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From the ashes of Bede Aviation rises, phoenixlike,
the American Aviation Corporation. And the BD-1, now certificated,

has become the Yankee. Here’s the whole story:

by James Gilbert/senior editor










IN GENERAL AVIATION CIRCLES few an-
nouncements caused as much stir,
aroused as much interest, and set as
many pilots’ hearts apounding as did
the statement from Mr. James R. Bede
of Cleveland, Ohio, in the year 1963 that
he had built and would shortly produce
an airplane for the common man. It was
to be a Volkswagen of the sky. Two-
place, with folding wings, with a speed
of 130 knots (150 mph) for the 108-hp
version and the price was to start at a
mere $2,500 for the 65-hp version. Or-
ders rolled in from around the world.
Thousands of them. Many contained de-
posits. It seemed the answer to a pilot's
dream.

In fact Jim Bede had built an air-
plane, the BD-1. It was a little low-wing
two-seater with a single tubular extrud-
ed spar and folding wings. It had glass
fibre spring gear legs and very extensive
use of bonding and honeycomb struc-
tures. It was the kind of airplane of
which schoolboys dream, such as do not
have to face the reality of actually bond-
ing euech structures, and then gotting
them past the caustic gaze of an FAA
inspector.

Not daunted by such harsh realities,
Jim Bede looked around for backers to
build his baby and soon found a group of
eager Ohio industrialists who came for-
ward with a half million dollars to build
a plant and move into production with
the BD-1. Jim wae hirad aes precidant of
the new Bede Aviation Corporation and
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It was drizzling this
golden-olive evening over
Lake Erie, but on a nice
day you can slide back the
canopy and fly along
open-cockpit style. The
unorthodox castoring

nosewheel is an innovation
borrowed from homebuilders.

a super new factory was quickly begun
al Cuyahoga county Airport. Jim con-
fidently promised FAA certification of the
BD-1 within the year. By June, 1964 to
be exact.

For the next 18 months Jim DBede's
supreme enthusiasm, more intoxicating
than any drug, carried the corporation
- along. He and his 15 engineering staff
dreamed and schemed, imagined and
created till you might have thought that
like the mad scientists of comic strips
they were planning to take over the en-
tire world. But certificate the BD-1 they
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didn't. Ideas poured from them like rain
from a summer shower; in such a heady
atmosphere it must have been difficult to
apply oneself to such a mundane task
as getting approval from the dull old
FAA for last year’s little airplane.

Finally in August, 1965, came the in-
evitable day of reckoning. Jim Bede’s
backers called a meeting to see what 18
months had achieved. In concrete terms,
it seems, very little; they had no certifi-
cation prototype, and they had been al-
most totally unsuccessful at bonding.
They had been successful only at pub-
licizing the project. And they had spent
over that 18 months more than a mil-
lion dollars, and the man from the FAA
(whom somebody had thoughtfully in-
vited to the meeting to temper Jim Bede's
optimistic conviction that certification
still was lurking just around the corner)
told them they were hardly nearer gain-
ing that magic piece of paper than they
had been 18 months before.

It cannot have been a happy meeting.

of his engineering staff with him,

But replacing Jim Bede was to prove
nearly as impossible a task as taming
him. For a while a Cleveland industrialist
called Fred Lennon ran the company
(see FLYING, November 1965). Then a
man named Jim Frey was found; he had
been production chief at a huge com-
pany making railroad cars, had retired
before his time, had always been in-
terested in airplanes. He came in Octo-
ber, 1965, and by all accounts did his
hest, but the whole madness of the
operation defeated him in time, and by
midsummer 1966 he was gone.

And so we come to Russ Meyer, to-
day's incumbent, and one unlikely guy
to be running an aircraft business, for

| although an ex-military pilot, he’'s a law-
| yer by trade, and a young one at that—
| just 35 years old. Mind you, he didn't
| exaetlv Jump at the jab when it eame p.

I was extremely busy at our law firm
here," he'll tell you. "“The Bede Corpora-
tion had been using a law firm in Toledo,
IU'S @ DIt unwielay trying to represent an
out-of-city client, and when at the end
of 1965 they wanted to refinance
through debentures, they came to our
firm and | got the job. My first job was
the refinancing. Then they wanted me
to be general counsel, then in April,
1966, secretary as well.”

He must have done a good job, be-
cause soon he was asked to step in
and run the company. He refused; he
was happy at his law firm, and secure
there. But in the end he took leave of
absence from the law firm to put his
client’s house in order.

““There’s really no rational reason why
I'm here,” he'll tell you, laughing the
while with some secret inner glee.

You might think that picking Russ
Meyer to run things was a last-ditch
stand by the company’s backers, and
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you might be right at that. But Russ
Meyer has such a dogged determination
to get things done, such a concern for
detail, such a blinding honesty in ap-
praisal of the problems of the hour that
he might well be the man to bring it off.
For a start, he got the airplane certifi-
cated, in August this year. It wasn’t easy.

Says Russ of the months preceding
certification, ‘““We had people who brought
hammocks out here and slept with the
airplane. | can remember feeling guilty
leaving the factory to go home at three
in the morning. When we flew the first
certification prototype in February of
this year, everybody was out there lin-
ing the runway—Ilike in the old movies.
I don’t think I've ever had a year quite
like it."”

The problems of certification, the
problems that defeated Jim Bede and
that he left behind, the problems that
Russ Meyer all innocently inherited, are
problems you would hardly believe. At

| first it seemed to Russ that the bonding
By the end of it Bede was out, and most |

that in the BD-1 completely replaces
rivets was the principal preblem. It is a
tacky process that requires that the parts
to be bonded be first acid-etched and
rinsed (using four different tanks) be-
fore the adhesive can be applied, then
held together with a pressure of at least
10 pounds per square inch and heated
to 250 degrees for one hour while the
hond eures. Later the hand ie avaminad
with an ultrasonic fault detection device.

There are simpler room-temperature
bonding techniques (this was how Jim
BRede huilt hic firet protatype RD-1), hut
they require a curing time of six to sev-
en days and lack the strength and light-
ness required for a production airplane.

It was after the previous regime had
failed to bond six fuselages in a row
that Meyer had first showed his true
mettle. He requested help from the chief
engineer of the Whittaker Corporation in
Caliternia te help put them right, and
within @ month they had successfully
bonded three fuselages. One can imag-
ine how such a get-things-done ability
was grabbed at by the Bede Corporas
tion's owners,

The esmpany i in a very real way
pioneering new structural construction
techniques, and you can imagine how
tough on them the FAA is. Everything
has to be tested and stretched and
pushed and vibrated and fatigue-tested
well beyond any shadow Of reasonable
doubt.

Even the horrors of bonding, Russ
was to discover, weren’t the worst of
what he was facing. Sewn after he tevk
over, a qualified test pilot ran a flight
evaluation on the airplane and found
there was plenty wrong with that. It was
way down on performance; it was slower
than Jim Bede had claimed (he'd never
even had the ASI calibrated), it wouldn't
climb as fast, it had a tendency to fall
over at the stall but wouldn’t roll much
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The Yankee’s cockpit: Yokes like spindly arms flexing their biceps, a center console mounting throttle lever

at any other time, it was deficient in
longitudinal stability, the control system
was overly complicated and there were
clearly going to be problems when it
came to spin testing.

It seems that Jim Bede’s exuberant
optimism and unconcern with trifles had
run away with him; Bede’s brochure fig-
ures for his airplane included an empty
weight of 812 pounds and a cruise speed
of almost 130 Knots (150 mph), but his
prototype weighed 984 pounds and
cruised at nearer 108 knots (125 mph).
How 172 pounds weight was going to
be engineered out in manufacture was
not explained.

So they worked at it: they added a
bungee in the elevator circuit, and re-
designed all the control circuits and en-
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larged ¢he ailerons and put horn bal-
ances on the tail control surfaces and
added a trim tab. They lengthened the
wing and gave it a new tip and dropped
the idea that the wings should fold.
They changed the shape and size of the
gear. They redesigned the fuel system.
And in the end they had an airplane to
which the FAA would give its blessing.

And next, as if to show how things
were changing around Cuyahoga County
Airport, they renamed their enterprise
the American Aviation Corporation, and
the BD-1 became the Yankee.

The total investment today, from all
parties, is slightly less than $3 million,
for which the corporation has as tangible
assets the factory, worth maybe $500,-

paper, the FAA type certificate for the
new Yankee. Russ Meyer foresees a need
for a further $6 million over the next
three years to get the airplane into
production, with a paper profit being
achieved late in 1970, at the sale of
around the 1,500th production airplane.
His production plans seem ambitious;
from a factory that stands echoingly
empty and void of bustle today he sees
134 Yankees being turned out next year,
550 in 1969 with production rising to
75 a month by the end of that year and
reaching a total of 1,200 in 1970.

He's already ordered about $95,000
worth of machines, has begun tooling
and is working on such mundane but
necessary tasks as clearing trees for car

000, and that frail but costly piece of | parks and installing sprinklers. He aims



and lmurlad trim wheel.

to have about 50 employees by the end
of the year, and to hire new men at the
rate of 15 a month thereafter.

Can Russ Meyer sell Yankees in those
numbers? He thinks so, and has priced
the airplane at $6,500, to be exactly
$500 less than the Cessna 150, over
which it has a nine-knot (11-mph) speed
advantage at cruise. Manufacturing air-
planes is a business where you must
run hard merely to stand still, and one
wonders how long Cessna (or Piper, or
anybody else for that matter) will let
him get away with that sort of thing
unchallenged. It will be a battle.

Marketing plans include three direct
factory dealers to be appointed by the
end of this year, one each in New York,
Texas and California, and 12 more next
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year. And he
some care.
Having won the certification battle,
Russ Meyer's next task was to find him-
self some key executives. He ain’t done
badly, either; Dick Kemper came from

1s choosing them with

| Cessna to be general manager of opera-
and Meyer picked up a chief |

tions,
engineer, a chief of structures, a chief
of quality control and a director of pur-
chasing from the same source. Larry
Kelly, his director of marketing, came
from Aero Commander.

:Meanwhile, across the field, barely
half a mile away, Jim Bede sits in his
office or in the coffee shop downstairs,
still dreaming dreams. He is no longer
plotting to take over the world but just
to fly around it, nonstop, solo, in a
powered glider whose cockpit has the
finest row of warning lights you ever
saw, including one labeled ANTIGRAVITY.

“l have the greatest respect for Russ
Meyer,”” he’ll tell you with becoming
generosity.

And the American Aviation people have
kind words to say for him. "If it hadn't
been for his imagination an putting the
prototype together and his salesman-
ship,” said one, ““we’'d none of us be
here today."

Yet happily all this love in the air
doesn’t prevent Bede telling you frankly
where he feels the new regime is going
wrong. He still maintains, stoutly, that
when ha left thay weare only six monthe
away from certification. He still main-
tains that it would have been possible
to manufacture the BD-1 with the 108:hp
angine for 14500 Ta”dng to him you
begin to see that he is a man whose be-
setting sin is overoptimism, and such a
refusal to be daunted by problems that
sometimes he cannot come to grips with
them because he simply cannot see that
they exist.

“Why does the word ‘impossible’ have
L0 DE S0 Overpoweringr” he cries n
a voice approaching anguish. To him it
clearly isn't. And that talent for self-
publicity continues to get in his way. Of
s round-the-world project, one AmMmeris
can Aviation executive said sourly, ““He’s
issuing press releases daily. Hourly."”

To Bede the problems that gave his
successors such sleepless nights are
mere trifles, hardly worth bothering with.
Of his BD-1's slow rate of climb and
sluggish cruise he says, ‘“Just a couple
of little things needed doing.”” Of the
difference between prices, his $4,500
and their $6,500, he says, “There isn’t
anyone over there who knows how to
estimate cost figures.”” Of the spin re-
covery problems he says, ‘““Just a small
inch-and-a-half plate in the right spot
on that fuselage, and you can recover
whenever you want.” Of the abandon-
ment of the folding wing idea as im-
practical he says, “It's just a $20 item
to make them fold."”

How can you argue with such a man

when he refuses to see that there's any-
thing to argue about? And of the per-
formance figures he claimed for the BD-1,
he says with passion, ‘I can show you
articles on the original airplane by com-
pletely independent writers who went
up in the airplane and saw the cruise
speeds.” (We can show you such an
article in an old copy of FLYiNG, but the
writer did note that ‘“‘the indicator on
this airplane was so far off as to be
completely misleading.”’)

Meanwhile, back at the American Avi-
ation ranch, Russ Meyer, the battle to
certificate the Yankee won, is well on
top of the next skirmish, to find the key
executives he needs. He can look for-
ward to the headaches of improving his
prototype, the anxieties of keeping his
stockholders behind him, the Herculean
task of equipping his factory to turn out
Yankees at ever increasing rates and
ever decreasing cost. He'll be busy some
little while yet.

e o b

THE YANKEE, when you come to look at
it, is a chunky, boxy little airplane, a
sturdy, cheeky-looking machine, simple
and slab-sided. Compact. Beautiful? Let's
say functional. Come closer, and that
sailplane-smooth wing draws your eye,
and you glance over the rest of it. No
rivets. Not a single dragging rivet to be
seen.

Hop up over tha wing and azadla in
your seat. Hmm. It's roomier than the
150. There’s a solid structure separating
the two seats much like the transmission
tunnel of a Ford Thunderbird, maunting
a hugo throttle that looks for all the
world like a gear shift. Also the flap
lever, which looks like no flap lever you
ever saw before.

Grasp that throttle, and you feel it de-
serves an afterburning J79 behind it, in-
stead of a little old 108-hp Lycoming.
This throttle incorporates its own fric:
tion lock, s6 that it etaye whara yaii
leave it until you unlock it by starting to
move the throttle lever. It is a great
throttle lever, On the production air-
plane it may be replaced by one of thosa
stupid plunger things. Pity.

Start up. It's 80 degrees or better
outside, so we leave the canopy half
open and taxi away breezy as two motor-
cyclists. (I am flying with Dick Kemper,
general manager of operations.) The
nosewheel is in no way connected to
your feet, and swivels free; you taxi
therefore on the brakes, with all the
maneuverability in the world. In any
crosswind you must carry a soupcon of
brake on the downwind side so as not
to weathervane, as though you were a
sailboat. It's fun!

Now both Dick and Russ Meyer have
told me there are a number of things
they propose to put right before produc-
tion, and one of them is the noise. In
the air it’'s mostly engine noise, but add-
ing to the clattering hooves of 108 horses
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as you taxi along is a tendency of all
those areas of unsupported skin to “oil-
can,"” so that it’s a bit like driving along
in a mechanical wobbleboard, if you are
familiar with that unique Australian
musical instrument.

Ah, the takeoff. This, for accuracy
and neatness, requires some light jug-
gling with the feet, because of the non-
steerable nosewheel. You start with full
right rudder and some pretty firm right
brake. After you've gone about 70 vards,
you start reducing the right brake, until
quite suddenly the rudder comes to life
and you must look lively on that. By
about 61 knots (70 mph), the airplane
is ready to fly, so come back on the
yoke, but not too hard or you'll leap
into the air in all of a dither, with the
stall warner yelling in protest. It takes
threa or four tripe around the fiald be-
fore you get it off exactly, but you feel a
rich emotional satisfaction when you can
do it,

Best rate of ¢climb is well along at 74
knots (85 mph). The book says 900
fpm, but we indicate nearer 650 fpm,
and a timed minute of climb tends to
confirm this. But the 900 fpm is at sea
level on a standard day, so today the
heat is powerfully affecting things.

The Yankee has two miniyokes like
seulptured arms flesing thelr biceps, and
there’s a deal of lost motion in the
aileron circuit, but this cannot hide how
nice the controls are. They are light,
powerful, delicious, A stich will be an vp-
tion on later Yankees.

The climb to 8,000 feet to check the
best cruise speeds is a long one, and
as we get there the rate of climb is
down to 250 fpm. We level off, leave
full throttle, and slowly accelerate to 105
knots (121 mph) IAS, with the RPM
stabilizing a hair over the 2,600 redline.
The noise is awesome, and conversation
is only possible at the level of a shout.
Some later shuffling with the slide rule
back on the ground, and correcting for
the two mph that the ASI is reported to
be slow, gives us a TAS of 122 knots
(141 mph) for about 79 percent power.

This accords most favorably with the
brochure cruise speed of 115 knots (133
mph) at 75 percent. Some other set-
tings: 2,500 rpm gives 97 knots (112
mph) IAS or 113 knots (130 mph) true;
and 2,200 rpm (which is about 50 per-
cent and the approved long-range cruise
setting) gives 77 knots (89 mph) IAS
or 90 knots (104 mph) true. Now 133
mph at 75 percent is creditable enough,
and is some 11 mph faster than the
Cessna 150.

Longitudinal stability is good, and the
airplane will fly by itself in calm air, but
roll in a little bank and let go and she
quickly winds up in a real tight spiral.
Most light airplanes have no better than
neutral spiral stability, and there are
others besides the Yankee that are un-
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stable in this way—the Bonanza for one.
Spiral stability is a function of dihedral
and fin area, and the FAA is very exer-
cized as to whether airplanes should be
required to have it, or at least an artifi-
cial form of it such as a wing-leveler
like Mooney's PC. There is even a notice
of proposed rulemaking out on the sub-
ject. Spiral instability is of little import
except to noninstrument pilots who find
themselves suddenly in cloud. Then it
is deadly.

We throttle back to investigate the
stall. Whenever the RPM passes through
1,500 there is a burst of oilcanning, and
the whole airplane sings like George Har-
rison’s sitar. The stalls are preceded by
a slight buffet and a powerful horn. There
is only a slight tendency to drop a wing,
and excellent aileron control at all times.
The stall epoed, 55 knots (64 mph), is
fast for such a small airplane. (The 150,
for example, stalls at fully 13 knots or
15 mph less with full flap.) | note that
the Yankee stalls a miile or two below the
bottom of the arc on the ASI, which
tends to confirm that it is indicating a
mile or two slow.

We descend to 2,000 feet, noting and
approving of the very high never-exceed
speed, 170 knots (195 mph). For those
who cannot be bothered to climb up to
5,000 reel to gel the Desl cruise, we
record at 2,000 feet and 2,400 rpm
(which is about 73 percent), 105 knots
(121 mph) IAS or 110 knots (127 mph)
true:

We make some touch-and-goes, noting
the excellent visibility from that bubble
canopy all around the pattern. We find
that the flaps are notably ineffective
(they also are on the list of things to
be improved before production), and
that an accurately straight landing re-
quiree the eame kind of nifty faotwark
the takeoff did.

With those nice controls and the high
redline speed, the Yankee cries out to
be certificated in the aerobatic category.
It seems the decision was made to go
for the normal category when flight test-
ing revealed that some redesign would
be necessary for it to meet the extra
aerobatic category spin requirement of
recovery inside one and a half turns
after a six-turn spin. Aerobatic certifica-
tion is on the program for the future.

But for the present there is the Yankee,
a sporty, swift and satisfying airplane
with a lot of what the competition doesn’t
have. The price is right and the prospects
are good that after years of promises the
little two-place airplane that was the BD-1
will be produced and delivered into the
hands of the waiting market. It will not
have many of the features that an un-
realistic Jim Bede vowed would be there
but in retrospect it is improbable they
ever would be, at least at the price
quoted.

It will have all the modern features that

a most realistic Russ Meyer feels can be
safely and economically engineered into
an airplane. And if there are many dif-
ferences between the two airplanes there
are many differences between the two
men. While Bede dreams and scoffs at
reality, Meyer has moved to the threshold
of success in short order.

And how big will that success be? Only
you can tell. If you are one of those who
placed your order in the old days you will
receive preferential delivery treatment if
you want a Yankee. And if you're just a
pilot with a yen to have a snappy little
two-place runabout that can give you lots
of pleasure for not too much cash, get in

line.

Amovrican Aviation Yankee

Manufacturer's
Specifications Basic Price: $6,495
Englng ... bycoming ©-239°G2A, 100 hp

Propeller .... .......McCauley fixed-pitch metal
Witgispans. cei e, Se i il S o 24.4 1t
Length 2

Height ... K
LT (1 N T I e o SR Yol Al i ) 99 sq. ft.
Wing loading ... ..14.5 Ib./sq. ft.
Passenger & crew .. 2

Ibs.

| SO AR 1R S o ORR I K S o :

Usaful laad BAE |ha.
Gross WeIgt ..o el 430:1bS:
Powersloading: .. ool it 13.25 Ibs./hp.

Fuel capacity

Oil capacity ...,

Daggage capacity

Performance

Takeoffi distance ;. i, s e 790 ft
Takeoff distance over 50 ft. ... . 1,440 ft
Rate of climb ............ 900 fpm
Service ceiling ... 12,220 ft

122 kts. (141 mph)
........ 115 kts. (133 mph)
109 kts. (123 mph)
......378 nm (435 sm)
oo 445 nm (512 sm)

Maximum speed
Cruise (759% power)
Cruise (65% power)
Range (at 759%,)

Optimum range ........

Stall speed ................ .56 kts. (64 mph)
Eandingsdistances ieie i Sircace e 442 ft.
Landing distance over 50 ft. ... 1,185 ft.
Flight characteristics

Control response (cruise) .................. Excellent
Control response (slow flight) . ..Excellent

Hands-off stability
Stall recovery ..
Runway handling .

Pilots utility
Visibility
Seat adjustment & comfort .....
Accessibility of switches, etc
Panel layout

Cabin comfort
Entry-exit ease
27T 3 (o u] o0 R R
Ventilation (in flight) ...

Ventilation (during taxi) .
Noise level

Maintenance access

L L e i
Electronics ...
Instruments




