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NEW ARRIVALS = What with the short hours of daylight, bad weather, and the onrush
of the holiday season, antique activities are now mostly restricted to buying,
selling, and rebuilding - all in preparation for next summer®s flying and Fly-In
season. Things are really beginning to pop along these fronts, Items:

President Dolph Overton is at it againt A recent visit to Camden, S. C,'s Woodward
Field revealed the latest of Dolph"s acquisitions: (are you ready??) a Szekely=
powered American Eaglet; a Heath Parasol; a full-scale Fokker tri-plane (powered by
2 145 Werner - ard red, of coursell); an Aeronca K, a rounmd-back Aeronca C-3 (to go
with his "razorwback™ he has owned for sometime); a Curtiss "Jenny", modified with
tube fuselage; a Waco 10; a Cirrus-powered Travel Adr 12Q; and a red and white sune
burst painted Fleet! These craft - as many of you Air Progress readers will recog-
nize - are the ex-Andy Anderson, ex-Niagara Falls Air Museum planes. All are
presently disassembled and are stored in the big hangar at Camden where Dolph's
other familiar antiques are now hangared, In addition, several vintage engines en
display stands are now in Camden., Included are a Hall-Scott, Hisso, Salmson (cute
little thingl), and several others, If any of you plan on going to Camden to see
this tremendous collection of antiques, be forewarned that Dolph's hangar is secure-
1y locked and the operator of the local fixed base, Bill Grant of Grant‘s Aviation,
is an antiquer himself - and will not let every Tom, Dick, and Harry in to walk up
ard down the wings of these obviously rare and valuable aireraft., So, if you want
in, get permission from Dolph first.s And then, tako pains to identify yourself to
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be developed to suit your height, foot size, fanny sizo, and waist size. Especially,
waist size as you must double up your legs to get by the door and stick., Once in
(pant!) several things are different from other 65 h.p. ships. The panel seems
oddly distant from you compared to, say, a Chief or T-Craft. The rudder pedals are
very small and are on little tubes which come up from the floor. They are very
close together and if your clod-hoppers are very large you are going to have problems.
Further, because of the round fuselage section, the pedals are not directly in front
of you. The right pedal is, but the left one is off-set to the right. This results
in a cramp in the - er, shall we say = hip (?) on longer flights. And then, there
are those heel brake pedals! Of all the few bad points of the Luscombe, this is the
most cussed! The pedals are tiny and like the rudder pedals are off-set and not in
the samo relative position under the rudders. This results in some real contortions
on roll-out when you are trying to keep your toes on the rudder pedals and your heels
on the brakes. It isn®t really as difficult as it sounds, but takes some getting
use to if you are accustomed to other ships. If you learnod on toe brakes, you may
never got use to theml I believe these heel pedals have done more to givo the Lus=
combe a bad name than any other characteristic of the plane. Having come up on
nothing but heel brakes, I never had any problem with them, but the pedals are the
object of the most froquent complaints I hear about Luscombes. MAlso, the brakes
thomsolves (several types were used - mainly Shinn and Van Sickle) are lousy at best,
especially if you have the misfortune of having Shinn brakes., Porhaps, this is best,
for the Luscombe is a little tail light and has boen known to bump its noso or even
turn turtle if the brakes aro abused, (This could be said of the T-Craft also.)

So far I've done nothing but kick the Luscombo - so what makes me like it?? Well,
back in tho cockpit, the 8A has good leg room - I have to use a back cushion to
regch the brakes - and because the bottom of the cabin section is round, the seat is
up higher in the cabin than other 65 h.p. side-by-siders. This results in the best
in-the-air visibility of them all. In the air the nose is so low that you have a
great 180° or so view, No other 65 ship I've flown has the visibility over the nose
-=in flight - as the Luscombe, The stick control is curved and is short enough that
your arm sort of rests on your left knee and is restful on long flightse The trim
control is a 1ittle erank just like a Miami window crank and is located between and
just at the front of the seats. Your right hand falls naturally to it and as soon
ag you can remember which way is "up" and "down™ it is very easy to use - and very

0.K., let%s fire her up. If you have Eisemann mags - and if it has been raining
alot recently - forget it. You think I'm kidding? My Champ and Luscombe both had
Eisemann mags and standard procedure was for me to carry a small hair dryer in my
car trunk to dry out the mags to get started after a wet spell. There is nothing
like a Bendixl But once underway, you begin to learn the Luscombe. Taxiing is some-
what skittish on pavement. "Little bitty" movements of the rudder pedals and an
occasional nudge on the brakes are all that are needed. If you get to sawing back
ard forth on the rudder pedals of a Luscombe, you will be all over the place, You
mainly just don't do anything - just keep the pedals centered and delicately correct
when needed, What about those stories about what a beast the 8A is to taxi in cross=
winds - HOGWASHI! The stiff Luscombe gear makes the Cub or any Aeronca seem like
lurching, drunken sailors staggering down the runway by comparisons The hairiest
taxiing experiences I have had in a 65 ship were in my Champ, I would go dowm tho
rurway in a crosswind with the ship rocking up and down and rolling in all directions
--but with the wheels never leaving the ground., The plane was simply riding up ard
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down on the oleos - but it felt terriblel

T don"t recomment a spimming around into the wind and give her the gun type take off
procedure for the Luscombe. You might just keep going right on around - and around,.
What with marginal Shinn brakes on my 8A, I always rolled forward just enough to be
sure the tail wheel had straightened out before I fed in the power, After doing so,
I used either a tail high or three point take off, The Luscombe rolls a little way
bafore the tail wants to come up and when it does, you must be delicate on the
rudder again. The 8A feels as if it is on ™ippy toes®™ in the tail high position.
The rudder is so powerful that over-control is easy. I read in an old magazine that
most insurance e¢laims on Luscombss wers for take-off accidents and I can see why.

In a crosswind, just throw an aileron into it and rock it up on one wheel = that
stiff gear makes for great one wheel take offs (and landings)! Three point take
offs were my favorites, Open the throttle, hold the stick in neutral until you feel
it coming Malive", then start applying back pressure - and off it will come. Funny,
the Luscombe always seems to "jump™ into the air no matter how you take off, I like
that. Once you're off nothing in the 65 class climbs with the Luscombe. That little
thin wing begins to show off then. Fully loaded, about 600 to 700 f.p.m. can be ex=
pacted - more on a cold day and a stiff breeze. Lightly loaded, cold day, strong
headwind will often produce initial readings of over 1000 f.p.ms Naturally, the
little 65 h,p. engine hasn®t the guts to maintain these figures at altitude. The
Luscombe will fly high but it takes time to get there.

Trimmed up for straight and level, the Luscombe really comos into its own., The nose
comas down, down - and still down! The first time I rode in a Luscombe, it felt
like a helicopter! This is the most noticeable thing about the ride for first-
timers in Luscombes I have taken up. Then there®s the speed. As Ifve said, the
Luscombo is dofinitoly the fastest of the two place 65 h.p. ships. I have outrun
them all, The T-Craft comes closest - but not close enough. We have had two of the
finest T-Crafts I have seen here in Ashoboro - ono with pants and both with metal
props and recontly majored engines. I outran them both at normal cruise = 26 inches
and 2150-2200 r.pems Yos, 26 inchos of manifold pressure. My Luscombe had a Beech-
Roby prop and, thus, had a manifeold pressure gage., My Continental manual recom-
mended 26,07 in, as cruise power. At this sdtting I indicated 106-108 in the summer
and 110 in cold weather, However, I checked the groundspeed over a 10 mile course
several times and at 2000 feet, 26 in. - 2200 r.p.m, my two-way average was only
about 97 m.p.he Most of the air speed indicators on the littls planes are optimis-
tie at the top ends Also, side-by-side with assorted Cessnas, they would be indi
eating 97-100 when I was indicating 106 or so. So, you figure it. Incidentally,
the Boech-Roby prop has a manual control = a2 little crank on the dash - to adjust
r.pem. It is great for take off and climb, but does not add much - if any - to top
speed, in my opinion. Also, it is troublesome to keep cranking all the time - every
attitude change requires a prop change - really cramps your style on a fly-by at
Fly-Ins. But the prop was trouble-free on my ship.

Air handling? The Luscombe has powerful control effect. All three - rudder, aileron.
and elevator - are more than adequate and are quite sensitive at cruise. But the
Luscombe must be flowm at all times. Unlike the stable Champ, the Luscombe will
fall off into 2 spiral if flovm hands off in 2ll but abselutsly smooth air. But,
corrections are so easy as a rosult of the powerful controls that you never notice
or think of the Luscombe as boing "unstable®™, In fact, it is much like a sports
gar - you feel it is an extension of yourself - wonderfully responsive, Only one
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complaint = I consider the Luscombe to be the most difficult ship in which to do a
co-ordinated steep turn that I've flown., The rudder and ailsron don®t seem to be
matched up just right - aerodynamically. TYou can co-~ordinate the turn, of course,
but it takes conseious effort. I have had frionds who are experienced "modorn

plano® pilots almost loose the ship in steep turns. You have to keep ahsad of it.

Aorobatics?? Hore, of course, is where the Luscombe gains its "afir". All sorts

of wild claims have been made for the plane. "Fully aercbatic™, "indestructibloe',
etc. are often heard. Just how strong is the Luscombe really? Well, it has nover
logally been placed in any special Maerobatie eategory®™, It is (as were most pro-
war ships) certificated for the same maneuvers as such later day "spocial® ships as
the Citabria, The only figures I have ever seen are something like 6.5 g's positive
with somewhere arournd 9 g's to actual destruction. This is more than the pilot can
take - and much more than most "modern™ planes., What will it do? -- Well, I'm no
authority on this., Gene Padgett, Marion, N, C. is the expert on Luscombe aerobatics.
He does everything the ship is capable of doing = and well, Gene bought Duane Cole's
book "Turn Around A Point" and does everything in the book - English bunts, snap on
the top of 2 loop, etce About the only limitation is in vertical maneuvers - that,
of course, dues to lack of power. Contact Gene for advice on Luscombe asrobatics.

The Luscombe stall is something else that doesn®t live up to its reputation. Unless
you stand it on its tail nothing out of the ordinary occurs. Personally, I think a
T-Craft stall is more violent., The 8A breaks cleanly at about 48 indicated and
falls through with no wing dropping. True there is little warning in the way of
stick shaking, etc. = it just ducks its nose down when its through., Recovery is
easy with a minimum of altitude loss. All the stories about the thin wing stalling
violently and pitching you over in a spin everytime is pure myth. The ship even
slow flys easily but not like the larger winged 65's. Mine never felt good below

60 mepehe In general, the in flight feel of the Luscombe 8A is distinetly different
from any other 65 ship. It feels heoavier - like a larger ship. The controls are
stiffer at cruise reflecting the extra speed. "Like a real airplane™ is the phrase
often heard deseribing the 8A,

Ah, but you can pull 'em off three point, roll them,spin them - whatover - but the
moment of truth comes when you are hanging there a foot or so off tho rurmvay wone
dering Just where it is - the rumway, that is. Landing is the thing in a tail
dragger. This is what has made the Luscombe a legend. "There are two kinds of Lus-
combe pilots - those who have ground-looped and those who willl" "Luscombe - a
ground loop waiting to happen!™ - you've heard them all., TI°i1 add my bit to the W
folklore by stating that I have never personally examined the logs of a Luscombe

which has nover had the gear washed out at least once., I know one must exist some-
where, but T haven't seen it. Mino was ouf several timos in its career. But get a
grip on your easy chair, I say it is all the most infamous pack of lies ovor con-
cocted about the 1little shipl I am here to state that the Luscombe has the best
larding characteristics of all tho 65%s! I'11 probably receive 10,000 irate tele-
grams and be boiled in old crankcase oil, but I'1l stick to my guns in this case.

A Cub is like trying to larnd a ping-pong ball, a Chief and a Champ are easy enough
to get down - just hold 'em off until thoy squat - tail first, A T-Craft? - if you
aro 3 mspeshe above stall speed - woll, it would just rather fly - and fly. Ever
tried wheol-landing an Aeronca? Friends, the Luscombe is the sweetest landing little
bird I've over .flown, TYou ean wheel land it with no forward trim, no power = any.
way - tail high, tail low - it will stay where you hold it, My experienco with a
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Cub 4s that if the stick 4is not back against the stop when you touch dovm - then,
B-0-I-N-G| B=O-I-N-G! Not so, the BA. Throo pointors - slick as a whistle = you
don®t evon havo to have tho stick completoly back. So, wherc did all these hairy
storios originato? Well, I have my ovn pet theory about them. First let me say
this. I havo nevor in 220 or so hours of Luscombo timo ever even come close to.

urd looping. Neverl I attribute this to two things: first, I had about 350 hrs,

almost all tailwhool) boefore I flew a Luscombe, and socond, if the wind was 90°
eross and blowing much above 10 or 12 m.p.h. = I wont home and read airplano magae
zincs, I don't care how good you are, these little taildraggers will bite you if
you go fooling around with strong crosswinds. Look at it this way, who were most of
tho Luscombo pilots in tho 40%s? Many of thom worc pilots who worc stepping up from
Cubs to somothing faster. Now all of us know that check outs on cow pasture airports
aron't always tho most comprohensive = you get it up, around the fiold, and dowm
without broaking anything - and it%s all yours! Then you proceed to fly tho now
ship tho same way you did tho last ono you flow until you loarn botter - or bord it
up some, How, I consider the Cub the world's greatest trainer - but you dont fly
a Luscombe like a Cub. Many did, and there is where I believe the Luscombe got its
reputation as a ground-looper. First the approach speed for an 8A would be fright-
fully fast for a Cub pilot, Below 60 - even 65 - on approach does result in a rate
of sink the likes of which cannot be experienced in any other 65 ship. HMuch like a
Tri-Pacer., And then if the Luscombe is held off too long, it will drop out without
warning - when it quits, it is all through. I had this happen to me only once = for-
tunately only about a foot or so off. It drops so swiftly that it is difficult to
catch with power, Many gears have been wiped out in this mamner. Tt is best, I
feel, to keep the speed up to about 70-75 on final and no lower than €5 over the
fence. This leaves you with enough speed for a good flareout and almost eliminates
dropping it out since it will not float or balloon up like the lighter wingloading
ships will, Incidentally, the wing loading on a Luscombe 8A is 9 pourds per sq. ft.
--compare this to about 5 to & pounds for most of the other 65%s. So far I have only
said the Luscoribe landed easily - I haven®t commented on roll out, Here is where

the Cub pilot also got into trouble. In a tandem ship such as a Cub or Champ the
rudder pedals are far apart and pedal trawel is smmewhat long for the rudder res-
ponse you get. This results in the "sawing® technique used by many pilots. They
dance 2 jig on the rudders and sort of "walk™ the ship down to landing. In the Lus-
combe with its little rudder pedals only a courle of inches apart and very sensitive,
excessive "sawing®™ - that is, overcontrolling - will definitely get you in trouble on
roll out. There is a point - it only lasts for a second or two - when you are in
transition from directional control by rudder to that of brakes and steerable tail-
wheel that will have the ship wanting to lurch to one side or another. I suppose it
is just whon you are loosing the rudder. I always had my heels on the brakes from
the beginning and nover noticed just when I started using them instead of rudder.

It just comes naturally in a short time. Of course, this is true of any tail draggor
--I believe it is just a common casec of over-control on the rudder pedals in tho caso
of the Luscombe that has been the ground loop culprit.

So that's it. The Luscombe 8A is a pretty little airplane, with enough speed to
make limited cross country enjoyable, aerobatie, if you want thrills, a "big air-
plane feel®, and just "tricky® enough to really be interosting. If you want ono,
expoct to pay anywhere betwoen $1500 and $2000 and about the only thing to wateh out
for out of the ordinary is a rowv of holes drilled over the front and roar spar carry-
through on the top of tho cabin., This is for corrosion inspection of these spars
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and must be checked at each annual, Could be expensive if they are bad. If you buy
one, Jjust be sure tho preossure-type gas cap is always turned forward before flying.
Fill it yourself and you"ll be sure. Otherwise = have a ball flying the "King of
tha 65%", I did, until I went out and traded mine for a Bellanca., Oh, for the
days of $1.30 gas billsil

JUPTNER IV - You like old airplanes, do you? You get a thrill finding detailed in-
formation on such extremely rare ships as the Kari-Keen Coupe, the Lincoln “All Pur-
pose™, or the Curtiss-Wright Kingbird? And you get a warm glow from renewing ace
quaintances and perhaps finding a new nmugget or two of info on old favorites such as
the Model 90 Monocoupe, the Waco RNF, the Aeronca C-3, the Curtiss-Wright "Junior®,
and the Pitcairn Mailwing? OH? you collect photos of old airplanes also? Well, how
would you like to hawve an instant collection of over 300 great shots of rare old
ships - many nevor published before? Some from the collections of experts such as
our ovn converted-Yankee, Roger Besecker. Sounds great, eh? Well, all this pleasure
can be had in one neat 315 page package. It's called U. S. Civil Aireraft, Vol. &
and it’s written by Joseph Juptner - yop, the same fellow who enjoyed our Gastonia
Fly-In so much, For you old Juptner fans - I think this is his best one yet, but
that eould be because some of my favorite planes are featured (ATC #301-400). To
those of you who still have not latched on to the "Antiquers Bible®™ - man, Christmas
is the time! Just under line this section of the newsletter and casually leave it
around so your wife can see it - you know, perhaps taped to her dressing mirrori It
costs just $8.50 - mailed to: Aero-Data-Fax, Box 67, Spring Hill, Tonn. 3717%.
Sari;usly. Vol 4 is tremendous. No antiquer should be without it - and Vols. 1, 8,
and 3ii

FINIS - Efter reading the stencils on the Luscombe, I realize that it is much too
long and filled with personal feelings - hopo you all weren®t too bored with it.
Actually, it was a "gotting it off the chest™ sort of thing for me = it relieved
somowhat the foelings of guilt I have for trading the Luscombe. Almost like selling
a member of the family! But we do like tho "new™ Bollanca. A4 1946 14-13 - you will
seo it arourd,

Speaking of new things, Swanson Poer came down to Asheboro a couplo of Surdays ago
in his Travel Air 16K - sporting now wheel pants! Thoy roally look goodl Makes
that bird as cute as a Jjunobug! Svmnson is still looking for a Staggerwing but now
plans to keep tha Travel Air = I'm gladl I°% nover part with it.

Well, this is all for 1967. It's boon groat and boing optimistic, I foresco even
botter things for our Chaptor in '68, A Morry Christmas and Happy Now Year to you
all from Golda and I,

Jack Cox, Socrotary

1308 Kaystona Rd.

Asheboro, N, C, 27203

ANTIQUE ATRWAYS is the newsletter of the N.C., S.C., and Va., Antique Airplane
Foundation, Inc., 2 non-profit, educational organization chartered in the state of
N.C. Membership is open to 2ll who love old airplanes, Membership duss are $5.00
per year, payable to: Frank Hartman, Treas,, Rt. #1, Box 302, Charlottesville, Va,
22901, This money goes only for newsletter publication and for trophies awarded at
our two anmual fly-ins,



