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Your President’s message
We finally held our first Young Eagle event since the pandemic started early
last year. This was a small, private, event for the Trail Life Troop from Knoxville. We flew 17 kids out of Monroe County Airport. Even though it was a
small event, I felt it was a success, since it was our new Y/E coordinators,
Roger Cosh and Stephen Wickizer’s first event. What helped make this event
a success was partly due to the kids being very engaged and interested in
learning. Alex Shore taught the ground school in such a way to help these
troops earn their aviation merit badges. Their Troop leader, Lee Salzman,
presented them with their aviation merit badges after everyone flew. This
was also the first time we had a
static aircraft display as part of
the ground school training. We
used EAA headquarters Y/E
software for registering kids as
well as our volunteers for the
first time. This new software is
great, and I encourage all of
you to log into Young Eagles
(Continued on page 2)
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Volunteers (eaa.org) and enter all your information. So when the next event comes up, you will get an invite email from EAA, and you will make your selection to volunteer or not at that time. This keeps our coordinators planning workload much lower. You will need to complete the youth protection program that is
good for 3 years or so if you have not already done so. We have a Y/E event for the Tuskegee Youth program scheduled for August 28th and we finally have approval for ROTC high school students to fly with us
sometime next fall.
We still need some more volunteers for the Ford Trimotor tour June 3rd through the 6th. Contact Theresa
or George Mueller with any questions and or to volunteer. E-mail Theresa at springer3mom@gmail.com
or George jetdude56@gmail.com or
call George at 901-832-3917.
We are still waiting for word from MKAA
concerning when we can return to the
510 Center for our regular first Monday
of the month gatherings. I am hoping
for August 2nd at least.
Please take the time to bring your
memberships up to date by logging in-

to our website at www.eaa17.org. If you
have any issues logging in, please send
an e-mail to Matt Everette at meeverette@gmail.com so he can reset your
password if necessary.
We held our first face to face Board
meeting earlier this month. Roger Cosh
brought us up to speed on our Y/E
event and the new software we are now
using. George & Theresa Mueller discussed the Ford Trimotor hosting on
June 3rd to 6th. We discussed the problem
of name tag purchasing and delivery. We
have several members that have paid for
their name tags, and not received them
yet. So, Ken Strong is ordering them ASAP
and will get them delivered. The cost of
them is higher than what we have been
selling them for so we will make a price
change on them later. Hope to see you all
face to face soon.

George Douglas
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LONG on Safety
Summer and a Thunderstorm Reminder:
Thunderstorms are one of nature’s most powerful forces and a weather hazard that are dangerous
for all pilots.

Avoiding Thunderstorms:
•

•
•
•
•
•

•

•
•

Pre-flight weather planning is one of the best ways to avoid thunderstorms
Never land or takeoff in the face of an approaching thunderstorm.
Never attempt to fly under a thunderstorm.
Do not trust the outside visual appearance as an indicator for turbulence.
If turbulence should increase to hazardous levels, decrease airspeed to maneuvering
speed
Don’t assume air traffic control will automatically provide deviations around thunderstorms. Ask ATC for radar navigation guidance or to approve deviations around thunderstorms.
Do not rely on inflight weather radar imagery for negotiating a path through a thunderstorm area. Inflight weather such as Nexrad weather images provides valuable information to pilots but is not real time.
Listen to ATC frequencies for Pilot Weather Reports (PIREP), and monitor aircraft
requesting deviations or diversions.
Divert and wait out the thunderstorms on the ground if you are unable to navigate
safely around them.

A good rule of thumb regarding thunderstorm-avoidance: avoid a cell, “identified as severe or giving an extreme radar echo” by at least 20 nautical miles.
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First Glider Lesson for Bob and Gwen Mitchell
April 30, 2021—Amazing from a SEL
pilot perspective!
Mountain Flying on the thermals, when
engine was turned off, the 60 foot wing
span found uplift drafts of 600 feet/
minute.
In the end, each flight glided for almost
an hour with out engine help, then glided 24 miles back to the Knoxville Island
Airport for landing... (Never thought we
would ever do a glider but it was an
amazing lesson for each). ..
Windward side allows the plane to be
100’ off the side of the mountain with
only vertical not lateral forces, due to
updrafts. Reading the structure and
density of the cloud layers allows identification of the thermals or you can watch
where the birds are soaring/ not flapping to give insight on the next thermal that will carry you higher. We gained 3000’ with no engine on the initial mountain approach.
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The Great Western Adventure 2021
A few of your fellow members are heading west to test out their skills of landing, takeoff, and camping in the Idaho
back country grass airstrips. At press time, Marvin McGraw and son Tyler, are leading this adventure with myself,
Jerry Depew, Tom Roush, Jimmy Hunt, and Marvin’s longtime friend, Peter Coen from Virginia, following in close
pursuit. We were thinking about an Alaskan adventure and even a Great Lakes coastal trip around Michigan but
decided to try this one first. As you will read Marvin’s manifesto below, he has recommended short field takeoff
and landing practice plus reduced power takeoffs to duplicate high altitude and high DA that we will deal with out
west. Last week we all flew to McGraw’s backyard (5TN4) to practice. We all learned a few things and are now
more confident making this trip. Linwood Stevenson’s Mountain Flying presentation a few months ago, also will
help. So, we will have an RV14, RV9A, two Bonanzas, and a Socata Rallye making this trip. Please read Marvin’s
article below to see how much effort is going into this trip to make it a safe and enjoyable one.

George Douglas

Hello,
This is a preliminary planning document, and invitation, for the June 2021 western flying adventure. The expected start date
is Monday June 7, 2021 and I expect the trip to take no less than 10 days and no more than 19 days. The proposed arrival
destinations are included below; however, before we get into the trip details we need to set expectations for the times, distances and quality of the airports. This is not a normal improved airstrip journey. It will entail that we each, and our aircraft,
be capable of two (plus) weeks of long days at high elevations.
Points to consider:
•

A 5 inch main wheel with low wheel pants will be significantly challenged by the runways and the wheel pants will get
damaged. Should you remove the wheel pants it is safe to assume you will get rock damage on your flaps. Peter and I
experienced that in the past. He and I intend to leave our wheel pants attached and deal with maintenance upon return.
This trip is the entire reason I modified my landing gear during the build. Vans uses a “Whitman tapered rod” landing
gear. That is nothing more than a round piece of spring steel. I installed fiberglass and oak dampers inside the leg faring
to absorb some of the “spring” and added 6 inch wheels to absorb some of the runway roughness. Even with these modifications Peter’s Rallye and all you Bonanza boys are far better equipped for this trip.
(Continued on page 7)
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•

The next very import topic is speed control. If you are uncomfortable landing at my place or George’s you will not enjoy
this trip. Every airport after Custer County (KCUT) will require precise speed control and spot landing consistency. Most
airstrips will be one way in with no ability for a go around. Please consider your comfort level before committing, I really
want to keep ALL my friends.
• We will all be affected by WATG (Weight, Altitude, Temperature, and Gravity Loading). Weight we need to control by
carrying as little baggage as possible and reduced fuel. Density Altitude can only be controlled by flying early in the morning, basically be on the ground near noon. G-loading requires that we not box ourselves into an area too small for our
turn radius. We will always fly with one wing near terrain so that we can turn and descend into the valley. G-loading is
why we learned accelerated stalls as new pilots. Many of these airstrips will be in tight valleys and there can be a temptation to bank and pull leading to an accelerated stall.
• High density altitude takeoffs can be anemic. Consider practicing reduced power takeoffs at 50 to 60% power and measure the distance. If you have a reliable EGT gauge look at it on your next takeoff, that will be the target to which you lean
before takeoff in Idaho and Montana. If you cannot use EGT, leaning to maximum RPM before brake release is the next
solution.
Should you find this trip concerning, there is a solution. Joins us for the first day or two! Lunch at Lambert’s and dinner/cocktails at the Beaumont Hotel would be a wonderful journey itself, the more the merrier! We could consider the Lambert’s at KSIK instead of MU70 to make the first flight a bit shorter. Possibly even continue to KCUT then spend a few days at
Glacier National Park. Sandy and I did that with family last year, it is an amazing park!

Now about that trip! It will be over 4,000 NM and nearly 30 hours of flying.

Day (1)

Depart from East Tennessee the morning of Monday June 7th. Two flights.
Leg

Distance (NM)

Time (HH:MM)

100

125

150

175

KMNV-MU70

443

4:26

3:33

2:57

2:32

MU70-07S

167

1:40

1:20

1:07

0:57

610

6:06

4:53

4:04

3:29

Leg (1) Lunch at Lambert’s Café in Ozark, Missouri. www.throwedrolls.com Contact: (417) 581-7655
Address: 1800 W. State Hwy J, Ozark, MO 65721
Cost: $8.99 – $24.99
(Continued on page 8)
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Leg (2) Overnight at the Beaumont Hotel in
Beaumont, Kansas. The runway is on the
edge of town; however, aircraft have right of
way on Main street. We can taxi up to and
park in the hotel parking lot.
www.beaumonthotelks.com
Contact: (620) 843-2422 RWY 18/36
2400x80’ TURF ELEV: 1617’
Address: 11651 SE Main St, Beaumont, KS
67012
Cost: $79 - $159

Day (2) Mount Rushmore and the Devils Tower.
Leg

07S-KCUT

Distance (NM)

Time (HH:MM)

100

125

150

175

487

4:52

3:54

3:15

2:47

487

4:52

3:54

3:15

2:47

We could do a flyby of Mt. Rushmore and the Devils Tower or we could rent a car and visit one or both depending on how
much time we choose to spend in South Dakota.
Hotels are range from $75 - $100. The FBO has rental cars or we could do Uber/Lyft.
Custer County Airport (605) 673-3874 RWY 8/26 5500x60’ ELEV: 5620’

Day (3) The Lodges on Seeley Lake, Seeley Lake Montana www.thelodgesonseeleylake.com
(Continued on page 9)
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(Continued from page 8)

This location is a bit pricey and there may be an issue with the required deposit. If it does not work out we can continue on to
Leg

KCUT-23S

Distance (NM)

Time (HH:MM)

100

125

150

175

462

4:37

3:42

3:05

2:39

462

4:37

3:42

3:05

2:39

Ryan field. I like this spot because it has all the amenities and a van for driving into town for dinner.

(Continued on page 10)
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Contact: (406) 677-2376 RWY 16/34 4575x75’ TURF ELEV: 4256’
Address: 2156 Boyscout Rd, Seeley Lake, MT 59868
Cost: $160 - $250; However, they do have lake duplexes that sleep six for about $250
Day (4) Ryan Field, 2MT1 – Glacier National Park and Whitefish Montana. www.theraf.org
This will be the beginning of the “back country” flying from this point forward each of us will need to evaluate our comfort level
with unimproved airstrips, density altitude, aircraft capability, and speed control. Also, and importantly from this point forward
much of the flying will be in wilderness areas accessible by only aircraft or pack mule. Many of the areas forbid motorized vehicles
excepting aircraft. Therefore, should we have mechanical failure or landing damage, retrieving the aircraft may be prohibitively
expensive. It may require removing the wings and bring it out by mule train. The plan is to fly from Seeley Lake along the
“Montana Wall or Chinese Wall of Montana”. The Montana wall is a natural formation along a ridge line. Once we set up a base
camp at Ryan Field (2MT1) we could send one aircraft to Whitefish (58S) for food to cook. This airport will require a “Release of
Liability” to be found on the RAF website. If you’re not a member of the RAF please consider a small one time donation.
Leg

23S-2MT1

Distance (NM)

Time (HH:MM)

100

125

150

175

462

4:37

3:42

3:05

2:39

462

4:37

3:42

3:05

2:39

Contact: (406) 570-5398 RWY 15/33 2500x65’ TURF ELEV: 3660’
Address: Cost: consider a donation to the RAF, if not a member

(Continued on page 11)
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Day (5) Onward to Idaho. A stop in Bird Nr 2 and Cavanaugh Bay for camping on Priest Lake. This should have a waterside
restaurant within walking distance. www.birdaviationmuseum.com

Leg

Distance (NM)

Time (HH:MM)

100

125

150

175

2MT1-66S

114

1:08

0:54

0:46

0:39

66S-ID19

25

0:15

0:12

0:10

0:09

139

1:08

1:06

0:56

0:48

Contact: (208) 334-8775 RWY 15/33 3100x120’ TURF ELEV: 2484’
Address:
Cost: Camping plus restaurant or we could possibly cook at the airport, also entrance fee for the Bird Aviation Museum.

Day (6) Moose Creek and West Fork then overnight in Big Creek Lodge www.bigcreeklodgeidaho.com
Leg

Distance (NM)

Time (HH:MM)

100

125

150

175

66S-1U1

160

1:36

1:17

1:04

0:54

1U1-4U7

34

0:20

0:16

0:14

0:12

4U7-U60

64

0:38

0:31

0:26

0:22

258

2:35

2:04

1:43

1:29

1U1 RWY 1/19 4100x250’ TURF ELEV: 2454’
4U7 RWY 2/20 2600x65’ TURF/GRAVEL ELEV:4249’
U60 RWY 1/19 3550x110 TURF ELEV: 5743’
Big Creek Contact: (208) 949-1828
Cost: ?
Day (7) JOHNSON CREEK!!!! This is the pinnacle of the trip. The crown jewel of back country Idaho. We can set up a base
camp and do morning fly outs from here. They have all the facilities for camping to include showers. We can go into the small
town of White Pine for a meal. Hike to the “Ice Hole” or up the mountain to a very disappointing warm spring fed bathtub. The
locals enjoy telling you it is worth the climb, Peter and I fell for it! You are on your own! If needed we can skip 1U1 and 4U7
the previous day and add those to fly outs from Johnson Creek. There can be a breakfast flyout to Sulphur Creek, the food is
awful the coffee burnt, and the runway is mostly rock, exciting!

(Continued on page 12)
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Leg

Distance (NM)

Time (HH:MM)

100

125

U60-3U2

150

175

15

Okay, I’m a bit tired of planning so everything from this point on will be in a separate email in a week or two. This is the halfway point our return trip will be multiple days and follow approximately the following route.

3U2 ID74 2U7 U87 1U9 U86 KPUC KGJT KRIL KGWS KEGE KLXV KAEJ KANK 1V6 KPUB 3M0 KMN

FOR SALE:
Hanson Bucker 131E
Jungmann
Ladyhawk was built in 1986. The 180
horsepower engine has only 425 hrs.
of time. A&P mechanic Lee Andrews
signed off on the rebuild done from
2007 to 2014. Sonny was asking
$85,000.00. I realize someone will
need to take the wings off and
transport it to a landing strip that has
more than 1,100 feet (which is what
Carahills' landing strip has). Therefore,
I am willing to make allowances for the
move. I have attached picture of the
plane.
Contact: jetdude56@gmail.com

This year, Chapter 17
celebrates our 65th
anniversary as an EAA
Chapter.
Since we can’t party in
person right now,
we’re revising the cake
we had five years ago.
Ummm-tasty!
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CALENDAR OF EVENTS

This Month’s Calendar is sponsored by Coronavirus.
“Just when you think it’s okay to leave THE HOUSE. . . “
COVID-19 has disrupted all of our lives. All plans are on hold until further notice. Hopefully, this will be over soon, but not too
soon as to render the current sacrifices ineffective.

Video education abounds, so visit https://www.eaa.org/Videos

June 3-6

EAA Ford Trimotor returns to Knoxville Downtown Island Airport
@DKX 6/1/2021, resting up for a busy weekend!

Morristown Chapter 1494 Updates:
June 5 -

First Saturday Breakfast

June 10 – 13 – EAA’s Ford Tri-Motor @ Morristown Regional Airport
June 26 – 3rd Annual Splash-in on Douglas Lake – 10am – 1pm
We will be back in the same cove as the first 2 years.
Cove is located at: Latitude: 36.023384, Longitude: -83.391938

882 Lakeshore Drive Dandridge, TN 37725

ADVERTISEMENT
Dan Valle, Chapter 17 Member offers Aircraft Certs & ADS-B
For VFR $85, with Mode S VFR $100...Less than 30 minutes
For IFR $275, Mode S $300...About 2 hours
He has an additional service for our members to help with the paperwork and or install the uAvionix Sky and Tail
Beacons for ADS-B out, as he is a dealer for them and can offer a slight discount to our members.
If enough folks sign up for service, he will come to you, Or, if owners don't mind the short flight to TN44, he can
handle here. Contact Dan Valle Cell 313-539-9818 FAA CRS VDJR395X
A portion of the proceeds from members certification testing is returned to Chapter 17
Knoxville Tennessee
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Aviation Pioneer: Charles A. Lorber (Part the Last)
These articles are written by (Chapter 17 Treasurer) John Haynes, who is the grandson of Charley Haynes. Charley Haynes
was Charles Lorber's best friend and later became his brother-in-law. Several years ago, John began to research and record
the lives of both "Charleys" for a book that he is writing. His contribution today is invaluable. Their story is derived from books
of the period, magazine and newspaper articles, the University of Pennsylvania museum, and personal remembrances. The
adventure chronicles the rapid growth of aviation with the backdrop of world tensions and war.

W

hen Lorber transferred from the Pacific to the Atlantic Division, Pan American was hopeful of beginning direct passenger service from the United States to Europe. As early as 1936, they had the aircraft to do it – the Martin 130. Two years later they
had an even better plane – the giant Boeing B-314. However, they were continuing to have difficulty obtaining landing rights in England.
Imperial Airways had not yet developed aircraft capable of making the Atlantic hop and, being a government-owned airline, would not provide reciprocal rights to Pan American until they were able to fly similar routes themselves. That time would not come until 1939. In the
meantime, Lorber was assigned to the New York- Bermuda run, which was made twice weekly by both Pan American and Imperial Airways.
This route provided valuable experience to Pan American in cold Atlantic conditions and soon led to the installation of the first inflatable
rubber wing de-icing
boots on any commercial aircraft.
Weather in the Atlantic
was frequently treacherous. Pan American's
network of weather stations around the Western Hemisphere would
normally enable them to
delay or cancel flights which would be flying
into unsafe weather
conditions. But the North Atlantic during winter months was not an
area where storms could be easily predicted.
And so, it was in January
of 1939 that one of Imperial 's new ShortSunderland flying boats,
the "Cavalier," found itself in trouble on the
way from New York to
Bermuda. In a moderate-strength storm, the
Short lost all engines in
quick succession to carburetor ice and was
forced to ditch several
hundred miles north of Bermuda. It was able
to radio an SOS and its
position before it went down. Word was
quickly relayed to any
rescue operation which might be able to assist, including Pan American's base in Bermuda. Charley Lorber had
just arrived there himself, inbound from New York on his "Bermuda
Clipper." Lorber got the
call about the Cavalier from Imperial's base
manager. The plane was
carrying 13 passengers and crew. Without
hesitation, Lorber
phoned his own crew scattered around the
island, told them to report to the harbor immediately and instructed
the mechanics to top off
the fuel tanks and to start the engines for
their warm-up. All was
ready to go, and the big Sikorsky S-42 lifted
off on its rescue mission
within 35 minutes of the initial alert – a new
time record for Pan
American. Aloft, they flew for two and a half
hours directly toward the ditching location, into the heart of the storm. However, it became apparent that since daylight was fading and the
winds too strong to attempt low flight, they had better retire for the day.
During the night, surface vessels steamed to the downed plane's location, found 10 of the survivors and brought them aboard. They told of
how the Cavalier had broken apart on impact and sunk within 15 minutes. All got out of the plane and hung on to floatation devices and
each other, waiting for rescuers. Three unlucky ones had drifted away and were not found.
The following day, Lorber's normally scheduled return flight from Bermuda to New York went out as planned but flew directly to the spot of
the Cavalier's sinking. Lorber flew over the site three times, hoping to spot the still-missing three passengers, but to no avail. Despite the
loss, Lorber's actions had solidly proven the viability of fast-response air search missions. It had also added to the esteem in which Lorber
was held in the aviation community.
On May 20, 1939, the 12th anniversary of Lindbergh's Atlantic crossing Pan American's dream of a cross Atlantic commercial flight was
finally realized. The maiden flight, carrying mail only, had been scheduled to test the viability of the new air route. I would fly from New York
to Southampton, by way of the Azores, Lisbon and Marseilles. Pan American again wanted the top pilots to make the trip and so selected
Captains La Porte and Lorber, both rated ''Masters of Flying Boats." The round trip was flown without any mishaps. Since this flight carried
mail only, there were many sacks of mostly first day covers, which needed to be cancelled and stamped with a special cachet at each stop.
This the crew helped do by supplementing the local Post Offices' meager staffs at every stop. The flight was not all work, though; the crew
stayed at the most lavish hotels at every stop. And there were many new friends and admirers met along the way. In arriving at their England
(Continued on page 15)
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destination and returning by the same general route, they had traveled 80 hours in the
air and had been gone seven days.
Lorber carried on the Atlantic crossings,
with passengers, on both the Southern
route via the Azores, and the Northern route
via Botwood, Newfoundland and Foynes,
Ireland. However, after war broke out with
Germany's invasion of Poland, Pan American was prevented from flying into England
or France because of the Neutrality Act.
Lorber's clipper flights then terminated
when they got as far as Lisbon or Foynes.
Later that year, England began its long,
lonely struggle to survive the war with the
Axis. And because it was distrustful of Axis
collaboration with American interests, it
adopted a policy of censoring any mail
which happened to transit any of its territories. Although not announced, this included
U.S. mail carried by clipper ship on its way to Europe.
On a morning in January 1941, Lorber flew his clipper into Bermuda from New York for a layover on its way to Lisbon. As he tied up to the
dock at Dartell 's Island and the passengers departed, a staff of British censors came aboard. Their spokesman said, ''Capt. Lorber, we are
going to remove your mail." ''Why?'' asked Lorber. ''Orders from the home government for censorship." Lorber protested, ''You can't do that.
This is a United States vessel." ''Yes, we can, you are in Bermuda waters." Lorber stood his ground. ''The only person I will allow on this aircraft," he said, ''is the port doctor, according to custom. I'll do everything in my power to prevent removal of that mail." He ordered the censorship staff ashore. As they disembarked, the leader blew a whistle and a launch filed with British marines put out from shore. Each was
carrying a rifle with fixed bayonet. When they reached the ship and boarded, Lorber, relenting, said "The situation is now obviously out of my
hands." All 1,800 pounds of mail were removed. Lorber demanded a receipt for the mail and, later ashore, filed a formal protest with the
local British Consul against the seizure.
The incident was kept secret by Pan American and both governments for almost a month until eyewitnesses provided the press with details.
When news of the incident finally made its way to the halls of Congress, it immediately caused an international flap. "Time" magazine featured the incident in its World Affairs section with quotes from the participants, which fueled the controversy. Lorber became a hero of sorts
in a political battle with an unlikely antagonist England. But the issue quickly died down as the two sides came to the conclusion that their
common interests needed to supersede their smaller disagreements.
In the Spring of 1940, LaGuardia Airport was just opening. The first flight out of the new facility was flown by Charley Lorber. He attended the
dedication ceremonies in which Mayor LaGuardia, Juan Trippe, a Congressional delegation and representatives from Great Britain, Ireland,
Canada, Italy, Norway and the Netherlands all participated. A message from President Roosevelt was read. Then, Lorber strode down the
(Continued on page 16)

ADVERTISEMENT
Soar with Stevenson
Chapter 17’s Linwood Stevenson, an internationally recognized soaring record holder is
offering Glider introduction flights for members at Chilhowee Gliderport. If interested,
email contact@eaa17.org for details.
A portion of the proceeds from members flights is
returned to Chapter 17
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long causeway to the waiting B-314, made preparations and got underway for the Atlantic crossing to Lisbon.
When, at last, war came to the United States, Lorber knew that the cross-Atlantic clipper service would be interrupted. By this time, he had
made well over 60 Atlantic crossings. He was now ready to tackle whatever new effort necessary to support the war effort. The Pan American pilots were obviously most useful in the long-distance ferrying of the larger aircraft to strategic locations. And the first need at this time
was getting bombers to Africa the British needed support in their desperate attempt to hold Africa from its imminent conquest by Rommel's
army.
Lorber joined the effort and flew several ferry missions of aircraft from the United States, down the Caribbean Islands to South America, on
to Natal, Brazil, to the tiny island of Asuncion in the mid-Atlantic, and finally on to Accra on the coast of Africa. The flight to Asuncion was
particularly dangerous. The lead plane was equipped with sufficient navigational gear to find Asuncion. However, the rest of the planes in
the squadron were not so equipped and had to keep the leader in sight to find their way. Lorber always flew the lead plane and many times
he would land in Asuncion with fewer planes than what started the flight. Invariably, some of the following planes would lose visual contact
and be lost trying to find the tiny speck of an island on their own.
As the war progressed, Lorber took on many other ferrying and transport assignments. He flew to all parts of the world–wherever skilled
pilots with good navigational skills were needed. While he was flying C-47s from San Francisco to Pearl Harbor, he took aboard an old colleague, Charles Lindbergh, for a flight to Hawaii. Lindbergh was on his way to the front in Southeast Asia, in the capacity of aircraft design
advisor to Ford Motor Co. They shared good memories of their times together when they were exploring new Pan American routes over the
Caribbean and through the Mayan ruins of the Yucatan jungles.
In the final year of the war, Lorber was asked to test newly built seaplanes – Catalina Flying Boats – for Consolidated Vultee Aircraft Co.
outside their New Orleans factory. His job was to take the new planes and put them through strenuous flight tests and heavy landings, to
make sure they were both air and seaworthy. The tests were performed on Lake Pontchartrain, a huge, shallow lake just north of the city. It
was on one of these landings that Lorber's plane hit a submerged log, ripping open a huge gash in the aluminum hull. The plane quickly
sank before Lorber or the copilot could escape through the hatch below. The rest of the flight crew, riding in the back of the plane, were able
to get out. But they could not save their captain. The man who had survived so many flights in rickety planes, so many harrowing tropical
adventures and so many risky wartime missions was finally laid low by the unfortunate drift of a sunken log.
His wife buried him in a Coral Gables cemetery not far from his good buddy Charley Haynes. His family grieved. His friends missed him dearly. His wife carefully put away the awards, medals and news clippings. Wartime life went on. Time passed. And slowly, the memories of Charley Lorber's unique life and adventures faded.
Author’s Note: I am grateful to my cousins for their contribution of stories, photos and articles about Charley Lorber: Al Ingle, Charley Lorber
Jr., Anne Lorber Ingle, Ruth Lorber Shepard and Dorothy Lorber Smith. And to my wife, Linda, for her patience and support.

Epilogue
By the most incredible of circumstances, I learned the whereabouts of probably the only person still alive who flew with Lorber, as his copilot, both in the Caribbean and in the Pacific. What strains credulity is that Mr. Harry Canaday, 89, and his wife Luciele, have ·lived for several years less than three miles from my home! I met them last fall and they shared many stories of these early times. Reading Mr. Canaday's logbooks was one of the greatest experiences of my life. The pages were filled with historic, momentous flights, alive with the names
of giants – Musick, LaPorte, Sullivan and Lorber. I had two questions to ask him concerning my grandfather. One, my mother had always
said that he was famous for his smooth landings. Was this true? Mr. Canaday replied that he does not remember his landings being
smoother than others, but then again, he was a Master pilot, and he was expected have superior landings. The second question was of a
more serious nature. Mother says that he said flying the Pacific was very strenuous, that he would arrive back in San Francisco exhausted
telling of near disasters on most every trip. Was it as dangerous as he related? Mr. Canaday replied that no, he would not have flown the
aircraft he had felt that it was dangerous. He said, however, that due to the aircraft routes that they flew, "things happened," His voice
trailed off, and that as all that he would say. After saying goodbye, I had time to ponder the meeting. And I came to the realization that Canaday, Lorber and all of the others were pioneers of the Golden Age of flying, who had pushed the limits of technology and human endurance so that we could enjoy the safe, comfortable skies of today. And when "things happened, '' many of them made the ultimate sacrifice.
I wish that I could have met him.
--Al Ingle
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EAA Chapter 17’s mission is the promotion of education in
aeronautics, flying safety, navigation, amateur or homebuilt aircraft, antique aircraft restoration and construction,
and related aero-sciences. To foster aviation, education,
and progress in light aircraft development and other closely
related phases of aviation. And to maintain a non-profit cooperative association to obtain instruction and education in
aviation.

Your EAA Membership
Chapter 17 maintains our membership records. This is important for two reasons. First, and most important, we use
the info to correspond with our members. Second, we are required to provide EAA Headquarters with a current chapter roster each year. To help update our records, we are asking everyone to please provide the following: Name, Address, Phone Number, Email Address, and EAA member number.
Finally, we can’t emphasize enough the importance of full EAA membership. This is especially critical in the current
climate of proposed GA user fee increases and other threats to your freedom to fly! For $40 a year for a single EAA
membership or $50 a year for family membership, you can add your clout to the battle, as well as get a great magazine in Sport Aviation each month and lots of other member benefits. If you are not a current member of the international EAA organization, please join or renew your membership. Go to http://www.eaa.org/memberbenefits.html, or
call 800-843-3612.
In the words of Vintage Aircraft Association President, Geoff Robison, “”Let’s all pull in the same direction for the
good of aviation. Remember, we are better together. Join us and have it all”

CHAPTER 17 MEETINGS ARE NOW ON THE FIRST MONDAY OF
THE MONTH, UNLESS OTHERWISE POSTED!
EAA Chapter 17
Membership Renewal
Name:_______________________________ EAA Member #______________
Address:_________________________________________________________
Email:___________________________ Phone:_________________________
Project or current aircraft or interest:____________________________________
Type of Registration: Regular: ($20) Family: ($20), list names:____________________________________________
Student (Free for EAA Student members):
Address, email, and phone info is used to update CH 17 records, is voluntary, and is not shared outside of CH 17. EAA
Member # is required for our annual EAA Chapter renewal.
Please print, fill out, and bring to the next meeting, or mail to CH 17 Treasurer, at the below address. Please include a
check for $20.00 made to EAA Chapter 17.
Online registration (eaa17.org/membership/) available using a credit card or Pay Pal
Thanks for your continued support!
Renew online or by mail to:
Chapter 17
C/O PS Engineering
9800 Martel Road
Lenoir City TN 37772
Total amount of check $_____
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