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SHIRLEY WILLIAMS AERODROME (44TE) CTAF 122.9 

KINGSLAND, TX  N30-41.01 W98-25.02. 

RUNWAY 16/34 2600ò, ELEVATION 880 

ON THE COLORADO ARM OF LAKE LBJ 

 

 

President  Dick Gauldin  512-755-1927  gauldin@mail.pgrb.com 

The September  meeting for EAA Chapter 889 will be held on Saturday, 

September 11
th

.   beginning with fajitas for a change/social hour at Noon 

with the chapter meeting at 1:00 PM.  
 

Weôll have internet stuff for the program. 

__________________________________________________________________________ 

 

 

Old Soggy #1   The first airplane built in Texas.  Built by Slats Rogers.  Here is a link with 

more information about the famous and infamous Slats.  http://uh.edu/engines/epi2245.htm 

mailto:gauldin@mail.pgrb.com
http://uh.edu/engines/epi2245.htm
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Late in life Slats wrote a book about his life called ñOld Soggy #1ò.  One of the best 

aviation books I have ever read. 

According to Rodgers, he called his first plane "Old Soggy" because one wing hung a little lower 

than the other.  Legend has it that Slats Rodgers, the Texas Barnstormer, was a civilian flying 

instructor in World War 1.  Rather a daredevil in his flying, once he took up the challenge of 

flying between two downtown skyscrapers in Dallas, barely clearing the wings.  On another 

occasion, he was forced down where there were only scrub oaks below.  Choosing two oaks just 

the right distance apart, Slats guided his dead plane down between them, shearing off both 

wings, but slowing the plane sufficiently to save his life.  He walked away from 29 plane 

crashes.        Itôs all in the book!! 

 

 

 

 

 

 

 

 

 

 

 

 

Sonex unveils 'Onex' 
By Mary Jones 
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Sonex Aircraft LLC introduced its newest design, 
the Onex, to its builders on Sunday afternoon 
during the company's annual open house and 
homecoming fly-in. The all-metal, single-seat 
aircraft is designed to meet light-sport aircraft 
regulations when powered by the AeroVee 
engine, making it sport-pilot eligible. 

The airplane features Corsair-style folding 
wings; with the wings folded, the aircraft meets 
standard trailer widths while fitting beneath a 
standard-height garage door opening, or five 
Onex aircraft could be stored in a single T-
hangar. 

The Onex has an aluminum spring gear and is 
available as either a taildragger or tri-gear. Hard 
points are built into the airframe to accommodate either gear choice. The airplane carries 14 gallons of 
fuel, offering a range of 400 to 500 miles at an anticipated fuel burn of 3.5 gph. 

The Onex cockpit is 25 inches wide, and AirVenture attendees will be able to try the cockpit on for size 
at the Sonex booth in the North Aircraft Display area, where the aircraft's unique wing-fold mechanism 
will be demonstrated as well. Like the rest of the Sonex line, the Onex is fully aerobatic, allowing 
owners to fly in Sportsman class aerobatic competitions. 

Sonex General Manager Jeremy Monnett said the company expects to begin flight testing immediately 
after AirVenture and won't accept orders until initial flight testing is completed. Monnett estimates 
airframe kit cost to be in the $10,000 range. "With another $7,000 for an engine and with reasonable 
instrumentation, we're anticipating builders can complete an airplane with about $20,000 to $22,000 
invested." 

To learn more about the Onex or its AeroVee engine, visit www.SonexAircraft.com or 
www.AeroConversions.com. A short video demonstrating the wing-folding technique can be found at 
www.AirVenture.org.  

 

With its wings folded, the Onex resembles a mini Corsair, sure to 
bring out one's inner fighter pilot. Photo by Jim Koepnick 

 

http://www.avweb.com/avwebflash/exclusivevids/EAAAirVenture2010_Sonex_Onex_202949-

1.html 

   Here is another chapter of Henry Dainyôs Book.       WORTH THE READ!!!   

THANKS FOR SHARING HENRY!!                                                  

 

NO BROKEN GLASS 

 

I had just received my reinstated United States Passport which was invalidated due to my involvement in the 

former Belgium Congo when a phone call from my friend Bill in Luxembourg asking if I would like to take 

http://www.sonexaircraft.com/
http://www.aeroconversions.com/
http://www.airventure.org/
http://www.avweb.com/avwebflash/exclusivevids/EAAAirVenture2010_Sonex_Onex_202949-1.html
http://www.avweb.com/avwebflash/exclusivevids/EAAAirVenture2010_Sonex_Onex_202949-1.html
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a DC-4 cargo flight to Australia. How could I say no? My love affair with the DC-4 would not allow it besides 

I had just finished two back to back around the world trips which gave me the next four weeks free from my 

regular flying. 

 

Arriving in Luxembourg two days later the cargo flight was out lined. Fly to Florence, Italy and take on a load 

of cut glass ware valued at $1,000,000.00 and deliver it to Sydney, Australia. After unloading go to Hong Kong 

and pick up 60 seamen and bring them to Frankfort, Germany then return to Luxembourg. I was not pleased  

with the passenger part of the flight as that required cabin people and food service in addition to the passengers. 

People are a lot more problem than freight but heck at least it was only one way. 

 

The airplane was already being prepared for the flight with all the seats stowed in the belly compartments  

except for two three abreast  seats in the rear to accommodate the un-needed crew for the cargo portion of the 

flight. The flight was scheduled to leave the next day so this gave me time to greet the crew and have dinner 

together at one of my favorite restaurants out in the country. 

 

The next morning was a surprise as the sun was bright and no clouds to be seen, an unusual occurrence in 

Luxembourg where the weather is usually drab grey. The crew commented that in two years this was only the 

third time they had seen clear weather like this. I told them it was a harbinger of how nice this flight was going 

to be. They all laughed. Everyone in this crew had flown with me before and we were all congenial. 

 

Our crew bus dropped us off and we picked up our paper work and got on board and began the pre-take-off 

preparations, that is, all but the cabin staff as they would not have much to do until we reached Australia. 

As I climbed into the left seat and Hank the co-pilot took the right, the rest of the crew stayed in the rear for 

the short two hour leg to Florence. 
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The cockpit of the DC-4 is roomy and the seats comfortable with fore, aft and height adjustment that seem to 

fit my frame perfectly. All the controls are easy to reach and use. This must have been the first airplane that 

was designed with the crew in mind. Even some of the new airplanes I have flown are not as crew friendly. 

With the seats adjusted we were ready to start engines without the help of external power, another DC-4 

plus feature. The procedure for starting engines is that number three is started by the co-pilot first as that 

engine has a hydraulic pump as does number two but three is also started first as this allows the captain to 

communicate with the ground crew that engine three would be started while keeping them and anyone else 

away from engine three. After it is ascertained that number three is clear the co-pilot then engages the starter 

with a toggle switch on the overhead panel and as the engine turns counts out the number of propeller blades 

that pass by this window, 1,2,3,4,5,6,7,8,9 (this insures that there is no hydraulic block in any of the cylinders) 

and at the count of 9 he calls out Switch and Boost, this causes the captain to turn on the magneto switch while 

he the co-pilot engages the magneto boost switch and the fuel primer switch until the engine fires. The captain, 

after turning on the magneto switch watches the RPM and as it reaches 500 RPM cracks the throttle and moves 

the mixture control to full on. The engine signals it is ready and roaring to go by belching a big cloud of blue 

smoke and  clickety clacking away it sounds like it is ready to come apart but this is just Pratt and Whitneyôs 

way of saying Iôm OK. The engine is fine, it is just that it likes high RPM not idle. 

 

Having started number three, engine four is started using the same procedure, then the captain starts number 

two and he and the co-pilot reverse rolls with the captain calling our the prop blades and manning the switches 

while the co-pilot works the rest as the captain did before followed by the start of number one. When all 

engines are running and all the gauges are where they are supposed to be and the radio master is on then the 

pre-taxi check list is read and the taxi to the runway is started after contacting the boys in the glass room 

of course. At the end of the runway all four engines are run up and the magnetos, props, generators, etc are 

checked and the before takeoff check list is completed. Then with clearance to go we taxi onto the runway, 

                                                                                   2 
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push the throttles up to 50 inches of manifold pressure, release the brakes and roll, and roll, and roll until 

at last the co-pilot call out V1, then shortly, V2, a slight back pressure on the yoke and up we go, slowly, 

but up, then I call gear up and the flight is for real. Empty the DC-4 climbs at 1000 FPM at a cruise climb 

airspeed of 130 MPH. At 13000 feet we level off, close the cowl flaps, reduce power to 60 % and cruise along 

at 170 MPH. Fifty miles out from Florence we begin our decent in clear weather which gives us a nice view 

of the Italian landscape which is always a beautiful sight. The decent is made with 20 inches of MP and 2500 

RPM which yields a 500 FPM decent. Five miles out on final the gear comes down, flaps at 10 degrees and we 

slow to 110 MPH. Three miles out, I call for flaps 20 and then at two miles flaps full, props forward and slow to 

100 MPH. The DC-4 seems to know what to do make our approach a good one, over the fence, I close the 

throttles roll in some up elevator and we settle on the runway. Cowl flaps open and flaps up and turn off at 

the taxi way and to the cargo terminal of Alitalia where our load awaits. 

 

While the aircraft is loaded the crew and I have a nice lunch in the Alitalia employee dinning room which 

serves up such good food that you want to come back. The price of the lunch is paid for courtesy of Alitalia. 

One hour later we are back at the airplane with it all loaded, fueled and ready to go. I tell Hank to get into 

the left seat for the next leg. Although he says nothing I can see by the slight grin on his face that he is 

very pleased. Many captains only let the co-pilot fly from the right seat but I have always felt that some day 

you will have to fly from the left so why not now. Besides, I can fly the airplane from either seat. In the 

right seat I am the co-pilot and act as such, unless Hank does something wrong. Hank, who I have had 

on pervious flights is a good pilot and after our last flight together I recommended to the Chief Pilot that 

he be moved up to Captain and was told that he was scheduled for that change when we got back from this 

trip. He would be moved up to be a Reserve Captain. On these long flights the crew consists of a Captain, 

Reserve Captain, Co-Pilot, Navigator, Mechanic, Purser and two Stewardesses. The reserve Captain is rated 

in the aircraft and can take over should the Captain become incapacitated or while the Captain is getting 
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crew rest in the crew bunks located just aft of the cockpit. Our Reserve Captain in this flight is Sam who 

has also flown with me previously and is scheduled to be move up to Captain soon. 

 

Hank flys the next leg of our flight to Bahrain in the Persian Gulf where we refuel, take on food including 

a lot of fruit as good food at our next few stops is very poor to say the least so we depend on what we 

carry to stave off hunger. Our Purser is very good at buying what we need and presents us with great meals 

right on the airplane and we donôt have to suffer with the food from Pakistan and India which are our next 

two stops. After India we will go to Singapore and good food again. 

 

Sam takes over on our next leg with Hank in the right seat while I hit the bunk for some rest. Our next stop 

is Karachi, Pakistan where we take on fuel but no food and the crew spends 6 hours in a crew hotel to get 

some well deserved rest. 

 

It is four oôclock in the morning when we return to the airplane for the next leg to Calcutta, India. As I had the 

most rest it is my leg with Sam in the right seat. Taking off before dawn lets us escape the high heat 

of the day which at this time of year is accompanied with high humidity. By four thirty we are off the ground 

climbing up to 9000 feet where we leveled off. I engaged the autopilot by first pushing in the altitude hold 

then the heading hold and the yaw hold. The autopilot is hydraulically operated and the plungers to engage 

each function are located on the lower left side of the center console. They operate like the plunger of the 

device shown in movies that sets off a TNT charge and every time I engage one, that scene pass through my 

mind as I grasp the large handle and push down. However the autopilot does work very well in holding the 

heading as set with a heading bug and the altitude. There is no coupling so it is used just for cruise. 

   

One hour and a half later we are over the Great Indian Desert and we settle in for the flight to Calcutta using 

NDBôs  along with the navigators input to navigate through the dark night with no lights to be seen on the 
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ground but with a clear sky filled with stars, it is a peaceful scene and it is easy to relax and enjoy the ride. 

 

                                                                                       3 

 

Our melancholy state is interrupted by number two engine starting to run rough along with a decrease in RPM. 

Hank switches mags, changes the fuel to feed from another tank and all seams to get better for a few seconds 

and then number three engine starts having the same symptoms and in rapid succession number one and number 

four start the same song and dance. Hank concentrates on 3 and 4 while I work on 1 and 2 but nothing we do 

improves the situation and then number two engine quits and within thirty seconds the other three engines  

follow suit in rapid succession. We know we have fuel in all eight tanks as they were full when we did the 

preflight inspection of each tank visually and the gauges all show nearly full as we have been airborn for 

only an hour and half. Hank tries everything to get some power restored using all eight tanks to no avail. We 

know it has to be a fuel problem as everything else is okay and that is the only thing affecting  all four engines. 

 

I tell Hank to start sending out an SOS while I disengage the autopilot and get on the intercom and tell everyone 

in the back to prepare for an emergency landing as I setup a glide at 120 MPH at 700 FPM drop in altitude. 

Hank has been able to contact New Delhi radio and advise them of our status and position and estimate of 

time before we hit mother earth. Hand and I discuss the best course of action for the up coming landing and 

we agree that with the desert below we would do best to do a wheel up landing to shorten our landing distance. 

 

We have about 10 minutes to just sit and think what could be wrong and if there is any solution but it is not 

in our power to do anything but get on with the job ahead. We decide to dump as much fuel as possible to 

lessen the chance of fire and Hank pulls the dump valves and our rate of decent comes down to 500 FPM as 

3000 gallons of fuel leaves. We go through the emergency check list and turn off everything but the electric 

so we will have landing lights until I tell Hand to turn off the main power switch as soon as I see we are only 
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a few feet above the ground. I roll in nose up trim and feel the tail skid hit the ground followed by the rest 

of the airplane. Remarkably the landing is smooth which I attribute to the soft sand of the desert. The sound 

of the airplane sliding over the ground is a dull sound and only lasts for a short time as we stop in about 1000 

feet. Hank has his flashlight on and I grab mine and we exit the cockpit and go back to the cabin to check to 

see if anyone is hurt. Luck smiles on us and everyone is fine. I tell everyone to get out incase there is a fire 

from any fuel that might not have been dumped and in less than a minute from touch down we are all outside. 

Once we are sure that there will be no fire, we all get back in the airplane and sit down to wait for our rescue 

while the Purser digs out some food and soft drinks. We decide we might as well get as comfortable as we 

can because we are miles away from anywhere and no one is going to get to us until after dawn which is 

now about an hour away. 

 

By the time we all eat and reflect on our experience the first rays of the sun start to peek over the mountains 

to the east and we know that the hot heat of the day is not far behind even though it is cool now. Everyone is 

anxious to look around so we all get out and survey our surroundings. That is when we all had a shock. I 

thought the desert we landed in was relatively smooth and clear as I landed but now I could see that the sand 

was scattered with huge boulders some as big as cars and just 50 feet directly in front of the nose of the plane 

there was a boulder as big as a house. We had all escaped death and did not even know it until now. By chance 

we had missed several boulders as we slid to a stop in a depression between two rolling ridges about twenty 

feet higher than where we landed and 1000 feet to each side. After the shock of this wore off we all went and 

got our cameras to take pictures. One of the stewardessôs cut her finger picking up a piece of cowling to look 

at it and that was our only casualty. A band aid was applied and we told her she would not get compensation 

for her injury. 

 

By 10:00 it was starting to get hot and the only way to get out of the sun was to get back in the airplane but 

now it was like and oven inside. There was shade under the horizontal stabilizer but we could only get under 
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there by sitting or laying down so we decided to stay out in the sun until it got unbearable but our decision of 

where to be was soon made for us as we roamed around the airplane. 

 

On one of the ridges alongside us there appeared a convoy of Indian Army trucks with troops that started 

to alight and form a line. They were carrying weapons and long thin things that we took to be spears. 

                                                                                4 

 

With a loud speaker they ordered us to ñGET BACK IN THE AIRPLANE, GET BACK IN THE AIRPLANEò 

and because they had guns we obeyed. As we watched through the cabin windows the troops formed a line and 

started beating the ground with what we thought were spears but were really bamboo poles and started to come 

towards the airplane. Once they were at the airplane they told us we could come out. They explained that we 

had landed in a Cobra field and that was the reason for beating the ground with the bamboo sticks to chase any 

Cobras away.  

 

We were escorted to the trucks and taken to their barracks where we stayed as a team of Indian inspectors from 

the Indian Aviation Ministry  investigated the cause of our four engines failing. As it turned out we were the 

victims of sabotage by extremists in Pakistan who thought our crates of cut glass ware were crates of arms for 

the Indian Army. They had poured sand and sugar into all eight fuel tanks. 

 

The crates of glass ware were removed from the airplane and not one piece was broken. The radios were 

removed and the rest of the airplane left in the desert. The loss of the plane was covered by insurance. There 

is an old saying that when the engine or engines quit the owner of the airplane at that time is the insurance 

company so donôt try to save the airplane. Save your self. I recommend that every pilot remember this. 

 

____________________________________________________________________________________ 
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Sounds like a dumb idea anyway...... 

  

Project MX-1016
[1] aka Tip Tow 

EB-29A docked 
wingtip-to-wingtip with 
two EF-84Bs in Project 
Tip-Tow. USAF 
Museum Photo 
Archives 

  

One of the more 

interesting experiments 

undertaken to extend the 

range of the early jets in 

order to give fighter 

protection to piston-

engined bombers, was 

the provision for in-flight 

attachment/detachment of fighter to bomber via wingtip connections. One of the 

several programs during these experiments, project designation MX-1018, 
[2]

 was 

done with a B-29 mother ship and two F-84D "children", and was code named "Tip 

Tow." 

The Tip Tow aircraft consisted of a specially modified EB-29A (serial number 44-

62093) and two EF-84B (serial numbers 46-641 and 46-661). A number of flights 

were undertaken, with several successful cycles of attachment and detachment, 

using, first one, and then two F-84s. The pilots of the F-84s maintained manual 

control when attached, with roll axis maintained by elevator movement rather than 

aileron movement. Engines on the F-84s were shut down in order to save fuel 

http://en.wikipedia.org/wiki/FICON_project#cite_note-0
http://en.wikipedia.org/wiki/FICON_project#cite_note-1
http://en.wikipedia.org/wiki/B-29_Superfortress
http://en.wikipedia.org/wiki/F-84_Thunderjet
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during the "tow" by the mother ship, and in-flight engine restarts were successfully 

accomplished. 

Wing flexibility of the B-29 as well as wing-tip vortices were concerns, and the 

mechanisms for attachment required modifications. The first hookup of both F-84s 

with the B-29 occurred on the 10th flight on Sept. 15, 1950. The longest flight with 

all connected was on Oct. 20, 1950, and lasted for 2hr 40min. All of these flights 

were accomplished with manual control of the F-84 aircraft. 

Republic received an additional contract to continue the experiments by 

incorporating an automatic flight control system. Meanwhile, as the modifications 

proceeded, additional test flights were made, including night flights. The automatic 

flight control modifications were ready for testing in March 1953, and a number of 

hookups were made with only one or the other of the F-84s while attempting to 

sort continuing electrical issues. On April 24, 1953, the left-hand F-84 hooked up 

and the automatic system was activated. The F-84 immediately flopped over onto 

the wing of the B-29 and both crashed with loss of all on board. 

Lee Meyners(fighter pilot)  sent this one  

NO SURPRISE HERE... 
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Proof That FIGHTER PILOTS  Have Not Evolved All That Much.  

________________________________________________________________________  

This provided by Andy Abrams 

First there was this gun ...   
 

It was developed 
by General Electric, the "We bring good things to life" people.  It's one of the modern -
day Gatling guns. It shoots very big bullets. It shoots them very quickly.  
 
Someone said, "Let's put it in an airplane."  
 
Someone else said, "Better still, let's build an airplane around it."  
 
 
So they did. And "they" were the Fairchild -Republic airplane people.  
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And they had done such a good job with an airplane they developed back in WWII ...  

...called the P-47 Thunderbolt, they decided to call it the A10 Thunderbolt.  
 
 
They made it so it was very good at flying low and slow and shooting things with that 
fabulous gun.  
 
But since it did fly low and slow, they made it bulletproof, or almost so. A lot of bad 
guys have found you can shoot an A10 with anything from a pistol to a 23mm Soviet 
cannon and it just keeps on flying and shooting.  
 
When they got through, it looked like this ...  
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It's not sleek and sexy like an F18 or the stealthy Raptors and such, but I think it's s uch 
a great airplane because it does what it does better than any other plane in the world.   
 
It kills tanks.  
 
Not only tanks, as Sadam Hussein's boys found out to their horror, but armored 
personnel carriers, radar stations, locomotives, bunkers, fuel depots ... just about 
anything the bad guys thought was bulletproof turned out to be easy pickings for this 
beast.  
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See those engines. One of them alone will fly this puppy. The pilot sits in a very thick 
titanium alloy "bathtub."   
 
That's typical of the design. 
 
They were smart enough to make every part the same whether mounted on the left 
side or right side of the plane, like landing gear, for instance.   
 
Because the engines are mounted so high (away from ground debris) and the landing 
gear uses such low pressure tires, it can operate from a damaged airport, interstate 
highway, plowed field, or dirt road.   
 
Everything is redundant. They have two of almost everything. Sometimes they have 
three of something. Like flight controls. There's triple redundancy o f those,  and even if 
there is a total failure of the double hydraulic system, there is a set of manual flying 
controls. 
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Capt. Kim Campbell sustained this damage over Bagdad and flew for another hour 
before returning to base. But, back to that gun ...  
 
It's so hard to grasp just how powerful it is.  
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This is the closest I could find to showing you just what this cartridge is all about. What 
the guy is holding is NOT the 30mm round, but a "little" .50 Browing machinegun round 
and the 20mm cannon round which has been around for a long time.  
 
The 30mm is MUCH bigger.  
 

 
 
Down at the bottom are the .50 BMG and 20x102 Vulcan the fellow was holding. At the 
bottom right is the bad boy we're discussing.  
 
Let's get some perspective here: The .223 Rem (M16 rifle round) is fast. It shoots a 55 
or so grain bullet at about 3300 feet/sec, give or take. It's the fastest of all those 
rounds shown (except one). When you move up to the ..30 caliber rounds, the bullets 
jump up in weight to 160 -200 grains. Speeds run from about 2600 to 3000 fps or so.  
 
The .338 Lapua is the king of the sniper rifles these days and shoots a 350 grain bullet 
at 2800 fps or so. They kill bad guys at over a mile with that one.  
 
The .50 BMG is really big. Mike Beasley has one on his desk. Everyone who picks it up 
thinks it's some sort of fake, unless they know big ammo. It's really huge with a bullet 
that weighs 750 grains and goes as fast the Lapua.  
 
I don't have data on the Vulcan, but hang on to your hat.  
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The bullet for the 30x173 Avenger has an aluminum jacket around a spent uranium 
core and weighs 6560 grains (yes, over 100 times as heavy as the M16 bullet, and flies 
through the air at 3500 fps (which is faster than the M16 as well).   
 
The gun shoots at a rate of 4200 rounds per minute. Ye s, four thousand. Pilots typically 
shoot either one- or two-second burst which set loose 70 to 150 rounds. The system is 
optimized for shooting at 4,000 feet.   
 
OK, the best for last.  
 
You've got a pretty good idea of how big that cartridge is, but I'll b et you're like me and 
you don't fully appreciate how big the GA GAU-8 Avenger really is. 
 
Take a look ... 
 

 
 
Each of those seven barrels is 112" long. That's almost ten feet. The entire gun is 19 -
1/2 feet long.   
 
Think how impressive it would look set up in your living room.   
 
Oh, by the way, it doesn't eject the empty shells but runs them back into the storage 
drum. There's just so dang many flying out, they felt it might damage the aircraft.   
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Oh yeah, I forgot, they can hang those bomb and rocket thing s on óem too, just in case. 
 After all, it is an ñairplaneò! 

 
 
Like I said, this is a beautiful design.   
 
 
 
 
I'm glad it's ours!!  

_____________________________________________________________  

 

 

 

John Downing has his RV9A for sale 
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$62, 000.00 

John can be 

reached at 512-

234-1241 

 

 

 

 

Roy Immelôs Jabiru is for sale. 

 

Contact Henry 

Dainys for 

information at  

 

325-388-3717 

 

 

 

 

 

 

___________

___________________________________________________________________ 


