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CONTRIBUTIONS WANTED

Anyone who wishes to contribute articles, pictures, or other items of interest to the

membership are invited to do so. The CAPTAIN'S LOG will publish members wants, trades
and material concerning the history of airlines and airliners. Interesting experiences
related to airlines will also be accepted for publication. Photographs and drawings
will be published if of good quality and if accompanied by a full description.

Any articles or material on timetables, post cards, photography and modeling should
be sent directly to the appropriate editor listed below. All dues and other material
for publication should be sent to the Publication Editor.

PUBLICATION DATES

The CAPTAIN'S LOG is mailed quarterly to members on the 15th of March, June, September
and December. Deadline for material is the 20th of the month prior to mailing date.

The CAPTAIN'S LOG is send 2nd Class mail, so please allow ample time for delivery.

The CAPTAIN'S LOG is the official publication of the WORLD ATRLINE HOBBY CLUB. Current
membership fee is $10.00 per year for US and Canadian members and $12.00 for all others.
Please add $5.00 additional if you wish air mail delivery (fgreign members only). Make
checks and money orders payable to "World Airline Hobby Club'. Send dues to the Editor.

CHANGE OF ADDRESS

Please report any change of address promptly to the Publications Editor. Improper
addrese will result in member not receiving his copy of the CAPTAIN'S LOG. It also
requires the payment of triple postage, in some cages. Additional postal charges
will be passed onto members who fail to notify the Editor of any changes in their
address.

EDITORIAL STAFF

Editor: Paul F. Collins 3381 Apple Tree Lane Erlanger, Ky. 41018
Telephone 1-606-342-9039

Post Cards: John Moore 2062 Sloan Street St. Paul, Minn. 55117
Model News: Steve Kenyon 1453 Clark Avenue Yuba City, Calif. 95991
Model News: Dave Minton 4929 Oretega Way Sacramento, Calif. 95820
Timetables: George Cearley LLLU9 Goodfellow Drive Dallas, Texas 75229
International: Joop Gerritema P.O. Box 776 Welland, Ontario L3B 5RS
Insignia: Bob Feld 630 East Avenue J-4 Lancaster, Calif. 93534
Staff Artist: Tom Kalina U431 Seneca Lane Bolingbrook, Illinois 60439
Contributing Editors: George Kinney Jeff Matera Pete Black

Jack Stowers Airline Information Club Marion Pyles

Joe Turner

Please send material that you wished published to any of
the people listed above, paying attention to what depart-
ment they handle. Any material you have doubts as to what
eategory it belongs in, please forward to the editor..

Thank you
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VC10 has been acclaimed by passengers everywhere for its quiet cabin, perfect air
conditioning and high reliability. British Aircraft Corporation photograph.
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This issue of the LOG belomgs,
for the most part, to VIctor Charlie 10.
If this aircraft had been developed for
use all over the world, there would have
been more tham 5l of them manufacturered.
The small number of carriers that used
them, took Vvery good care of them because
they knew there would be no replacement
when replacement time came arownd. I
think you will enjoy the presemtation
of the VC10 by Pete Black, Steve Kenyon
and Dave Minton.

Our schedule editor has came up
with some tips on the care and feeding
of all that old paper you have stored
away in boxes. Also George is continuing
his listing of system tts. That 1ist
could go on forever! Go to it Georgel

I would 1ike to take this opportunity
to thank all of you who have sent in
your dues to put everyone on a annual
membership date. So far about 80% of
you have sent in your membership fees.
The only disappointment I had was that
along with your check you did not £i11
out the application sheet that was sent
to you. I am trying to update our files
with regards to the items you collect.
If you did not send in the sheet, please
dig it out and do so.

With this mailing of the Lo0g you
will be receiving the 1978 Membership
Roster. Please check it over to make
sure your address is listed correctly.
I s%11ll can't believe that you fellows
move around so mich! One member has
changed his address four times singe
becoming & member. I wish I was his
moving companyl

The plans for a plastic membership
card 8re being dropped. The cost would
be too great and the hopes of having a
auction has sort of fell through, since
only two members sent in material to be
suctioned. The two gentlemen know who
they are and I will be sending their
material back to them shortly. Thanks

anyway guys!

Several dosem Club jackets have
been ordered and will be mailed out to
those who ordered them. A problem de-
veloped on the minimum number of Jackets
that could be ordered with a front and
back imprint. This being the case, the
Jackets will have only a back imprint.

I have ordered100 patches commemora ting
the convention held in Cincimmati last
year. This is a 3" red disec with white
lettering stating "Airliners International
77" at the top and "Cincinnati s Ohio
July 21,22,23" at the bottem. In the
center of the patch will be a outlined
DC-9 aircraft. Everyone ordering a
Jacket will recedve one of these emb] ems
to replace the loge that was supposed

to be on the front of the Jacket. Anycne
else wishing one of the patches can ob-
tain one by sending $2.00 to the editor.

For all practical purposes, the idea
of chartering a DC-3 for the convention
in Toronto has been cancelled. If anyone
else wishes to put forth effort to charter
a aircraft, feel free to do so.

Now is the time to start thinking
about going to "Airliners Internmational
78" to be held in Toronto in July. See
the notice elsewhere in the 10Q for in-
formation on making reservations and other
arrangements for going to the convention,
July will be here before you knew it, and
You certainly do not want to be left out
of this year's activities. There will
certainly be more collectors and more
material at this year's meeting than there
were at last year's affair. See you all
in Torontol X

With thig mailing of the magazine,
some of you will be receiving a post card
from Airline Publications and Sales and
some will be receiving some baggage tags
from Braniff/National Airlines thanks ¢o

Joe Tumer. Also some flyers on the Braniff

Calder aireraft will be sent out, again
thanks to Joe Turner.

I think that abeut covers ev
that I wanted to eover exp t for ome mor
item. I would like to thln”l; nember }.’oto °
Krey for helping me te put the last issue

of the I0G together. He 8aved me te a
few stepsl et

Happy collecting

HOT & HIGH VCI0
Y
PETEBBLACK

The year 1955 had been a good year
for Vickers-Armstrongs Limited. Their
four engined turboprop airliner, the
Viscount was selling very well, and they
had even managed to sell a large number
in the United States. Their jet bomber,
the "Valiant", was in full production,
and a military jet transport, the V-1000,
was in an advanced state of construction,
scheduled to fly early the next ysar.

A jet airliner based on the V-1000, the
VC-7, was being discussed, and the Van-
guard turboprop had been committed to
production. The Ministry of Supply, the
British Government agency that handled
such contracts in those days, suddenly
cancelled the V-1000 project as the
first aireraft was approaching comple-
tion. This move resulted in the end of
the VC-7, Vickers' only civil jet air-
liner being studied.

The first thoughts for a new de-
sign were for a Viscount replacement,
and in an attempt to keep the cost as
low as possible, serious consideration
was given to putting a pair of jet
engines in a single pod under each wing
of a Vanguard. This project, called
the Vanjet, evolved to a 727-1like three
engined aircraft, still based on the
Vanguard fuselage. Further market
research and technical research trans-
formed the three engine Vanjet into the
four engine VC-10.

By the spring of 1957 BOAC was
thinking about a replacement for the
Comet on routes to the Far East and
Africa. What the airline wanted was
an airplane about the size of a 707
or DC-8 that could operate unrestrict-
edly from the hot, high altitude air-
ports along these routes. BOAC liked




the proposal put forth by Vickers and
issued a letter of intent to purchase
35 aircraft. Further design changes
and refinement were made in 1957 to
tailor the VC10 exactly to all BOAC
requirements, and in January 1957, the
airline ordered 35. Detail design be-
gan and plains for production were
made. As detail design progressed, a
higher capacity version was studied s
and became known as the Super VC10.

Changing airline traffic caused
BOAC to change their order from 35
Standard (original design) VC10s to
15 Standards and 30 Supers. In Jan-
uary 1962, the order for 15 Standards
was cut to 12. The British Aircraft
Corporation, of which Vickers had be-
come a part, was not happy with this,
but orders had been received for five
from the Royal Air Force, four for
British United Airways (under the

leadership of Freddie Lsker), and three
for Ghana Airways, so things were not
too bleak. Still later, BOAC wanted to
cut the order for Super VC1lOs consider-
ably. Intervention by the British
Government worked out a compromise,

and BOAC agreed to accept seventeen
Super VC10s and the Royal Air Force
would pick up nine of the BOAC order,
after design changes to make them
suitable for military use. The net
effect was the cancellation of orders
for six aircraft.

Construction progressed well, and
on April 15, 1962 the prototype VC10
was rolled out to begin its test pro-
gram. After some 80 hours of ground
and taxi tests, the aircraft, registered
G-ARTA took to the air for the first
time on June 29, 1962, painted in full
BOAC colors. (The copilot on that
first flight was Brian Trubshaw, who

VC10 Production Three variants of the VC10 are now nearing completion in the
al erecting shop at Weybridge. In the right foreground in this picture is
the second Super VC10 for BOAC, with the last of BOAC's gtandard VC10s beyond
it at the far end of the shop. Left center is the first VC10 for British
United Airways. This version is distin
door ahead of the wing.

guished by the large freight-loading
Photo British Aircraft Corp. taken L/13/6l.

on to become the chief British test
pilot of the Concorde.) The certifi-
cation program progressed well, but
fuel consumption in normal cruising
flights was higher than predicted.
Modification to the wing and engine
pods cut drag and reduced fuel con-
sumption to an acceptable level.

A Certificate of Airworthiness
was issued to Vickers for the VC10
on April 23, 1964 and six days later
BOAC inaugurated service to Lagos,
Nigeria with their new aircraft. Slowly,
Comets and 7073 were replaced on the
routes for which the VC10 was designed.

Work on the Super V(10 moved along
well, and orders had been received from
East African Airways and Varan Air Siam
for three aircraft each. BOAC initiated
service with the Super VC1l0 on April 1,
1965 between London and New York, and
East African replaced Comets on their
London route in December of the follow-
ing year. The Varan Air Siam order
was cancelled.

The fact that the VC1lO design was
tailored to the specific requirements
of one airline, for one particular type
of route (hot and high elevation air-
ports) doomed the project to a total
production run of 5L aircraft. But,
for BOAC, the VC10 was something it had

Two of the four Rolls-Royce Conway R. C':. 43 Mdk.ffSSD

” turbojet engines which power the Super VCI0. The Mk. 550 differs

?r!,;:g?::.”'; fralrn theng. 540 of the Standard VCI0 (principally to accom-

modate an additional stage in the intermediate pressure compressor) but
is unchanged externally.

not had since the glory days of the
Comet I of 1952 and 1953: a winnter.
Wherever the VC10 flew, it flew with
a better load than its competition.
On those routes where BOAC operated
both the 707 and V€10, the VC10 had
a better load factor (percentage of
seats sold) than its competitor. This
more than made up for the slightly
higher operating costs of the Vickers
aircraft and was not a short lived
phenomena, but was a trend that remained.

The introduction of the 747 in 1972
gave BOAC a capacity surplus, and plans
were made to retire their older 707s and
the Standard VC10s. . One was retained
as a crew trainer, and the others offered
for sale. All were out of regular ser-
vice by the end of 1963. Three were
traded to Boeing as part of a 747 deal,
and were promptly ordered scrapped. The
Super VC10 fleet remains in service,
except for two aircraft lost on the
ground to Arab guerillas.

AIR CEYLONW

For several years, Air Ceylon's
"Sapphire Service" from Colombo to
London and Singapore had been operateu
by BOAC Comet Ls, when in October of
1965 the British carrier began to phase
out the Comet. The VC10 was to become
the prime equipment of BOAC on it's
Asian services, so Air Ceylon decided to
continue the existing service with V(10
equipment. BOAC provided the aircraft
under a charter arrangement which called
for them to operate the aircraft on be-
half of Air Ceylon, with a BOAC cockpit
crew and a cabin staff of both BOAC and
Air Ceylon personnel. No particular
VC10 was assigned to this service; BOAC
assigned an aircraft and crew in the same
manner as they would for their own flights.
The aircraft had its BOAC titles and
Union Jack covered with stickers (adhesive
plastic strips) with Air Ceylon titles
and an Air Ceylon insignia. These stickers
were removed at the end of each trip when
the aircraft reverted to BOAC service.

This weekly schedule was continued
until April 1972, when the agreement was
terminated and Air Ceylon began service
with their own jet, a DC~8-53 purchased
from UTA.
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Super VC10 Flight Deck: The Super VC10 flight deck i
g is renowned for its spacicusnes
and simplicity. The instruments and controls are so arranged that the two pilots i

can give their whole attention to flying the airplane while a flight engineer
1
after the engine and system controls.  British Aircraft Corp. photo. 5 R

East African Super VC10 with lar
ge cargo door. East African Airways operated
total of five VC1l0s, all with the carge door. British Aircraft Corp. photo?

BOAC Super VC10 landing at JFK in 1967. Note large, unbroken flap area.

This photo from the collection of Pete Blacke

FAST AFRICAN ATRWAYS

East African Airways, based in
Nairobi, Kenya, was a regional, multi-
national airline, and the flag carrier
of three countries: Kenya, Uganda and
Tanzania; a concept similar to the
Scandinavian Airlines System (SAS).
Three Super VC1lOs had been ordered
originally, but the cancellation of
the Varan Air Siam order led to the
purchase of two of the three cancelled
aircraft, making a total order of five.
A11 were equiped with large main deck
cargo doors and carried the flags of
the three countries on their tails. One
was registered in Kenya, and two each
in Uganda and Tanzania.

From the delivery of the first
aireraft in 1966 until the breakup of
the corporation in 1977, the colorful
aircraft operated frequent schedules
to Western Europe, and to India and
the Far East. A short lived service
to New York was attempted in 1970, but
was quickly abandoned due %o lack of
traffic. A few schedules were flown
to neighboring countries in East Africa
with the VC10s, but by and large they
operated only long hauls .

Politics were blamed for the
breskup of East African Airways and
the cessation of services in 1977, and
each of the three countries formed -
their own airline, none however,
operating VC10s.

GHANA AIERWAYS

Ghana Airways order for three VC10s
scheduled for delivery in 1965 was part
of an ambitious expansion program by
this West African airline. Soon after
its attaining independence from England
in 1957, Ghana Airways was formed, and
a few years later, the Soviet Union,
courting new African nations, made this
fledgling airline a gift of several air-
craft, including eight mew Ilushin 18
turboprop airliners.

This gift almost killed the airline.
Services were started from Accra, the
Ghanaian capital, to various cities in
Africa, and a service to London was
attempted. Unfortunately for the air-
line, the IL-18, for which its designer
had been awarded the coveted Lenin Prize,
was s disaster. Ingine life was only




ATR MALAWI

Air Malewi, flag carrier of the
small East African state of Malawi (the
former Nyassaland Protectorate) was a
well established regicnal airline in
1973 when it decided to open a route to
London. For several years BOAC had
been operating a twice weekly service
with VC10s into Blantyre, the capital
of Malawi, and no doubt this weighed

heavily in the decisien to charter VC1lOs

for their initial services. With de-
liveries of 7078, British Caledonians
VC10s were becoming available, and a
onec-a-week service was inaugurated,
using chartered BCAL VC10s. BCAL wanted
to phase out the VC10 and in November
197k, Air Malawi bought their last
aircraft of this type.

In addition to two round trips a
week from Blantyre to London/Gatwick
stopping at Amsterdam and/or Nairobi,
regional flights to Johannesburg,
Lusaks and the Seychelle Islands
supplement BAC-111 and HS-7L8 service.

ERITISH UNITED AIRWAYS

BUA was formed by the merger of
several small British airlines, and was
to become a "Secand Force® British air-
line, behind the state owned BOAC and
BEA. At the helm of BUA was Freddie
Laker (now of Skytrain fame), who was a
very enthusiastic supporter of the
VC10. An order for feur aircraft was
cut to three, and the first flight was
service oddly emough a eharter for
Sierra Leone Airways on November 2;
1964. The same week, BUA insugurated
services to South American, taking over
routes to Brazil, Uruguay, Argentina and
Chile from BOAC. Tour charters were
also opersted to the Camery Islands and
East Africa, and Trens-Atlantie charter
flights were begun in 1969. This might
seem to be quite a network to be operated
by only three aireraft, but efficiemt
scheduling and high aireraft utilisatien
contributed to the success of the air-
line, a8 did the high reliability of
the VC10. »

Early in 1969, the prototype VC10,
owmed by Laker Airways but being operated
on lease by Middle Enst Airways, was
purchases to increase capacity. Unlike
BUA's other three VC1l0s, this aircraft
had no main deck cargo door, so it was
used mainly for charters and on those
routes where no main deck cargo was
carried, usually to South America.

CALEDONIAN-BUA

Caledonian Airways, vhose s
lion had been seen on tl;e fin: o?:oilrfo
craft since the end of World War II whem
it had been known as Scottish Airways
and had operated Comsolidated Liberator
transports, merged with British United
in November 1970, and the resulting
company became known as Caledonian-BUA.

Caledonisn bad been a large charter
operator, with a jet fleet of 707s. For
the next year, the airline showed good
gains, and the fleet of 707s was con-
stantly increased to keep pace with
traffic growth, In September 1971, as
part of a new image, the airline changed
its name to British Caledonian Airways.

BRITISH CALEDONTAN ATRWAYS
m

As this second foree British
carrier grew, it accomadated growing
traffic volume by adding 707s to the
fleet. The VC10s flew almost all of
BCAL operating echarters and all cargo
flights. The loss of the proto
aireraft inm a aceldent at
London/Getwick Airport in January 1972
alemng with other factos, cawsed BCAL t;
accelerate its phase out of the VC10e
and to standardisze its long range no;t
on the Boeing 707C. A Year later eme
VC10 was sold to the Ministry of Defence
for use by the Royal Aireraft Establish-
ment. The remaining two aireraft were
retired after the pesk swmer season of
197k, and at the end of the year sold to

taro small Arabian Quif
for VIP Sy nations to be used

(at best) 250 hours between overhauls,
and the engine was only good for two
overhauls before it had to be scrapped.
As.a result, the Russian aircraft speat
most of their time on the ground. Highly
publicized schedules were a shambles,
and the airline was embarrased. The
order for the VC10 was to be the salva-
tion of the airlinme.

Realistic planning brough about
the reslisation that only three large
jets, at most, would be needed in the
forseeable future, and the order was
reduced to two. The first of these
was delivered in November 1964 and was
immediately put inte service between
London and Accra. The arrival of the
secend aircraft in June 1956 (this one
with a large cargo door) emabled the
carrier to further expand jet serviges,
and the last of the Ilushins went home
to Russia. Eighteen months later this
second aircraft was leased to MEA, as
Ghana Airways was adjusting its services
to available traffic. This aircraft was
destroyed in 1968, but the first air-
eraft remains in service, flying four
round trips a week Acora-London, two
non-stop and two via Rome. The pessible
addition of a DC-10 to the Ghana fleet

may change this, but only time will tell.

GULF AIR

Gulf Aviation was formed imn 1950
to serve the need for local air trams-
portation between various sheikdoms
along the Arabian Gulf (also kmown as
the Persian Gulf) and other points in
the area. For twenty years, the air-
line enjoyed a slow but steady growth,
from small twins to their first jet,

e BiG-111. Then in April 1970, as the
flag carrier of Bahrain, services were.
begun to London using chartered and
stickered BOAC VC1Os, on a twice a
week basis. ‘

Rapid growth in the area in the
early 1070s caused a boom in air travel,
and in 1972 (operating as Gulf Air),
five of BOAC's VC10s were purchased.

Now owned by interests in Bahrain, Qatar,
Abu Dhabi, and Oman, Gulf Air became
the flag carrier of the combined Gulf
cowntries, and the aircraft were res

registered in the Sultanate of Oman. A
sixth VC10, also a BOAC aircraft, is
operated for the Ruler of Qatar in Culf
Air colors, but is lessed from BOAC.

Continued traffic growth resulted
in rapid expansion of services through-
out the Middle East and to several other
points in Western Europe. Services of
the VC10s supplemented in 1975 with
Lockheed Tristar wide body aircraft. From
two flights a week in 1970 to three
flights a day to Lenden in 1978, Gulf
Air has been a story of phencmenal
growth. Arrival of new Tristars has
enabled a VC10 to be chartered to Air
Ceylon in 1977.

LAKER ATRWAYS

In 1966, Freddie Laker, former head
of British United, established his owm
airline for the purpose of operating
centract inclusive tour flights for
British tour operstors. He centracted
with BAC for Ome-Elevens and with Qantas
for a pair of their T07-138Bs when they
became available. But Laker had always
been a fan of the VC1l0, and upon learning
that BAC plamned to refurbish the proto-
type VC10 and bring it up to full pro-

, duction standard and offer it for sale,

v

he bought it. His real reascns for
buying the aireraft may never be knowm,
but Laker Airways was never to operate
the aircraft.

¥hen BAC had finished modifying and
peinting the prototype, it rolled out of
thiir facility at Weybridge in full MEL
colors and carrying a Lebanese registra-
tien. The aireraft had beem leased for
fourteen months to MEL, and several momths
later, Laker scld the aircraft te BUA,
to whom it was returned at the expiretion
of the lease. Thus Laker never cperated
& YC10 and never had a VC10 painted in
their celors.

MIDDLE BAST ATRLINES (MEA)

NEA, the principal air cérrier eof
Lebanen long wanted to purchase a fleet
of VC1l0s to replace its Comet IVs and
Caravelles, but a number of factors pre-
vented such an order. (Nome related to
the performance of the airplamel) Whem




the second Ghana machine became avail-
able for lease, MEA acted quickly and
in April 1967, 9G-ABP appeared on routes
from Beirut to London and to the Persian
Gulf. Nine months later, the Laker
owned prototype VC10 appeared on MEA
routes, Jjoining the Ghana aircraft.

Both were painted in MEA colors,
although in slightly different paint
schemes, and were staffed completely by
MEA crews. The two aircraft enabled
daily non-stop service to London, as
well as expanded services within the
Middle East. Havoc struck the Beirut
Airport on the night of December 28,
1968 when Israeli commandos attacked
the Beirut Airport in response to
Palestinian attacks on Israeli air-
liners launched from Lebanon. When the
smoke cleared, all that was left of
the Ghanaian VC10 were its engines and
the steel engine mounts. Also lost
were a Viscount, two Caravelles, three
Comets (all belonging to MEA) and two
American Airlines Convair $90As on
lease to Lebanese International Airlines.

The, remaining VC10 continued the
basic pattern of service as before, but
on a reduced frequency. This aircraft

had been sold by Laker to British United,
80 MFA was forced to look for a replace-
ment in a hurry. Three Comets were
leased from Kuwait Airways, and another
from BOAC. Finally, with its back to
the wall, MEA lease/purchased five Con-
vair 990As from American Airlines, and
returned the remaining VC1l0 to its new
owner. It should be noted that although
this aireraft is equiped with a large
cargo door, it never carried main deck
cargo for MEA, being fitted to carry
115 passengers.

NIGERIA AIRWAYS

Early in the VC10 program, Nigeria
Airways ordered a pair of Standard VC10Os
for their services to Europe. Financial
problems were blamed for the cancella-
tion of the order, but many believed
that the airline realized that it would

~ be overextending itself if it went on

through with the purchase. For years,
Nigeria Airways had used chartered
(and stickered) BOAC Stratocruisers
and Comets for its services, and in
cancelling its own purchase, it opted
to enter into a similar agreement with
the VC1O0.

Standard VC10 of MEA leased from Ghana Airlines. This aircraft was destroyed in
the Israeli commando attack on the Beirut Airport in 1968.

Up to four round trips a week were
flown, connecting Lagos and Kano in
Nigeria with Rome and London. In Decem-
ber 1965, the two airlines negotiated
a two year wet lease of VC1lO G-ARVC,
which was delivered the following month
in full Nigeria Airways colors. The
pattern of service continued as before,
but all was not well in Nigeria. The
Ibo tribe had rebelled and declared the
independence of the State of Biafra.
With aid from many countries and even
church groups, the Ibos fought hard
and were even able to assemble a small
air force. Thoughts of being shot at
probably caused reversion to the stick-
ered BOAC aircraft at the end of the
term of the lease. By mid 1969 the
rebellion was crushed, and it was de-
cided to buy a VC1l0 from BOAC and
operate thelr flights themselves.

Thus, in September 1969, VC10
G-ARVA was sold, to become SN-AED in
a new color scheme. Delivered on
September 29, the aircraft was to have
a short service life, crashing L3 days
later at Lagos. BOAC could not spare
another VC1l0, nor could any other of
the operators, so other types had to
be leased and chartered (including an
Ethiopian 707C) until delivery of a
new 707 was made.

NOTE: Nigeria Airways is otherwise
Imown as the West African Air-
‘ways Corp. (Nigeria) Limited,
and also as W.A.A.C.

SIERRA LEONE AIRWAYS

In November 1964, Sierra Leone
Airways, the airline of the small West
African country of Sierra Leone, began
a weekly non-stop round trip service
between its capital of Preetown and
London, using VC10s chartered from BUA.
Services were {lown with full BUA crews,
but a sticker with "Sierra Leone Airways"
in red letters was added to the fuselage
crown titles on both sides of the air-
craft (not covering the British United
titles), and the Union Jack was covered
with green, white and blue flag of the
state of Sierra Leone.

In 1966 BUA changed their color
scheme, and the stickers were no longer
applied. The flight was extended to

1

Monrovia, Liberis under a different
Sierra Leone Airways flight number,

and the return flight also changed
numbers at Freetown. This was done

to somehow imply that the flight was

not a London-Monrovia trip, and was a
practice used by many airlines in those
days. British United merged with Cal-
edonian to become British Caledonian,

and the service continued as before.

Soon however, the econcmic realities

of the route became clearly appareat,

and a new agrement whereby both air-
lines shared the operation of a single
flight came into play. The flight now
carried a8 Sierra Leone Airways flight
number (LJ351 Southbound) and a British
Caledonian Flight Wumber (BR351, also
for the Southbound trip), and the two
airlines shared the seats om the plans,
vhich they sold separately and for

which they issued their own tickets.

If one airline filled their allotment,
they could use an wnsold seat of the
other, and the passenger probably would
never know the difference. This arrange-
ment was a complete success, and is still
in effect to this day.

In 197k British United ended VC10
service, having standardized their long
range fleet on the 707-320C, which took
over this route, and continued the servise.

SPECIAL VC10s

Although none of these aircraft are in
airline service, they are worthy of
mention in the interest of completing
the V610 story.

UNITED ARAB EMIRATES

The nation of the United Arad
Exirates, an association of seven small,
sandy but oil rich sheikhdoms alomg the
Western coast of the Arabisn Qulf operetes
& leased BOAC VC10 as a VIP airoraft. The
lease began in mid-19Th end is still 4n
effect. The airereft earries & spesial
livery with "United Ared Bxiretes® titles
and flag, but retains British registretien.
Further details are sketchy, but the air-
creft is said to have a royal interior
similar to the Comet of King Saud and the
ITrideat of the ruler of Kuwait have had
in the past.




SULTANATE OF OMAN ATR FORCE

The Sultanate of Oman, another
nation on the West coast of the Arabian
Gulf, has a VC1l0 purchased from British
United, that its Air Force operates as
a VIP transport. The aircraft is
painted in a unique ocolor scheme, but

carries no titles, and civilian registra-

tion. An Oman flag is painted on the

tail, but otherwise has no distinguishing

marks.
ROYAL AIR FORCE (UNITED KINGDOM)

A fleet of fourteen military model
VC10s was delivered to the Royal Air
Force in 1967 and 1968, and have been
operated by Ho. 10 Squadron ever since.
The military model has the fuselage of
the standard model, but the engines,

. wing, and increased fuel capacity (in-
cluding the fin tank) of the Super VC10.
A large main deck cargo door is fitted,
@s is a provision for a flight refueling
probe on the nose just above the radome.
(The probe is not attached unless it is
expected to be used.)

Currently thirteem are still in use
a8 strategic transports, assigned to the
BAF Strike Command. While carrying
troops and urgent cargo is the main
mission of the Squadron, it is called
upon to operate VIP flights for govern-
ment officials and the Royal Family.
Normally the interior of the V10 is -
fitted with 125 airline type rearward
facing seats, and airline type galleys
and lavatories. When necessary, a plush
module can be placed in the forward fus-
elage, replacing many rows of seats, to
provide a decor suitable for Royal
travellers.

The RAF VC10 fleet is an active unit,
and its aircraft are frequent visitors to

Kemnedy and Dulles airports, as well as
several military bases in the United
States and Canada.

ROLLS~-ROYCE

Rolls-Royce lessed a Military V010
from the RAF for six yesrs, begimming in
1969, to serve as a flying test bed for
the RB-211 engine destined for the Iock-
heed Tristar. A complete Tristar pod
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was fitted in place of the two Comvays
on the right side of the airecreft, and
mmercus test and recording devices were
carried in the fuselage. After a six
year test progrem, the job was dome,

and the airoraft was returned to the

BAF in 1975, and put into storege at
an RAP base.

This lopsided test bed caused a
very strange inquiry from the Pecples
Republic of China: Could BAC build a
VC10 with TWO RB-2i11s? A etudy was
msde of the feasibility of reestablishe
ing a production lime, but the idea
proved impractical, and the last hope
of a new VC10 model was dashed.

ROYAL ATRCRAFT ESTABLISHMRENT-BEDFORD

The RAE-Bedford is a British
Govermment experimental facility
engaged in various facets ¢f aercmau-
tical research, perhaps best kmown
for thelr work im the development of
automatic landing equipment in recent
Years. One of British United's VC10s
was sold to the British Government in
1973, for wse by the RAE. A military
serial number is carried (XX91}) but
the aircraft is used strictly for
research.

SUPER VCI10—LEADING PARTICULARS

S 171 ft. 8 in,
Height 146 ft. 2 in,
Gross wing area
Root chor ) . ft
Tip chord 402-7 in.
Mean chord 110 in.
Js\spectb raLio 256-47ms.
weepback at quarter chord 5
lr:ioot incjidcdnc]e 32:5 deg.
can dihedra
;ai:p::mc arﬂti 621{832 de 8-
ailplane incidence fi . q. ft.
Cabin length (excluding Aight decky P11 4 e 10 minus 14 deg.
Maximum fuselage width (external) 105 fr,
Maximum cabin width (internal) 121 4 in.
Cabin floor area

Usable cabin volume hi2 Sq h
Utable underfloor hold volume }"gig & R
Main door size:
ﬁnxjmum t_:idlh 21t 16 i
aximum height i 0
Sill nelght "o 1061, 4 1o
Maximum take-off weight . ‘
Maximum landing weigsht o I
Maximum zero-fuel weight ol
Basic operational weight Japioomin.
Total fuel weight 130820 Ib,
Total fuel capacity {94720 1.
Maximum payload 330 tme: !‘"
&lﬂaximum_ramp weight 335'{'}30 :E
ik }g:g!sﬂ a1 335,000 Ib. (maximum take-off) 1143 Ib./sq. ft.
bl O8ding at 237,000 Ib. (maximum landing) 80-8 Ib./sq. ft.
4 x Rolls-Royce R.Co.43 Mk.550 with a
nominal sea-level thrust of
Aceommodation: 22,500 Ib. static eacn
Maximum seats
Minimum pitch 331'74
Typical layout 163 Eqonamy
Field performance:
Take-off distance (ISA
Landing distance( 15A, se lavel) ea50

Approach speed 137 knots ¢

Ghana Airways VC10 (9G-ABO). Photo courtesy of British Aircraft Corporation.

the VC10 - from another view

STEVE KENYON

The beginning of the VC10 goes clear

back to 1952 and at that time was known
by a number called V1000. Its basic de-
sign resulted from an order from the
Royel Alir Force who desired a large
long-haul jet transport. During the
degign period of this aircraft, Vickers
tried desperately to interest civilian
airlines of its value. But all efforts
failed. FEven the RAF cancelled their
order for the jet transport because
British defence policies had changed.

To add more fuel to the fire, the
Boeing 707 was on the market and Pan Am
was buying them by the dozens with the
Pirst 707 flight introduced by Pan Am
on their New York to London route.
Obviously such fanfare and heralded
newspaper advertisements caused con-
giderable consternation among European
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carriers--the main one being BOAC. To
remain competitive in the passenger
market and retain as many passenger
dollars as possible, BOAC was forced

to place orders with Boeing. Unfortuna-
tely, the sagging British economy forced
BOAC to accept some rather stern re-
strictions placed on them by the British
government. In essence the government
would only approve BOAC's order with

the agreed stipulation that suitable
British replacements Be purchased as
soon a3 possible.

As was the case with most naticns,
Great Britain being no different, the
World War II years left chaotic con-
ditions among aircraft manufacturers;
especially, since most of their efforts
had been expended towards military pro-
ductions. Consequently, time was



required for the drafting boards to show
new products.

Prior to the advent of the pure jet
age, several manufacturers had introduced
turbo-prop airlines such as Vickers Arm=
strong (now recognized as British Aircraft
Corporation) Viscount and the fantasti-
cally underrated Lockheed Electra. Mode-
rate success accompanied both of these
examples with perhaps the Viscount holding
the edge. Anyway the Vickers Company,
revelling in the success of its Viscount,
desired more. It was their complete
dream to design and build a mainline
ling-haul airliner. The RAF order for
its large long-haul jet transport provided
the ticket to get started.

The V1000 project was short-lived
lasting only three years. Once again
Vickers-Armstrong had to resort to sales-
manship and the drawing board. But they
had the advantage. They were aware of
the restrictions placed on BOAG's order
for the Boeing 707s. Reluctantly, BOAGC
capitulated and placed an order for an

¥C10 prototype G-ARTA as she was

b

initial purchase of 35 jet airliners
which became the VC10.

With a firm order in hand, Vickers
blew the dust off the V1000 plans and
drawings and updated them. So much so,
it became an entirely new design.
Basically, the V1000 called for the
engines to be buried in the wing roots
as was the Comet. Being more daring
and catering to passenger displeasure
with engine noise, Vickers borrowed a
design from the French. Namely it was
the rear-mounted engines. Four engines
were mounted side by side just forward
of the vertical stabilizer and the "T
type tall assembly became a very re-
cognizable feature.

BOAC's order for 35 of this type
was placed in 1959 and the Weybridge,
Surrey crew began to work. Three years
later (four years after the 707) the
first prototype made its maiden flight.
(See photo below.) 0Om June 29, 1962,

spectators were rewarded with a new view
as the VC10 tucked its wheels into their
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respective wheel wells and roared off
to the heavens. Vickers-Armstrong's

dresm was a reality. They had their

mainline long-haul airlinmer.+ -

+By the time the prototype flew, Vickers
Armstrong was known as British Aireraft
Corporation (BAC) since Viekers now
omed LO per cent of BAC shares. Thus
the official designation of BAC VC10.

The selection of an airplame is
determined by a mumber of fagtors sueh
as cost, route lines, ease ¢f mainten-
ance, engine types, aircraft efficiency
at various temperutures and altitudes,
and ethers. This was the case with BOAC.
Thelr Commonwealth routes were mainly
eastwards to Africa, Near East, Far Bast,
and Austrelia. This meant varying and
different climetic conditicms; high
altitudes; and, verious rumemay lengths.
@ven a choice, the BOAC executives would
have preferred to stay with Boeing 707s.
However, the earlier restriction placed
on them dictated otherwise and after due
consideration and evalnation the BAC
VC10 was accepted as a service aircraft.

The flight test program toek a
oonsidereble lemgth of time, as attested
o the Wwe years escaping before certifi-
cation was gremted. This lapsed time
besame a necessity vhem indtdpl flight
tests discovered that the stalling
characteristics became a problem with
the high tail and rear engine lay-out.
This critical characteristic forced con-
siderable delay while compenents were
redesigned and farther flight testing
ocewrred. Disappointment wpon disappoint-
ment continued but finally in April, 196k,
certification was granted and the first
deliveries were made to BOAC. TIn turn
they lost no time in putting the first
aireraft into immediate service.

The first passenger paying flight
was made to Lages on April 29, :|_961:ll
But despite the passenger appesl demon-
strated and the above average lead
factors exhibited by the V€10, BoAC
decided during the remeinder of the
year to cut back their order of 35 air-
eraft and replemish thedr inventory
with American airliners. This decision
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caused great public and pelitical dis-
cussions and haggling and was comsidered
the one single factor that cut exports -
of the VC10 to a minimum. The end result
reduced BOAC's order to cnly 12 of the
erigimal 353 however, an erder for thirty
of the stretched version (Super VG10)
supplemented these 12. Ultimately, ocaly
17 of the stretched version were delivered.
A veriety of reasems and variasbles were
responsible for this redused order. Fore-
most was the fermation of a single British
airline cembining several of the airlimes.
The name chosen for this cembined entity
was BRITISH AIWSIAYS.

The formatien of this conglemerate
now known as British Airweys(see Vel.IIT,
no. 3 "Captain’s Log" asbout British Aire
ways history) signaled the end to the
distinctive colors and the VC1l0s flewn
by BOAC. They were absorbed, as were
others, and this combination of new
routes required the complete reorgani-
gation of the thinking and plamning of
the new airline. Its impact forced the
retirement of the standard V010s and
resulted in the retemtion of cmly 15 of
the Super 10s. The void left by these
trensactions were filled with Boedng 707s3
Th7s; and, Lockheed 1~10lls for the leng
haul routes. At the end of 1977, the
15 Super VC1l0s still remained active in
Bi's invemtory and are used mainly
throughout Burope, the Nesr East, and
Africa.

Oversll, the V€10 aircraft was
above averege in every respect. Its
design was & stwnming creation with
the distinotive high tail and rear-
mounted engines. This ome factor aleme
brought ferth comsiderable favorable
compliments from passengers since they
no longer were subjected to the engine
noise. Equally elequent in praise, were
the conments frem the airlime pilets
who flew the aircrafts especially, when
Britishers are very ecemaervative and
rerely pour forih * qnd effusive
oespliments about the ereft they fly.
But in spite eof this great appeal and
capabilities, Yery few export orders were
reselved and omly a total eof Sl were
sctually built end delivered. Forty
standard VC10s and Super VC10s of various
configurations were delivered for various

Top photo: Prototype Super VC10 (G-ASGA) landing at the Royal Aircraft Establishment,
Farnborough, September, 196L. Aircraft was first flown on May 7, 196kL and
was delivered to BOAC on December 31, 1965. Photo by Pete Black.

Bottom photo: VC10 of the Royal Air Force at Dulles International. Registration
is XV10k and was first flown on July 1L, 1967 and was delivered %o
the RAF on August 3, 1967. Photo by Dick Hurley taken in June, 1976.
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airline duties while the remaining 1l
were delivered to the Royal Air Force.
Considering 70 to 80 aircraft as a break
even point, one might say that the
British economy suffered an additiemal
setback.

ATRCRAFT SPECIFICATIONS:

Identification of the VC1l0 series
was typically Vickers inasmmuch as block
mmbers were wsed to distinguish types.
The prototype was numbered 1100 and omly
one was built. It was later re-designated
gseries 1109 and was sold to Laker Airways.
After a tour of duty with Mid Bast Adr-
lines (MEA), the aircraft returned to
British Airways inventory. Model 1101
was accepted by BOAC after it was mod-
ified to include Kuchemann wingtips.
It also had enly two thrust reversers
located on the outboard emgine pods.

Model 1102 was an export model
containing a large freight door on the
left side (port) of the fuselage. It
was located between the two emtrance
doors and was hydreulically operated.

Model 1103 was basically the model
1102 except it was equipped with extend-
ed leading edges on the wings. This
required the addition of a wing femce
near the root of the wing. This model
was used domestically and also had the
freight door.

Model 1106 (14 of them) were de~
livered to the RAF. It was a basic
model 1101 but fitted with a freight
door, additional fuel tank in the fin,
larger and more powerful engines, and
a noge probe for in-flight refueling.

The super VC1O series began with
block number 1150. This aircraft had
a stretched fuselage; larger wing spanj
more powerful engines; longer range;
and, reverse thrusters cn all four
engines. Two models--1151 and 1152——
were bullt. Both series wemt to BOAC
airways with model 1151 being a streight
passenger-carrying unit while model 1152
was a oombination cargo/pnumﬁor und t.
Five 11528 (known as model 115k for
export) were delivered to East Afriean
Airlines.
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ATRCRAFT DIMBMSIONSs

Standard VC10:¢ The wing span was
146£t 2in long; the fuselage 156£t 8in
long. Powered by four Rolls-Royce Comway
2 engines, its maximm loaded welght
was 312,000 pounds and seats for 150
passengers. Cruising altitute was be-
tween 30,000/40,000 feet with an air-
speed of 550 miles per hour. 17,990
gallons of fuel provided a range of
approximately 5,500 miles with maximum
load.

Super VC10: A 13 foet extemsion
to the fuselage provided a fuselage
length of 171ft 08in. Other dimensions
remained the same as the standard model.
The power plants were changed to RR
Conways l3s and airlifted a maximm pay
load of 335,000 pounds over approximately
5,000 miles. This required 19,340 gallons
of gasoline to maintain approximately
the same operating airspeed and altitude.

Military VC10: The dimensiens of
this aircraft are the same as the Standard
VC10. The engines are ER Comway L3s--the
same as those on the Super VC1l0. In add-
ition to reverse thrusters on all four
engines, provisions are included to
provide an auxiliary power unit in the
tail cone while in-flight refueling is
made possible through a nose probe ex-
tending & few feet out from the nose on
the cockpit and direstly in fremt of the
pilots. The turbo jets provide a high
speed cruise of 561 mph at 31,000 feet;
or, a long renge cruise of 550 mph at
38,000 feet. It accommodates 125 pass-
engers on scheduled flights; 150 military
troops when militery necessity depicts;
or 78 stretcher cases when operating as
an air ambulance. A large opening freight
door on the left side of the aircraft
facilitates rapid leading and unloading
of both freight and/or passengers and
ﬂl. wounded .

T T R T

Fig. 13 This drawing covers four series
of the VC10 and the Super VG10. As shown,
each is a left sided view of easch air-
craft showing a comparison of both series
with and without the freight door. Ome
user of each type is listed also. Model-
ors may find the drawings useful.




20

top view

—

S

@0o08p 0000 000D u.uﬂu Qeo@ps0e 0000 00®
= e e

@)

no speclific scale.

side view

SUPER VC 10

FlG. 3.

l
i
|
!

view

front

Fig. 2: This drawing provides a top REFERENCES

and bottom view of the Super VC10. It 1. ' t: ed!

is intended to provide our modelers i e e
with the locations of various external 2. The World's Airliners by Brooks; 1962
outlines which will repreeen'b apeed 3. Airliners Since 19h6 by K. mon; 1972
brakes, landing flaps, aileroms, L. Air Enthusiast; vol's 6.

elevators, etc. There is no given acale

but 1 inch will equal approx. 20.8 feet. g: :gzlgiiiiiing F%f“g;’b;?;?x?§;9°6°f§g;zﬁ
Fig. 3¢ This is a three-view drawing 7. Wb;gﬁﬁfigilna Color Schemes; Vol 1;

of the Super VC1l0 showing top, front 8. Adrliners :g%nis . Taoss

soil, wids views, Jhedoo and aide Fiows 9. Varions individusl magazine articles

will be especilly helpful to those by various authors and a
ppearing in
modelers who desire paneling details. a variety of aviation periodicals

As with the other illustrations, there
is no given scale since the drawing is ok
not a plan view. Thank you all--Steve Kenyon

END

COMMERCIAL AVIATION GROUPS IN NORTH TEXAS

At present there are two clubs to which commercial
aviation enthusiasts in our area belong.

The Texas Aviation Historical Society meets the
second Friday of each month in the press room of the
former Braniff terminal at Love Field, Dallas. Five
commercial aviation hobbyists belong to this group, which
also includes persons interested in lighter than air,
light civil aircraft, antique aircraft, and military
aircraft. Members of this group include a flight
instructor with American Airlines, Inc.; & co-pilot
with Braniff Airways, Inc.; an advertising man who
designed the liveries of Central (CV-240's) and Pioneer;
and the regional editor of Aviation Week and Space
Technology.

The North Texas Commercial Aviation Historical Club
(formerly Texas Airline Enthusiasts) meets at irregular
times, but most often on the third Friday of the month.
The officers include George Cearley, president; Bob
Kopitzke, vice president; and Al Canales, secretary/
treasurer. The usual meeting place is the home of George
Cearley, 4449 Goodfellow Dr., Dallas, Texas 75229.

For further information, write George Cearley at
his home or call him at (214) 352-2226.
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3. Door locations and escape hateh
locations are different on the
right side than on the left side.

L. There are three eyebrow windows
above the windshield; that is,
three on each side of fuselage.

5. A1l windows (except those in the
doors) are elliptical or oval
shaped. The windows (small ones)
in the doors are round.

6. Each wing has two wing fences in-
stalled: a large one inboard near
the wing root; and, a small one
outbound approximately 3/l of
the length of the wing.

7. The red and green navigation
lights are very noticeable and
promounsed at each wing tip.

8. The number of thrust reversers
on the engines varied from series
to series. Check your referemces.

9. All paints applied are GLOSSY.

A brief description of each drewing
(plates) follows:

Plate 1---QHANA AIRWAYS (No photo available) wing.

In 1965 two standard VC1l0Os, series
1102 entered service with Ghana Airways.
These two aircraft were registered as
9G-AB0 (illustrated) and $G-AFP and had
a considerably different color scheme
than exhibited today. The passage of
two years found 9G-ABP being leased to
MEA (see plate L) and lesving $G-ABO
oarrying the burden for the next seven
years under the same color scheme. The
delivery of a P-28 in 197k changed the
scheme and 9G-ABO was repainted to the
present design.

The top 3/h of the fuselage is
painted white. The bottom 1/4 is a
medium gray as are the tops and bottoms
of the wings and the engine nacelles.
The vertical and horizontal stabilizers.
rudder, and elevators are pure white.
The front entrance dcor is bright yellow.
The name, GHANA ATRWAYS is painted in
block letters with GHANA in red and
ATHWAYS in greem and appears on both
sides of fuselage. MNOTE: The anti-glare
panel on the nose remains white matching
the rest of the top.

The Ghana Airwvays logo appears on
both sides of the fuselage begimming cver
the second window frem the fromt. A
smaller sized logo appears on both out-
board engine nacelles (pods). The colors
of the logo are illustrated on the large
example givem in Plate 1. Ghana's
National Flag cover 90 per cent of the
vertical stabiliser and rudder and its
colors are the same as the logo.

The aft end (come shaped) of the
fuselage is steel colored (darken a
standard gray with three (3) drope of
flat black paint). For the dark gray
engine nacelle openings (1lips) darkem
a standard grey paint with six (6)
drops of flat black paint. Note that
the registration nwmber and all door
and escape hatch outlines are in black.
The radar nose cone is black also.

ONE CAUTIOH: The drawing shows
the wing fences in black omly to
emphasize their locaticn. They are
painted gray as is the rest of the

Plate 2---GULF AIR (See photo)

The beautiful and sweeping cheat-
lines of this airline maskes a dassling
model and is more breath-taking than
any color photograph of the real object.
This color scheme was introduced in the
first part of 197k and remains intact
(insofer as I ecan determine) teday in
spite of the fact that the Tri-Star
delivered in 1976 again changed the
design baut not the colors. If you are
interested in modeling a BAC 1-11 or a
P-27 in Quif Air, the same color scheme
as shown in this plate is used. I
mention this only because the Airfix
BAC 1-1]1 and P-27 kits are a 1ittle
more easier obtained than the VG103

yet you have the lovely Gulf Air ecolor
scheme.

The first fact I would like to
bring to your attention is that his

series, the 1101, has only cme win
fenee and it is located at the ontgurd
position om the wing (refer to Plate 2).

It is painted white as is the rest of
the aircraft.

2k

Gulf Air VC10 in landing configuaration. Photo from British Aircraft Gorpor;td.on.

Except as noted and illustrated,
the entire aircraft is painted white.
The exceptions are the fuselage tail
cone; the engine tail cones; the engine
nacelle openings (lips) and all light
gray (six drops of flat white mixed with
standard gray will serve your purpose
if you have no light gray paint).

The airline name, GQULFAIR, is
achieved in very broad gold letters
and are outlined with a thin black out-
line. The Arabic script is done in
only gold with an outline in black.
one caution: On the right side of the
fuselage, the Arabic script and the
English name appears just opposite to
the pattern on the left side. (Compare
Plate 2 with the above photo.) Note also
that the name GULFAIR is painted on as
one word and not separated as so often
pictured. The large pattern of the
Arabic script found on the drawing is
authenic (or so said a friend of mine
who reads and writes Arabic fluently).
As it appears, it is too large to use
gince it is not to scale; however, you
can uwse it as a guide line and reference.

Gulf Air's registration (ALO-VL) is
printed in gold without a black outline.
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And least you become confused, there are
pictures of this aircraft floating
around that exhibit and English regis-
tration of G-ARVL. This registration is
perfectly legitimate because BOAC leased
this aircraft to Guif Air and for a long
time the aircraft retained this British
registration. Only when the Gulf Air
color scheme was used did the registra-
tion number change. So you would be
correct to use the British registration
if you so desired. However, be sure it
appears in black and is placed on the
horizontal stabilizer fairing.

And last, but not least, we come to
the cheat lines. They sweep the entire
length of the fuselage and curve gently
up the vertical stabilizer and rudder.
Starting at the top, the first cheat
line is green. Note that it continues
through to the nose of the aircraft
where it becomes the anti-glare panel
a8 well. The middle cheat line is
purple; maroon could be substituted if
desired since both colors are closely
related. The bottom cheat line is a
erimson red. There are NO thin lines
separating the cheat lines. Also note
that as the cheat lines sweep up the
vertical stabilizer, they broaden out.
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sweep to & point again at the rear of
the fuselage. Note that the cheat linea
are the broadest just in fromt of the
engine nacelles. As i1lustrated, the
top line is black; the middle one is
red; and, the bottem one is green. The
same colers are in the National Malawi
flag which appears on both sides of the
fuselage just between the pilet's win-
dows and the front emtrance door.

Air Malawi's name on the aircraft
js achieved in broad, slanted lower ocase
letters painted in red. Also appearing
in red is the vertical stabilizer,
rudder, and fairing of the horisomtal
stabilizer. The herisontal stabiliser
and elevators are light gray, the same
color as the lower half of the eircraft.

The stylized logo appearing on the
vertical stabiliger is white with a
small outline of black arcund the "M"
and the arrow. The circle surrounding
the M and arrow is white witheout any
outline. Make certain the head of the
arrow points tewards the nose of the
aircraft regardless of the side it is om.

Additional colors of medium gray
cover the lips of the engine nacelles,
air vents, and engine tail cones. Also
note that white is painted on the engine
nacelles between the air vents and
engine tail cones. The registration
number is black and the doers and escape
hatches are outlined in red except where
they pass through the cheat line. The
outline is white. Air Malawi also uses
four antemnas, and three rotating red
bescons--cne under each outboard emgine
pacelle and one benesth the fuselage in
front of the wing's leading edge.

Plate L==-MIDDLE EAST AIRLINES/Air Liban

Standard VC10 service started in
April 1967 with ene aircraft leased frem
another airline. The serviee route im-
cluded a tri-weekly flight cevering
London-Beirut-Pereimn Oulf stops. Ap-
proxemately nine months later, & second
sircraft was leased and service te the
abeve stope increased to daily flights.
The second aireraft was the protetype
VC10 bought by Laker Airways and re-
modeled by BAC. Unfertunately, an
Isreeli commando reid upon Bedrut air-
pert a year later destreyed one of the
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of the two VC10s which was the original
aircraft leased. Redueing the frequency
of flights to the service, the second
airoraft acrried the lead for the mext
three months and upon expiration of the
lease, the aircraft was then returned

to British United Airways.

The color scheme for the first
airplane lessed was a conglomerate
of KEA's and Gheana Airways. Since it
was leased, the registration mmber re-
mained the same as originally registered
under the Ghana regime. However, whem
the second aircraft was leased it was
painted to MFA's specifications. This
sirplane was registered as OD-AFA and
is the subject of this last plate.

Decorating this model is very easy
and simple. AJl lines are straight with
very few curved sections. The top por-
tion of the fuselage including the ver-
tical and horiszontal stabilizers is
white. As is so common with Furopean
airlines, the bottom half is in light
gray. Tops and bottoms of wings carry

The cheat line is a straight broad
red line outlined with narrow white and
then red thin lines. The cheat line
curves around the nose of the aircraft
and joins beneath the fuselage just
forsrard of the nese gear deors. Also
note that the anti-glare panel is red.
The radar nose is black. The engine
nacelles carry the same cheat line
pattern; however, it is lower in relatiom
to the main fuselage cheat line. Further
note that the outboard nacelles carrying
printing as shown in the emlarged illus-
tretion on the drawing. Also note the
registration superimposed on the main
cheat line aft of the engine nacelles and
is on both sides of the fuselage, and
painted white.

The abbreviated letters of MEA
appear in the center of the aircraft
(measured from nose to tail). They are
broad slanted (18 degrees off vertical)
letters painted in red.

A Gedar of Lebanon with green
foliage and a brown trunk encased in &
red ecircle appears on the vertical
stabdlizer. See the drawing for an
enlarged view. The doors and escape
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i : AFRONAUTICA and AIR ILABEL COLLECTORS CLUB
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The Aeronautica and Air Label Collectors Club (A&ALSC) amnounces that its New
Issue Service has been reactivated and invites all those interested in collecting
airline labels and stickers, baggage tags, postcards, airmail etiquettes, sts., to
join the Club and subscribe to the New Issue Service.
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ALALCC is affiliated with the Jack KEnight Collectors Club Federation of specialist
) : .S societies composed of over 3,500 members in 13 clubs, and also with the Aercphilatelic
\ \ ' Federation of the Americas comprising of 50+ clubs stretching from Canada %o Argentina

N\&
o’:'\’o ?’7 | which have over 20,000 members. Members of the AZALCC collect primerily airline labels
\, K \ i (scmetimes called "stickers" or "decals") of any types baggage, cargo, express, air-
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mail (sometimes called etiquettes), publicity, etc. All of these ordinarily show the
: %o ' airline's name and usually alsc its insignia. They also collect airline postocards,
\fofc\\? o \ | pocket-sized calendars, rcute maps, ticket portfolios, stationery, and other simdlar
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items used or distributed by airlines. Airlines represented include not only American
By % i ‘ airlines serving the U.S. and those serving foreign comntries, but slso the meny
\ < foreign airlines serving the U.S. and the numerous foreign airlines which never come

T to the U.S. at .11-
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Members of ASAICC automatically become subscribers to its Hew Issue Service and
receive, twice a year, a pscket consisting of new and recent issues of labels, post-
cards, etc. Current news in this field, as well as articles on various phases of
aeronautica and air label collecting, appear in the "AIR LOG" issued quarterly
by the Jack Enight Collectors Club Federation. Members of A&AICC also have access
to a Sales Department which ensbles them te buy and sell labels and other items,
particularly those of older vintage which are no longer available in sufficient
quantities to be distributed through the New Issue Sexrvice.
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Membership in the Pederation is a prerequisite to membership in the A&ALCC.
After application is made for membership in the Pederation, eollectors and others
interested in joining A&ALCC should send $2.00 to FRANK H. BLUMENTHAL, 5180 LINNEAN
TERRACE, ¥.W., WASHINGTON, D.C. 20006, This sum is used to defray the costs of
soquiring and mailing the contents of the packets, and covers one calendar year.
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A membership form for joiming the Aerophilatelic Federatiom of the Americas
ijs enclosed with this issue of the "CAPTAIN'S LOG" for anyone wishing to join this
orgsnization. For those of you interested in the colleeting of airline labels,
stickers, etc., it will be well worth the money spent. The A&ALCC has catalogs
availsble picturing all labels printed over the years--well almost ALL labels.
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1-2
3-4
5

10

11

FUSELAGE

156 in. longer—75 in. of parallel section
between flight deck and forward section.
81 in. of parallel section between centre
and rear sections.

Keel member stiffened to take increased
bending loads on fuselage and rear end
altered to cater for change in fuselage
profile, i.e. parallel section instead of
tapering.

Top skin panel between stations 1214 and
1220 stiffened to take increased bending
l%ad, by increasing skin gauge from 15 to
14,

Forward three and rear two passenger
windows on each side are not contained in
integrally machined panels. The window
surrounds are machined out and riveted
to the skin to give a machined window
seating.

In the region above the main wheel well
the thickness of the skin between the wing
and machined window panel has been in-
creased to 10 gauge.

The landing gear side stay frame at station
1073.85 has been strengthened by in-
creasing its cross section.

The curvature of the rear machined skin
panel, and the fairing between wing and
fuselage below it, have been changed to
suit the ‘new’ fuselage profile at this point,
i.e. parallel section not tapered.

12-13 Forward passenger and galley service

14
15

16

doors repositioned.

Forward passenger amenities re-arranged.
Electrics bay hatch repositioned in pas-
senger cabin floor.

Electrical and electronics equipment bay
re-arranged but still located aft of nose-
wheel.

Navigator’s station reduced in size.

Crew toilet moved to left side.

Rear passenger door moved aft of wing.
Rear freight door moved to right side,
located in parallel section, and enlarged.
Hydraulic and de-icing pipes moved to left
side of rear freight bay.

22

23
24

FIN

-

A fifth fuel pipe running from fin to centre
section tank located in freight bay roof
towards the right.

Rear passenger amenities increased (extra
toilet and enlarged stowage areas).
Emergency apparatus—dinghies, etc. in-
creased.

25-26 Structure re-designed to form integral fuel

27

tank of 1,350 Imperial gallons capacity;
integrally machined skin panels.

Ram air intake at the top and to the rear
of the fin structure. Used to ‘pressurize’
the tank, so boosting the gravity feed to
the centre transfer tank.

28-29 Leading edge re-designed to dump de-

icing air through grilles forward of fuel tank.

32
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LANDING GEAR

30

31

Externally similar but with maijori
| jority of
parts made from higher grade steels.y
Landing gear support beam (carrying r
1 ea
end of landing gear hinge tube) ﬁasgbee;

strengthened by increasin i
the lower boom. & Shewidth. of

WING

32

33

34

Tb.e ribs of the top
adjacent to landin
have been re-desi
(31) above.

Top and bottom trailing edge skin panels

and rear shear webs hay
o e been strength-

Two ribs adjacen
been strengthened,

wing skin falsework,
& gear support beam,
gned consequent upon

t to landing gear have

ENGINEERING DIFFERENCES FR

FROM STANDARD VCI0

35

36

POWER PLANT

37

38

39
40
41

&

Ailerons given an ‘upfloat’ to relieve in-
creased loading caused by higher gross
weight. T %
Maximum speed for 45 deg. flap increas

from 175 knots E.A.S. to 184 knots E.A.S.

Rolls-Royce Conway R.Co.43 Mark
}5:;)(;] 1i;nginf:s of 22,500 lb. st. thrust instead
of R.Co.42 Mark 540s of 21,000 1b. st.
i d by 3 d d conse
lles up-tilted by eg. an =
qNL?:thl; arepl 1 in. further from the fuselage
side. '
Four re-designed lightweight thrust re-
Versers.
Re-designed cowlings to accommodate
39).
Ejabin air compressors have been uprated
to cope with larger pressurized fuselage
volume. Cabin air compressor has a re-
designed spill outlet.
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As T am now the official model
editor, I shall attempt in this issue
to develop a somewhat more elaberate
columm. First will eome an article on
this issue's featured aircraft and then
some interesting tidbits will follow.

MODELING THE VC10

In some ways, the VC10 is not the
same as a lot of the models we have
heretofere considered. That is, it was
mamfactured in limited nmumbers and it
was not flewn by dosers of different
airlines, hence there are not many de-
cal schemes available for it. The air-
craft itself is quite graceful and can
be made into a mest satisfactory medel.
as photo #1 will indicate. The following
models of the VC10 have been available
in the past:

Coma/Aermec-  Stnd VC10 1/220 BOAC

Freg (#140) Super VC10 1/1l); BOAC
Airfix (SK601) Stnd VC10 1A)) BOACH

#Various kits contained Blue spead-

bird/blue-gold cheatline/blue cheat~
line and on kit was BA's n/e.

In addition to the above, there have
been at least three different decal
sheets made for the VC10. These include
the follewings (1) fer the Airfix medel,
G=ASIW in British Caledonial; (2) an
Esst African sheet I've never seen, but
probably fer the Freg kit—both ef the
above from VHF in England; (3) and frem
Raredec, alse in Great Britaim, BOAC
Cunard markings (G-ASGD) for the Frog
kit. In additien to these, one cam use
Micre Sosle sheet LL-16 end find the
MEA markings an acceptable fit for the
Airfix kit.

As T have never seen the Coma/Aermee
kit, reviews will be provided for emly the
Frog and Adrfix ldte.

MPC

MODEL SHOP
FROG .

3k

ENTE X

DIMENSICHS: Both kits seale out to be
very near exact in the prineiple dimen-
sions of length and span--although the
Frog kit appears somewhat short. The
Iits were checked using dimensions given
in Green and Swanborough's The Observer's
World Airlines and Airliners Directory.
The kits were mea an omr
flat steel ruler accurate to +0.05 ecm
and all scale caloulations were done om
elther an HP-L5 or a Tektronix LOS1;
these were usually carried to 8 sig.
figl and rounded at the end of the total
operation. Unfortunately, the dimension
in which the Frog kit appears the most
inaccurate is one not easily measued.
Thus, the model appears somwhat too
thick in chord for both the wing and
tail and perhaps 10-15% too large in
fuselage cross-secticn. The net re-
sult is that the Frog Kt appears, to
my eye at least, somewhat stumpy. The
Frog kit is also much thicker in all

of the trailling edges as compared to

the Airfix kit, a feature mot much en-
hanced by the fact that all of the
flying surfaces on the Frog kit are
moveable. The gear is also made to
eperate. (Rumors are, however, that the
completed model will net glide very well).
In summation the, the Airfix kit seems

to scale more closely the /14l than
the Frog kit.
DETAILSs The survaces of the kit

are, for the most part, scribed with a

much lighter toush than the Alrfix
hence the lines are thimner a:d 1”1.:11'.;

reised. This is pretty mmeh gnifi-
cant as almost all of the lin’o.:.:n the

Frog kit are ineeorrect. On the Airfix
kit, the fuselage, wing and teil seribed
lines are for the most part in nearly
the correct locatien, but they are mmech
too heavy for the scale. This is most

eviden aromnd the wing inspeetion panels .

—y

Again on the Airfix kit, the wing fences
are generally in the wrong location ex-
cept for some earlier versions of the
1101 and 1103. Versions which can be
built from the kit include G-ASIW(1103);
G-ARTA(1109) and G-ARVB(110l) of British
Caledonian, BUA and BOAC (or BA) re-
spectively, to name a few. The problem
with G-ASIW, the one pictured with the
article, is that it does not have the
freight door evident. And, in order to
correctly model the 1109, the wing tips
and engine nacelles will have to be
corrected to the earlier more squared
version. Best is to check your refer-
ences for the particular aircraft in
which you are interested. In order to
correct the wing for most versions of
the VC10, you will need to cut down the
fence as supplied on the kit until it is

Photo #1:
photograph and model by the author.

Airfix VC10 with VHF decals.

about 0.8 em long, or to the end of the
leading edge flap. In addition, a new
fence must be made and located just at
the inboard edge of the leading edge
flap (see fig. 1). This fence should
not protrude past the leading edge of
the wing and should be about L.l cm long
and 0.l cm high, something more than
twice as high as the 0ld one which was
removed. For the model 1103 and late
1101's, the reversers are located at
nearly the correct place, being perhaps
gomewhat small. Some should also be
put on the bottom, as none are provided
with the kit. For the model 1109 and

some early 1101's one will have to move
the inboard reversers back somewhat
(about 0.2 ecm). And there are a host
of less significant but no less interest-
ing errors which should send even the
most passionate nit-IMPS-picker (sic)
into proverbial paroxysms of ecstacy.
These are due mostly to the fact that
the kit is of an older issue and suffers
from the typical incorrect doors, wrong
landing gear and incorrect number of
blades on the fan; and I have heard a
rumor that the tire pressure as printed
on the tires is not exactly to scalel

And if the Airfix kit is bad, then
by comparison the Frog kit should have
aborted long before V-1. Nonetheless,
it can be made into a fairly nice model,
with some work, and is probably easier
than converting two Airfix VC10s to

Super's. As with the Airfix kit,
it suffers from incorrect panel
lines et. al.; in addition, it

has one too few windows indicated
in the fuselage. And the thrust
reversers are more of a threat

than a reality. The wing fences,
on the other hand, are not, strictly
speaking, incorrect, as they simply
do not exist! Three fences must,
therefore, be added, as according
to fig. 2. The large inboard fence
is very nearly the same in shape

as the fence for the Standard VCl0
and the other two are quite small.
The large inboard one should be
only about 0.2 cm high instead of
the previous O.LL cm high.

FIT: In addition to the problems
already mentioned above, both kits
are replete with flash and sink

-holes. Both kits suffer from a bad fit
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along almost all of the seams. This is
especially true of the wings, fuselage,
tail, windscreen and wing to fuselage
Joints. "What is left," you ask??? Well,
on the Airfix kit, the landing hear and
wheels go together pretty well. The Frog
kit has perhaps 30-L0% more sink holes
than the Airfix kit. On the other hand,
the damage done by the rather large tree-
to-parts joints on the Airfix kit more
than make up for the lack of sink holes.
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DECALS:s Except for the most
recent Airfix offering, the desals
offered in both of the kits are
mach too thick and shiny. In the
recent Airfix kit, they are teo
thick and flat. The VHF decals
are in many ways like scotch tape
in that they are not sticky om
either side! They can be made to
work, however.

In brief, if you are waiting
for the definitive VC10, ywu better
not hold your breath. But with
some effort, you will end up with a
n{e_‘a model. .

VC10 REFERENCE: In addition to that
alreedy mentioned, which shows
pietures of Ghana; BA; Gulf and
Air Malawiaj; the fellewing are
worthy of note: (1) Pictorial

History of u.rertrt,(i ﬁm
Hmnk, by Wodey; (3) Air
Tsaue #2, #3, #5, #12 and #13

which is devoted to the VG103 and
f£immaly World Airline Color Schemes,
Volume 1. AL

OTHER NEVS & NOTES

: On the new Fowler PAA DC-7
sheet for the Revell reissue kdt

¥we can pass on the following (see
photo 2). There is some good news
and some bad news. First of all .
the bed news--the desals are per- '
hape a2 little light fer the blume and
it takes some work im order to get

a good fit, especially around the
Rose and with the Glipper mame. The
goed newe is that they sre thin,
elear and easy te werk, An intere~

- 9ting sidemots, if you bave already

sem the Scalemsster reprint of the
eld Revell sheet, is that the red
seven a8 provided on that sheet is
correct for the DCTC, but the blue

7 as provided on the Fowler sheet

is correst for the DC-TB. The Fowler
sheet inecludes enough maricings te
complete any one of the sevem DC-TBs
PAk flew. The direstion sheet is
exoeptionally complete and a nice
phote is included a 1a most recemt
Mioro Scale sheets. And more good
Dews. We can expect more decals

in the near future from Scale Master,

Photo #2: Revell DC-7 with Fowler decals.
The model is by D. Cross and the photo-
graph was taken by the author.

Micro Scale and Fowler Aviation Products.
Scale Master has let out the rumor that
they will do 3 DC-9's, much the same as

their recent 727 sheets. Micro Scale
will have DC=9-10, DC-9-50, DC-10 and
747 sheets. And fowler has an Allegheny
sheet that will let you do any one of the

following 1/14) kitss DC=9, 727 and BAC
One-Eleven.

Airline Transport Photography (ATP)
has all kinds of great news. Already
available are the following; (1) EAL o/c
for the Kadar DC-3; (2) Northeast (black
and red) for the Kadar Viscount; (3)
Piedmont o/c for the Kadar F-27; (L) and
for the Airfix BAC One-Eleven, the late
colors for the Mohawk Bird. New goodies
to expect arvund June 1st include; (1)
1/1LL 727 Federal Express; (2) 1/1L) FAL
n/c for either DC-9 or 727--colors are
custom matched on this sheet and you can
do any one of six aireraft; (3) 1/1L4L
Ozark DC-9-31; (L) 1/1Lk 727 or 737 of
UAL n/c and how about these last two?
(5) EAL o/c for the Kadar I-0L9 and
(6) Braniff International o/c for the
Hawk C-131 with either of two tails. In
addition there will be a 1/100 kit of
the DC=3 EAL--from the Kadar kit--for
about $3.49 and blank 8%sx11 decal paper.
which can be used in a Xerox color copy
machine. All of these items are available
now or when released from ATP, see their
address in the inside back cover of the
I0G.
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The next kit we can expect from

J & L models is the DC-7C in 1/72 scale.

Markings will be Northwest. Cost of this
model will be about $15.95. The
'DC-L; Carvair kit is a very nice
item being produced by J & L also.
This is a vacumformed kit with
the plastic being about 4O thou-
gands and the kit scales out very
nicely. The surface detail is
very nice, but whoever said the
kit seta new standards for the
vacumformed kit market probably
never saw the Rareplanes offering.
The decal sheet from Scale Master
is for British Air Ferries. For
props and engines you might want
to check into an old B-17 kit(or
a new one). For some alternate
decal scheme you may want to check
into Aer Lingus or Ansett/ANA.

The next kit rumored from Griffin will
be the Lockheed 1~-188 in 1/1k) scale with
Northwestern decals. This note on the Gri-
ffin Stratocrulser: First of all, it
matches very well to the old Allyn kit.
There is perhaps, nothing wrong or bad
about this, but it does cause the model
to scale at much closer to 1/156 than the
advertised 1/1L); it is perhaps 3/8 inch
too short for the latter. On the other
hand, it is molded in much thicker plastic
than the model 307 and is therefore con-
siderably easier to bulld. Besides the
suggestions for the Revell DC-7 props,
you might also want to consider using the
engine nacelles from the Kadar DC-7C. Do
not go to the trouble of obtaining the
Crown B-29 as except for perhaps the engine
and wheels, none of the rest of the kit is
useful. Of course, if you have the DC-7C
naceiles and the B-29 Wings....

A note from Bob Woodling up in sunny
Washington as opposed to sunny California,

the registration number on the Stratocruiser
kit. Some other possible decal

follows. (1) BOAC using Micro Scale sheet

bird--typical registrations are G-BOAC and

appeared on the nose gear door as follows.
- This decal is not provided in the
W schemes for the Stratocruiser using
easy (?) to get decals are as
Lh-16 which can be done with either white
(use sheet) or blue (make your own) speed-
G=AKGH; (2) PAA late colors using Micro
sheet L}-28 with registration N1035V and



the name "Clipper Flying Eagle"; (3) beige, later dark (Panguars) green N9701C;

American Overseas Airlines, which can (2) medium blue N9702C; (3) yellow (Pangara)
be done from the old V-66 AL decal sheet N9703C; (L) dark blue N970LC; (5) orange
(this would take about 4 of the old N9706C; (6) dark groen (Pangara) N9708C;
sheets however) and even then you would (7) red N9709C; (8) 1light green N16816; and
have to make your own '0' and 'V'--a (9) ochre N9710C. He also notes that the
typical registration would be N909L2 color of the "Fly Braniff" tail logo on
"Flagship Burope"; (L) Northwest using the Flight 501 decal should be red for the
Micro sheet Lli-11 which is pretty close Flectra. It is correct as blue for the

tut incomplete--typical registration 707 or T720.

N7L4601 "Stratocruiser Manila." |
And a final note, if you want to model
I'm sure there will be some differ- Qulf Air but don't want to do the 1-1011
ences of opinion and comments made on for some reason, there are a couple of
the material appearing in this columm suggestions I can offer. The decals from
each issue. The section of the article Mioro Scale sheet Lk-26 will fit pretty
I do each issue to sort out these problems nicely to the Airfix F-27 or the Entex

will be called "the Head". 1/100 737.

"the Head": Re. DC-9 article: Wayne Most of the above new items have been
Fowler suggests putting on extra little pretty easy to get in the past from Brook-
tips out of sheet plastic rather than hurst Hobbies, but this is no longer the
trying to match chords with the removed cage. 1f you are having trouble locating

tip, which I suggested. I have tried this a source for the kits and decals, I suggest
and found that it works fine. Re. 1-188 Mail Call Models (Scale Master decals and
article: Q(eorge Cearley submits the Griffin and J&L modesl); ATP (ATP deecals
following colors for the BI Electras--(1) and Griffin kits); and Victor 66 products.

ISLAND AIRLINES TO REBUILD
FORD TIN GOOSE

Mr. Dave Haberman, VP and General Manager of Island Airlines, reports
that the rebulilding of the Ford Tri-Motor that crashed last year is
now in progreas.

One problem does exist and that is the ome of COST. It is going to
take approximately $150,000 to put the "Tin Goose" back in the air.

A mumber of people started a fund to help Island Airlines meet the
expense of rebuilding the Ford. The fund is now being handled by
Island Airlines. If you wish to centribute, send money/check/mon.
order to: "Save the Tin Goose" P.0. Box 172, Port Clintem, Ohio L3452,

For everyone who contributes $1 you will receive & "I Helped Sav
Tin Goose" sticker (4" x 6") and those contributing $10 Urll.’ll m:i::g

8 high quality T-shirt with the same logo and a drawing of th
Tri-Motor. The shirt alone would cost four dollars. ¥ e

Let's all get behind this campaign and help Island Airlines. Here
48 a chance for you to help perpetuste a little of air
Send in your contribution today. MHESSDY Ha oty
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MODEL SHOWCASE

ABOVE: Williams Brothers Hoeing @&
247 in United Air Lines livery.
Decals by Micro Scale. Detail
painting by Frank.

RIGHT: Revell DC-8-10 in the
colors of Delta Air Iines. A1l
markings hand painted. Real
fine job.

BELOW: Revell DC-7 kit converted
to a DC=k in Capital livery.
All markings hand painted. A

real beauty in colorl
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Starting with this issue of

the "CAPTAIN'S I0G" we will be
featuring models belonging to
Club members. Starting us off
will be some nice photos of
models by Frank Hines of College
Park, Georgia. I'm sure a few
of Frank's models will be on
display at the IPMS Convention

to be held in Atlanta this July.
If you have pictures of your
models, send them into the Editor
for publication in the "Model
Showcase." All photos will be
returned to owner after publi-
cation.

e .
""""""

The Summer 1978 issue of the
I0G will feature the Curtiss

C=Li6. If you have any photos

of C-46 models that you have
completed, please send them in
for publication. Future a/c

to be featured are the Trident,
DC-8 and DC-10, the Martins and .
the Convair jets. We may also -
stick the Caravelle in some-
place, if enough interest is
generated for such a article.
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0F SCHEDULE COLLECTING

In this issue of the Captain's
Log I will be discussing care,
handling, and storage of schedules,
and continuing the survey of U.S.
trunk schedules.

But first, a discussion on sched-
ule format. It was stated in the last
issue of the Log that schedules are
printed in linear (columnar timetable)
or quick reference format. Actually,
after talking with several individuals
who are in charge of preparing sched-
ules for the airlines I learned that
the linear schedule and the columnar
timetable are not the same (see exam-

pPles on the following pages of the
Log).

On the page of the Ozark linear
schedule, note that each segment of a
given flight is printed in a line (or
linear) across the page.
involves more than one segment, addi-
tional lines are used. The top line
for a flight would involve routes from
pt A to pt B. The second line from pt
B to pt C, etc. Note on the Ozark
schedule that the first flight listed,
Flt 500, first involves a segment from
St. Louis to Des Moines and next a seg
ment from Des Moines to Minneapolis/
St. Paul. Note also that the route
segments for one flight are clumped
together and then a couple of lines ar
skipped before the various segments of
the next flight are listed. For each
flight are listed in order across the
page AL (airline), flight, city of
origin of flight segment (From{: cit
of termination of flight segment (To{,
TDT - terminal departure time from cit
of origin (if applicable), ADT -
aireraft departure time, AAT - aircraf
arrival time, TAT - terminal arrival
time (if applicable), frequency of

If the flight

y
t

L0

by
George Cearley

service, class of service, CAB
route under which flight is oper-
ated, and remarks on special con-
ditions as class of service on
particular segments of a flight.

On the page of the Braniff
schedule individual flights are
listed in vertical columns like the
older public timetables. This
schedule is a true columnar time-
table. Each column is devoted to
a single flight. In the block at
the top is shown equipment, then
flight and type of service. Ar-
rival and departure times are read
downward from city to city in each
column. The sequence of placement
of flights in columns is often
based on activity at a particular
ma jor city as Dallas. If you will,
note that the sequential Placement
of schedules from 127 to 65 and so
On across the page to Flt 101 is
based upon the times of arrival and
departure at DFW Airport or sur-
rounding cities as Austin or Okla-
homea City with the earliest times

on the left and the latest on the
right.

Beth the Ozark and Braniff
schedule pages shown are from
schedules known as General Sched-
ules CAB. The Civil Aeronautics
Board requires that these be filed
with them by the airlines each
time a new public 8chedule is
issued. Thesge Bchedules are also
used to prepare the OAG.,
equipment and flight itineraries
and arrival and departure times
sequentially in various cities
along a flight's routing. Most,
and I think all, are Printed in
columnar timetable or linear
format. Few, if any, general

schedules are printed in the quick
reference format.

A final point, technically the
term timetable only applies to the
columnar timetable (like the page of
the Braniff schedule shown). Quick
reference schedules like t:osei;ggggg
to the blic by Eastern, American,
Eﬁd—ﬁ?an%ff are not technically time-
tables and should be referred to as
schedules since they do show times of
arrival and departure but not in
tables.

Storage, Care, and Handling of
Schedules

Schedules should be kept in some
type of container that can be closed
fairly tightly--ideally a filing
cabinet.

Most of my schedules are kept in
an 8-drawer log file--the same size as
a 4-drawer letter size office file,
but with eight separately suspended
drawers half the height of those in a
four drawer file. Schedules are
placed lying parallel to the front of
the drawer, vertically on one side.
Mine are divided by class of air
carrier and geographic location of the
airline’'s base of operations. For
example, I start with U.S. trunks,

followed by regionals, locals, and air

taxi operators. Under each category,
carriers are first arranged alphabeti-
cally--i.e., U.S. trunks - American,
Braniff, Capital, etc.
carrier, schedules are arranged in
chronological order. The first sched-
ule in my top flle drawer is American
August 6, 1933, and the last in the
American section is currently January
10, 1978. Starting next after Ameri-
can is Braniff, beginning with Nov. 1,
1935, and concluding with January 10,
1978. After the U.S. schedules sec-
tion of the file, I next have sections

jin order on Latin America (divided into
Mexico, Central America, Caribbean, and

South America); Europe (divided into
Great Britain & Ireland, Western Con-

tinental Europe, Eastern Europe ); Asia

(Middle East, Southwest Asia, and

N

Then, for each

Southeast Asia); Australia; and
Africa. In each geographic region
or subregion schedules are arranged
alphabetically by airline and then
chronologically.

I keep all duplicates separate
from original schedules in order to
knew exactly how many and what
duplicates I have on hand and to
keep from accidentally pulling an

- original schedule I wish to keep.

Schedules should not be packed
tightly in files, drawers, or boxes
80 that they are difficult to re-
move. In this situation older
schedules in particular can be
damaged or torn when removed or
replaced in file. Older schedules
should be opened and handled with
great care as paper may become
brittle with age and tear easily.

If you have no filing cabinet,
it might be well to bind schedules
in groups--accerding to airline,
type of carrier, geographiec locatien,
etec. First, wrap schedules in
sheets of paper, then tie with a
string or wrap with a rubber band.
Do not wrap schedules with rubber
bands in direct econtact with the
schedule paper. A8 rubber bands
age, they may adhere to the schedule
and become almost impossible to
remove.

Next, if you don't have a file,
place your schedules in a bex that
can be closed well. It is important
to keep schedules away from dampness
and in areas of low humidity. High
humidity may damage paper, causing
the pages to ripple or adhere to
one another. Attics and basements
generally are not good storage
areas as temperature and humidity
are not usually controlled well
enough in these areas. A series of
shee boxes placed in drawers, on
shelves, or in a closet might be
good for storage if yeu have no
filing cabinet. Unwrapped, unpro-
tected schedules should not be dumped
into a large box where they are al-
lowed to move about freely. This in-

creases the chance of damage, especi-
ally to older items.
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In this issue of the Captain's
Log I will be continuing the survey
of U.S. trunk airline schedules,
listing those for Eastern, Mid-
Continent, National, Northeast, and
Not all items listed
are schedules in my personal collec-
tion, but include those in the col-
lections of Brooks Camp and Bruce

Northwest.

Drum.
Eastern
12&; - Nov
9 - May
950 - Nov
Tgﬁj - Mar
;252 - May
1956 - Jan
i Sep
25& = Jan
1998 - Jan
Oct
1959 - Mar
Jul
Oet
1960 - Jan
Mar
Jul
Oect
1961 - Jan
Apr
Sep
1962 - Jan
Aug
Dec
1963 - Feb
Aug
1964 - Jan
Jul
Oect
1965 - Jan
Jun
Oet
1966 - Pedb
Aug
1967 - Feb
Aug
1968 - Feb
Aug
Dee
1969 - Feb
Aug
1970 - Jan
Dec
1971 - Jan
Deec
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° o
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Sep 25

Feb

Febd
Feb

Apr

Deec
Jan
Apr
Aug
Dec¢
Fed
Jun
Oet
Fed
Sep

Apr
Sep
Mar
Aug
Dec
Feb
Aug
Dec
Apr
Sep
Mar
Sep
Apr
Sep

Mar
Sep

Apr 2

Apr
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b b b b b b B b e b b b g
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13,

Apr
Sep

Apr
Sep

FeDd
Apr
Sep

Mar
Jul
Oect
Mar
Oct

Jun
Oct

Apr 2

Sep

Mar
Sep

Oct
Apr
Oect
Apr
Oet

Apr
Det
Jul

Jul

Apr

Jul

Jun
Sep

Feb
Jun
Sep

Apr
Aug
Dec
Apr
Oct

Jul
Dec
Jun
Oct

Apr
Ot

Jul
Dec
Jun
Dec
Jun
Oct

Jun
Deec
Sep

Sep

Eastern (Cont'd)

HLz - geb 1;' ‘.pr 30. Jul 1. SIP
ec :
1973 - Jan 31, May 1, Jun 1, Jul
Sep 5, Dec 2
1974 - Jan z. Jan 31, May 1, Jul
. g.g 23. Oet f?. Dec 3
222 - Fe May Sep 3, Dec
1976 - Jan 10: May 1: Sep 8: Dec
1977 - g:n ig. May 1, Jul 2, Sep
e
1978 - Jan 31
Mid-Continent
1938 - Nov 1 1950 - Nov 1
1 &1 - Aug 1 13%2 - Jun 15
3 - Jan 15
1948 - Apr Hanford 1934 - Oct
National
iQE? - Aug 15
9 = Jul 1
12 % - Jan
950 - Jun, Nov 1
1953 - Sep' 1
1252 - Apr 2k, Jul 1, Aug 1, Dec
- Peb, Apr, Jul, Dec 14
1 - Jun 21, Noev 1
1958 - i:: Z' g-b i' Jun %. Jul
» DOP o Oct 2 Dec
1959 - Peb 1, Mar 1, Apr i: Apr
[ ]
Oct 1, Oct 25° Des 1° °F
1960 - Jan 11, Apr 2#: Aug 1, Sep
Sep 25, Oct 30, Dec 1'
1961 - Jan 9, Mar "1, Apr 1, Apr
Jum 11, Jul 1, Aug 1. Sep
Sep 2k, Oct 29, Dec 1
1962 - i:l g. Feb 1, Mar 2, Jun
1963 - Jl: 19, g:: t: 2;: gg. May
1964 - Jan ‘1) map 1) oot 27: Dec
Aug 1 s 0 o Hay
1965 - Peb 15, Apr 25 vee 12 .1
Sep 6, Oct 31, Dec 15'
1966 - Feb 33. Apr zui Jul 1, Sep
» Deg 1
1967 - g:g ;g. Mar 13, Apr 30, Jul
1968 - Jan 3, Mar 1
Lo Oct.Z?:.D.o 1. Apr 28, Jul
969 - Mar 1, A 2

National (Cont'd)

1970 - Mar
Nov

1971 - Apr
1972 - Apr
Oct

1973 - Jan
Dec

1974 - Jan
1 - Jan
13%% - Jan
1977 - May
Northeast
1942 - Apr
1950 - Mar

1953 - gep

1252 - 3Sep
1956 - Jun
1255 - Apr

1958 - Jan

1959 - Apr

Oct

1260 - Feb

Oect

1961 - Feb
Dec

1962 - Mar

Sep

1963 - Feb

96 - Peb
1 - FPe

Oct

1965 - Jan

ot

1 - Apr

Oct

1967 - Jan

Aug

1968 - Jan

Sep

1969 - Feb

Sep

1970 = Jan

Jul

1971 - Feb

Oct

1972 = Feb

Boston-Maine-Vermont

Northwest

1931 - Feb
1

1941 - Jun

EEE

The author wishes to thank the following persons:
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May
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Apr
» May
Jun

Jun
May
Dec
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Apr
Oct
Apr

Mar
Dec
Apr
Oct
Jun
Dec
Mar
Sep
Mar
Oct
Mar
Nov
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Sep
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1, Apr

25,
30,

Jul 15,

Oct 31
Jul 1,

Jul 15,
Jul
Jul

Jul
Sep

Aug 1
26,

24,

30,

Jun
Apr
Jun
28,
26,

Jun
Apr
Jun

Dec
Sep

15
7
Apr 30,
Oct
Apr 28,
Oct 27;
Apr 15,
Dec 1

Apr 26,
Oet 25,
Jul

Jul 1
1938 -

2

0 - sep' NOV
1, Sep 1,

Dec 1

Oct

Aug
Sep
Dec
Sep

Nov
Dec

Sep
Sep
Jun
Jul
Oct
Jul
Jun
Oct
Jun
Dec
Jun
Dec
Jun
Jun

Dec
Sep

Oct

25,

o
L]

15,

e e
wlin

Northwest (Cont'd)

Dec
Aug
Apr
Sep

Apr
Sep

Apr
Sep

May
Oct

May
Oct

Apr
Oct

Jun
Oct

Apr
Oct

Apr
Sep

Jun
Oet

Jun
Dec
Apr
Oct
Jun
Jun
Sep
Sep
Sep

Oet

30,

1952 - Mar 15

1 - Aug 7

1 - Mar 1, Jul 1, Sep 1, Dec 1

J—_QL - Ja-n 1' Feb 14. HB.I‘-API‘.
May-June, Jul-Aug

1957 - Feb 1, Jul, Dec 1

1958 - Feb 1, Jun 1, Jul

1222 - Mar 1, Apr 1, Jul

1960 - Jan 1, Feb 1, Mar
May 22, Jul 1, Aug
Sep 25, Oet 30, Dec

1961 - Jan 1, Mar 1, Apr
May 28, Jul 1, Aug
Sep 2“, Nov 15

1962 - Jan 2, Feb 1, Mar
May 27. Jul 1, Aug
Sep 30, Oct 28, Dec

1963 - Feb 1, Mar 1, Apr
Jul 1! Aug 11 Sep
Dec 1&

1964 - Feb 1, Mar 1, Apr
Jul 1, Aug 1, Sep
Dec 15

1965 - Jan 1, Mar 1, Apr
May 23, Jul 1, Sep
Oct 31, Dec 1

1966 - Jan 14, Mar 1, Apr
Jul 1, Sep 1, Oct
Dec. 15

1967 - Feb 1, Mar 1, Apr
Jun 1, Jun 1k, Aug
Oct 29, Dec 15

1968 - Feb 1, Mar 1, Apr
Jun 1, Jul 1, Aug
Oct 1, Oct 27, Dec

1262 - Mar 1. Apr 1' Apr
Oct 26

1970 - Jan 6, Apr 1, Apr
Jul 1, Sep 14, Nov

1971 - Jan 18, Feb 1, Mar
Apr 25, Jun 1, Aug
Oct 31, Dec 15

1972 - Feb 1, Apr 1, Apr
Oct 29, Dec 13

1973 - Peb 1, Mar 1, Apr
Sep 17, Oct 28, Dec

1974 - Pedb 1, Apr 22, Jun
Oct 27, Dec 18

1975 - Peb 23, Apr 27, Jun
Oct 26, Dec 17

1976 - Apr 25, Jun 1, Aug
Oct 31, Deec 15

1977 - Apr 24, Jun 8, Sep
Dec 15

LS

Mary Cearley, Brooks Camp, and Bruce Drum.
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NEWSLETTER

There are no new members to list
this issue or change of addresses. I
hope this has all been taken care of
in the new roster that is enclosed with
this issue.

Due to problems with the way
membership fees were collected this
past year, there will be no finaneial
statement this year (1977). There will
be one at the end of this year (1978).
With everyone paying thedir dues at the
same time it will be & lot easier for
me to keep track of out going cash and
in coming cash. I'm sorry about this,
but I really lost control of the whole
thing about the middle of last year.
Hopefully this year will be better!

We are currently wp to membership
number 262 (3/15/78). Of this mmber 2)
have dropped out or resigned from the
Club. This leaves us with 238 active
members. I hope this mumber grows con-
siderably before the year is over. We
a;ot:aﬂing out about 15 additional copies
© e Captain's to various airlines
that have sent In%tu'.lal that has beem
used in articles or that will be used in
future articles. Several members of the
editorial staff are receiving complemen-
tary memberships for the time and noney
(postage/time/ete. ) they have put forth
in behalf of the Club. I think this is

only proper. If anyone disagrees with
this policy, please drop me a line.

To give you a ides of what will be
coming up in the next several issues of
the "Captain's Log" George Cearley will
be doing & feature article on Braniff
International Airlines in the Summer 78
issue in which the Curtiss C-L6 will be
the featured aircraft. Steve k is
going to do the article on the C-L6. In
the Fall 78 iseue it looks, at this time,
as 1if the Trident will be the featured
aircraft while mo airline has been ghosen
at this time.

What aircraft and airlines would you
like to see be featured in the 10G? This
is YOUR magasine. Let us know your wishes.
We will try our best to satisfy your
desires. Just let the editor know what
yeou want.

wericing on a Boeing 727 post card catalog.
80 far he has cataloged over 175 different
127 cards. One item, however, has drewn a
blank. Has anyomne, in his ocollection, a
post card of a Western Airiines 7272 If so,
I would like to borrow it for a short while.

Iultminmodornputw

k6

There have been a number of ingquiries
;r:- friun members about obtaining some of
rat issues of the Captain's o .
I weuld like %o hear fﬁzﬁ;‘%
viches these bagk oopies.

some of these early issues xeroxed » I will
do so. PFirst I will meed to know how
many pecple are interested. Please write
me listing the issues you are interested
in. The following is a brief look at what
was featured in each issue.

Vol I, No. 1 Malaysian Airlines/Boeing 737
Vel I, No. 2 North Centrel DC-3/Eastern
Vol I, No. 3 Douglas DC-6/7-A1legh
Vol I, No. 4 Boeing 727/Fokker F-28
Air New England/Antilles Air
Vel II, No. 1 Western Airlines/Furope Leooks
Ahead/Aer Lingus-Irish
Vol II, No. 2 Canadian Special
Vol II, Meo. 3 Concorde/Yak-lO/B.I.A.S.
Vol II, No. L Pord Tri-Motor/Texas Int'l.
Vol IIXI, No. 1 PNA/Connie

. Vol III, No. 2 Osark A/L/DC-9

FLIGHT EXCHANGE

‘ to trade
E. William Helmer, L4224 Pratt Avenue, Linoolmwoed, Illineois 60646 would like
or purchase World Airline Fleets » :ditim 1, 2, 3 & h. He has & large variety of
airline collestibles fer trade.

W. er, 221l Los eles Ave., Pittsburgh, Penn. 15216 wants any informatiom
no?a ngg-ri ro?c‘dvu' ‘t:n‘t is tuneable to any frequency between 108-136 Mhs. Some-
thing other than a malti-band radio or crystal controlled scammer. It can be
edther commerical or home-built. Also does anyone know if there i= anmy boock or
publication cut that deals with aviation accidenta?

Small 5232 Curtis, Dearborn, Michigan, 48126 wants postcards of the DC-8.
ngtorutz’in any and all but especially need National, Eastern, Nortiwest, United
o/e and Universal. Will buy or trade. Also looking for third level carrier time

tables. -

. Pick Route Picke Road, St. Clairsville, Ohio 43950 wants to buy
s follo:irin:g L oo Rt s r e 1 W 1/240 scale. Please state price
- and condition. Boeing 707 AA; DC-8 Air Canada and Eastern; Boeing 727 Pan Am, TWA,
AA and Braniff in blue and in red; DC-9 Osark and Emstern. If anyone knows of any
model company who makes the metal model in the same scale and detail as Asro Mini
model, please write me the address. Also looking for post cards of Mohawk and Lake
Central Airlines.

Jerry Soltis, 31 Vern Lane, Buffalo, New York 14227 has for trade TWA lmifes and forks
from the "Constellaticn" ers, for comparable silverware, glassware or china.

Steve Clifton, 800 W. End Ave., New York, N.Y. 10025 has some Air Jet Advance Models
in perfect ;md:lltion milll’:lo for boiw cost. Please write him for list. (This
sounds like a good deal since Air Jet just imereased their prices by about 30%1)

B Harteveldt III, Tulane Univ. Bax 898, 31 McAlister Dr., New Orleans, la. 70118
Tlookin; for some of the Flight 501 Braniff 707 decals. Henry also has a niee list
of Delts Airlines slides all the way from the Duster to the 7k7. Asking priee is
$.75 each. Write him for oopy of listing. Mr. Harteveldt is also locking for the
following decals: Delta DC-10 (Revell) Western DC-10 and SAS DC-10-30 amd LTU L-1011
Revell decals aleng with Braniff and Mohswk BAC One-eleven kits by Airfix. He also
is interested in post cards or a/c or airports contaiming material em AA, BI,
Delta, and Eastern the 1940s to the present.

Charles C. Quarles, 112-D Hardin Sgreet, Rutherfordten, N.C. 28139 wants selid-ocenstrw-
otion display type models (airline or business aireraft) eld or mew. Coepy of Robert
Serling's The Electra St-oa. Also wanted are any items pertainimg to flight attes-

dant treining--wings, » ota.

Joel Van Engen, Beacon Motel, 905 East Sth St., Elue Earth, Mimm. 56013 is leeking fer
anyone that has firet flight emvelopes/cards for sale or trade. :

Mike Abbamonte, 15 Noel Drive, Rochester, N.Y. 14606 has a number of items om his mimds
Wanted for trade or sale a Hawk Capital Airlines Viscount kit--please state price and
condition. I have for trede ONLY Lindberg TWA CV880, Revell Umited DC-8, Entex DC-3
kits plus 7k7SP alresdy assembled plastiec tey/model im Pam Am livery. Per sale ealy,

Air Facts Resder 1939 to 1941-$6.00 new. Flying EKnow How by Buck=$10.00 new. .

1y



FLIGHT EXCHANGE  FLIGHT EXCHANGE  FLIGHT EXCHANGE FLIGHT EXCHANGE FLIGHT EXCHANGE

Abbamonte (continued) For sale hard plastic slide file boxes that held 30 2 X 2 insh
slides - $.50 each plus Clear vinyl plastic slide sheet punched for 3 ring binders and
hold 20 2 X 2 inch slides - $.85 each (price includes shipping).

Vietor Phillips, Jr., 6522 éth Street, N.W., Washington, DC 20012 is locking for
on the BAC One-eleven a/c. Especially looking for a:l.:’-line brochures on the 1-]5%‘
Breniff, Amerioan, Mohawk. Would like to receive post cards of the same.

Leonard Wallis, 38 Linlake Drive, St. Catharines, Ontario, L2 2)3 Canada, sells
Allegheny postoards (%5 x 7) colored of BAC 1-11 N1125J & DC-9-31 N9S0VJ in old
cclors. Cost is $2.00 U.S. for 6, including portage and cardboard predestion. Your
cheice of mixture. WANTED, original 35 mm airliners slides suitable for pesteard
production. No remumeretion, but credit lime and samples givem uwpon publication.

Terry M. Love, 13401 Morgan Avenue South, Apt. 227, Burnsville Minn. 55337 has a
xerox ”pi of the history of North Cl‘l;rll lirlh’xu he will ;md you for cne dollar
($1.00). #Al1so he will send you the current North Central schedule. (This history

of North Central is very good since Terry
had time to review it. You can't go lrcng.t-:r :‘b:c:gy i okl k. Ravs

Frénfpafduduyg “fnd vfofufunpug Y EY ; frfupunfpndupagap
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JULY 20 - 23, 1978

AIRLINER'S INTERNATIONAL CONVENTION '7é
Skyline Hotel: TORONTO, Canada

Plan nbw to attend the lar
gest gath
ever held in North America! Delegatesaar:rizgizidaViation Snthusissts

parficular facet of the airline hobby for s oz re Alang yeur
the enjoyment of meeting other enthuziastsdizziaZi:fia:ngn:: ol
addition to a gigantic display room with professional exhibize.ta. =
will be continous slide and movie shows being presented dail s
modgllers and photographers are also invited to participate z; rarns
modpl contest and the photo contest. Convention to be Ene

c
the Convention Banquet on Saturday evening July 22nd, D:z?:dm2:£ ;tfh

Write now for complete detailed information on the . '
Convention '78 including rates and booEing details :i:lh;:; sm_nlntemational
MISSISSAUGA, Ontario Canada L4T 385 r22ton ~.0

JULY 20 - 23, 1978
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THE AIRWAY TO EVERYWHERE

PART III

By MARION C. PYLES

Soon after the start of WW II, a
press release from Postmaster General
Frank C. Walker urged the use of air
mail instead of long distance tele-
phone calls so that the trunk lines
may be kept open "for any emergency
that may arise."”

Telephone companies requested
that only the most urgent of calls be
made and suggested that use should be
made of the excellent overnight coast-
to-coast air mail service,

During the emergency, many peo-
ple became aware of All American's
unique air pick-up and were more than
willing to do their part to help out
during a period of National emergency.

January 1941 saw a 78.9% comple-
tion factor on the routes of the Air-

way to Everywhere. They carried 9,404 lbs.

of mail and 3,023 pounds of express.
This was impressive when we consider
where AAA operated.

February 1941 saw an increase in
mail volume to 10,636 pounds and a
drop in express volume to only 746
pounds while the completion factor
jumped to 90.5%.(I think this trend
has continued on into the seventies.
If air service doesn't meet the expec-
tations of the customer, he will find
another way to transport his wares. It
may take weeks, months or even longer
to win back the confidence need for re-
peat business. Author.)

March 1941 was a better month for
mail which totaled 12,760 lbs. while
the express started making a slow come-
back with 854 1lbs. The operating per-
centage increased to 91.9%. The first
ijssue of the "PICK-UP" was circulated
to employees as the "house organ" and
is the medium used for much of the re-
search for this story. NC2285 was con-
verted from civilian status to plick-
up plane with all the accessories. New
ground stations were installed along
route 'D' from Pittsburgh north to

Jamestown.

April 2, 1941 saw 45 pounds of
mail arriving in Wilmington on the
morning delivery. There was a rate
hearing in April and surveys were un-
derway on extension of AM 49, Mail vol-
ume was 14,650 pounds, express made a
comeback to 1,256 lbs. and operating
percentage increased to 98.0.

In May, a Technicolor Pick-up
movie was released. (If you know of
a copy of this movie, please contact
the author through WAHC.) West Newton
and Masontown, W.Va. were added to
Route A on May 5 and Norm Rintoul dis-
covered the crash of a Brewster.

During June, Carlisle, Lewistown
and Shippensburg were approved for
service. A, Felix DuPont, Jr. went on
active duty with the Air Corps, Jim
Meermans went into the military, and
Cammy Vinet was transferred to Wilming-
ton, Jack Hawes was the father of a 6
1b.,, 10 oz. daughter. Mail volume had
Increased another 1000 lbs. over April
with 15,727 1bs. while express showed a
decrease to 1,137 lbs. Operating percen-
tage was 96.4 during June.

In July, new service was begun to
Slipperyrock, Youngsville, Blairsville,
Portage, and Williamsburg, The Railway
took over handling of express on the
15th and there was an immediate increase
in volume to 2,733 pounds for the month.
On July 18th, Triple A participated in
the All-Ohio Air Tour. Melvin Kurtz be-
came the father of a 7 1b, daughter.
Mail volume was now 17,682 1bs and oper-
g;i$g rercentage was nearly perfect at

August 12, 1941 was the first anni-
versary of AM 49 and Triple A celebrated
accordingly. NC21129 was converted and
painted silver. A 93 mph gale damaged
NC21107 at DuPont Field. Mail volume was
18,146 1bs., Express was 5,016 1lbs. and
the operating percentage was 98.6.

September 14, 1941 was the day AAA
made a demonstration at the Newark Air



Show. Harry stringer attended a post-
master's Convention in Boston on the
15th. On the 29th, Lewistown, carlisle,
and Shippensburg saw first service.

Mail volume was 17,783 lbs., Express
dropped to 3,932 lbs. and operating per-
centage increased to a best yet 99.9.

October saw Ed Musser appointed
Maintenance Superintendent at Pitts-
burgh and on the 12th, Chester Jones be-
the father of the first son of a AAA em-
ployee. Aircraft NC21130 was converted
and returned to service, Mail volume was
14,832 1bs. and Express volume was 3,023
lbs. Operating percentage was still high
at 97.8.

November 1941 was when Bill Burk-
hart recovered from an appendectomy.

Mail volume dropped to 14,832 1bs,y Ex-
press volume decreasedonly 23 pounds to
3,023. The operating percentage was up
to 98.8,

On December 3, 1941, 229 pounds of

mail left Pittsburgh on Route F which
wound its way East through Latrobe, Al-
toona, Gettysburg, Lancaster, wilming-
ton and terminated at Philadelphia. The
application for extension of AM 49 was
filed on the 12th. The Pittsburgh Christ-
mas party was on the 20th. AAA completed

1,000,000 miles of scheduled flying on
the 23rd. On the 24th, Holger Hoiriis was
made Wing Commander of the C.A.P., Herman
Mathieu entered the military and the
Wilmington Christmas party was held, AAA
carried 17,361 pounds of mail, 2,882 1bs,
of Express and had an operating percent-
age of 91.6,

During 1941, Triple A carried 1,9
average pounds of mail per trip, Express
increased 62% over the previous year,
while the national average increase was
only 19%. AAA picked up 14,673 average
pieces of mail per town during 1941,

An announcement in January 1942 was
made concerning the opening of a new Exper-
imental and Development annex at Wilmington,
The engineers and draftsmen were well
pleased with the new well-1it quarters.

NC21107, the original AAA pick-up was
transferred to Wilmington as an experi-
mental ship where she continued her pio-
neer work in the development of air pick-
u L]

# An experiment by Noah A. McCray of
Buckhammon, W.Va. proved to be very suc-
cessful. He removed the lower pole sec-
tion at his pick-up statlon which lower-
ed the station from 20 to 12 feet above

the ground. He was of the opinion that the
pilot could judge his distance better with
the lower station and said that the hook

still missed the ground by a good 10 feet,

Following is a "Press Release" made
by the War Department Bureau of Public
Relations on the All American Glider Pick-
Up demonstration at Wright Field, Dayton,
Ohio, June 4-5, 1942,

"Picking up gliders from the ground
by airplane flying at more than 100 miles
per hour has been successfully demonstra-
ted at the Army Air Forces Materiel Cen-
ter, Wright Field, Dayton, Ohio, it was
announced today by the War Department.,"

"High Army Air Force Officers who
witnessed and participated in the glider
pick-up demonstration flights pronounced
them highlu successful and indicated that
the'system may be utilized to speed up the
training program for glider pilots recent-
1y inaugurated by the Army Air Forces,"

. "Using this Pick-up system, training
gliders can be picked up from a station-
ary position on the ground by a plane in
flight and towed until they gain suffi-
cient altitude to be released by the gli-
der pilot., The alrplane then circles and
makes another pick-up of a waiting glider.
In this way, gliders can be picked up at
the rate of one about every three minutes.,"

"The equipment demonstrated at Wright
Fie}d.was designed for picking up light
:ra;nlniagli%ers and the demonstrations
o far ve i
this tyma s een limited to gliders of

"The inauguration of the L
glider Pick-up systen will gregzgyszgﬁ_

eed up an ?mportant phase of

"The glider used in the i i
demonstrations was an XTG-3, zigg:EeFliii
~UpPs wWere made by a Stinson light mongn
plane. In practice Pick-ups precedi the
demonstrations, a Plper cup airplanzgwith

the propeller removed
of the ildac Was used in place

"At the contro
ing the first non-
nel F,R. Dent

"Succeeding pick-up flights were

made by several young flying officers
of the Glider Unit, among them Second
ILieutenant Charles H. Decker, one of
the four American possessors of the
Golden "C" Certificate of the Feder-
ation Aeronautique Internationale.
The Golden "C" is awarded to glider
and soaring pilots who have met a
number of rigid requirements, among
them the piloting of a glider to an
altitude of 10,000 feet and having
soared for a distance of at least 200
miles."

"Under the pick-up system the
glider is placed about 200 feet back
of two uprights, between which a tow-
line is placed. Inside the cabin of
the airplane which 1s making the pick-
up is a revolving reel, equipped with
a built-in brake which carries the tow-
line cable and grapple hook."

"The tow plane comes in and as it
approaches the pick-up ground station,
the pilot levels off much in the same
manner as he would in making a landing,
except that his speed is much greater,
anywhere from 95 to 120 miles per hour.
He lowers the hook at the end catches
the suspended tow-line. At the moment
of contact, with the airplane from 12
to 14 feet from the ground, the cable
reel inside the plane is permitted to
spin freely to pay out additional
tow-cable to cushion the initial load
imposed by the dead weight of the gli-
der on the ground. Some of the shock
is also taken up by the tow-line it-
selfwhich is made of nylon to give
maximum strength with great rsilil-
ence."

"Gradually the reel-brake is ap-
plied, the glider accelerates smoothly,
and by the time the speeding tow-plane
has leveled off, the glider is air-
borne. Then the brake is fully locked
and the glider is in full tow. When
the glider has gained sufficient alti-
tude the glider pilot cuts himself
loose. If at any time while the glider
is in tow the acceleration exceeds 1 g,
an automatic shock absorber goes into
action.”

"During the demonstrations at
Wright Field, although the airplgne
made the pick-ups at about 100 miles
per hour, there was no noticeab}e
shock or strain on either the airplane

or the glider."

o1

"With further developments of
this launching technique, using multi-
engine airplanes as tow-planes, and
employing heavier reels, tow-cables agd
brakes, its application to the Army-Alr
Force's heaviest transport gliders is
contemplated. Similarly, the system may
eventually be adapted to the pick-up of
large commercial freigt and passenger
glider trains."

All American had experimented suc-
cessfully with this technique on May 30,
1942 when the first "full-fledged" air-
plane was picked up by another airplane
in flight.

There was no glider available for
the test so a Piper Cub, NX4296L was
used in place of a glider, Aburden re-
lease was attached to the propeller
hub after the removal of same. No
other structural changes were made.

After preliminary tests, such
as tow-offs from the ground, the
ground station was set-up. With All
American President Richard C. DuPont
at the controls of the Cub, the
history-making pick-up was made.
Observers on the ground could see no
evidence of shock or strain on the
Cub or the Stinson. These facis were

verified by Mr. DuPont and accelerometers

in both the Cub and Stinson pick-up
plane. The meters recorded a maximum
.75¢ for the entire operation,

The tests continued through
Sunday and on Monday June 1, 1942, yet
another page of history was filled by
Triple A when Mr. DuPont added a pass-
enger in the Cub for testing. Company
officials who witnessed the safety of
this operation clamored to be first
to ride along with Mr, DuPont.

S0 as to please most of them,
several flights were made, carrying
in oxder: Arthur B. Schultz, chief
engineer; Henry A, Wise, secretary;
Charles W. Wendt, treasurer; Harry R.
Stringer, vice president; Don Seevers,
editor of the company paper, and
Walter Setz, of the engineering
department,

The Army Air Force was in urgent
need of qualified pilots for the ever
expanding Army Cargo program. All
American was right there in August,
1942 to aid their country. They
opened an instrument training school



at the Wilmington base. Instrument train-
ing was given in Link Trainers along with
ground training. Students advanced to

the real thing with a Iockheed Lodestar
NC18139 based at the Harrisburg, Pennsyl-
vania airport. Students were placed with
the various airlines flying army cargo
flights after graduation from the Lockheed.
Many of the pilots turned out by All
American went on to fly in such noted
events as the China, India Burma Hump
Theatre and the famous "Shangri-Ila
rescue”,

By the end of 1942, All American's
family totaled 200 people. Much of the
addition of personnel was due to the in-
creased role played by AAA in the pilot
training field as well as the research
and development of gliders for military
use,

On the following page, you will see a
letter written to Vic Yesulaites and
probably every AAA employee., It speaks
for itself,

Richard DuPont was now in charge of
the complete glider program of the Army
Air Forces. He would guide the glider
program to its fullest potential as he
witnessed its use as a warplane in the
invasion of Sicily, He was convinced of
the value of gliders for combat operations
during wartime. Soon after, he returned
to California where he assisted in the
testing of new military gliders., It was
here on September 11, 1942 that AAA and
the Nation lost a truly great man.
Richard's glider entered a spin and when
he bailed out, his parachute malfunctioned.,

His posthumous award of the Dis-
tinguished Service Award reads: "Mr.
DuPont displayed exceptional professional
ability and inspiring leadership in
planning and supervising the effective
utilization of military gliders and re-
lated equipment. Under his skillful
direction full exploitation of the large
glider for airborne operations was rapidly
attained. He effected important changes
in training technique which constituted
practical application of current combat
requirements personally observed in the
Sicilian campaign',

"Charged with the overall super-
vision of research in the field of un-
powered flight, he maintained close
coordination with civilian contractors

in their efforts to improve glider
equipment",

The press release from the War
Department went on to state "his exper-
ience coupled with his intelligent
appraisal of immediate requirements of
the glider program of the Army Air
Forces, contributed materially to the
successful accomplishment of a mission
of the greatest importance to the war
effort of the United States Government'.

When the Board of Directors of
the Alr Transport Association had a
meeting on September 23, 1943, the
following resolution was unanimously
adopted:

"Resolved that the Association
express to the family of Richard C.
DuPont and to the personnel of All
American Aviation, Inc,, its deepest
sympathy, and that there should be
recorded the Association's appreciation
for the vision, skill, courage and
disinterested patriotism of Richard C.
DuPont in his many services to his
country and to the progress of aeronautics",

Mrs. Allaire C. DuPont was
elected a member of the Board of Dir-
ectors of Triple A after Richard's
untimely death. She had long been
interested in aviation having held both
powered and glider plane ratings for
several years. She had over 600 hours
logged in powered flight and had partici-
pated in many of the major glider meets
held at Elmira, NY. During the 1934-35
season, she held the National Women's
duration record for soaring gliders.,

Other directors elected at the
stockholder's meeting in 1943 were
H. R. Bazely, Charles F. Benzel
W. Sam Carpenter III, Frank M,
Donohue and Charles W. Wendt of
gilminsgon, and Arthur P, Davis,

eorge S. Lelsure ang
of New York, oy e Lo Bl

All American hagd been experi-
menting with the idea of a human pick-up
by first experimenting with a lamb
then a chimp. The first human was
picked up at Wright Fielq during
September 1943, More experimentation
continued for a year with equipment
deslgned to be dropped to downed
alrmen and an instruction booklet for
those unfamiliar with the Plck-up

ALL AMERICAN AVIATION. INC.

200 WHEST NINTH STREET
WILMINGTON, DELAWARE

OFFICE OF THE
PRESIDENT

April 26,

Mr. Victor Yesulaltes,
All Arerican Aviation, Inc.,
Wilmington, Del.

1943

Dear Vic:

e hat I must

ings of pride and regret t E
K%l American Aviation, under a temg
of absence, to accept the position of.Spccia s
Kggigtiiiv:o the Cormanding General of the Army Alr Force

in charge of the Glider Prograre

d-upon ne, but
honor that has been bestowe

s prou%hog ihiusznrelinquish my association, for the time
I regret Saa ‘ However, it is a call that I

th thls company,
2232%% ¥éfuse, regardless of my personal feellingse

It is with mixed feel
tell you I am leaving

. to take up my new duties immediately,
Igdiinnigziiigy §O$i§ﬁ to express my deep appreciation for
%he cooperafioﬁ T nave received from all of you. Ygur n
k, loyalty and effort have been responsible for 22
ey Cbihel f {he company, and also have been responsible fo
giggigzgggition which I have received in this appointment.

day
f the Board of Directors on Satur ’
: this
j . R. Bazley was elected President of
e ?aigrsgréneach and every member of the organizatlon
chEan{;e him all possible suppsrt in order that the progress
gr thg company will proceed without interruption.

At a special meeting o

Sincerely,

J ) st (olee i

RCD :HEW

o 53
“The aqhway o fuuyw/;cu"



method of rescue. The first family was
picked-up on November 19, 1943 on Trip 6.
There was a mother and four children,
They were picked up at Grove City and
delivered at Franklin, PA, The crew on
this history-making flight were Chief
Pilot Tommy Kincheloe and Flight Mechanic
Monaco. It was reported that the "mother
mouse and four baby mice" made the trip
in good health.

During 1943, these were some of the
events that meant the most to AAA:

Triple A completed their 2 and + millionth
mile of pick-up flying, Norm Rintoul
entered the AAF making Tommy Kincheloe
Chief Pilot, an operations average of 93.5;
further developments in the glider pick-up
technique and an increase in the monthly
mail volume from 24,758 pounds in January
to well over 50,000 pounds.

Some of the things from the "Pick-Up
that AAA'ers had to look forward to in
the coming year were to record such events
as the fall of the Axis, the end of gaso-
line and food ration; the production of
commercial airplanes and the inauguration
of many new pick-up routes, but regardles
of what the new year was to bring, they
were sure that every Triple A'er would do
his part so they could at least report
"a good Jjob well done".

On February 22, 1944 Vic "Mad
Lithuanian" Yesulaites married Miss Frances
Powell of Pittston, Pa. He had finally
been roped and tied and everyone at AAA
was happy.

All American had been entertaining
thoughts of carrying passengers on pick-up
runs., When James J, Strebig, Aviation
Editor for the Associated Press and
Edward J. Slattery, Jr., Chief of the
Civil Aeronautics Board's Information
Bureau visited the Pittsburgh operations
base in early 1944, they got to fly over
two pick-up routes.

After his flight, Mr. Strebig
stated . « . "This is a practical way to
link the Nation's main street communities
for air travelers just as, for the past
five years, 117 towns and cities in six
states have been linked for the mail",

On March 1, 1944, All American
preferred stockholders received their
first dividend check., All the bills had
been paid at the end of 1943 and Triple A
had $244,000,00 in the bank, Net profit
for the period June 30, 1943 to December 31,
1944 was in excess of $60,000,00, They

Sk

correctly assumed that a backlog of
orders and arrangements for services
appeared to provide for a continuation
of service at the accustomed levels.

In the Annual Report of All
American Aviation, Inc., issued to the
stockholders, Halsey R. Bazley, President
reported that the operations for the
year ended June 30, 1944, were the
largest in the company's history,
resulting in a net income of $238,587.50
after all charges equivalent to 78 cents
per share on the 266,490 shares of common
stock outstanding after preferred
dividend requirements. For the previous
year, he reported, net income was
$27,689.68 or 11 cents per share.

Current assets at the end of 19uk
were $1,198,262,22 and liabilities were
$322,892.89 as compared with $772,358.09
and $801,257.46 respectively for the
previous year. The company's net
working capital increased $904,368.70.
Most of the improvement in the company's
financial position was due to the sale
of 26,218 shares of four per cent
convertible non-cumulative preferred
stock which yielded the company net
proceeds of $609,352.01 after under—
writing, legal and registration expenses,
and the increase in the company's net
income for the year.

_ Major Bazley praised his employees
in the report saying, "This report would
be incomplete without commendation to the
Stockholders of the loyalty and unstint-
ing efforts of All American employees,
vlthout whose contributiong the gratify-
ing progress of the past Year could not
have been accomplished, With this
organization and its €Xperience, we look
forward ﬁo continued expansion ang
progress",

The commercial trans i
of AAA showed a lot of grgziﬁ iiglsion
Erogiissiduring the period, Aiy Mail

ra C 1lncreased 72,
Air Express 21%. TR s 1943 and

The military cargo servi -
vided by All Americangto tﬁz iim?rzir
Forces terminated July 15, 1ou),” Their
single engine cargo planes rlew 1,738,368
miles carrying 2,461,000 pounds of cargo
without serious loss or damage to equip-
ment or cargo over the two year operating
term,

For All American Aviation, Inc.,
who helped train countless glider

pilots in the U. S., who participated in
D-Day operations in France and operated |
behind enemy lines in Burma while operating
their innovative and unique Air Mail and
Express pick-up service undaunted, there
was a bright future. Many changes were
coming as the passing years would see

- R .

. ick-
The very first airplane used in the p
up by Tri-State Aviation., At the door of
the Stinson SM=8A is Victor Yesulaites.

wasts iﬂ R

Detail of pick-up attach point on prop
hub of BT-13.

"The Airway to Everywhere" grow and
grow and grow and « « &« + o

The next chapter in this con-
tinuing saga will begin assembling the
pieces of a puzzle which would be
The war

Allegheny Airlines in 1978.
ends and airlines begin,

attached.r‘

Man in trail of Stinson Reliant after
pick-up.

B-23 approaches poles to pick-up
55 Stinson Reliant.



l. SPESMKC is an internationai gathering
of folks who are interested in collecting, re-
taining and/or building plastic scale models of
aircraft, armor, ships, etc. Emphasis is on the
rare, the discontinued and the hard=to-find,
Purpose is to serve as a clearinghouse of infor-
mation on rare plastic kits of the world,

2. Monthly publication of SPESMKCAis the
Kit Collector's Clearinghouse (better known as
KCC), Each month, the KCC has eight 5%xg8y"
offset printed pages of ads for rare kits, pic-
tures of rare kit box art, and other infe on
the hobby, Early notice of re-issues and a

current price guide for various companies is
also included each month,

3. Current membership cost is $5,00 per year for US/Canada and
$7.50 per year elsewhere, KCC 1is sent first class/air mail and is
usually iIn the mail shortly after the first of the month, Deadline for
ads is the 20th of each month, Members are allowed one free ad each

month, subject to editing., Each subscription begins with the earliest
issue on hand.

4. In addition to the monthly magazine, SPESMKC members may pur-
chase the Handbook of Kit Collecting, a l2-page booklet introducing the
hobby. Included are suggestions for getting started, a systenm for
keeping track of your kits and much more, all designed to aid the beginner

and the serious collector as well, Cnst is 75¢, which includes first
class postage,

5« The Collector's Price Guide is another publication available
to SPESMKC members, This book consists of 50 8%x1l1" of f-sat printed
pages, punched for three-hole loose-leaf binders, The 1977 edition

contains 60 pictures of rare kit box-art plus a complete listing of al1
known rare kits and theik current market value, Price is $5.00 which
imcludes 3rd class/surface mail, For first class

Zair mail Postage, add
$1.,00 for US/Canada and $2,50 for elsewhere, il

6. SPESMKC began as a labor of love in April, 1974,
to be so. We have not missed a single month's issue yet but when this
becomes just a "labor", then somebody else can have itl gq *+ « « there
it is. If this is your cup of tea, send your $5,00 ang start your KeCC
subscription. If you want any of the other items which are avéilable
just include the correct amount in the check and let me know, i

and continues

7. Keep in mind that this is a oneé-man, all-volunteer organization
not a giant corporation with computer-=like efficiency, That'sqmy way '
of apologizing in advance for the mistakes T know I'11 make, All I ask
in return is your patience., 0OK?

Cheers, John W, Burns
Recommended by WORLD AIRLINE HOBBY CLUB 3213 Hardy Drive
Edmond, Oklahema 73034

USA
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PLEASE SUPPORT OUR ADVERTISERS

Victor 6( Products, P.O. Box 83, Santee
California, 92071 has a lot to offer the
airline model enthusiast. A great monthly
newsletter, great offers on models, decals,
books and other miscellaneous goodies.
Steve Mason, who operates "Gate 66" offers
come nice "specials" from time to time.
Drop Steve a line for additional info on
his operation.

TP Airline Fleets 7T, is now available thru
jts U.S. editor Bruce Drum, P.O. Box 481082,
Misni, Florida 33148. The JP lists by
country and airline, each aircraft operated
by registration number, exact aircraft type,
serial number, former identities, names,
addresses, photos and alrcraft data. A

real must for the series collector. The
price is #.95 which includes postage.

If you have a product or
service that you would like
tc advertise, send your copy
to the editor. No charge
for this service. Let's

all help one another to find
the material we want and
need for our collections.

If you heve advertised in
the LOG before, please send
in NEW COPY for the next
issue of the 1L.OG. Thank you.

1977 Airline Handbook by Paul K. Martin,
F.0. Box 3694, Cranston, R.I. 0291C sells
for $7.25including postage and is wrll
worth the price. The material ¢ :
this book is simply fantastic. If you're
a serious airline buff, this book is =
real necessity. Makes a good companion
book for the JP Fleet Listing (see above).

R.V.F. IMPORTS, P.0. Box 528, Van
Ruys, California, 91408, is importing
airliner kits from Czechoslovakia,
Mexico and Brazil. They also have
profile publications, airline decals,
and South American pest cards. Send
now for fee list of items to Ron V.

Ferr who is head
outf;{fa’ guy of this

Ontario Aviation Enthusiasts Scciety, Box
72, Malton P.0O., Mississauga, Ontario L4T
3B5, Canada offers a monthly newsletter
full of interesting airline/aircraft
facts. Subscription rate is $9.50 per
year for U.S. and Canada. Also available
are books, photos, slides and other very
interesting material.

35mm Color Slides from the Motion Picture
Sample three SlinTORA! TORA! TORA!
set from the movie
and current catalog -- $1.77 {1978 )
Or you may receive a set of 5 colored
glides of o0ld airliners and cataloy.

35mm color slides of': Military & Airlines,
Antique-Former Military & Amatenr Bailt
A/C, Race & Aerobatic A/C ané Aerospace
Slides. Send to Thompson Productions,

P.0. Box J668, Beecher, I1l. 60LO1.

The following offer slides /photos

Aircraft Publicity Bureau c/o John
B. Hayes, 2483 West Costilla Avenue,
Littleton, Colorado 80120. Catelog
and sample for $1.25.

Air PixHAviation Photograph, P.0.
Box 75034 AMF, Cincinnati, Ohio 45275
Catalog $1.00--might send sample.

ATP=-Air Transport Photography, P.0.
Box 2891 South San Francisco, Calif.
S4080. Catalog $1.00.

Dean Slaybaugh is again in the bus-
iness of selling slides/photogrephs.
Dean recently retired from 1WA and
has moved his operations to 6881
Southeast Alberta, Portland, Oregon

06, you haven't ordered any-

g from Dean for & while, drop

him a line and he will send you his
current catalog. Be sure to tell him

that the World Airline Hobby Club
sent you.
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