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From the Editor:

The National Soaring Museum hosted the first Soaring
Society of America Sailplane Homebuilders Workshop dur-
ing Labor Day weekend. There were over 200 people
registered for this historic event. At the same time the Vin-
tage Sailplane Association held their sixth Annual Regatta
with twelve vintage sailplanes wafting along the Harris Hill
ridge. The weather cooperated, the camaraderie was con-
tagious, and the names on the list of attendees most im-
pressive to the sport of soaring. The sessions were so well
received that they had a tendency to run overtime — by de-
mand.

Stan Hall was the speaker at the banquet and he brought
down the house several times, as well as challenged the at-
tendees to design a sailplane kit which could be built by an
average teenager with typical skills and finances.

The Harris Hill Soaring Corporation towed the contes-
tants in the Vintage Regatta, participated in several of the
panel discussions during the Workshop and the HHSC
Junior Organization did an outstanding job, as usual, helping
with the mechanics of the weekend and providing the meals.
For all of the HHSC efforts the National Soaring Museum is
most appreciative.

It was exciting to see the Ross-Stevens Zanonia on the
Hill for the first time in many years. The calibar of the vintage
sailplane restoration was so outstanding that the judges Ber-
nald Smith, Stan Smith, and Floyd Sweet had a difficult task.
The "“Best in Show'™ award again went to Tom Smith's Kirby
Gull.

It was a pleasure to meet and work with SSA's John Lee.
His enthusiasm for the potential of Sailplane Homebuilding is
persuasive. The National Soaring Museum invites the SSA to
return to the Hill for a future Workshop. It would certainly be
our pleasure to do whatever we can to help this interest
group to develop.

"GO FLY A KITE . . . . for a prize", the news release
stated. On September 29th the museum cosponsored with
the local Arnot Art Museum a kite contest on Harris Hill.
Youngsters through the ninth grade were given kites to con-
struct and decorate. Prizes were awarded for art work and
aeronautical skill. Qur local kite expert Mr. Arthur Jewitt
gave a flying demonstration and his collection of historic
kites were on display in the lobby and gallery areas of the Na-
tional Soaring Museum through October.

This fall we will be sending out a mailing to invite more
people to become members of the National Soaring Museum.
As members you know how important this income is to the
museum, it's programs and the ongoing efforts to maintain
the heritage of motorless flight. We thank you for your sup-
port and welcome you to visit us at YOUR museum.

Shirley Sliwa

NSM is a publication of the National Soaring Museum, Harris
Hill, RD3, Elmira, New York 14903. Anyone is invited
to contribute material and pictures with identification about
historical soaring activities, renovation of old sailplanes,
soaring pioneers, unusual uses of sailplanes, etc.
Manuscripts are subject to whatever revisions, additions or
deletions are necessary to make the material conform to the
space limitations and standards of NSM. Material that is to
be returned must be accompanied by a stamped, self ad-
dressed envelope. No compensation other than credit will
be made.
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CALENDAR

1979 RALPH S. BARNABY LECTURE

Dr. Paul B. MacCready will speak about the 1979 success
of the MacCready/Allan Gossamer Albatross English Chan-
nel Expedition at the annual Barnaby Lecture. This year the
lecture is sponsored by the Southern California Soaring As-
sociation under the auspices of the National Soaring
Museum. It will be held at the Hyatt House, Los Angeles Air-
port on November 17, 1979. For more information contact:
either the National Soaring Museum or Victor M. Saudek,
7216 Kentwood Avenue, Los Angeles, California 90045. Vic is
an Advisor to the museum and is coordinating this exciting
event.

The Board of Trustees of the National Soaring Museum
will hold their Fall meeting, 9:00 AM - 5:00 PM on November
17, 1979 prior to the evening activity.

SSA NATIONAL SOARING CONVENTION

Mark your calendars for February 27th to March 2nd,
1980. Plans are underway by the Seattle Glider Council to
host an outstanding National Soaring Convention. Keep
posted on the Developments through your latest issues of
SOARING. For more information contact: SSA National Soar-
ing Convention, P.O. Box 1117 Bothell, Washington 90811,

On The Cover:

Photo by Tony Fusare of one of the National Soaring
Museum'’s trophy cases. Center is the Edward S. Evans Tro-
phy which was the original National Championship Trophy.
Edward S. Evans was an early patron of soaring and the
founder of the National Glider Association, under whose
auspices the first two National Soaring Contests were held,
1930 and 1931, prior to the formation of the Soaring Society
of America in 1932. John Robinson retired the trophy in 1946
when he won the National Soaring Championship three suc-
cessive years.

To the rear right is the Bendix Aviation Gold Trophy,
(bronze and silver Bendix Trophies are being restored). They
were awarded annually for First, Second, and Third place
long distance flights during a National Championship. With
first place a cash prize of $500 was awarded, or if the Ameri-
can Record was broken the prize became $1,000. John
Robinson donated his three Bendix Trophies and the Edward
S. Evans Trophy to the National Soaring Museum.

To the rear left is the Warren E. Eaton Memorial Trophy
considered the highest award from the Soaring Society of
America. It is on loan for a year from Mr. Ted Sharp, North
Hollywood, California, National Soaring Museum Trustee
and SSA Director, for his outstanding service in 1978. We
told of his honor in the Winter, 1978-79 issue of NSM.

Use Your Film Library




The Birth of the LK
By Jack W. Laister
(Written approximately 10 years ago)

To tell of the development of the TG-4A, | feel that | must
first start with the Yankee Doodle from which the TG-4A was
really an outgrowth.

In 1935 while a student at the Lawrence Institute of Tech-
nology in Highland Park, Michigan, | started designing the
Yankee Doodle as my own sailplane. In 1936 when | was
about to start actual construction, President Lawrence of the
Institute stopped me one day in the lobby of the college and
suggested that it was time the school had another more
dynamic aero project going and that he thought | should
design them another sailplane. After a brief explanation of
what | was doing on my own, he suggested that the college
take financial responsibility for the project and provide me
with the shop space and some labor to build it. We agreed
and George Dalton, another sailplane type Aero student was
selected as a construction partner and the two of us finished
the Yankee Doodle (Lawrence Tech sailplane) by the time of
our graduation in June of 1938.

pictures of it. From this meeting | was asked to submit a
design proposal and a cost proposal for a 2-place sailplane
configured after the Yankee Doodle. The contract request
was for one static test article and three flight articles on a fix-
ed price basis. With this dazzling request for a contract that
would be worth at least $10,000.00 | drove back to St. Louis
thinking about plans for returning to California to start a little
company.

Previous to this | had met Howard Blossom in St. Louis
and somewhere along the line he had heard about my plans
and | presume advised Mr. Murray Whitehead and Mr. John
Kauffman of them. Murray Whitehead and John Kauffmann
at this point were struggling with a small two-place, side-by-
side airplane known as the “Whitefield". By this time | had
given up the lease on my house in St. Louis and was packing
to move out, John Kauffmann phoned me and advised of their
predicament and asked: “Why not build the gliders here in
St. Louis?, | think | could raise the money". The result was

Jack Laister and the Lawrence Tech Yankee Doodle
sailplane on Harris Hill, Eimira, New York in 1940.

Dick Randolph, a famed glider pilot of that era from
Akron, Ohio, fell in love with the Yankee Doodle and when
the Paris Aero Club invited the college to bring the ship to
Paris in 1939 at their expense aboard the Normandie for their
annual Air Show, Dick Randolph was chosen by the college
to fly it. Randy Chapman, Guy Williams, and Bill Putnam were
sent as his crew. | believe this was the first time an American
sailplane had ever been invited to be displayed and flown in
Europe.

In the early summer of 1941, England was at war with Ger-
many and it was pretty obvious that World War |l was ap-
proaching and that it would engulf the United States. General
“Hap" Arnold about that time announced that the U.S. was
going to build a glider force “"second to none.” About this
same time | wrote a letter to Wright Field suggesting that |
would like to become involved with this program and asked
for an opportunity to show some motion pictures and other
data | had on the Yankee Doodle.

| received a quick response from a then-Captain Fred
Dent of the Army Air Corps and was soon on my way from St.
Louis to Wright Field with a suitcase of motion picture equip-
ment and film. When | arrived at Wright Field it was a much,
much smaller complex than anyone can imagine today
unless they had seen it before World War Il. At the reception
desk in an old wooden-floored administration building, | was
met by Mr. Lew Stowe. He ushered me into an office where |
was introduced to Capt. Fred Dent, and there we proceeded
to discuss the Yankee Doodle and show my 8 MM colored

Patriotic paint job of the Yankee Doodle; 1941— again on
Harris Hill.

the formation of the Laister-Kauffmann Aircraft Corp. and
after many hours of struggling with a specification proposal
for what was to become known as the XTG-4, we received a
letter of intent about Sept. of 1941 to build a static test and
three flight articles of this model. The contract was for ap-
proximately $12,000.00 and three of us went to work. These
were: Buzz Bouton, aterrific young structures man and grad-
uate of the University of Michigan; Jules LaVerne, an old
experienced manufacturing aircraft mechanic who had
worked with Charles Lindbergh when they both worked for
Robertson Aircraft in the mid-twenties. We rented an old
store building on Ivory Ave. in St. Louis and went to work. |
recall that we were to deliver the static test article in 90 days.
As we entered the last 10 days before the contracted delivery
schedule, it was obvious that we were not going to finish the
static test XTG-4 in time unless something drastic occurred.
Our employment level had now risen to approximately 12
people, including Howard Blossom who had become our
Chief Inspector and Chief Pilot. (Ed., Howard Blossom is pre-
sently an Advisor on the Board of Trustees of the National
Soaring Museum.) It was a new but excellent working team.
When | announced about a week before our delivery that |
wasn't going home until the static test article was completed
and ready for delivery, everyone of the group elected to stay
with me and we worked three days and three nights around
the clock to finish it up. When one would get too sleepy to
continue, he would go over in a chair somewhere and sleep
for a half hour or so and then back on the job. When it was



finished and ready for delivery we loaded the glider on the
trailer and Murray Whitehead and | drove it to Dayton, taking
turns at the wheel as we grew tired and sleepy. By the time
we reached Dayton, we were actually spelling each other
about every five minutes. We arrived at Wright Field in the
early morning hours, around 2 a.m., with instructions to
phone Lt. Col. Dent upon our arrival. Fred Dent and Mrs. Dent
met us shortly and advised us that it was the first static test
article the Air Corps had received ahead of schedule — this
by about three days.

Buzz Bouton and | spent approximately the next 30 days
in the Static Test Lab at Wright Field watching our baby
going through their static test program. With only very minor
difficulty it went through in very rapid style. | recall that the
only structural problem we had was one of beefing up the
first root rib of each wing.

Left: General “Hap”’ Arnold and Right: Captain Fred Dent as
they appeared on Harris Hill, 1941.
(Photos: Loomis Collection)

Immediately following the success of our XTG-4 static
test program, we negotiated a fixed price with the Air Corps
at Wright Field for 75 of the production models known as the
TG-4A glider, and we became engaged in a tooling and pro-
duction program for that aircraft. At the same time we started
expanding our employment level, gathering as many of the
old glider people as we could. Howard Blossom, as | men-
tioned, was already with us, and we hired Randy Chapman as
Chief Engineer. Randy Chapman was a classmate Aero stu-
dent of mine at Lawrence Tech and | had taught him to fly as
amember of the Lawrence Tech Soaring Society. Randy was
an extremely talented and clever designer, not only from an
aerodynamic standpoint but from the standpoint of all the
gadgets and controls that go into an aircraft design. John
Novak came with us as one of our production superinten-
dents, as did Guy Williams, Bob Sparling, and later Herman
Stiglemeir.

We soon moved into the buildings of the St. Louis Arena
with a total of 150,000 sq. ft. of floor space at the '"ex-
travagant' lease rate of 35 cents per sq. ft. per year for the
duration of the war and 6 months thereafter. This seemed like
putting an anthill in the center of a race track as we won-
dered how we would use it all but before many months had
gone by our employment level had reached approximately

1800 and we were bulging at the seams there at the Arena
and in a couple of other plants subsequently leased in St.
Louis. Of course by this time we were also building the
CG-4A gliders, the 15-place cargo gliders designed by the
WACO Aircraft Co. (Ed., Laister-Kauffman Glider Company
built 1,000 CG-4A cargo gliders many of which were used
during the Normandy invasion and six of the giant CG-10A
Trojan Horse gliders. The CG-10A had a wing span of 105
feet, was 75 feet long and carried 60 troops or up to 17,000
pounds of heavy equipment. It was the long aircraft at the
time with rear ramp loading and big enough to carry a 155
millimeter howitzer, an earth mover or a 2-1/2 ton truck.) We
had large subcontractors building parts for us including the
Anheuser-Busch Co. who built steel tube fuselages, and the
Cupples Co. of St. Louis who built the XTG-4A trailers.

We built a total of 156 of the XTG-4, TG-4 gliders, and sold
them to the government for about $3200.00 each including
the trailer with a waterproof-treated tarpaulin cover. The
TG-4A was designed to the Civil Aeronautics Administration
glider requirements of that day rather than to military
specification; however the military specification did include
some minor military requirements that were injected into the
Civil Aeronautics Administration requirements. The major
change that | can recall between the XTG-4 and the TG-4A
was a three inch lengthening of the front cockpit and a single
stabilizer continuous across the top of the fuselage replacing
two individual stabilizers. Other substitutions were relatively
minor and were caused by mostly wartime shortages of some
of the aircraft materials initially included in the design. For
example, spruce plywood became hard to get and we went
almost totally to Birch plywood. Then there was the time
when the War Production Board issued orders that training
aircraft could no longer use ball bearings. So we inserted a
brass machine part dimensionally equivalent to the ball bear-
ing in the appropriate sockets, and | recall that the first of
these was made on an emergency basis by Howard Blossom
working nights in his home machine shop. It is probably
difficult for many of you, unless you were running a plant at
that time and are running a plant now, to appreciate the cali-
ber of skills and the zest with which they performed them in
those days as compared to today. Hourly wages were a frac-
tion of the current wages today, or less, and the productivity
per man was considerably greater than today.

Those of us like Howard Blossom, Randy Chapman, John
Novak, and myself were all quite young with tremendous
responsibilities. As | look back on it | have tremendous ad-
miration for the entire group. With relatively poor or little
machine tool equipment, they produced much of our product
by hand. We worked long hours. It was something | wouldn't
want to do again but | would have hated to have missed the
experience. The Laister-Kauffmann Co. was small and up to
the time we reached a few hundred people, everyone knew
me. As we grew larger that became impossible. | was still in
my twenties and | recall hearing of an incident that occurred
once when | was hurrying through the welding department.
One of the welders looked up and saw me and asked another
welder: “Who's that guy?'’ The other welder said: ‘Don’t you
know him? That's Laister.” and the questioning welder said:
"OH, he must be the old man's son!”

(Ed., Laister is a pioneer glider designer and builder
known to glider pilots across the nation and throughout the
world. He built his first glider when he was 13 years old and
an 8th grader in Wyandotte, Michigan. His most recent model
is the LP-15 Laister-Nugget.

Vintage Sailplane Association Archivist Bob Storck states
that, . . . “current information indicates there are more than
60 LK's still registered — quite an achievement for a 38 year
old wood sailplane design. As these ships continue to fly
throughout the country, they provide a fitting tribute to one of
soaring's great designers, — Mr. Jack Laister.” Thanks for
saying it so well, Bob. Many soaring enthusiasts concur.)



History of LK-10A (TG-4) No. 9—N53612: by a. wayne smitn

The Orange County Soaring Association purchased our
ship from someone in Colorado about 1964. We understand
they originally purchased it as surplus from the Air Force. It
was an uncovered air frame. The O.C.S.A. planned to refur-
bish it and fly it as a club ship. The work was being done by
club members on a volunteer time basis. Work wasn't
progressing too rapidly and they wanted a ship to fly im-
mediately. The O.C.S.A. sold the LK to two club members and
they purchased a flying Schweizer 1-26 for club use. The two
members, Ken Dunlavy and now Soaring editor, Doug La-
mont, had little spare time to work toward completing the LK.

During the 1966 Nationals at Reno, | purchased half of
Doug Lamont's interest and moved the ship into my garage
and covered back porch. My final partner Allen Krosner
purchased half of Ken Dunlavy's interest. Al and | had two or
three other partners who did very little and we bought them
out also.

We had a skeleton that needed a lot of work. It took us
four years and about 1000 hours to do the job. We put about a
pound of micro-balloons on the wings, which filled depres-
sions and flat spots. It already had the “lllinois" modification
on the wings. We capped the ribs and also strengthened and
straightened the trailing edges of the wings. We feel we
brought our L/D up to over 25 to 1. There was quite a bit of re-
building to do on the tail surfaces, which Al did.

We put a fiberglass bunny nose on the fuselage. We also
put on fiberglass wing-root farings. They were much
smoother and better formed than the original ply wood. It did
not change the characteristics of the ship's shuddering just
before a stall. We had to replace the canopy bows which had
been cut off by the ship’s first owner who had thoughts of
“flat topping” the ship. We also had to make a new rear turtle
deck, as the original was in too bad of shape to use.

The air frame was gone over to check for rust spots and a
few were checked out. They were only minor. The longeron
stand-outs were straightened and shimmed into alignment.
All this was done evenings and on an occasional Saturday
and Sunday. About 1000 man hours in time spent.

The next major project was the canopies which are in four
sections. Our Aircraft and Engine advisor (present title is:
Aircraft and Power Plant Mechanic) had built a form and set
up an oven to do some work on his own LK. We used 2’ x 3’
sheets of 1/10” plexiglass and made just a straight drape.
After these were fit and affixed to the ship and hatches, our A
& E inspected the ship and gave the OK to cover.

We used “Ceconite’ fabric, a heat shrinking dacron. We
used "Stits" glue; filler and silver. The paint we used was a
synthetic, compatable with the filler and silver.

| had some small pieces of original covering with the orig-
inal color on it so we were able to match the colors very
closely. Yellow wings, blue fuselage and the Yankee Doodle
Tail; red and white stripes with blue bar. As for the insignia it
was my understanding that it was the pilots' option to use
either the star and meatball or the star and bar. We chose the
star and meatball.

We put one insignia on each side of the fuselage and one
on top of the left wing and one on the bottom of the right
wing. We later found out it should have been on the top of
both wings and it should say U.S. Army on the underside of
the wings. When it is ever repainted it will be made this way.

On January 11, 1971 it was a dreary day at Perris, Califor-
nia airport. There was a ceiling of about 1000 feet. Even
though the weather was poor that was the day for the maiden
flight. Our A & E, Walt McFarland, made the first flight, (aero
tow) and he came back and said it flew beautifully. Next my
partner Al went up with Walt, then Ken Dunlavy and | went
up. All were sleigh rides.

As for the serial number, we are using No. 9. We don't
know what the exact number our ship originally was. We
found numbers 32 and 52 hand written on different parts of
the ship. We don't know exactly but the paper work for No. 9
was available so we are using that.

We are of the opinion that our first flight on January 11,
1971 was the first flight for the ship at any time. The reason
for this is that the tow hook release cable was nico pressed in
such a position that the cable was short and the release was
in an open position at ALL times and could NOT be closed.
When | made the proper adjustment the cable and connec-
tions looked like the original.

We are of the opinion that the ship was never test flown or
acceptance flown by the Air Force. In talking to the designer
and manufacturer, Jack W. Laister, of Laister Sailplanes, Inc.
in South El Monte, California, he stated it could have been
possible that the ship was NOT test flown.

Since that time it has made many flights; as well as Gold
Altitude, Silver Distance and Gold Distance record flights.

(Ed., Apparently the partners truly enjoyed the fruits of
their labor!)



About the President

The story of Floyd J. Sweet and his interest in flying
began in 1928 in Elmira, New York when he built his first
model airplane. The desire to fly prompted his joining a small
group in 1929 to build a Dagling Primary which he first flew in
August 1930. That was the year Dr. Wolfgang Klemperer dis-
covered that Elmira, New York was an ideal soaring site and
where the first U. S. National Scaring Championship was
held.

This activity inspired Floyd to join a more advanced group
which owned a Franklin PS-2. On October 12, 1931, at the
age of 17, he made his "C" in this glider with a flight of one
hour and twelve minutes. This was No. 45 in the United
States. In 1932 he entered the third U.S. National Soaring
Championships which began a competition career in both
National and Regional competitions which lasted until 1957.

Sweet received his elementary education in schools in
Eimira, and in 1932 matriculated to the University of
Michigan. While there, he instructed members of the
Michigan Glider Club. He also was a member of the Michigan
football and concert bands. In 1936 he received a commis-
sion as an Army 2nd Lieutenant and in 1937 was graduated
with a Bachelor of Science degree in Aeronautical Engineer-
ing.

On returning to Elmira. he was made Director of the
Elmira Aviation Ground School and again participated in
soaring activities in his Rhonbussard. In 1940 he was elected
a Director of the Soaring Society of America, Secretary of the
Board of Directors and Editor of SOARING. This pleasant
period, including marriage, lasted until March 1941 when 1st
Lt. Sweet was ordered to active military duty with the Ordi-
nance Corps, his original commission.

A transfer to Air Corps in August brought Sweet directly
into the military glider program. For a short period he was in
charge of training a cadre of commissioned officer pilots in
Elmira and later was director of training at the largest Air
Corps basic school in California. Prior to reporting to Califor-
nia. he prepared the Air Corps Basic Glider Training Manual.
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Floyd J. Sweet

In 1943, Wright Field. near Dayton, Ohio. was the next
assignment where Sweet served successively as a glider pro-
ject engineer, experimental test pilot and director military
glider and assault aircraft development. A partial list of his
projects included the CG-14A. FG-1, CG-15, CG-18, CG-20,
C-123 and performance testing of a GO-242. In 1946. Major
Sweet was presented the Edward S. Evans Bronze Military
Trophy by the Chief of Staff, USAF, for his contributions to
the development of military gliders and assault aircraft.

After graduation from the Armed Forces Staff College in
1952, Lt. Col. Sweet had an extended tour in the Pentagon.
first in aeronautical research and development assignments
and then as Secretary, Air Force Scientific Advisory Board. In
1954 he was elected President of the Soaring Society of
America and served in this capacity for three years. During
this period, he attended CIVV meetings in Paris as the Soar-
ing Society of America representative and headed the U.S.
Team in the World Championships in St. Yan, France. It was
there he attended his first OSTIV Congress in 1956.

A transfer to Headquarters USAF Europe in 1958 brought
Sweet into close contact with OSTIV. He was elected to the
Board, participated in the early meetings of the Sailplane
Development Panel and was appointed Chairman of the
Technical Committee.

Returning to the U.S. in 1961, Lt. Col. Sweet retired from
the military and joined the secretarial staff of the National
Aeronautics and Space Administration in Washington, D.C.
He was Technical Assistant to the Deputy Associate Admin-
istrator for Defense Affairs when he retired again in 1976. Ex-
tensive traveling was performed during this period to attend
OSTIV Board and OSTIV Congress meetings.

Floyd Sweet is an Associate Fellow of the American In-
stitute of Aeronautics and Astronautics, Honorary Member of
OSTIV, President of the Board of Trustees of the National
Soaring Museum, Director of the Soaring Society of America
and regularly flies with his local soaring club, both sailplanes
and towplanes.



Museum President Floyd Sweet and SSA’'s John Lee

welcoming the participants to the first SSA Homebuilders’
Workshop.

s

A few of the Harris Hill Soaring Corporation’s Junior
Organization providing an important service to the Museum.
Left to Right: Sheldon Hunt, Tim Walker, Harold Ennulat,
Susan Sliwa, and Mike Kremer. Believe this was the mid-
night shift.

(Continued on Page 8)



Fall 1979 Overview . . .

(Continued from Page 7)

The kites were exhibited in the lobby and balcony areas
overlooking the main exhibit hall.

A tetrahedral kite (on loan from the Glenn Curtiss Museum,
Hammondsport, NY) silhouetted against Museum’s Balcony
window.
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