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His great love of aviation prompted him to build a specialized

aircraft for mountain flying, which resulted in a substantial

contribution to the Aviation Industry.



DEDICATION

The CallAir Affair is intended to document some of the history involving

the development and consequent manufacture of the CallAir airplane and

is dedicated to its founder, Reuel T. Call, with a special tribute to

the many talented men and women, who in some way through those years,

contributed to this project as dedicated employees with the highest quality

standards of workmanship. Their loyalty and personal pride resulted in

a quality product which was marketed successfully and highly regarded by

the Aviation Industry.

It is my intent to record the facts as I know them and to save for posterity

the birth of an aircraft originating in a small, sleepy, mountain valley

which, through its subsequent evolution, touched countless people throughout

the world.

It is my wish that the following account will be looked upon as a worthwhile

contribution by the Wyoming Historical Society and will serve as a reminder

to this and future generations that the CallAir Industry was a successful,

positive representative for the State of Wyoming and the Star Valley Communities,

It is with great pride that I present this story based on my experiences

and years of affiliation with CallAir through its exciting and successful

years of development and to the final era of the manufacture of the aircraft

in the United States.

Carl J. Petersen, Author



CHAPTER ONE THE CALL Of THE FUTURE

In the early thirties I became extremely interested in aircraft

and wanted to learn to fly more than anything. I was building roads

for Caribou County, Idaho, and my friend William Alexander George

was an operator at the railroad depot. George bought a Curtis Wright

Junior over the telephone from Joe Meyser. Joe flew the airplane

out to Soda Springs, Idaho and we convinced him to stick around awhile

and give us some flying lessons, which he did.

At about this same time, Reuel Call was becoming involved in

airplanes. He also bought a Junior and flew it around a bit. One

of the trips he made was to Soda Springs and we got acquainted and

visited a lot about airplanes and the future of aviation. Reuel

commented that he would like to build an airplane that would fly

well at the high altitudes of around 5,000 to 6,000 feet. I gave

it some thought and told him I'd like to help him with the project.

In the fall of 1939 it became easy for me to leave the present

work with which I was involved, and my wife May had a teaching job

in Tygee, Idaho, which is very close to the town of Afton, so I made

the break, quit my job and moved to Afton, Wyoming. I was successful

in convincing Reuel that I could contribute something worthwhile

to the project.

While I was making up my mind to go to Afton and get involved

in airplane manufacturing, Reuel had built the first segment of his

airplane factory. It was a nice hanger about one hundred feet in

length and sixty feet wide. This was the first work place. In one

end of the building were also two restrooms and an engineering room.



Upon completion of this building, Reuel and his uncle, Ivan Call,

went into primary design. Uncle Ivan was a civil engineer and was

capable of designing trusses, so work was begun on the engineering

by Ivan and Reuel. They designed the side trusses and the bottom

bay trusses of the fuselage, and did a lot of pioneering and original

design work.

Reuel then hired the services of an aircraft mechanic who was

a good aircraft welder. Nobody in Afton, Wyoming knew anything about

welding chromoly steel tubing in wall thicknesses so thin, but he

hired Gaylord Swartz, who was an experienced welder and aircraft

mechanic. Reuel picked up the welding very quickly and he and Gaylord

did the welding on the prototype. Perhaps this is where Zenith Allred

came into the project. This was happening before I became involved

or went to work at the Call Aircraft Company.

By the time I had gone to work Spencer Call, Reuel's brother,

had graduated from the University of Wyoming in civil engineering

and he also signed on as Chief Project Engineer. I have been given

the credit for first using the combination of two words, "Call" and

"Air," which became the name and trademark (CallAir) for the newly

developed aircraft.

Progress must have been slow because in many cases it was a

matter of the "blind leading the blind," but I can't help but marvel

at the accomplishments that were made during this early period.

Finally, the airplane prototype was completed, fitted with an engine,

propellor, wheels and brakes, and rolled out the hanger door. Reuel



Call proudly climbed aboard and made the first flight in a CallAir

airplane. I don't know the exact date, but it was certainly an

exciting and important milepost!

The airplane performed very well and met all the expectations

of everyone involved. I suppose it was about this time that Reuel

decided to seriously pursue the obtaining of a type certificate from

the Civil Aeronautics Administration. This certificate would enable

him to manufacture and market his product. The Civil Aeronautics

Administration had certain criteria in the design and building of

aircraft. Their requirements were very rigid, and in most cases

difficult. About this time, I, Carl J. Petersen arrived and my duties

were to build jigs, to fly the airplane in an experimental manner,

and to work with Spencer as a draftsman.

It's quite easy to build a bridge. You can engineer it to have

sufficient strength to be the best product in the world, but you

don't have to be concerned about a weight limitation. Now, keep

in mind, this thing has to fly like a bird, so it is necessary to

have maximum strength with a minimum weight. Then of course there

are the aerodynamic features that must be incorporated in an airplane.

If you don't have the proper aerodynamic qualities, you don't have

anything. Like I said, it has to fly like a bird.

I would like to pay tribute to our Chief Aeronautical Engineer,

Spencer Call. He did a marvelous job of planning the project and

accomplishing the necessary steps to build a brand new airplane

within the limitations of the Civil Aeronautics Administration.

In those days we didn't have the advantage of using computers or any

of the modern equipment that is available today. Spencer used the old



"slip stick" or the slide rule to work his equations in the mathematical

process of doing the stress analysis and it was time consuming and

no doubt quite difficult. We didn't have any fancy drafting tables;

we had sturdy tables and we used a "T" square and the triangles and

good sharp pencils. Spencer and I made over 1,200 square feet of

detailed drawings in the detail design work that went into this project

as requirements for a type certificate. Then too, with the aid of

the prototype, we made such tests as the "drop test" where you raise

the airplane up with a hoist and drop it down on greased plates so

the wheels would slide and so we would get a maximum load on the

landing gear. We had to design our own shock struts, which turned

out to be a combination of hydraulic and spring. Fortunately they

made a real good landing gear. We also had to "beef up" the landing

gear and make it considerably heavier in some of the tubular members,

to withstand the additional stresses put on the gear when the airplane

was equipped with skis.

While all this was going on, Reuel got busy and came up with

an idea of a quick attachable ski. Up to this point, everybody that

put skis on an airplane had to take the wheels off and attach the

skis to the axle. Reuel designed and built a cradle that fit around

the tire. The airplane was literally dropped into the cradle and

secured by snap-over straps and attaching the bungee cords to stabilize

the ski in flight. He came up with a great improvement for people

who had to use aircraft in the winter time.

We also did static load testing of various components of the structure,

for instance, the wing truss itself was static load tested. Also,

the horizontal and vertical tail surfaces were load tested and in

many cases the loads were applied to the point of destruction. This

was further proof of the primary design and engineering that went

into the project.



The Call family was always more or less involved together in

things, helping each other, but I think Thomas was the factor in

the construction of the first building, and then he also built the

large hanger which is still being used and which was a very fine

building. It had metal bow-string trusses with a self-supporting

roof, giving one hundred percent access to all its floor space.

It is an achievement that Thomas Call accomplished that should be

mentioned.

In order to have an airplane factory, you have to have power.

There is an abundance of small machinery that takes electricity,

and heating plants are also necessary. One day Chris Call, who owned

the local hydro-electric plant, came down and walked around, and

to his great amazement he found that there were a sizeable number

of motors standing by and they all worked and no doubt there was

quite a flow of current. He approached Reuel and told him that

he'd have to make a stand-by charge for all those motors, and in

calculating the proposition, it wasn't a bit favorable for the

airplane factory.

In the near future Reuel talked to me about making a trip to

Utah with a truck and going to a little town of Eureka. He said

there was a 50 kilowatt diesel power plant out there and it was a

Caterpillar. He said, "You take the truck down and with your past

experience, evaluate it, see if it's any good, and if it is, load

it up and bring it back. Here's a check for the full amount they

want for it."



When I got there I started it up and ran it briefly and I looked

at the hour gauge. It had only fifty hours of operating time. To

make a long story short, the machine was brand new (fifty hours was

such a small number of hours) and it could hardly be considered broken

in. I brought it back and Reuel said, "You go ahead and install

it." We got the shovel and pick and dug a hole, made some cement

and built a big base for it to set on. When the cement cured we

set it in there and we hooked it up. It ran just fine and did a

good job. We had all the power we needed. The next thing that happened,

we built a little building around it from cinderblocks.

When we ran the plant in this little building we would have

to leave the door open so it could get enough air to cool the radiator.

This was a blessing in disguise. There was a lot of good heat blowing

right out into the atmosphere, unused, coming from that radiator.

A duct was built from the adjoining building over to the little power

plant building and the air was then blown through this duct, which

was about four feet square, and into the other building. Thus we

got the benefit of all the heat produced by the power plant. In

order to get additional efficiency, a duct was built under the sidewalk

from the factory building over to the power plant, and a grate was

put in the floor so the cold air could go out of the building into

the power plant, go through the radiator and out the duct and over,

where it practically heated the entire building without any additional

burning of oil or furnaces. This was really a saving for the factory.

The engine probably didn't burn more than ten or fifteen gallons

of diesel fuel in a day's operation. Reuel was in the oil business,

so again that was a natural benefit.



As our engineering progressed, extensive flight testing was

necessary to substantiate the basic design and performance desired.

One morning I rolled the airplane out as usual and took off
for my morning flight. The weather was beautiful and the valley

was green. It was a sight like only a story book could tell, but
it was real and mine to enjoy. I thought, what a lucky guy am I

to be flying a brand new model airplane and doing all this flight
test work while getting along so well. I went out about fifty miles

south around Cokeville, Wyoming. I headed back over the pass, and

as I was approaching the pass, I looked down at the tachometer and

it was reading "a sudden drop." Of course I was frightened and knew
something was going wrong. The next thing I noticed that was most
unusual was that the control on the carburetor heater had popped

out to the full "on" position, which is never to be in normal flight

At the same time I noticed a violent odor of exhaust in the cabin.

It got bad in just about a minute, so I decided I had better find
some way to get air into that cabin, or my wife's husband surely
wouldn't make it home in time for dinner.

I got my elbow over against the window and started to push.
This action opened the door, and I opened it just enough to allow

air inside to make it possible for me to breathe again. I was on

the other side of the mountain and I had to get through the pass.

With the reduced RPM, I had to conserve what power I had. I very

gently cruised along at a level flight attitude and I had enough
altitude to go through the pass if I could maintain that altitude.
Conditions were favorable, the air was smooth and I sailed over

at about three hundred feet.



From there on it was all down hill to the Afton airport. It was

quite early in the morning, there was no other aircraft traffic,

and the wind was calm, so I made a straight-in approach from the

south. Needless to say, I made it home to dinner that evening!

If you wonder what happened, the exhaust stack on the engine

has a shroud around it. The cold air comes in the front of the

airplane and passes through this shroud and picks up heat. That

heat is routed into the cabin for winter flying. Of course when

it isn't cold weather, you can't put up with that heat, so the

arrangements were made to have a flapper valve installed. When it

was in the "off" position it would block off the air and at the

same time would open a portion of the shroud to exhaust that air,

so we wouldn't have overheating in the exhaust pipes when the heater

was off. Now, we found that one of the exhaust stacks had broken

off and the exhaust from that cylinder was pumping exhaust fumes

right into the heater shroud and making a pressure that forced the

flap shut on the exhaust arrangement, so that all the gas fumes went

right back into the cabin. There was a great deal of pressure and

when I attempted to push the control in, it was very difficult to

hold and to keep the exhaust fumes out. That was a very useful

experience. We learned more about building exhaust stacks and the

ones we built thereafter had many factors taken into consideration,

such as heat expansion and internal stresses in bending the tubing,

etc., and also the welding procedures. It was a beneficial thing

to have happen in a flight test program.

It became boring just circling around in the valley, so when

I was doing my flight testing and building up time on the airplane,

waiting for various things to occur, I ventured up over the mountains

on the west of the valley in the vicinity of "Old Smokey." I had



a passenger with me by the name of Les Olson. Les was very

interested in flying, and of course he was more than pleased to

come along. I was glad to have him along, too, for company. Just

about the time we got over the ridge far enough that we couldn't

go back, our engine stopped, not just a little bit, but all the

way! That propellor looked like it was about four feet wide sticking

up there in front of us. We couldn't go back to the airport, that

was impossible, so I started looking for a place to land in the

valley just west of the mountains. This area was at the head of

Diamond Creek known as Lanes Creek. It didn't look good. There

were creeks, ditches, fences and everything you could imagine within

a range that we could reach, but we were on our way down. I had

to make a decision. I saw one place that was very small, but it

looked smooth and it also had some friendly cows in the middle of

it. As it happened, they weren't all bunched up, they were scattered

around grazing, so I said, "This is it, that's where we're going

to land, Les." As I glided down and made a good approach, in the

last two hundred feet I noticed a telephone line going right sqaure

across. I judged the distance from one telephone pole to the other

and chose to go right between them. I had to go under the wire because

I had already lost too much altitude to try and get over the line,

and that's where the smooth place was, under the telephone line.

We landed, power off, three points, passing under the telephone line

and stopping just a short distance beyond. We opened the cabin doors

got out greatly relieved, as it was a successful landing.

We wondered why that engine had suddenly stopped without any

warning. We removed the cowl (there was a screwdriver and a pair

of of pliers aboard the airplane) and we got underneath to see what

the problem was. I assumed it must be fuel starvation that caused

the engine to stop like it did, and sure enough, that's what it was.



I opened the fuel strainer and when the bottom was removed, there

was about a tablespoonful of blow sand. Blow sand is much finer

than the ordinary type of sand. The grains are much smaller and

they can even be blown around by the wind. Hence the name of blow

sand. We had been buying gasoline (80 octane) in barrels. Apparently

somewhere before the gasoline was put in the barrels the sand

infiltrated the contents, as the barrels were tight when I opened

them up. In taking the bottom off the fuel strainer, the gasket

chose to hang up, half of it on the body of the fuel strainer and

half of it on the lid, which caused it to break. So there we were...

we had plenty of gas, but we had such a leaky gasket it would be

impossible to fly safely with the gas leaking like that. We started

walking and we found a ranger station and the good ranger let us

use the phone and I called Soda Springs and talked to Osborne Call.

He said he thought he had the automotive type fuel strainer and

would send me a gasket. His wife Janiece graciously brought me the

gasket and I put it on and we went home; however, Mr. Olson (my

passenger) decided he wasn't particularly interested in flying back

in the airplane, so he caught a ride to Cokeville with somebody.

I didn't blame him. That was another experience that taught us

something valuable. We got busy and dug a hole in the ground and

put in a five hundred gallon tank and a pump. We didn't buy any

more gasoline in barrels.

There were a lot of advantages in doing a project of building

a new aircraft in the "land of milk and honey." Another thing

happened which was quite typical of the Afton Airport as it was

called. Actually, it was only a strip of land that the neighbors

would allow us to use. I came home one afternoon after a trip away

with the airplane and there was a cow in the middle of the strip.



There wasn't much room on either side of the cow, so I had the

idea that I could buzz the cow and maybe she would move off. I

came down over her and gave her a buzz job and as I was climbing

out, I looked over my shoulder and all she did was switch her

tail a little bit. She just stood there as much as to say, "Who's

got the right-of-way now?" I buzzed her again and she didn't get

the idea at all, she just stood there. The most activity she showed

at any time was a switch of the tail. She was used to airplanes,

and I should have been used to cows, but in this case I would have

given anything if she had moved a little bit.

The hay was too high on the sides of the strip to land in and

there were also two irrigation ditches out there. I squared off

and made a power approach with my nose high as I could get it,

almost in a three point position. With power on and just dragging

the airplane up, just as I went over the cow, I chopped the throttle

and it worked. I sat down right close to the cow, just beyond where

she stood. I turned the engine off and got out and thought I'd get

even with that cow. I walked up to her and kicked her in the back

end as hard as I could. That moved her some, but it also broke my

toe and I learned later that I had lost my Parker 51 fountain pen

getting even with that cow.

We had already done the normal spin tests and the requirements

were that the airplane would, when in a spin, recover itself without

any assistance from the pilot. In order to establish the proper

weight limitations for the baggage compartment and still maintain

the proper flight characteristics, we conducted the flight test with

six pounds of sand at the rear end of the fuselage, which created

a lever arm that could be calculated to give us the proper loading.



My friend Wardell Welch and I put on seat pack parachutes. In

order to wear a parachute in a CallAir, you had to take the cushion

out and sit on the chute pack. The pack just fit down in the canvas

hammock type seat and was just the right height. We proceeded to

load the airplane with the most rearward condition, in other words,

a minimum amount of gas and the unusual loading caused by the sand

bags in the tail, and we took off.

We climbed to 13,000 feet and checked our seat belts to see that

everything was in order to ride the "spinout." At that time we backed

off on the power and pulled the nose up high and manually and purposely,

as it stalled, I kicked rudder and held the stick back momentarily

until we had attained a spin. Then I let loose of all the controls,

taking my feet off the rudder pedals and turning the stick loose,

expecting it to do what would normally be "hands off" recovery. This

didn't happen. Immediately the airplane nose came up and we started

to turn. The nose didn't come up to normal flight position for level

flight, it just came up to a nose low position and started to spin

around and around. It transferred from the normal spin entry into

a flat spin. A flat spin is when the airplane acts like a sheet of

paper which has been flipped and it is turning around, spinning around

flat and going down. Now, what happened is, I lost control. There

was no way I could get any control to work. The ailerons were not

effective and the entire tail or empennage controls were all blanked

out by the wing. So there we were spinning down, and I tried power;

I tried everything I could think of, with no results. We spun from

13,000 feet down to about 2,000 feet.

I hollered at Wardell, "Let's go!" In order to get out with those

parachutes down in the hammock seat, we had to reach up, lift ourselves

out of the canvas hammock and shift to the front horizontal tube of



the seat. At the same time, we were leaning forward and trying to

get in a position to force the doors open. We were going out, one

on each side, through the doors of the cabin. When we shifted to

get out of the seats with the parachute packs, it moved the center

of gravity ahead far enough so that the airplane popped out. It

immediately quit spinning, the nose came up and we had control again.

That was a close one!

If the airplane hadn't stopped spinning, it would have been a

miracle if we could have successfully played leap frog with both

wings. We also could have been hit with the side of the fuselage

and thrown out of the arc in which the airplane was spinning. It's

not likely that I would have been here to tell this story. Our

altimeter read 1,500 feet above the ground when we regained normal,

level flight.

We had a little audience, composed of the engineering staff and

mechanics, watching this maneuver. During the flat spinning, someone

remarked, "There goes our airplane." Later, it was kind of amusing

to hear about that remark. We felt we had contributed a lot to the

safety of the airplane by doing this test, like many of the other

things we did in the flight test program, and also in the static load

testing.

During the winter we equipped the prototype with skis. We took

the wheel off the axle and slipped the ski on, attaching the bungee

cords to the airplane in such a manner that they would be held in

the proper position when flying.



With the airplane equipped in this manner, we did take-off's

and landings in about a foot of snow, and it seemed quite satisfactory

that afternoon; however, the next morning we took the airplane out

and flew it some more on the skis. The tracks which were made in

the snow the previous day had frozen, and we had a rut problem. As

we were landing and taking off in these ruts, crossing them in various

ways, we taxied up to the hanger and stopped the engine in order to

inspect the skis and determine how they were taking the abuse we were

giving them. We discovered that the main tube on the landing gear

vee had suffered torque damage and the ski no longer pointed down

the runway as it should. The solution to this problem was to re-design

the landing gear vee. The one we were using, which had suffered the

damage, was engineered and designed to take all the loads to which

it would be submitted when equipped with wheels. We increased the

wall thickness of the main tube of the landing gear vee and this corrected

the problem. I don't know of any time or any person who has had any

trouble with the landing gear on a CallAir airplane. This includes

the CallAir's that were later used in agricultural work, taking off

and landing in extremely rough strips.



It took a little over two years to do the detail work and conduct

all the tests that were required by the Civil Aeronautics Administration

(C.A.A.) to get a type certificate. The type certificate was issued

in early December...in fact, the C.A.A. representatives were there,

at the factory, and we were winding up the final flight tests for

the type certificate the day Pearl Harbor was bombed. I remember

it so very well, December 7, 1941. We had a radio playing out in

the hanger where we were working. To receive such shocking news certainly

dates the occasion.

Spencer signed the type certificate as Chief Engineer, and I signed

it as Chief Test Pilot. This event was quite an honor and made me

feel very proud! Joe Davis and Walter Haldeman were the C.A.A.

representatives. They commented and complimented us at that time

for having one of the best organized type certificate programs that

had gone through the Kansas City office. That also was very rewarding.

Now, this brings us up to Pearl Harbor. From then on, the building

of light aircraft and non-essential war efforts were greatly curtailed.

For one thing, it became impossible to buy materials. CallAir people

went out and attempted to obtain war contracts of some kind. We almost

landed some of those jobs, but the very fact that we were off the

railroad, off the airlines and located in such a peculiar situation

transportation wise, gave us very little chance to receive any such

contracts. At nearly every airport around the country, there was

a government or a military training school. We were a nation caught

short, and we had to have lots of pilots right away.

The CallAir people spent most of their time and effort repairing

"cracked up" airplanes or damaged airplanes from this massive student

training program. The end of the war meant that materials for building



aircraft or anything else you wanted to build, became available.

There were also a lot of good people home from the wars, and CallAir

got into a program of building snow cars. This came about rather

accidentally, I think, or unintentionally.

There was a man in Southeastern Idaho who had a mail contract

to an area where the roads were not kept open in the winter, so CallAir

designed and built the first air driven snow car that was for this

particular purpose, to carry the mail to Ashton, Idaho and also West

Yellowstone. This grew into quite a project. The snow cars were

used in many areas that didn't have roads which were kept open in

the winter months. People like the Wyoming Game and Fish Commission

used them, and they became very popular. I have no idea how many

of these snow cars were built, but it employed a lot of people, and

they were a lot of fun to build.

The snow car was a tri-ski with two skis on the back and one ski

out in front, with a steering mechanism and a wheel. The driver sat

up front and the passenger in a seat in a tandem manner right behind

the driver. They were enclosed, and even had some heat from the engines

much like an airplane. They used genuine airplane engines; however,

the propeller was specially built to be a "pusher" prop becauser the

engine was mounted on the back. There were two guard rails which

came up from the side of the machine to deflect people from walking

directly into the prop. I have no knowledge of anybody ever getting

seriously hurt in one of these snow cars.

During this same post-war period there was a great demand for

light aircraft, so other, larger aircraft companies saw the opportunity

to receive their share of the business. Piper, Cessna, Luscomb and

several others really went after production in a big way, Piper being



the leader probably, followed by Cessna. I don't know which one

built the most airplanes, but between the two of them they really

cranked them out. This made it more competitive and difficult to

sell the CallAir and orders for airplanes, I think, declined somewhat.

Call Aircraft Company was experiencing some extremely rough competition

at this time.
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Dear Sirs: —
Just landed my new CollAir up here tn the Wallowo

Mountains. I hove flown it over 125 hours,, mostly cow
pasture work. I cont teM you how pleased I am with it.
It's simply a honey.

Ken Arnold NC33355, Boise, Idaho

Gentlemen;— ... tu
Your airplane really performs ot this altitude. The

way it takes off and climbs is almost unbelievable. It out
performs anything we have compared it with so far.

Respectfully yours,
DUANE S. LARSON
Dakoto Flyers
Mott, North Dokoto
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Call A.3
Get acquainted with the new CallAir and you will say "This is it."
Here is the performance you have always wanted—a silken-smooth engine,

light controls, quick, eager power.
Here is the beouty you have always wanted—distinctive streamlining, in

dividual styling, also . . .
Here is that dependable goodness which means so much to flyers.
Here is the safety and simplicity you have always wanted—extra wide gear,

visibility plus, 186 square feet of wing area, 125 h p. engine, take off in 500
feet or less, climb 1,000 feet the first minute, cruise 105 m.p.h., service ceil
ing 17,500 feet.

The seat is 43 inches wide, seats three average people or two very large
people.

'•if.



Built at AFTON, WYOMING

Specifications, CallAir Model A-3
An oirplone designed specificoily for operation from small, rough fields, high altitude

fields, and for troining and general purpose use. These functions hove been stressed at
every stoge of its design. The following feotures are exemplary;

!.—Wing area approximately equal to that of the largest wing used for any light
oirplone. 2.—Most power in the light-plane field (Greatest power for an airplane so light
end with such a large wing.) 3.—Full forward vision for maneuvering on rough fields, even
when tail is down. 4.—Widest lending gear on ony light airplane. 5.—All components
sturdily constructed for hard usage. 6.—Landing gear especially suited for ski instollotion.

'SI

:V:V«

TYPE

2-3 place, side-by-side, closed, land, low-wing monoplane.
DIMENSIONS

Length overall, 23' 5 3-8." Height overall, toil down, 7' 0." Span 35' 9 5-8.'
AREAS

Wing (incl. ailerons), 181.6 sq. ft. Ailerons (each), 10.7 sq. ft. Fin 8.6 sq. ft. Rudder 8.8
sq. ft. Stabilizer (total) 15s8 sq. ft. Elevator (totol) 14.0 sq. ft.

WEIGHTS
Empty (including such equipment as cabin heater, composs, brokes, etc.), 975 lbs.;

useful load 575 lbs. Gross weight, 1550 lbs. Wing looding, 8.53 lbs. per sq, ft. Power looding,
12.40 lbs. per h.p.

POWER PLANT

125 h.p. Continental. Fuel capacity, 30 gols.



The is easy to fly, safe, and has ample power.

•.•u: . %. '-..I'l .''M. Ai V'

PERFORMANCE

Level flight high speed, 120 m.p.h,; Cruising speed ot 75 percent power at sea level, 109
m.p.h.; Stalling speed ot gross weight, power off. 45 m.p.h,; Sea level rote of climb ot gross
weight, 1,000 ft. per min.; Seo level angle of climb at gross weight, 5.56 to 1 (rotio of
horizontal to vertical distance). This is probably the steepest angle of climb in the private
and commericol oircraft field; Sea level take off run at gross weight, 425 ft.; Toke off run
at 6,000 ft, at gross weight, 720 ft.; Visible ceiling, 17,500 ft.; Maximum ronge when
cruising at 60 per cent power, 456 mi.

CONSTRUCTION

Wing: High lift airfoil section; laminated spruce spors; spruce ribs; fabric covered.
Fuselage: Steel tubing, four longerons, fabric covered. Empennage: Steel tubing, fabric covered.
Wing bracing: External struts. Landing geor; Fixed, oleo ond spring ,hock absorbers. Full swivel
steeroble toil wheel. Tread of mam gear 98 inches.
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5-2 Ski on Cessno 140
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NOW WINTER FLYING SIMPLIFIED.
FOR MOST LIGHT PLANES

"ON OR OFF IN ONE MINUTE"
C.A.A. approved.

The CallAir ski is installed simply by placing the wheel in the cradle and
engaging the clamp. The rigging is quickly hooked to a wing strut fitting
which is the only item permanently attached to the airplane.
CL 9"^ presence of the tire the airplane is exceptionally easy riding.Shocks usually transmitted to the structure by conventional type skiis are
avoided. The airplane is immediately available as a land plane.

Construction; Laminated wood runner with hardwood bottoms. Tubular
steel cradle. All metal ports of X4130 aircraft steel.

Model Gross Weight Weight Dimensions
Capacity per Pair per Ski

51 (for 8.00-4) 1800 20 lbs. 10i/2"x58"
52 (for6.00-6) 1800 20 lbs. ^OVi'xSB"

TC NUMBER



Skiis

r/h
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MODEL S-5 SKI ON STINSON VOYAGER

.. ^ •
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CLOSE-UP OF S-5 ALL METAL SKI

Available soon;
Additional mode! S-5 for Aircraft to 2500 pounds gross
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SNOWCAR

Practical travel for snow bound regions. Aircraft type construction
throughout: Empty weight is 450 pounds to 550 pounds. Power plant—Con
tinental 65 to 85 h.p. engine. Starter and generator available on 85 h.p. model.

Duralium skis, springs front and rear. Special three blade Pusher Propel
ler enobles low position of motor. Fuel capacity 20 gallon. Aircraft steel tube
construction. Tested ond proved by years of use in the rugged Star Valley,
Jackson Hole ond Green River Lakes country.

Special trailer available for carrying SnowCar. Seats two people in tan
dem. Three may be carried.



SNOWCAR
IS IDEAL FOR WINTER

CLOSE UP OF CALLAIR SNOWCAR

Dear Sir:
Hod very good service out of my SnowCor. It is the

most successful outfit I hove seen so for.
Yours truly,
PERRY OLSON
GP— Ronch
Core, Wyoming

etUdf
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AVIATORS SNOWSHOES

ij

Special light weight aviotors bear paws. A practical snowshoe to carry in
your plane. The lightest webbs we know of on today's market. Frames of
welded aircraft tubing. Large enough to carry a heavy map in the deepest
snow. For trappers, sportsmen, and flyers.

Photos by CoHAir

Repair Facilities

i

We ore equipped to repair all makes and types of aircraft.

For Further information Coll or Write:

The Call Aircraft Company
Afton, Wyoming



Inside, buiZding it all ^tafitzd. It contained tkz
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CHAPTER mo IW mw THE WEW

CallAir needed to either diversify or do something that would

further promote their business and keep the plant running. A lot

of good people depended on it now for jobs. This is about the time

that E. Herbert Andersen showed up at Afton, November of 1953. Herb

had quite a background in agricultural aircraft in California. He

is a sharp guy, and he believed that he could rearrange and design

a special agricultural aircraft. Reuel gave him the green light,

and he went to work. He took the turtle-back off the airplane, took

the passenger seat out and built a hopper tank where the passenger

would normally sit. He removed all the fairings off the side of the

airplane and cut it down so the pilot could see a full 360 degrees

around the top of the airplane by looking over the tank, and the pilot

was now sitting outside.

This airplane was tried, tested and proven to be a great step

forward. I took this airplane out, demonstrated it and took it to

conventions. We started producing the agricultural aircraft at that

time.

The agricultural model looked like an undernourished crane, square

corners and just the essentials for working. It was known as the

Model A-4 ag plane, and right from the beginning it proved to be a

safe and economical aircraft. It became very popular with the ag

operators. When we speak of ag operators, they are the people who

apply pesticides and do seeding and any kind of aerial agricultural

work. At this time, I think we were producing about one airplane

a week of this Model A-4 ag plane. I believe the A-4 was the first

new, special purpose ag airplane manufactured. All other ag aircraft

were conversions up to this time.



Production grew steadily during the next several years. In late

1957, a sales department was opened with "Yours Truly" as sales manager.

New distributors were added and Allied International Corporation of

New York was signed as exclusive exporter in September of 1958.

After my experience with the cow in the middle of the strip and

other experiences I'd had, like a neighbor's hogs getting over there

and running around a little bit; also, a bout or two with irrigation

water flooding over onto the strip, I got the idea to try and get

some help. I talked this over with Reuel, and he suggested we go

to the town council meeting and ask them if they could do something

about the airport. We needed it, and the general public was flying

in there more frequently. It seemed like the thing to do. Every

other town in the country was building some kind of strip and keeping

livestock off, and as aviation progressed, we didn't feel it was out

of line.

Upon presenting our case to the town council, they listened to

me patiently, and I'm sure they felt a lot of sympathy for our situation,

Finally one gentleman said, "I don't think we can do anything about

that strip down there or an airport. It only benefits you people

at the airplane factory, and your payroll doesn't warrant spending

any money on a landing strip." Well, that was pretty decisive, so

I thanked them and left.

I did some thinking about the situation and I went to the banker,

Carl Robinson, and asked him if he could get enough two dollar bills

to meet our payroll. He said, "How many do you need," and I said,

"Well, right now we only need about $12,000.00." He said he'd have

to send to the Federal Reserve Bank to get two dollar bills. I assured

him that we'd be glad to buy them, and I wanted to use them for our

payroll.



This came about. He got the bills and when payroll time rolled

around, everybody in the office including myself, sat down to fill

the envelopes with their pay made up of two dollar bills. I never

said a word to anybody until we handed them the envelope, and they

opened it up and said, "What's all this two dollar bill stuff?" I

said, "They'll spend, just take them around, buy your groceries, pay

your light bill or buy clothes. Do anything, whatever you want...it's

your paycheck, the same as your regular paycheck. You can count it,

I suggest you count it, and here's the slip that verifies your earnings

and your withholdings."

They went about spending this money around town, and if you think

that didn't create some interest in where these two dollar bills came

from. Everybody knew they were spent there by people who worked at

the airplane factory. I don't suppose it disturbed anybody to the

point that they got right up and wanted to do something about the

airport, but it did one thing...it let everybody in town know that

the CallAir payroll, as small as it was, found its way into a lot

of cash registers in town. Now, there's no place in a cash register

to handle two dollar bills with the other money, so I don't know how

they handled that aspect of it. They no doubt had the same problem

I had with the milk cow on the runway.

One day a man came along and saw the plant. He got all excited

and wanted to buy it. He made his pitch in such a manner that everybody

concerned thought perhaps it would be a good thing to have this

gentleman buy the airplane factory. He promised to expedite and to

make it grow. He wanted to pump a lot of money into the factory and

all kinds of favorable aspects. Reuel decided that maybe it would

be good too.



Bud Rothbard convinced the sole owner, Reuel, to make a deal

with him. He paid a small amount of money down compared to what

the thing was really worth, and started making plans. It was the

time of year when we needed to floorplan some of our airplanes for

Spring sales. When we went to the bank to make these arrangements

for the floorplanning, the Star Valley State Bank recognized that

something was questionable, so they wouldn't loan us any money. We

then began to investigate and found that Mr. Rothbard wanted to buy

the CallAir factory, not to operate it, but to salvage. He was going

to tear it all apart, sell the machinery, sell the type certificate,

sell everything that wasn't nailed down, and if it was nailed down

he intended to get it loose and liquidate it. That could have been

the bitter end right there, but Reuel gave him his money back, and

the deal was off.

Things were again back in their stable condition, and we went

ahead building and marketing the A-4 Ag airplane.

On January 1, 1959, CallAir was incorporated for one million dollars,

Type certificate, tooling and inventory were purchased from Reuel

Call and the factory buildings were leased by the Corporation. A

board of seven directors were elected, with Barlow H. Call as President

and General Manager; Carl J. Petersen as Vice President in Charge

of Sales; and Stayner W. Call, Secretary-Treasurer. Other members

of the board were Reuel Call, Boyd Jenkins, Chief Engineer, Raymond

Dean, Head of Quality Control and Test Flight; and Ted C. Frome.



On November 6, 1959 a smooth-talking Texan, who had previously

been one of our distributors, came along and proceeded to buy the

CallAir factory in about the same kind of deal as had been tried

before. He was quite convincing, so it came to pass that CallAir

was sold to Mr. John Mangum.

The first thing he did, as soon as he got in power, was call a

meeting of the board of directors and ask for their resignations.

We didn't have much choice. I was Vice President in sales, and when

he did that I immediately sold my stock to Doyle Child, left town

and got away from the factory. As far as I was concerned, personally,

I wasn't interested in it any more.

After I left, Mangum decided to build a new airplane. He hired

an engineer by the name of Zeigler. They spent a lot of money and

a lot of time changing the appearance of the airplane, but they didn't

increase the horsepower or the load carrying capacities. All they

did was fair it out and make it look different, and they called it

the Texan.

Things didn't go well, nobody was beating a path to their door

to purchase the Texan. Eventually the operation just closed up after

being very unsuccessful.
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PUSTER-SPRAYER

SPECIFICATIONS

Length 23' Height 7' Span SS'/i'

Wing Areo Sq. Ft.
Empty Weight ^000 '*>«•
Gross Weight 2150 lbs.
Payload ®50 lbs.
Wing Loading "-S lbs. /sq. ft.
Engine Lycoming 0-320 150 H. P.
Power Loading 14*3 '*>*• /^** P-
Hopper Capacity 18 Cubic Ft.

- - -•

c-a' . i - '- N' .^'ihilit^x. *a

Products of . . • • ^/te QaU Ai^uda^ Co-.
Located in Beoutiful Stor Volley

Sportsman's Paradise

. . , . Afton, Wyoming



'̂ .'"1'̂ ''''''
•'r.islgirv?'-'

Visibility
This agricultural plane has wonderful visibility. Both

aheod over the nose, ond also downward. This is of
prime importance as any "duster pilot" knows. The oir-
planes low wing configurotion olso affords unrestricted
visibility in turns, an important feature when lining up
on flagmen, etc, No pilot will ever hit onything in this
oirplone because he did not see it. With its excellent

forward visibility even in 3 point position on the ground,
operotion from narrow strips poses no problems. Flying
in a field between very high wires on three sides, is
mode eosy with o CollAir because the turns ore so much
shorter than the overage og plane. This plane con make
turn Grounds in less than 20 seconds fully loaded.

•• •

Safe Cockpit
Location of the cockpit directly over the wing and plus cockpit location mokes the A-4 Ag ship comporoble

in the second bay of the fuselage together with turnover to ony oirplone in agricultural use os for as pilot pro-
structure affords maximum protection for the pilot in tection is concerned. The CollAir comes equipped with
event of on accident. Pilots seat is located 5 feet oft of B-11 safety belt ond shoulder harness.
the firewall. Side by side pilot and hopper arrangement
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Sturdy Gear
The CollAir Ag plane has a gear tread of 8 ft. 2 in.

It is of unusually sturdy construction and features Good-
yeor single disc brakes. Toilwheel is a steerable—full
swivel 8 in. Maule pneumatic of heovy duty construc
tion. Broke cylinders are readily accessible through a
large access door located in the side of the fuselage
cowling.

Spray Equipment
Sproy equipment utilizes a Simplex wind driven pump

with Simplex hub, fon, and brake assembly. Booms are
constructed of ^ in. x .035 in. 4130 tubing and pro
vision is made for mounting up to 48 TeeJet nozzles.
Nozzles are disc orifice type with diaphragm check
vaive.

Dump Vaive
The dump volve is made by Simplex Mfg. Co., and is

of heavy aluminum alloy casting with a swing gate 7"
X 8" securely locked by two DeSta clamps. A quick pull
of the control coble releases o load of 100 gallon in
obout 3 seconds. All bolts and hinge pins are cadmium
ploted to resist corrosion.

The CallAir A-4 Ag plane is availoble in any one of
the following 4 models.

STANDARD A-4—This is the A-4 oirpione with hop
per installed but without dispersal equipment, Due to the
partiality most operators show for their own dispensing
equipment, purchase of the Standard A-4 ollows operoT-
ors to install dust and spray equipment of their own
design.

Equipment—Fiberglas hopper, Goodyear wheels and
single disc brakes, toe brakes. Instruments—airspeed,
altimeter, engine oil pressure and temperature, tacho
meter, mixture control. Grade A fabric and butyrate
dope. Shoulder horness. Engine—Lycomlng 0-320. Prop
eller—Sensenich metal.

DUSTER—Equipped as Stondord airplane with addit
ion of spreader and hopper throat and door actuating
mechanism.

SPRAYER—Equipped as Standard airplane with ad
dition of spray equipment which includes following:
Simplex pump, fan, ond broke assembly. Simplex dump
valve, booms, nozzles and check valves, etc.

COMBINATION—Equipped os Standard airplanes
and with both dust and spray dispensing equipment.



Operators Statements Concerning Our A-4 Modified
Agricultural Airplane

Mr. Frank Haley of Trocy, California writes, I
hove averaged grossing as high as $130.00 per hour with
our plane and applying up to 2900 pounds dust per en
gine hour. This is VERY good. It has brought in as high
as $15.00 for every gallon of gas burned under favorable
conditions. One morning a short while ago, I
three fields, with four loods, the first was a good 35
acre field, with wires on one end. 1 made two loads, of
500 pounds each with obout 4 minutes time (ferry) each
way which prolonged the job about 8 min. as t could
hove made it in one load with a Stearman, however, the
next field wos a 10 acre triangle, with wires on three
sides 1put 300 lbs. on this field, and did a much better
job than would be possible with a Stearman. On the
small part of the triangle it would have been near im
possible to get down in the field between two sets of very
high wires. The turns were much shorter, and I easily
made up my extra load on the first field. Next I put
750 lbs. on a 30 acre field on the edge of town, actually
in the city limits of Tracy. 1had to pull up over oil stor
age tanks, between o water tower and three srnoke
stacks. It was soquiet that there were no objections from
the residents, and the police said we can dust as close
to town as we wanted providing we use the Call. The
next day I put out 3150 lbs. with the Coll in four loads
that could hove been done in three with a Stearman,
but since I was not rushed for time, the economy or the
Call far outweighed the extra load. The first day I put on
2050 lbs in one hour 20 min. engine time, on 12 gal.
gas. The second. 3150 lbs. also in 1 hr. 20 min. engine
time, on only 11 gal. gas. Where the Coll used 25 gal.
I figured the Stearman would have used 75, so we saved

ot least $12.00 in gas and oil in two days. The saving
in engine maintenance, etc., would greatly up that
figure.

It takes approximately two minutes to load sixteen
socks, and that is plenty good. At a 40 ft. swath, 1
have seeded as high as 75 acres of alfalfa per hour ot
a 30 to 35 lb. per acre average. The farmers are well
pleased with the spreader, and the airplane. We are
completely sold on the CoMAir in the job it is intended
to do."

Mr. George Boyd of St. Joseph, Missouri says, "We
are having the best seoson we have ever hod and it will
continue for o while longer. The CailAir has helped to
moke it a good year because of the work we can do
with it. It makes our work lots easier ond gets more
done. The tach shows more than 230 hrs. now and for
the most part it has done a wonderful job. The flight
characteristics ore very good and it is easy and sofe to
handle. We are also spraying with a 125 h. p.
and 125 h. p. Comparing these airplanes
with the CailAir, they ore faster by 10 or 15 miles per
hour but they can't begin to stay with it in the turns.
I believe it will make a safe spray turn in half the dis
tance It will also get off the ground with a heavier load
in a lot less space. The takes longer to get off
the ground with 40 gallons than the CailAir with BO.
I have sprayed with 80 gallons and more in 95 to 110
degree temperatures from a Va mile strip. 1hove flown
it with 120 gallons in cool smooth air, but this is to
much lead for normal operation as it grossed out at about
2350 lbs."

ADDRESS FURTHER INQUIRIES TO

AFTON QaUAiA> WYOMING
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Cailkin., Inc. and execa-t^ue4 at a {^actoA-y meeting in A^ton
[Standing I. to A..j Pat FataA.u^o, Tip Cox, Ed ColiaAd, Ed Gafim-i, Mangutn, Bob We-64, Wo^m
CA.ame.fl, Staymfi Call [Seated I. to n.) Hugh. Hine^, Geofige Boyd, Ca^l PeteA^en, Bafiloiv Call,
Bud Ay!>pevig and Boyd Jenkins



CHAPTER THREE A WEO/ SEGJhiNING

After a period of time lapsed, it went into the hands of receivers

and they had a receivers' sale. Now, as I understand, what had

happened, Mr. Mangum had borrowed $25,000.00 from Doyle Child and

Ted Frome. When things folded and went into the hands of the receivers,

they were interested in getting their money back, so they made the

only bid at the sale and for about the same amount as they had loaned

to Mr. Mangum, they got the whole thing back again. They didn't really

know what they had. There were odds and ends here and there and the

stock room had lots of supplies in it.

In the Spring of 1962 they contacted Herb Andersen who lived in

Salt Lake City. I was also living in Salt Lake City at that time.

Herb and I went to Afton and we found that there was $56,000.00 worth

of material and stock in the stock room.

Herb and I discussed the situation and were of the opinion that this

thing could be cranked up again. We decided to approach Doyle and

Ted and we gave them a proposition that we would re-design and update

the airplane, refurbish the airplane factory, do the engineering for

a supplementary type certificate, and bring the airplane up to date,

so it could compete with other aircraft which were coming on the market.

They said they were interested and wanted to know how much money it

would take and how long the project would take. As I remember, it

was six months' time and $100,000.00 that we quoted them. They turned

on the green light, and we were off! We had a considerable amount

of work to do.

Intermountain Manufacturing Company was organized in February

of 1962 and engineering of the new model began in April of that same

year under the direction of E. Herbert Andersen, Jr., who was made



General Manager and Chief Engineer. By November 9, 1962, the A-9

project was complete and a type certificate was issued by the

Federal Aviation Agency. In the meantime, complete renovation of

the factory was accomplished, production tooling was completed, and

the new company went into production immediately.

The first A-9 rolled off the assembly line January 18, 1963.

In 1963 about forty airplanes were completed and delivered to customers

throughout the United States and Central America. IMCO marketed their

airplanes on a factory direct to customer program headed by Sales

Manager, Carl J. Petersen.

Marketing the airplane worldwide became a tremendous chore. It

was like one or two men trying to play a football game. We needed

more players on our team. Consequently, we chose some of the finest

people we knew in the industry to build a distributorship type sales

organization. We were fortunate in signing ambitious, enthusiastic,

knowledgeable people and at this time, I wish to pay tribute to our

distributors. They did a fantastic job in their performance and really

moved airplanes in their respective areas.

One time when I returned from a business trip, I noticed some

strangers walking around in the plant. I asked my secretary. Fern

Sabey, who our visitors were. She said they were the people from

Rockwell Standard, and they had in mind purchasing the plant. I

didn't think much of it at that time, but it finally came out that

as a result of their interest and their visit, we had been bought.



I learned that the Rockwell people had decided to get into the

aviation field. They were involved in nearly everything else, so

they wanted to try their hands in the airplane business. Their first

move was to go out and buy up small airplane companies, who had type

certificates and were successful in manufacturing and marketing their

airplanes, rather than go into the long, painful process of design

and development of a new product. Their plan was to purchase these

companies and put them all together.

Consequently, they bought the business known as IMCO, the

manufacturing...all of it...and my first thought was that I would

just have, along with the new owners, maybe new bosses and we would

go along the same as we had. All the people who knew how to build

the airplanes were there. The whole set-up was a workable situation.

For a time we just went about our business as usual, and the only

thing we knew was that they had bought the airplane factory for an

undisclosed amount of money and whatever happened from this point

on was out of our control.

In researching some of my files, I found that I first received

air travel cards and credit cards from the office of Rockwell in

Pittsburgh in February of 1967. I was then in contact with the people

in that office by telephone and I would travel to Pittsburgh to attend

sales meetings and receive instructions on how to proceed from this

point on. It all appeared very exciting. Along with our factory,

which was producing an ag airplane, they purchased Leland Snow's

business, where he was building an agricultural airplane also. They

then purchased the Volaire, a light traveling aircraft, the Meyers

and Aero Commander. In total, they had purchased five aircraft

companies in their entirety.



From about January to September things went along normally. We

built airplanes and sold airplanes, trying to anticipate what, if

anything, would happen in our future. Finally, the word came, in

the form of a letter. They set a target date to close the factory

down and move it and all the unsold airplanes to Albany, Georgia.

They decided to build all the airplanes, which were purchased from

the various companies, in one building. I guess the Chamber of

Commerce in Albany, Georgia did a bang-up job in creating this

move. Things started to shape up and happen.

The shutdown was set in September of 1967 (the exact date of

which I am uncertain). Everybody on that day gathered up their

tools and prepared to leave the factory for the last time. It was

like going to a funeral or something of that nature. The employees

of the factory all went out in the yard and they set up some saw horses

and plywood sheets which they made into a long table. They brought

food and refreshments and had a little get-together for the last time.

Somebody got their hands on a spray paint can and wrote some graffiti

on that table which read, "The Last Supper."

Emotions ran high and there was little joking. There were lumps

in many people's throats as they met there that afternoon. This had

been their livelihood, their pride and joy in accomplishments which

had been seen over the years. It was a hard pill for everyone to

swallow, to see this come to pass.

Up to this time we had been doing our own advertising, our own

sales promotion and getting very good results. Our sales and our

direct mail program were working. Rockwell decided that they should

have an advertising agency. I had a slight brush with advertising

agencies prior to this time and I wasn't very enthused about that.



Nevertheless, I went to Oklahoma City to meet with the advertising

agency. I gave them all the information I could about the aircraft

and what we had done to date, etc. They decided to name the various

models of the airplanes after birds. They named the A-9, which was

our most popular and most revered aircraft in the business at that

time, "Sparrow." Leland Snow's airplane, which was a much larger

airplane with a 450 hp engine, was named "Thrush." Now, a thrush

is about as big as your thumb and a sparrow is a pesky little bird

that roosts in the rafters of all airplane hangers and the poor little

birds are famous for having diarrhea. Everybody that owns an airplane

or works around airplanes hates sparrows with a passion because of

their dirty habits.

The CallAir B-1 was designed and built for a special purpose.

At that particular time there was a need in many jobs that operators

around the country had, which required a larger aircraft that would

carry heavier loads in order to complete in their business. The B-1

was a real fine aircraft. It was sturdy and well designed, and was

the answer to that problem. I wish to commend Herb Andersen who

accomplished the B-1 conversion of the CallAir. Ironically, it was

short lived, because of the purchase of IMCO and Snow by Rockwell.

The Snow S-2R and the CallAir B-1 were so much alike that it was

necessary for one of them to be discontinued. The B-1 was discontinued

by Rockwell.

Now this brings us up to another point. Rockwell had purchased

IMCO manufactured CallAir's, and it was their prerogative to re-name

the airplanes, which they did. They were not known as CallAir's any

more; they were various models of Aero Commanders.



We could say that this is the end of CallAir, but only the name

was changed. They were the finest agricultural airplanes ever

designed and built for doing agricultural work. Pilots loved them.

They tore them up and lived to tell the tale of their accidents.

What happened to the CallAir in the end? As far as I know, there

is no end. The operators here in the United States are still using

them. They are giving good service and accomplishing their intended

purpose. Rockwell reportedly sold the CallAir airplane manufacturing

rights, engineering, etc. to a company in Mexico City.

And that's the way I remember it happening, the CallAir affair!
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MORE PAYL-

The great new CallAir B-1 agplane is big, tough, rugged...designed specifically for the big

Jobs in aerial application. Featuring the same excellent flight and handling characteristics

of the popular CallAir A-9, the new Model B-1 is powered by a 400 hp Lycoming engine with

a top speed of 11 9 mph, cruise speed of 1 15 mph and working speed of 90 to 100 mph.

Hopper capacity of the B-1 is 300 gallons/40 cubic feet to handle the high, volume, high

application rates required by larger operators. With its capabilities of 5 to 10 gallons or 200

to 400 pounds per acre, the B-1 provides a high degree of efficiency for such operators.

A unique feature of the B-1 is its newly designed landing gear with special Goodyear

30X13-6 "Airwheei" tires and Cleveland Pneumatic brakes and wheels. The high flotation

Goodyear tires are ideal for the rough field operations encountered in aerial application.

Designed specifically for aerial application work, the CallAir B-1 provides maximum safety,

efficiency and economy...plus the power and performance that lets you handle the big jobs

more profitably. Ask your distributor for complete details and a demonstration flight.



MORE PERFORMANCE

CALLAIR MODEL B-1 Specifications and Performance

ENGINE

PROPELLER

SPAN

LENGTH

HEIGHT

EMPTY WEIGHT

GROSS WEIGHT

HOPPER CAPACITY

FUEL CAPACITY

Lycoming 10-720.
400 hp
HartzeH. diameter 84

inches

44 feet

30 feet

10 feet

2500 pounds
4500 pounds
300 gallons / 40
cubic feet

80 gallons

MAXIMUM SPEED

CRUISE SPEED

WORKING SPEED

RATE OF CLIMB

SERVICE CEILING

MAXIMUM RANGE

TAKE OFF GROUND ROLL

LANDING GROUND ROLL

TAKE OFF OVER 50 ft.
obstacle

LANDING OVER 50 ft.
obstacle

719 mph (TAS)
7 75 mph (TAS)

90/100 mph (TAS)
650 fpm
14.000 feet

450 St. Miles

600 feet

400 feet

1200 feet

800 feet
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DESIGNED SPECIFICALLY FOR AERIAL APPLICATION -

9

LANDING GEAR Newly designed
with special Goodyear 30X13-6 "Air-
wheel" tires and Cleveland Pneumatic

brakes and wheels. Exclusive high flota
tion Goodyear tires are ideal for rough
field operations.

REMOVABLE PANELS Left side
panels can be removed in minutes for

inspection and cleaning. All fuselage
panels ahead of cockpit can be quickly
removed for service, maintenance and

FULL SPAN FLAP AND AILERON Flaps and ailerons are connected so
ailerons droop when flaps are extended. This system reduces take-off run one-
third and greatly shortens landing roll for faster reloading.

VISIBILITY Wrap-around windshield provides panoramic
view. In flight, pilot can see crop straight ahead only 40
feet in front of the airplane. Low wing allows unexcelled

visibility in turns.

SAFETY Deluxe bucket seat reduces fatigue and is de
signed to withstand forward loads of 25 g's. Turnover
structure tested in excess of 9000 pounds without failure.

Wire cutters on landing gear and windshield provide
effective wire protection.

IMCO, INC • P.O. Box 547 • Afton, Wyoming ""

manufacturers of CALLAIR aircraft "

II irtiiiiiiliMiiiiii

CHQOSMTHEi^CALL^IR PA/B^
for a more profitabie future Jn aerial applicatfori

Popular CallAir A-9 with a^hopper ca/^city of 170 gallonsf
22.5 cubhjeet. ifideally to many jobs where hig^^



I Commander A-9 Super
_ ONE OF THE TOUGH BIRDS FROM ROCKWELL-STANDARD

SPECIFICATIONS (Certification—CAR Part 8)

Propeller Fixed pitch
Fuel capacity, gals 40

Oil capacity, gals 3

-Nseaa_ PERFORMANCE
Service ceiling, ft 16,000

— Cruising range, miles @ 50% power 300 s.m.
Stall speed, gross weight, mph 48

— Stall speed, as usually landed 40
Maximum speed, mph 120

— Cruising speed, mph., 75% power, 3,000 lbs 115
Working speed, mph 90-100

— Rate of climb, gross wt. fpm 850
Takeoff distance, gross wt, ft 1,000

— Landing distance, as usually landed, ft 800

wy

- DIMENSIONS

» Length 24 ft
Height 8 ft.

M Wing Span 35 ft.
Wing Area 182 sq. ft.

Tread 6ft. lOin.

Main Wheel Size 8.50x6
Tail Wheel Size 8 in.

- STANDARD EQUIPMENT

Standard Colors — Yellow and

Black

Altimeter

Recording Tachometer
Parking Brake
Oil Temperature Gauge
Oil Pressure Gauge
Hopper Tank 28 cu.ft. (210 gal.)
Propeller Spinner
Metal Propeller
Shoulder Harness

Heavy-duty Seat Belt
Hanlon-Wilson Exhaust System
Fuel Shut-off Valve

Eonnex Fabric Covering

Electrical System-Starter
50 Amp. Generator 24 Volt
35 Amp. Hour Battery

8" Scott Steerable Tail Wheel
Compass
Airspeed Indicator
Circuit Breakers

Ammeter

Cabin Heater

Carburetor Air Filter

Wing Tie-Down Rings
Oil Cooler

2 Main 8.50 x 6, 6 ply Tires
Cleveland Wheels and Brakes

Toe-Actuated Brake Pedals

Landing Gear Wire Cutters
Windshield Wire Cutter

Wire Deflector — Canopy to Fin
Deluxe Padded Seat

Electric Auxiliary Fuel Pumps
Navigation Lights
Removable Fuselage Side Panels
Wing Fuel Tanks
Cockpit Side Doors
Coil Spring Shock Absorbers
Map Case
Stainless Steel Exhaust Muffler
Key Operated Magneto Switch
Scott Brake Master Cylinders
Electric Fuel Gauges

AEROCOMMANDER, AFTON DIVISION, ROCKWELL-STANDARD CORPORATION, AFTON,WYOMING



Ag Commander A-9 Super Price List

STANDARD AIRCRAFT:

Ag-COMMANDER A-9 SUPER including Hopper, Starter, Generator, Navigation Light, Deluxe Pilot
Seat, Cabin Heater, Wire Cutter, Eonnex Cover, 50 Amp. Generator, Shielded Ignition, Full Span
Lift Flap $17,900.00

OPTIONAL EQUIPMENT

Night Lighting System $ 400.00
Landing Light $ 110.00
Rotating Beacon $ 150.00
Radio (A) ARC 360 Channel Transceiver $ 950.00

(B) NARCO MK III Omnigator $ 895.00
AC Full Flow Oil Filter $ 110.00

APPLICATION SYSTEMS

SPRAY SYSTEMS ONLY

Transland Boom Master Spray System $ 900.00
Strut Master (Simplex Pump 2 in.) $1,250.00
Invert Emulsion Spray System* $1,400.00
Buckeye Bottom Loader $ 150.00
*When purchased with Transland Boom Master Spray System $ 850.00

DRY MATERIALS ONLY

Spreader only $ 275.00
Spreader with Gate Box and Agitator $ 685.00
Swathmaster $1,535.00

All prices are F.A.F. (Fly-Away Factory) and are
subject to change without notice.

THE

TOUGH

BIRDS



Ag Commander B-IA
„ ONE OF THE TOUGH BIRDS FROM ROCKWELL-STANDARD

SPECIFICATIONS (Certification—CAR Part 3)
Power Pratt & Whitney IR-985,450 hp.

" Propeller Fixed pitch
Fuel capacity, gals 80
Gross weight, lbs 4,500
Empty weight, lbs 2,700
Hopper capacity, gals./lbs 300/2,400
Oil capacity, gals 8.0

„ PERFORMANCE
Service ceiling, ft 18,000
Crusing range, miles @ 75% power 350
Stall speed, gross wt., mph 61
Stall speed, as usually landed 45
Maximum speed, mph 119
Crusing speed, mph., 75% power, 3000 lbs. gross 115
Working speed, mph 90-100
Rate of climb, gross wt., fpm 650
Takeoff distance, gross wt., ft 600

<-• Landing distance, as usually landed, ft 400

DIMENSIONS
Length 30 ft.
Height 10 ft.
Wing Span 44 ft.
Wing Area 280 sq. ft.

- STANDARD EQUIPMENT

Tread 9 ft. 3 in.
Main Wheel Size 30x13-6
Tail Wheel Size 8 in.

Standard Colors — Yellow and Electrical System-Starter Landing Gear Wire Cutters
Black 50 Amp. Generator 24 Volt Windshield Wire Cutter

Altimeter 35 Amp. Hour Battery Wire Deflector —Canopy to Fin
Recording Tachometer 8" Scott Steerable Tail Wheel Deluxe Padded Seat

Parking Brake Compass Electric Auxiliary Fuel Pumps
Oil Temperature Gauge Airspeed Indicator Navigation Lights
Oil Pressure Gauge Circuit Breakers Removable Fuselage Side Panels
Hopper Tank — 300 gals./40 cu.ft. Ammeter Wing Fuel Tanks
Propeller Spinner Carburetor Air Filter Cockpit Side Doors
Metal Propeller Wing Tie-Down Rings Coil Spring Shock Absorbers
Shoulder Harness Oil Cooler Map Case
Heavy-duty Seat Belt 2 Main 30 x 13-6 Wheels and Tires Key Operated Magneto Switch
Fuel Shut-off Valve Cleveland Wheels and Brakes Scott Brake Master Cylinders
Eonnex Fabric Covering Toe-Actuated Brake Pedals Electric Fuel Gauges

AERO COMMANDER, AFTON DIVISION, ROCKWELL-STANDARD CORPORATION, AFTON, WYOMING

OVER



Ag Commander B-IA Price List

STANDARD AIRCRAFT:

Ag-COMMANDER standard B-1, including Hopper, Starter, Generator, Navigation Light, Deluxe Pilot
Seat, Cabin Heater, Wire Cutter, Eonnex Cover, 50 Amp. 24 Volt Generator, Shielded Ignition, Full
Span Lift Flap $25,150.00

OPTIONAL EQUIPMENT

Night Lighting System $ 400.00
Radio (A) ARC 360 Channel Transceiver $ 950.00

(B) NARCO MK III Omigator $ 895.00

APPLICATION SYSTEMS

SPRAY SYSTEMS ONLY

Transland Boom Master Spray System $ 900.00
Strut Master (Simplex Pump 2 in.) $1,250.00
Invert Emulsion Spray System* $1,400.00
Buckeye Bottom Loader $ 150.00
*When purchased with Transland Boom Master Spray System $ 850.00

DRY MATERIALS ONLY

Spreader only $ 275.00
Spreader with Gate Box and Agitator $ 685.00
Hopper Extension (increases capacity to 350 gals.) $ 600.00
Swathmaster $1,535.00

All prices are F.A.F. (Fly-Away Factory) and are
subject to change without notice.

THE

TOUGH

BIRDS
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Snipe Commander.^"
Pound for pound, power for weight, this

Tough Bird is top bird in its class. With
lots of it.

Weighs in at 2,700 lbs. empty. Packs a
2,400-lb./300-gal. payfoad. Delivers 450
Pratt & Whitney horses. Fuels up with 80
gals, safely stored in stainless steel wing-
tanks. Protection and toughness that starts
with its #4130 chrome-moly steel skeleton.
Ends with its heavy coil-spring main gear
and steerable tailwheel.

The basic airframe is a full 22% scale-up
of its country cousin, the Quail Com-
mander.'^" Retaining our exclusive ellipti
cal wingtips. And exclusive full-span flap
and droop aileron system.

So, while Snipe is very tough, it's very
forgiving. No transition problem for pilots
moving up.

For all the vital statistics, or your own test-
flight, contact Aero Commander Division,
North American Rockwell, Suite 1700,
North American Rockwell Building, Pitts
burgh, Pa. 15222.
Snipe, the hero of Cauliflower Row.

Snipe Commander"
Atough bird from North Amencan Rodfl^
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IMCO, Int.
INTERMOUNTAIN MANUFACTURING CO.

MANUFACTURERS OF CAUAIR AGRICULTURAL AIRPLANES

PHONE 886-3151 - AREA CODE 307

P. O. BOX 547 AFTON, WYOMING 83110

September 6, 1966

w

Dear Sir:

(1) WHY ARE ALL CALLAIR AIRPLANES YELLOW?

(2) WHY DO CALLAIR AIRPUNES TAKE OFF IN ONE-THIRD
SHORTER DISTANCE THAN ORDINARY AG.-AIRPUNES?

(3) WHY DO CALLAIR AG.-AIRPLANES HAVE MORE MODERN
AND EXCLUSIVE FEATURES THAN ORDINARY AG.-AIR-
PLANES? They do you know!!!

We would like to answer these questions for you and will if you will give us the
opportunity. The CollAir ag.-airplanes are field proven to be exceptionally good
performers and their SAFETY record speaks for itself.

IMCO, Inc. now has three sizes of ag.-airplanes to offer the aerial applicator
which have the capacity to do all the applicating jobs for you. So, before you even
consider buying any ordinary ag.-airplane return this letter; and we will answer
these questions above. I will also give you further information on the special line
of agriculturol aircraft which IMCO has developed and is manufacturing.

CJP:fs

Sincerely,

Carl J. Petersen

Sales Manager

P.S. Maybe you ore wondering why the IMCO factory is located in Afton, Wyoming,
6,239 feet above sea level. Such makes it the highest above sea level airplane factory
in the world!!!
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EPILOGUE

On Father's Day, June 19, 1988, a historical thing happened.

According to the Star Valley Independent dated Thursday, June 23,

1988, "Rare birds return to the nest." This date marked the first

"CallAir Fly-In" held at Afton, Wyoming where six of the original

airplanes arrived at the Afton Airport, each one beautifully restored

and painted in various, attractive color combinations.

The owners and pilots of these vintage aircraft spent two days

comparing notes, reminiscing and enjoying the comradery resulting

from their participation in this momentous occasion. They are:

Mr. and Mrs. Lee Gensrich, Hatton, North Dakota; Ron Cook and son,

Goodyear, Arizona; Dale Strodtman and son, Jackson, Montana; Muir

Thompson, El Centre, California; Billy Anderson, Longmont, Colorado;

Steven Hildreth, flying the airplane owned by Don Novas, Blackfoot,

Idaho and Jim Hanley, Baker, Oregon (owner whose airplane was not

present). Mr. and Mrs. Reuel Call and Mr. and Mrs. Spencer Call

were among the CallAir enthusiasts who contributed to the activities

which were made available to all who wished to participate. I had

the privilege of attending this "Fly-In."

The second "CallAir Fly-In" is scheduled for June of 1989 in

Afton, and hopes are high for enthusiastic attendance by CallAir

owners and friends. This author will be there to enjoy another

nostalgic experience with memories from out of the past.



Carl J. Petersen, author, who began his flying career in Southeastern

Idaho in the late 1920's and early 1930's barnstorming with Farrell

Christensen and Ray Peck, devoted many years to the development and

manufacture of the CallAir airplane in Afton, Wyoming. As a result of

his dedication to the industry, he served a term as Commissioner with the

Wyoming State Aeronautics Commission and he became a member of the

Quietbirdmen in the late 1940's, an organization to which he still belongs

Years of research have enabled the author to accurately record the facts

and publish the photographs which contribute greatly to this story of a

truly remarkable aircraft from its beginning.


