-Powered Aircraft

Full-Service Fixed-Gear Annuals
$440.00

Factory PT6 Training
Factory Socata Training
Factory Cessna Training

Call 1-918-343-6174

FOR SALE
AVGAS FOR $1.90 A GALLON

(subject to change)

Available Self Service Only
24 Hours a Day at

GOLDSBY’S DAVID J. PERRY
AIRPORT

New Identifier 1K4 (Prev. OK-14)

Phillips, Master Card, VISA,
Discover, Diners Club

International, Carte Blanche, and
American Express cards

are accepted.
We also have open T-hangars

for rent.
Call Vergie @ 405-288-6675.

AeroSpecs for confidential NAAA
Certified Aircraft Appraisals. Visual in-
spection, logbooks and record re-
search. Written report with detail in-
formation.  Approved by banks, FDIC,
and many government organizations.
Less expensive alternative, none certi-
fied. Market Analysis Report available.
Contact Lee Compton (918)342-0820.
w w w . a e r o s p e c s . c o m
lee@aerospecs.com

FAA-Certified Repair, Overhaul,
And Dynamic Balancing

Over 20 Years Experience
Dynamic balancing half-price with

overhaul or major repair.

Remember!
If it shakes don’t delay!

Call Dr. Dan Today!
in Owasso, OK

Phone# (918) 272-3567
FAX# (918) 272-7664

email: PropDoc@aol.com

LOT AT GUNDY'S AIRPORT
1.25 acre "airplane home" building
lot in Owasso, OK.  $60,000.

Sallie Coltharp, (RE/MAX),
918-274-1600 -  918-272-7255

OPEN T-HANGARS NOW
AVAILABLE- $60/MONTH

Gundy’s Airport
3-1/2 mi E. of Hwy 169 on 76th St. N

 Owasso, OK 74055
918-272-1523

www.randywieden.com/gundy

FAA Medical Certificates
John C. Jackson, D.O.

410 Cherokee, Wagoner, OK 74467
Office: 918-485-5591
FAX: 918-485-8455

Wagoner Community Hospital:
918-485-5514

email: formula@ionet.net

Lloyd Stelljes

Steel Clear Span Buildings
Construction Management

8501 Highway 271 South, Suite C
Fort Smith, Arkansas 72908

Phone 501-646-0747   FAX 501-649-3435
Toll Free 888-572-3322

               (888-LSB-3322)

Mini Storage Buildings- Aircraft Hangars

PILOTS
To buy or sell your airport home,
call the aviation home specialist:

Sallie Coltharp, (RE/MAX),
918-274-1600 -  918-272-7255

1945 Stinson L-5G
Ambulance model, 680 TT,  0-435-
11 Lycoming 0 SMOH, fresh
ground-up restoration, Poly-Fiber
fabric, orginal military paint and
markings, stretcher, extra disas-
sembled engine.  Flies and looks
great!  $39,500.  Jim Haywood,
Tenkiller Airpark, 918-4574568.

Cleveland Municipal Airport (95F)
NEW FUEL SYSTEM

24-hr self service w/credit card
100LL- $1.70/GAL!

 Cleveland, OK, 918-358-5831.

CLAREMORE REGIONAL
AIRPORT

Now has hangars available for sale,
starting at $68K

For info call Dan
918-695-2758

1960 Tri-Champ 7FC, 1632 TT, 90 hp
engine 652 SMOH, 5 STOH, aircraft
recover 32 hrs, all ADs complied with,
electrical system, starter, lights, KX145
nav/com, always hangared.  Asking
$17,900.  Contact Jim Judge,
Mooreland, OK, 580-994-9305

Volunteers flying people in
need.

To learn more about how you can
help someone in need, contact

Angel Flight.

www.angelflight.com
918-749-8992

THE OKLAHOMA AVIATOR
now has broadband Internet service

and, as a result, a new email address:

OklahomaAviator@home.com

Please update your records
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NOW AVAILABLE!
TWO BEAUTIFUL LOTS ON

TENKILLER AIRPARK

FOR DETAILS,
CALL 918-496-9424

OR 918-527-0429

LOT 5 BLOCK 2
• Choice Runway

Location
• 150-Foot Frontage
• 206-Foot Depth
• Approx .7 Acres
• Price: $31,000

LOT 4 BLOCK 4
• 289-Foot Frontage
• 359-Foot Depth
• Approx. 1.5 Acres
• Price: $14,000

MAKE OFFER--

WE NEED TO SELL!

Central Oklahoma’s Maintenance Headquarters Since 1995

HalvHalvHalvHalvHalverererererson Manason Manason Manason Manason Managggggement,ement,ement,ement,ement, Inc Inc Inc Inc Inc.....
Ada Municipal Airport (ADH)

Named Oklahoma Airport of the Year
6203-Ft Runway  -  AWOS

PH: 580-332-1950  FAX: 580-421-7721

!!!!! MAINTENANCE
•All recip and turbine aircraft
•Pre-purchase evaluations
•Annuals, 100-hours, and phase inspections
•Airframe repairs and mods
•Engines- from oil change to overhaul
•Computerized maintenance tracking

!!!!! AIRCRAFT MANAGEMENT
•All recip and turbine aircraft
•Let us be the caretaker of your aircraft!

!!!!! AIRCRAFT SALES
•Single- and multi-engine turbines & jets
•We will buy or broker your aircraft

!!!!! AIRCRAFT RENTAL
•Cessna 172, IFR, like new, with leather

!!!!! FLIGHT TRAINING
•Full Program- Private through Multi-Engine

!!!!! AIRCRAFT DETAILING
•Interior and exterior- make your bird shine

like new!
!!!!! FULL-SERVICE FBO

•See our ad for Performance Aircraft
Services

AIRPLANE HANGAR DOORS
Custom built tilt doors any sizeModification, maintenance and repair of any existing

doors or buildings by

Oakes Welding and Fabrication
Sand Springs, OK

(918) 865-8949 or (918) 625-5739
Fully insured, in business since 1995. References available.

AVIATION INSURANCE
GROUP, LTD.

5506 North Rockwell
Bethany, OK 73008

WHERE AVIATION IS NOT JUST A SIDELINE
COMPETITIVE RATES - WORLDWIDE
AIRCRAFT - PRIVATE - COMMERCIAL

MEXICAN INSURANCE - MARINE - FBOs - AGRIBIZ

CALL TOLL FREE
1-800-654-4215   1-800-825-2828

405-495-4230

CALL AVIATION INSURANCE GROUP, LTD BEFORE RENEWING YOUR AIRCRAFT INSURANCE

Kitfox Lite Sales and Service
•Factory-direct prices, including  all factory
discounts and promotions

•Additional discounts on pro-build of complete
kit, builder assist program, and flight/ground
training

Earl Downs, Golden Age Aviation, Cushing, OK, 918-225-
7374, 918-840-2200 (Mobile), Earldowns@hotmail.comwww.skystar.com


