WATERMAN

Air races have always held a
certain thrilling and exhilerating
aspect for both participant and
spectator. There is ever present
the inborn feeling of rivalry and
the desire to win in any such an
event is strong.  DBesides the
driving interest of fair competition
and hopes of seeing the favorite,
or underdog win, there is ecver
present a certain amount of danger
that whets  the appetite further.
Air races, as with most other
forms of speed contests, are more
than a spectacle of thrills, spills
and chills. There is foremost the
endeavor to advance the over-all
qualities of man and machine.
Technical and engineering ad-
vancements are tried and proven.

In 1921 several prominant
business men of Los Angeles
sponsored an International Air
Tournament, held July 16 and 17
at the Los Angeles Speedway in
Beverly Hills.  All the thrills of
mastering the air were promised.
Besides the usual aerial acts,
several special races were held,
including one for the Curtiss Cup.
This race was limited to aircraft
designed around the OX-5 engine
of 90 H.P. Any aircraft could be
utilized or modified so long as
the engine remained stock and un-
altered. While most of the entrants
looked upon this as a real chal-
lenge they also viewed it as a
one-time attempt to gain fame
based on limited conditions. Few
folt the aircraft they would con-

struct would be of any use other .

than the best possible for the one
race. This was the first such
limited or ‘‘class’ category race
held in this country. It formed the
basis for all such future races
which became more familiar during
the annual National Air Races.
The Tournament was a money
making affair with prizes and cash
awards being offered. The races
were of two fold purpose; to inter-
est and stimulate aviation in the
Southern California area and to
bring forth the best men and ma-
chines which would further en-
courage the advancement of de-
sign and construction. Sufficient
notice was given to all interested
parties so that their men and ma-
chines could be given enough
time "and thought to reasonably
approach the on-coming competi-
tion. It became evident early,

“GOSLING”
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Designer-builder, Waldo Waterman with the “*Gosling’’ Racer built for Cecil B.
DeMille as an entrant in the Curtiss Cup Race, Los Angeles Speedway, July 1921,

that special designs would be the
only types to have a sporting
chance in the Curtiss Cup Race.

Five entrants were submitted
but on the day of the race only
two showed any promise. It
appeared the other, three had
entered more or less to ‘‘make it
a race’’. The leading contenders
were the Pacific Standard C-1,
designed by Otto Timm and built
by the Pacific Airplane Supply
Company of Venice, California.
The other was the Waterman
““Gosling’’, designed by Waldo
Waterman and built by the Water-
man Aircraft Manufacturing Com-
pany. Both concerns were located
near the old Venice airfield. The
three other contenders were the
small Catron and Fisk biplane,
“Jail Bait’’, piloted by Frank
Clark and a triplane entered by
the same concern, flown by
Howard Patterson. ‘‘Jail Bait”’
later pulled it’s wings off during

violent acrobatics over Clover
Field, killing the pilot-owner
B.H. Deliay and a passenger,

Roule Short. The third entry was

the small, thin fuselaged ¢‘Polsen
Special’’flown by Earl Daugherty.
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Waldo Waterman (l.) and pilot, Eldred
Remelin, shortly before flight tests.

Kenneth Monte had a monoplane
entered, which could have been
very competitive had he finished
it in time.

The Waterman Racer was de-
signed and built for the Mercury
Aviation Supply Company under
the sponsorship of Cecil B.
DeMille. The ¢ Gosling’ was
designed for'the one race with no

"intentions of further development

or possible use. Simplicity was
predominant throughout the design
and construction. All engineering
was keyed to getting the best
speed from an airframe powered
with the OX-5 engine over a
closed course race. Construction
got under way the first of April,
1921. On June 6th it was ready
for the air. Pilot Eldred R.
Remelin made the first test flight
on June 8th.

The Racer was buile for
$2,500.00, less engine, at the

Third and Sunset plant of Water-
man Aircraft Mfg. Co. A rebuilt
0X-5 was supplied by the Mercury
Company for installation. Besides
the prime factor of designing as
fast a machine as possible around
the OX-5, other matters were of
great consideration.  Visibility
was of extreme importance, the
airplane had to be sturdy to with-
stand the great speed and sharp
turns of pylon racing and of
course the safety factor had tobe
maintained high with good han-
dling qualities and stability.
Taking into consideration the
main  purpose for which the
“Gosling”” was constructed. Ut
had all these qualities.

The fuselage was of unortho- -




dox proportions mainly to stream-
line the engine as simply as pos-
sible and to provide a large flat
keel surface making sharp turns
safer.  No shock absorbers were
cmployved  for  simplicity  and
weight saving purposes. Belween
the main landing gear struts a
single diagonal tube was used to
sarry both tension and compres-
sion stresses. The high wing de-
s1gn was chosen f{or its inherent
stability and a thin wing section
for the utmost in speed. Fusclage
bulkheads were fir ply ranging
from 5/8" ¢ ply to 7/87 9 ply
thick formers.  These had the
center area cut out for lightening
and notched for the longerons. No
cross wire bracing was employed
in the fuseclage. Covering was of
3-ply vencer.

The flash of the starters flag
on July 17 saw all five little
racers leap into the air. The
course was around only two
pylons, one mile apart, with the
course equally divided to the
right and left of the grandstands.
A race-horse start was used and
an initial “‘scattering’’ pylon,
two miles away was employed.
This system was first used and
developed at this time and has
proved popular in air races ever
since. After two turns around the
pylons it was quite clear that it
was a race between the Pacific
C-1 and the Waterman ‘‘Gosling’’.
Across the finish line sped the
C-1, winning at an average speced
of 137.4 mph. The ‘‘Gosling’’,
piloted by Remelin, came in
second averaging 136.2 mph. The
remaining three came in at inter-
mittent speeds just above the
pre-race qualifying speed of 100
mph.

Cecil B. DecMille retained the
““Gosling’’racer for several years.
It was shuttled around the Para-
mount Studio lots and later at
MGM, until 1925 when Art Goebel
obtained it.

“I was called over to MGM
regarding some picture work.
Whoever the production manager
was at the time, was a very good
friend of mine. We were walking
through the lot and this airplane
was setting there, less engine
and perhaps instruments, so in a
kidding way the fellow turned to
me and said, ‘This is just what
you need.” I told him no, as I had
no need for it. He continued at-
tempting to sell it to me, as no
doubt they wanted to get it off
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Simplicity of design and construction, the **Gosling”’,resplendent in the red and
black coloring of the DeMille owned Mercury Aircraft Supply Co.

the lot. Then he asked what I
would give for it. To get rid of
his sales talk, I said fifty dollars.
‘You have just bought an air-
plane’, he said. T still didn’t
want it but after that statement,
friendship meant more than any-
thing else, so I gave him a check
and hauled it over to Clover Field.
We installed an engine and instru-
ments and when completed the
Julian Oil Company painted it up
for good advertising. It was
labeled ““‘Lightning” after the Oil
Company’s ‘‘Lightning’’ Gasoline
product.

““Then came the evening of the
first flight, everyone gathered
around, including officials of the
0il Company. That day will never
be forgotten in my mind. I taxied
to the East boundry of the field
and headed West (young man). I
used the entire length of the field
and broke loose from the ground,
just clearing the trees and house
tops. Slowly making a left, al-

most flat turn and unable to gain
any altitude, I finally managed to
get around and in a position to
head for the power wires at the
East end of the field. T just did
clear them and the ship setiled to
a three point landing at full
throttle. That was my first and
last flight in “‘Lightning”’. It’s
a good thing I didn’t destroy a
house during that flight, as it
would have been hard to make
people in Southern California
believe that a house was de-
stroyed by “‘Lightning’’. 1 took
the engine out and sold the ship
to another studio for [ifty dollars
and they used it in some sort of
crash and fire secene, as [ recalll”’
“No doubt when the ship was
originally built, it was equipped
with a finely-tuned engine and a
smaller propeller, which would
turn up about 1600 R.P.M. and the
ship would really fly, as Waldo

was a most capable builder.
veeeeeo Art Goebel”?
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Photo taken shortly before the racer made it's last flight.

Art Goebel with

**Lightning’’, billed by sponsor Julian Oil Products . . . **Art Goebel plays

with Lightning . . . Watch Him




Wright-Martin Model V, pilot Howard Rinehart and unknown

appearance for it's day.
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“‘sbserver’ pose for camera, Special brass radiator gave *racey’’

The story of the Model V is
rather brief and closely revolves
around the development of the
Hispano-Suiza  engine in the
United States, for it became the
first American-designed and-built
aircraft to fly with this engine.

The advent of war in Europe
in 1914 brought into stark reality
the great strides taken by the
German aircraft industry. Of
prime interest was the obvious
advance in engine design, parti-
cularly the Mercedes. This engine
was superior to any then in use
by France, England or the United
States.  Enginecers with Allied
sympathies were eager to accept
the challange set forth by this
technological difference.

One such concern was the
Hispano-Suiza Company, automo-
bile manufacturers, with plants in
Barcelona, Spain  and Paris,
France. Swift action was taken
at the Barcelona plant, when
motor expert Marc Birkight was
assigned the task of designing
such an engine. Swiss by birth,
Birkight had an inborn talent for
working on fine mechanism as
well as a great deal of experience
in machine tool construction and
production methods. In September,
1914, he set to work on a power-
plant that would close the gap
existing in this field between the
Allied governments and those of
the Central Powers.

Within three months Birkight’s
drawings were complete and in
less than a year the first three
experimental models were re-
ceived by the French Air Force
for testing. By the summer of
1915 the engines had successfully
passed the 50 hour test without
losing any measurable power
rating. At the end of the year the
Paris factory started production
on the Model A 150 H.P. engine.
These powerplants proved so
advanced in engincering and work-
manship and entailed such string-
ent control of material that exten-
sive production of these reliable
engines was not a simple task.
Delays were encountered, caused
especially by the close tolerances
required and the use of cast alu-
minum parts which were rather
intricate. So much promise was
shown by these motors and so
much hope was placed on them;
however, that throughout 1915 the
French government ordered plant
after plant to engage in production
of the Hispano-Suiza’engine. At
the end of the war there were
twenty-one factories producing the
““Hisso’’, - (fourteen French, three
Italian, one British, one Spanish,
one Japanese and one American).
The Hispano engine became
standard ecquipment with such
well known aircraft as the SE-5,
SPAD and several American types,
typical of which were the Curtiss

JN-4H “Jenny’’and Thomas-Morse
MB-3’s.

The original engines were
rated at 150 H.P. Successive

designs eventually raised this to-
180 H.P. and later to 200 H.P.
Those  developments — required
little basic change andnone inter-
fored with production. By 1919
the 300 H.P. version was planned
as the predominant engine for all
Allied fighting type aircraft.

Late in 1915 two representa-
tives of the General Aeronautic
Company of America, a subsidiary
of the Wright Company, went to
France to gain experience in
European acronautical trends.
After their visit to the Hispano-
Suiza plant they expressed the
desire to build this most promis-
ing engine under contract. Upon
returning to America there arrived
shortly an order from the French
government  for 450 Model A
engines. To expedite production
a reorganization of the company
became imperative.

In September, 1916, the Wright-
Martin Aircraft Corporation was
formed to take over the General
Aecronautic Company of America
on Long Island, which handled
all the Wright Brothers patents
and rights with foreign markets.
It also assumed control of the
Wright Company of New York City
and the Simplex Automobile Com-
pany located at New Brunswick,




Noew Jersoyve  (The Wright Cows-
pany o the Glenn L. Martin
Company  of  Los  Angeles had
merged carlior - in July, 1916.
Thix affiliate was  called  the
Wright - Martin Corporation  of
California).

As with  their prodecessors

who accepted the Hispano produc-
tion contract, initial development
problems  were encountered. It
wasn’t until the carly part of 1917
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up in o tent on a field

town. There it was test {lown in
late 1916 by Edwin M. “Ned”
Post, dr., (IFAT 593).  Further

demonstration {lights were made
hofore  officials on many occa-
stons by Howard M. Rinchart

(AT 266). Tt was displayed_at

the New York City Acero show in

1916, arousing much
(The sccond Hispano-

December,
interest.
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Cross-wiring of aileron control lines is evident in this view.

Aircraft made

many successful flights, was well constructed, stable and easy- to handle.

that any semblance of quantity
would be forthcoming. In July,
1917, an order was reccived for
some 500 Model A engines from
the U.S. Government. This put
the company in a position of
having over 1000 ecngines on
order. Assembly lines grew
steadily but it was November,
1917, before full production was
under way at the Simplex sub-
sidiary.

Shortly after the initial French
order in carly 1916 and the forma-
zion of the Wright-Martin Corpora-
tion in September, the concern
undertook the design ofan aircraft
around the 150 H.P. engine. With

such an aireraft and engine
formula they hoped to interest

both the French and the U.S. Gov-
ernments in its purchase. Thus
in the fall of 1916 Chauncey M.
““Chance’ Vought was commis-
sioned to design an aircraft, es-
sentially for training and recon-
nisance, cmploying the Wright-
Martin Hispano-Suiza Engine.

The result of Vought’s endea-
vors was the Model V. The His-
pano Company had sent two
engines to the Wright-Martin Com-
pany to assist in initial pre-pro-
duction construction study. Both
engines were sent to Dayton, Ohio
where the Model V was built. The
first engine was installed and the
airplane  shipped to the New

Suiza engine received in this
country was test flown by Caleb
Bragg at Port Washington, L.L
the same year in the Iranco-
American flying boat.)

The Hispano engine was some-
times called the Simplex Model A,
which denoted the Wright-Martin
built Hispano-Suiza of 150 H.P.
from the Simplex Automobile
plant, where all American
““Hisso’s’’ originated. The 150
H.P. as well as the refined 180
H.P. were produced in lwo ver-
sions; direct drive and geared. A
geared version was employed on
the Model V.

The airceralt was a straight-
forward biplance design, stable
and well constructed.  Great at-
tention was paid to simplicity of
construction and ense of produc-
tion. Most of the fittings were of
stampoed,  cmbossed and - hea
treated Main construetion
wirs of wood with fabric covering.
Rocebling steekocnble was used for

stool.

bracing, with am~abundunce of
{urnbuckles  for alignment  and

tension of all cables—"The airerafte—

was  clear doped, giving an off
white appearance which yellowed
with age.  French tri-color bars
on the rudder and cocades on the
wings gave it a military appear-
ance. DEP. control was employed
but fitted only in the rear cockpit.
Production  was expected  but
never forthcoming, giving rise to
speculation that the company was
too involved in problems of engine
production to devote the neces-
sary energies to airframe building.

The off-center cut-out in the
center scction panel of the upper
wing was never fully explained,
other than that it provided greater
visibility during the ‘‘more
natural’’ left hand banking turn.
Another contention was that this
off-set a certain amount of torgue
set up by the propeller.

Fate of the single prototype
built is unknown but it is believed
to have later been sold for private
use where it was flown into old
age and abandoned. It is known

the Model V was also used to
ovaluate the later 180 H.P.
lispano-Suiza engine  before

finding other services.
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Appearance of stability is evident in this view.
the United States sets up front with all it's 150 H.P. ready fo soar into the blue.

First Hispano-Suiza engine in
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LUSAC-11, S.C. 42131 in Fronce, 1918.

First of two to reach Western Front.

They became the only American built fighter type to reach France before the

November 11, 1918 armistice.

The great need for an all a-
round allied fighter type aircraft
became evident early in WW L.
Complacent America and her small
aviation industry had little neced
for such an aircraft during 1914
and 1915. For the most part the
industry was satisfied with orders
placed by the French and English
to build aircraft for them. By1916
however, it became an appalling
reality that the United States was
lagging in her own aircraft design
and construction. America was,
unfortunately, not capable and
unaware of the needs of a combat
type aircraft. In spite of her bril-
liant acronautical engineers and
designers,  officialdom  looked
unfavorably upon their proposals.

In order to retain proficient
cooperation and some uniformity
of aircraft types, the Allied Com-
mand in particular, insisted upon
European standards as much as
possible. The passing of history
proved this decision to be, for the
most part, correct. Various de-
signs were undertaken in the
United States, many under direct
supervision of European advisors,
in an effort to produce superior
aircraft  which would interlock
U.S. Military needs with those
existing along the Western Kront.

America had produced a very
powerful and reliable engine, the
Liberty 12. Much hope was pin-
ned on this powerplant. Only the

automotive industry however, was
capable of producing these In
great quantities and on a hastened
production line basis. Being “‘All
American’’, the Liberty was
looked upon as the backbone of
power for most of the aircraft
produced in this country. An at-
tempt was made to design all
types of aircraft around the power-
ful though heavy engine. Many
fighter types were built around
the Liberty, most of which went
down in awkward defeat.

One aircraft was to prove a
success, the Packard-LePere
fighter. The U.S. Government ob-
tained Captaine Gene LePere for
a short term from the French Air
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Service. LePere was an extremely
versatile acronautical  cengineer.
He went to work at McCook Field
to design a fighter-reconnalssance
planle around the Liberty engine.
The result was o heavily armed
and | extremely  well constructed
machine. At first appearance it
scemed heavy and huiky but re-
sulting [Tight tests proved guite
the contrary. Within months after
it first flight it hecame well ac-
cepted, proving to be a very ma-
neuverable, staunch, well man-
nered ship. Captaine LePere went
on to design several other aircraft
for the U.S. Air Services before
returning to his native country.

The LePere was designed for
immediate use in France. LUSAC-
11 is a culmination of and com-
promise upon French and American
lotter designation: L - LePere
(Designer), U.S.A. - United States
Army, C - Combat, -11 - type 11.
The latter being similar to that
used by the Nieuport type desig-
nation. The design was so prom-
ising that in late 1917, the U.S.

‘Government placed an order for

1,025 and the Packard Motor Co.
designated to produce both engine
and airframe. Tooling was slow
and the first LUSAC-11 wasn’t
completed until April, 1618. The
first two were built at McCook
Field before production was
shifted to the Packard Company
in Detroit.

On May 15, 1918, the first
LePere LUSAC-11 made it’s

Black and White camouflage used post-war on many C-11 types. P-54 is a
McCook Field test number assignment.
ouflage of Day Airplanes’’, issued in report of 1 Jan. 1921, It appears only
LUSAC types were so painted however. Photograph Courtesy of U.S. AIR FORCE

Camouflage patiern was called “‘Cam-





































