
The first l-okker C-2 in originalform u:itlt open cockpits and ll'right
metal panels on nose uas retained for all C-2,

J-4 engines. Enclosure uas soon added,but distinctioe arrangement of
RA-1 through -3 ntodels.(American l'-okker 4191

The Americqn Fokkers Part 3
By PETER M. BOWERS

The late autumn of l)2J was a significant period for
The Atlantic Aircraft Corporation (The American Fokker
factory) as it was for the Arnerican aircraft industry in
general. lt marked the birth of a new era in aircraft
manufacture. The avai labi I i ty of cheap, war-surpl us,
mi I itary ai rcraft for civi I use at a fraction of thei r
original cost had effectively smothered the development
of more efficient civi I designs for several years. Not
until 1925, when the wooden surplus types began to wear
out, did a worthwhi le market open up to new design. Many
new models appeared in that year and some were to become
the backbone of civi I aviation for the next decade. At-
lanticrs first true civi I design, the Universal (American
Fokker Model 4, see Part 2), was perfectly timed to ride
the crest of this new wave and, if anything, was slightly
ahead of time, being a monoplane when such a configura-
tion was considered daring.

Shortly after the Universal appeared, Atlantic receiv-
ed a terrific boost when the Dutch-bui lt F-Vl I trimotor
became the sensation of the 1925 Ford Rel iabi I i ty Tour.
Tony Fokker then loaned this plane to the U. S. Army for
testsat McCook Field. As a result of these tests, the
Army and Navy each ordered three sl ightly modified ver-
sions. Fokker added some civi I airframes to the mi I itary
orders, on speculation, to make a production run of ap-
proximately ten. The assembly of Dutch-bui lt F-Vl | 's

for civi I customers plus completion of the DH-4M2 order
made the I ittle Teterboro plant a busy place in 1926.
The war was a long way behind now, and the word Fokker had
lost its stigma. The plant and the airplanes came more
and more to be called Fokker rather than Atlantic, and at
the end of the year the Fokker Aircraft Corporation of
Amer i ca took over At I ant i c Ai rcraft, wh i ch cont i nued to
function as a subsidiary. The mi I itary airplanes on cur-
rent and subsequent orders were del ivered as Atlantics
but were widely referred to as Fokkers.

Amer i can Bi g Bus i ness became ever more f i rml y enscon-
ced in the management saddle when, late in 1927, control
of Fokker was obta ined by ty'estern Ai r Express--d smal I

west coast airline. In the boom that followed Lindberghrs
f I ight in 1927, l{AE was set up as a 'rmodel airwayrr between
Los Angeles and San Francisco with backing from the Gug-
genheim Fund for the Promotion of Aeronautics. To assure
itself of a source of modern ai rl iners in a competitive
market, ty'AE bought control of Fokker. Some subsequent
Fokker designs were developed to the airliners specifica-
tions, and for the period that t^/AE was in control, Harris
M. Hanshue, President of WAE, was also President of the
Fokker Aircraft Corporation of America. Tony Fokker had
the title of Chief Engineer.

By 1928, production requirements had far outgrown the
ori gi nal Teterboro plant. A smal ler pl ant for wi ng
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production was set up in Passaic, New Jersey, and a whole
new manufacturing plant was establ ished at Glendale, West
Vi rg i n i a, a suburb of Wheel i ng. O References to the
Glendale plant werenrt always qual ified in the press,
with the result that some oublications assumed that Fok-
ker had a Cal iforn ia pl ant. Such was under cons i dera-
tion, along with a plant in Kansas City, but the depres-
sion and other company problems kept these developments
from material i zing.

MODEL 7 - This model is remembered chiefly as a military
airplane, notably the U. S. Army C-2 series. Twenty-two
of at least 25 bui lt were mi I itary. An Army C-2 made
the first San Francisco-Hawaii flight in June 1927, and
the flight of the C-2A rrQuestion Mark" in January 1929
touched off a boom in endurance flying with a 15O-hour
flight. The four Navy models didn't make headlines and
the civi I versions, which were oddly designated C-2 in-
stead of being given a new civil designation, are the
forgotten airplanes of the American Fokker series. Byrdrs
Transatlantic rrAmericarr is seldom identified in the press
as a C-2, and is called an F-Vl I in company historical
summaries. @ One operated by Pan American Airways was
sold as an F-Vl l. The first Army order resulted from
Army testing of the 1925 Ford Tour F-Vll and gave the
new model its identity, "C-2", meaning Model 2 in the
Armyrs C-for-Cargo series. t/ings, tai I and most detai ls
were the same as the 1925 trimotor, but the Army wanted
a roomier fuselage and later 220 hp f./right J-5 engines.
The Navy placed an order for three dupl icates under the
des i gnat i on of TA- I (T for Tra,rsport, A for At I ant i c) .

Principal recognition features (aiftering from the
civil trimotor which later became known as the F-Vl lA/3M)
were the fatter fuselage, entirely different pilot's cab-
in and different arrangement of metal panels on the nose.
The pilots were moved out ahead of the wing and the front
end of the cabin was also moved forward. This put a
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window at the point where the side engine controls of
the F-Vl I entered the fuselage so the conduit for these
controls was lowered in the C-2 to come in below the
w i ndow.
>k CIVIL C-2 - I/ithout government specif ications and in-
spectors to contend with, Fokker was able to turn out
the f i rst civi I C-2s ahead of the mi I i tary orders. Si nce
the brand-new J-5 engines were committed to the mi I itary,
he f itted the f irst two civil C-2s with 2OO hp t/right J-4s
as used in contemporary F-Vl lAl3M's. These were later
changed to J-5s. The first civi I C-2 had the pi lots in
separate open cockpits ahead ofthe wing, but this arrange-
ment was changed to a large single cabin with glass en-
closure before del ivery of the fi rst C-2 to Colonial Ai r-
ways in late 1926. Since this was before license require-
ments were adopted, the C-2 had neither civi I registra-
tion numbers nor an Approved Type Certificate (ATC).

One reason for the de-emphasizing of the civi I C-2
designation was the 1927 licensing requirements. To
avoid the cost and delay of running ful I certification
tests on the C-2 to qualify it for an ATC, Fokker passed
the civil C-2 of f as the very similar F-VllA/3M, which
was allowed to operate in the United States as an approv-
ed Dutch design. Under a contract with Pan American
Ai rways for t r i motors . Fokker agreed to de I i ver th ree
F-Vll's; two Dutch-built and one American-built. O
The Dutch planes were long-wing F-Vl lBrs with J-5 engines
(NC-3314 and 5192). The rtAmerican't F-Vll was one of the
short-wing Colonial C-2s (NC-53) tfrat Fokker had bought
back and fitted with J-5s. PAA operated two C-2s; NC-53
and NC-55. Both of these were delivered to PAA with the
designation "TRlM0T0R C-2" painted on nose and tai l. The
second one, also fitted with J-5s, was obtained separate-
ly. No C/N can be found for NC-53, but NC-55 had C/N 704.

The most famous civil C-2, of course, is Commander
Richard E. Byrdrs "America." lts story justifies a ful l-
Iength article of its own. lt is sufficient here to say
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Pan Anericon Airu ays' C 2, NC53, thich t&ts purchased as an F-\'IL Dcsignotion -TRII,IOTOR C2" can be read on the nose along u'ith
theoriginat,ourn"kLyW'LSI'.Thenaneu,oskttetchangedlo"GLNL,R)LMACHADO".[ottheCuban"StrongMan-o]fhetines The

engines rere Wright J-5s. (Amen(an l\'kker I'hoto lronJiles ol ll'este", |'llting.1'kgazitte, 1950)
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ConunancIefRichfdE.Bu]YI''tr|lNalknticL'2A'|lI:RICA,|\|artinauP
hangeretRoose[el!Ficld,Ner.l'otk.Thelettcrs.lTC-onlheailploneueretheinitiolsofthccot,tlulyanddidnolstundlor''ApptoNd Tt)pe Leftilicate . (Stephe J. Hudek)

that it was bui It specif ical ly for a New York-Paris
transatlantic fl ight and was fitted with J-5 engine-s and
a Dutch-bui lt long wing. The story that Byrd hacl the
Navy release one of its TA-ls on order for his use is
disproved by Fokker reports of del iveries and the inven-
tory of Navy aircraft for 1928 which shows all three in
service. FAA records show the C/N for the "America"
(NX-206) as plain 3, but this should be 703. A question
arises here as to whether this is the third or fourth
civil C-2. lf this constructorrs number series started
on the hundred, as did some other civi I Fokker series,
703 is the fourth airplane. lf the series started with
701, it is only the third.
;'r ARMY C-2 - 0f the three C-2s ordered by the Army (20-
202/204), two were standard 8-passenger rransports with
the 53-foot F-Vl lA wing and one, 26-202, was assigned to
the Cal ifornia-Hawai i fl ight and fitted with a long (lZ-
foot) Dutch-bui lt wing because of the increased load and
range requirements. @ This wing had the flat center
section of the long wings used on the XLB-2 and the
F-VllB described in Part 2 of this series. The first
C-2 del i vered , 26-203, was temporari ly des ignated XC-z,
during its testing period. The long-wing C-2, which the
Army named 'rBird of Paradiserr for the transpacif ic f light
of Lts Lester Maitland and Albert Hegenberger, was not
del ivered unti I Apri I 1927. lt was further modified and
fitted with long-range tanks at ldright Field. In spite
of the big wing and other changes, it was still called
plain C-2. After the famous flight of January 28-29,
1927, it served in Hawaii for l0 years. lt was then re-
turned to the States by ship (tne Uig wing was sawed in-
to several pi eces) for i nstal lat ion in the Ai r Corps Mus-
eum at I{right Fie1d. lt was burned in 1944 when its
storage space was needed for something else.

As delivered, the three C-2s were olive drab over all
and carried the old vertical Army tai I stripes. The Army
put the new horizontal stripes on 26-202 at V/right Field,
but 26-204 carried the old ones as late as September
1927. O During the Pacific flight 26-202 was olive
drab over al I but was soon repainted with chrome yel low
wings and tai I as had become the custom.
:k NAVY TA-llRA-l - Except for color scheme, the three
TA-ls (n-lS|l/7563) ordered by the Navy for the Marines
were dupl icates of the short-wing Army C-2s. These did
workhorse jobs in the Nicaraguan Campaign of 1927-28.
Because the T-for-transport des i gnat i on conf I i cted wi th
T-for-torpedo, the TA-ls were soon redesignated RA-l in
the large transport category. Al I were redesignated RA-l
fol lowi ng engine change.

'k ARMY C-24 - The success of the Army's long-wing C-2
led to an order for eight production versions under the
designation of C-2A (28-ll9/126). These were built in
the new Wheel ing (or Glendale) plant. The first four de-
livered had the same close spacing of the J-5 engines used
on the C-2s. Thi s produced vi brat ion and fl utter problems
because of the sl ipstream of the center propel ler overlap-
ping the side propel lers. An attempt was made to al lev-
iate the problem by using a smal ler diameter three-blade
propel ler on the center engine. The last four were de-
I ivered with each side enqine moved 2l inches farther
outboard. @ The last C-2A was fitted with different
engines at \y'right Field and redesignated C-7.

The best known C-2A, of course, is the "Question Mark'l
(28-120) which created a l5O-hour endurance record in Jan-
uary 1929, by means of in-flight refueling. This, too, is
a story worthy of a separate article.
:'r NAVY RA-2 - The Navy again followed the Army lead and
bought three TA-2s (A-8007, BooB and 8018, later RA-2)
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Top, Murine Corys' third TA 2, 4-8018. u,ltich duplicated the
Army C-2A's. This one is ott its tlny to NicarugLtrt u'ith u re-
placement wing for another airplone tied undet' its .f'uselage.
Middle, short-wing Marine TA-1lRA-7 conuerted to RA 3 by
change front 220 hp Wright J-5 engines to 300 hp Wright J-6s.
This particular plane, A-7561, has reuerted to ttco-blade nose
propeller. Bottom, Morine TA-2yRA-2 olso conuerted to RA-S
by change to J-6 engines uith no distittction nrude J'or lengtlt
of ning. Modification to tltis uircraft, A-8018, includes a lurge
fillet between the tops of the nucelles and the ttnderside oJ'

the uing. (U.5. Naoa, U.S. rVnl.y und Fred Banrberger 1

The.l'ifth Fokker C-2A, n-23, on loan to N.A.C.'1. at Langlley
l'ield, l,/irginia .l'or tests <tl'the N..i.C:.A. engitte c'otL'ling.s, u'ltich

rere under derelopntent ut tlte tinte. ( N.A.C.A. 3285 t

which dupl icated the C-24's. These, too, went to Nicara-
gua and later were redesignated M-3 fol lowing engine
c hange .
:k NAVY M-3 - lJhen the Navy rep laced the J-5 eng ines in
the RA-ls and RA-2s with later J-5s, they redesignated
all of them M-3. This gave the Navy a duplicate of the
Armyrs original C-2 situation, with both long and short
wing versions having the same designation. One addition-
al RA-3, A-8157, was purchased new as such. (A photo of
this plane is still being sought.)
;'< ARMY C-7 - The last C-2A (28-126) was f itted with 300
hp Wright J-5-! engines (R-975) in place of the J-5s at
l/right Field and was redesignated C-l. lt was temporar-
i ly designated XC-7 during testing. This configuration
resulted in further oroduction orders.
'k ARMY C-7A - The C-lA, of which s ix were ordered (29-
407/412), was the result of the XC-7 tests but was not a

oroduction version of the same ai rplane. lt was a real
mongrel. lt had the C-24/ C-l wing, C-7/RA-3 engines, a

shortened commercial F-.l0 fuselage with F-l0A rear end
and, in its service form, XLB-2/F-l0A bomber vertical
ta i I su rfaces . The fuse I age d i fferences were most appar-
ent in the direct side view. The upper longeron of the
F-Vl I series had a concave curve and a very noticeable
downward slope just behind the wing. The C-2/XC-z upper
longerons were straight but had a downward slope from the
trailing edge of the wing to the tail. 0n the C-74, as
in the civi I F-10 series, the upper longeron was again
straight but was level, or parallel, to the airplane cen-
terl i ne. The C-lArs were bui lt wi th steerable tai I wheels'
and the lower longerons were reflexed near the tai lpost,
as on the late F-l0Ars, to accommodate this feature.

The original vertical tai I on the C-lA was simi lar
to that of the civil F-10. In spite of the lower weight
and power of the C-lA compared to the F-10, the Army
thought it didnrt have enough vertical tai I area so the
enti re vertical tai I of the F-l0A bomber, civi I registra-
tion number and all, was tried. This oversize vertical
fin, like that of the XLB-2 (see Part 2), did the job, and
the remaining C-74' s were del ivered with this tai I shape.
t, F-9 - This is an example of backward numbering. The
F-9 (or F-lX) designation didnrt appear unti I two years
after the F-10 (or F-X) was wel I establ ished. The re-
luctance to use the designation earl ier may have been
due to the existence of a Dutch Fokker F-lX model.

No civi I American Fokker F-9 existed although the
company tried to sel I such a model and even advertised
it in its 1930 catalog with photos. This was intended

A.A.H.S. JOURNAL
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The 1930 t-okker cutalog carried a photo ( telt ) oI the noneistent F-9, t hich tas a heaDil! retouched copy of on original photo ol the
sirth F 10. NCA048 ( ngtu ), chonging ll:asp engines to J-6s and elininating Western Air Erpress makings.

to be a civil version of the C-7A which, with its 300
hp I{right J-6-9 engines, was somewhat smal ler and I ight-
er than the Pratt e I^/hitney l{asp-powered F-10Ars then
in production for the airlines. The F-! was advertised
as an 8-passenger plane at $49,000, the F-l0A as a 12-
passenger plane at $57,500. The catalog photos were a
fine example of advertising short cuts. The exterior
photo was merely of the last F-10 retouched to show the
Wright engines with thei r distinctive front exhaust man-
ifolds instead of the PEWrs, and the interior photo was
that of an F-10 cabin cropped to eliminate the two rear
rows of seats. lt is interesting to speculate as to
what ATC number Fokker would have tried to use if he
did find a customer for an F-9.

MODEL 8 - Somehow the American Fokker Company managed
to produce two entirely different designs having the
same model number and constructor's number. One never
got beyond the prototype stage and was quickly dropped
whi le the other became the company's major production
mode I .

MODEL 8 TTSKEETERT' - This was a 1926 attempt to devel-
op a small two-seat lightplane for personal use. No in-
formation other than the photograph is avai lable from
company sources, and no mention of it appears in the con-
temporary av i at i on press. The author f i rst found the

name Skeeter and the C/N 8OO that established it as Amer-
ican Fokker Model 8 in FAA registration records. The
registrat ion number was 82. The French Anzani engine,
readi ly identified in the photo, is confi rmed by FAA

records .

M0DEL 8 "SUPER UNIVERSAL'r - This was a direct devel-
opment of the Model 4 Universal with higher power and
with passenger seating increased from four to six. lt
became the most widely-produced American Fokker. 0ther
than the prototype, which differed considerably from the
production version, there were 80 Super Universals bui lt
in the U. S. Fourteen were bui lt under I icense in Canada
and approximatelV 29 were bui lt in Japan.

Although the Super Universal was contemporary with
the F-10, F-l I and other American F-models, it was adver-
tised simply as the 'rSuper Universalrr and was not given
an F- number designation. This continued the pol icy fol-
lowed by the Universal and had nothing to do with the
fact that there was a Dutch F-Vlll model in production
at the time.
;k Prototype - The f irst Super Universal, built at Teter-
boro with C/N 800 and registration 3318, was essential ly
an enlarged Universal and retained the strut-braced wing.
The pi lots were enclosed by a C-Z/F-10 type windshield
instead of being in the open cockpit of the early Univer-
sals. Other than the higher power, a 420 hp Pratt &

'I'he F'okkct' tr'loctctS 5A'ccter, u ttro-plrtt'e ligthtplone porered bq ct

other thrrn this sirrylle
I'rench Anzarti engitre. T'ltere is

pltotoqraph. ( F'okker Photo 376 t
no infctrnuttion attailable on this oircroJl
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Whitney ly'asp engine in place of the 200-300 hp I{right
\,/hirlwinds, the major change was the addition of an ex-
tra structural bay to the fuselage to accommodate the
additional passengers. The span of the wing, still with
the non-tapered center section, was increased from 47'9"
to 52t9". @ The use of the older style of "elephant
earil horn-balanced ai lerons seemed a step backward, and
the Super Universal prototype was the only American-
bui lt Fokker monoplane to employ thi s feature.

The original designation of this elongated model was
'rUniversaI SpeciaI", but the name was soon changed to
Super Universal. The Super Universal did not go into
production in its prototype form, but the prototype was
certificated, being issued Category 2 approval 2-3 on
May 22, 1929.
:k Amer i can Product i on - The product ion Super Un i versa I

was an enti rely different ai rplane than the prototype.
I t reverted to the fu I I -cant i lever wi ng wi th strai ght
taper from the fuselage to the rounded tips and ran the
main landing gear straight from the wheel to the front
wing spar in the manner of the F-Vl lArs and Brs. The
fuselage I ines differed from the prototype, and the pi-
lot's enclosure was simi lar to that tried on the fifth

F-.|0 and later adopted for the late-production Universals.
Super Un i versa I s, C/N's 80 I through 880, were bu i I t

at Glendale unter ATC-52. The fi rst was del ivered in
November 1927 and the Iast in January 1931. O (ffre
first del ivery date may be for the prototype; the first
production model was 4453, the'rVirginia" of the first
Byrd Antarctic Expedition.) This model was widely used
by American business firms and small airlines, and FAA
records show that l4 were exported. The 1930 catalog
price was 521,800 as a landplane and $25,500 as a twin-
f I oat seap I ane.
:"- Fore ign Product ion - The success of the Super Un iver-
sals in the export market, notably in Canada and Japan,
led to agreements to manufacture it under license in
those countries. The Canadian models were bui lt by the
Canadian branch of the British firm of Vickers at Mont-
rea I . Canad i an Vi ckers C/N' s CV-132 through CV- I45 were
assigned to the I4 built. @

The Nakaj ima fi rm in Japan bui lt nine civi I Univer-
sals as nearly as can be determi ned from registrat ion
records, which show C/N's I through !. @ Most were
powered with Nakaj ima-bui lt British Bristol Jupiter en-
gines. These 450 hp radial instal lations in the Fokker

t

Itroduction Super Unirersal ' Jeuturitttl
at Alhambt'a, Calijornia, ;\'Iua 7. 1939,
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American-built Super Uniuersal seaplane, CIN 857, exported
to Japan and fitted there with o Bristol Jupiter engine. Regis-

tration is J-BBPO. ( Japanese Photo Jrom Shiro Ogiwaral

Japanese-built Super (Jniaersal antbulance plane. With right-
hand propeller, engine could be a I'&IV lltasp or a Japanese-

built equiualent. (Japanese I'hoto.from Shiro Ogiutara)

Super Uniuersal of uortinte pttppet airline in occupied Cltinct
u:as photographed in Peiping while being repainted in Chinese
Air Force markings. With right-hand propeller, tltis cottld be

Anerican or Jupanese-built. ( Peter ,l'1 . Bou,ers 1

The XJA-1 Super Unioersal tested by the U.S. Naog in October
1928. Identification board r.s typicul of Anacostia photos.
Fokker made seDeral ntorkings errors, leaoing olf the uing sturs

and the name " U. S. M-l VY" on J'ttselage. ( USN AN 6751 t

could be recognized by the left-hand propel ler.
Some later went to Manchuko and flew with registra-

tions consisting of the letter M and a number. Other
Super Universals with J registrations were American-
bui lt. Some of these remained in operation on the pup-
pet airline of occupied China to the end of l^/orld l/ar
il.@

Nakajima also produced approximately 20 Super Univer-
sa I s for the Japanese mi I i tary serv i ces. Some were am-
bulances, some were bombing and gunnery trainers, and
others were utility types. Photos show some with left-
hand propel lers, some with right-hand propel lers.
)k U.S. NAVY XJA-I - In 1929, the U. S. Navy bought a
production Super Universal I'off-the-shelfil for evalua-
tion as a uti I ity type and comparison with other commer-
cial types. Navy serial number was A-8012 and the desig-
nation was XJA-1, the J being a newly-adopted symbol to
identify Navy utility aircraft.

MODEL 9 - This flying boat/amphibian was the only Fokker
to carry separate designations for the American and Dutch
versions. The American version was designated F-ll and
the Dutch was B-lV in a continuation of the long-estab-
I ished B flying boat and amphibian series. There was
also a Dutch F-Xl model at this time. lt had strut-
braced wings I ike the American Universal and was also
cal led "Universal." Like the American F-Vllrs, the F-l l/
B-lVrs were a joint Dutch-American effort. The metal
hul ls, direct developments of the metal B-l | | hul ls, were
built in Holland. There is no evidence that any complete
B-lVrs were bui lt in Hol land. The Dutch catalog photos
and entries in the Dutch section of JANETS ALL THE I,/0RLD'S
Al RCRAFT show an American-registered F-l l.
:k F-ll - This was a logical monoplane development of the
B-l | | pusher biplane flying boat and was assembled at
Teterboro. The hull lines were generally the same except
that they were developed into a ful I cabin design. 0nly
one F-ll, 7887, C/N 901, was built. (A c/N 900 appears
in FAA records as aB-ll with Napier Lion engine.) The
F-l I original ly appeared as a six-place amphibian with
unique retractable wheel-sponsons in the manner of the
German Dornier boats. A wheel was mounted on the end of
each sponson, which was lowered for ground operation.
For water operations, the sponson retracted to the hori-
zontal oosition and the wheel folded back and out of the
way. This arrangement was not very satisfactory and was
soon abandoned. The F-l I was then converted to a straight
flying boat with conventional wing floats mounted much
farther inboard than on contemporary designs.

The F-l I original ly used a Super Universal wing in
what was planned as a neat saving in engineering and tool-
ing costs. The original engine bias a 4ZO np Pratt 6. I^/hit-
ney l{asp. The F-ll was then converted to use a longer
!00 square foot wing and a 525 hp l/right Cyclone engine
and received Category 2 certificate 2-163 on December 6,
1929.
:', F-l lA - Three 8-place F-llA's (C/N's 9oz, 903 and 905)
were bui lt. These could be purchased as straight flying
boats or as amphibians with separate fixed-wing floats
and retractable landing gear. The other major difference
from the F-ll was the use of a longer wing with 550 square
foot area. This was the same wing used on the model F-14.
Engines were advertised as the 525 hp fVright Cyclone and
the 575 hp PSW Hornet. ATC-222 was issued to the Cyclone-
powered F-l lA on September 5, 1929. Price of the flying
boat was $40,000 and the Amphibian $42,000. These were
reduced to $32,500 and $33,775, respectively, when the
depression began to affect airplane sales in 1930. The
last F-l lA was del ivered in June 1930. @
-.'. F-l IAHB - This designation shows up in FAA records for
two a i rp I anes , C/N' s 904 and 905. No documentat i on has
been found to explain the additional letters in the des-
ignation. A latter-day col lectorts photo shows one with
a modified vertical tai l, but this would hardly cause
Fokker to change the designation. Since the FAA records
show them fitted with the PtW Hornet engine, a guess would
be that the letters HB stood for "Hornet B.rr C/N 904,
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The lirst, urtcl onlu. F-11 in its originul con.f'igurotion rith sltort-

"7rnr, 
S,,p" r (Jnit'arsctl tcittg. P&W' lVttsp engine ancl trtot'eoble- 

s,rr()/rso/rs thot cloublecl os landin(J qeQr legs. ( f'okker Pltoto)

t--11A, C N g02, registration x-148H, tentporarilLl .fitted u'ith cttt

F'32 iype nacelle,"currying tro Hornet engines' Photographed
"at 

Teterboro o, Mnrch 5, 1930' ( L'okker Photo 1493 t

which was registered 127t4, was I icensed 8-p1ace under
Category 2 certificate 2-172 and C/N 905 (which later
went to Canada) was licensed under 2-2OO as l0-place'
:k F-l lA TANDEM - No special designation appears for
F-l lA, X-148H, C/N !02, when it was temporari 1y f itted
with two Hornet engines in tandem. Again, no documenta-
tion is avai lable, but the sequence of photo numbers and

dates indicates that the purpose of the twin was not to
serve as a test bed for the tandem engine instal lation
of the F-32 transport but rather was an attempt to adapt

the F-l I to the Coast Guardrs requirements for a twin
engine flying boat by fitting an F'32 nacelle to an ex-
isting single engine aircraft.
,'r ARMi C- 15 - One Hornet-powered F- l lA was sent to Wr ight
Field for test by the Army Air Corps. Although this was

a company-owned ai rplane and was tested on a bai lment
contract in 1931, it received the military designation
of C- I 5. Th i s was most unusua I .

Th i s part i cu I ar a i rp1 ane presents some other puzzles '
The registration number, 843W, does not appear in FAA

Fokker records. lt carries the markings of \y'estern Air
Express in the Wright Field photos. This could hardly
have been a publicity move resulting from WAE's control
of the company since General Motors was not in charge.
WAE did operate amphibians on its Los Angeles-Catal ina
lsland run, but there is no airline record of an F-ll
being used although some old-time employees seem to re-
member one. (l t) Airl ine fleet exPerts in A.A.H.S. have

no confirmation of one, either. The airplane must be

F-I IAHB, C/N 906, which was I icensed l0-place as an "Air
Ferry." This ties in with the short Catal ina route.

MODEL l0 - This was the first American Fokker model on

which the engineering number and the sales number got

FALL - tg67
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The l..okker I--11, registerecl 7887. conterted to a straight .flying
b<tctt tL'ith tt'inq .l'l<trtts, lttnger I"-11 type u'irtg of'550 sc1 lt oncl

Vlright Cyclone engine o.f 550 ltp' ( Stephert J' HLtdek )

l.okker 1.. I|AHB, C 
^I 

g()4, registrutiotl ]{C-127M, pou,ered ulit|t

P&V/ Hornet engine of' 575 
"hp. 

Tftis tfcts a deluxe model .for

fnmed bottt racer and builcler Gur vtood. ( courtesa Ben Haines t

together. The F-10 appeared early in 1928 as a greatly
improved F-Vl I trimotor developed to U. S. requirements.
0riginal ly designated "F-10 Super Trimotor" and 'rTrimotor
De-Luxe", it was a I2-passenger airplane with 420 hp

Ptl,/ \{asp engines and featured an entirely new fuselage
and tai I under an F-Vl I B wing. According to Fokker rec-
ords, a total of 65 F-l0 series trimotors were built, 63

for commercial customers and two for the mi I itary. FAA

records conf i rm the reg i st rat i on numbers for the 53

but list four additional C/Nrs.
Along with the Ford Trimotor, the F-10 was the main-

stay of the U. S. airl ine business into the early 1930s.
Production of the F-10 ended in 0ctober 1929. All F-l0s
were grounded briefly fol lowing the crash that ki I 1ed

famed Notre Dame footbal I coach Knute Rockne on March 31,
1931. Never before had an airl iner crash drawn national
attention as this one did. lt is sti I I a mi lestone in
airline history and is referred to asrrThe Rockne Crash."

A wing had broken in fl ight. Investigative techni-
ques were not as thorough then as now, and emotion and

personal opinion, plus charges of faulty design and poor
maintenance, clouded the issue. The F-l0s were soon
cleared and went back into airl ine service after balance
weights were added to the ai lerons. The Rockne crash
did great harm to the Fokker reputation and wooden wing
structures in general. Actual ly, the trimotor was al-
ready on the way out, and the Rockne incident merely has-
tened the departure of the Fokker from the American scene.
:k F-.l0 - This designation appeared in great variety. Fok-
ker documentation and advertising carried it both as F-.|0
and F-X (sometimes AF-10 and AF-X), and at times it was

painted on the ai rplanes as "F-TEN.rr The F-10 used the
F-Vl I B wing, which was bui lt in Hol land. The rest of
the F-10 ai rframe was bui lt in Teterboro. There were



The thircl Fokker F-|0. ltuilt
und u'ent

lor ll'esterrr .lrr E-rPre.ss.

ittto sert'ice titltout tlte
C' I{ 1002, registratiotr 5J58'

lettars rVC rrr lront ol thcir
1..-I0s openttetl Ltnder Categor4 2 Approuul certiJicutes

reoistrotit-tns. / ll'c's1ern Air I'ittes )

.f.!.i::1.

Built f'or tha Richlielcl oil L'ortt1trtrt4, tltc rtttDtbcr.lttLtr F'10' (' N

ltt'rt'TRLI|OTORI"'10DI"LU'\f:"('orrtponyrtttnta
1003. registrutiott 5611. ltucl lettertrtg
i{'(,rs o/r outlttxtrcl portiott oJ' rtuc'elle'

ot1 rtose otrcl tuil procluirrtittg tt to
(Peter .\l . R<tu^ers Coll' l

,FOKKER

nttcLi.l'ierl trindsltield ttrtd Ltsed lttr'
('orrtltttrt Ly nttrl it'rt.s s ubseq rta rttl4

au.ltila rt.s rr f'<tl;l;ar clerrt<.trtstt'rttor. This plttrte u'tts lrtter sttkl to the Shell Oil

dastrottacl in tt hurtllctr.lire. (V'right Field 35235ITha liJth l'-10. .fittecl u'itlt rt
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F-10A. NC 215M, C/N 1044, in Western Air Erpress colors, aas used by West Coast Air Tranq)ort and Pacific Ait Tmnsport beJore ltyiflg
Jor WAE. Loaer longeron refle.red Jor use of a steemble tail trheel but tail skid retained. ( Boeing 4421)

UnioersalAirlines' F-10A, NC-9166, CiN 1037, shouing the struight taper of the I--10A
earlier I,'10 had parallel leading and trailing edges out to the

uing from the fuselage to the tip of the wing. The
nacelles. ( Unioersal Airlines )

Earlg t'10A's had straight lou,er longerons as F-10s, later hud refleted
retains a tail skid, shou,n on ground hondling dolly,

FALL - tg67

longerons to accotttodate steerable tail u.lteels. NC-9169, CIN 1038,
but hos modiJ.ied longerons. ( h'okker l'hoto 1202)
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I POTffiEa

Stqii.\tiil*Sr

Thequickie conuersiort oJ u standctrd F 10A trintotor resulted irt this e.rperinrerttul borrtbcr. ( Fokker I'ltoto LliQ Jesse Duoidsonl

TheArny bought one F'10A, u,itlt strai(/ht lou'er loncJerorts, rtnd desiglttutecl it C-5, seriol 29-105.(USAAC t>io Stephen J. Hudek)

StandurdF-10A deliL:ered to ^l,lurirte Corps us RA l in Jortuury 1931 u'ith .lairecl steeroble tuil u'lteel. ( L-okker Glertcfult, 151 )
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U. S. FOKKER

MODEL NO.

7

SOLD AS

c-2/TA-l

C-2 SPL

c-24/RA-z

c-7A/' 'F-9, I

S keete r

Super
Un i versa I

(Prototype)

Supe r
Universal
Navy XJA- I

F-ll

F-I IA

F- l0

F-IOA

RA-4

S PAN

53' 3"

71',2+"

72t 10-3/gtl

72t 10"

52', g"

50'7-3/4"

50' 7-3/4"
( i ncreased)

(ql nrr

71, 2'l

79', 3"

79t 3t'

LENGTH

48, 6"

48' 6"

4g' 7"

48' I"

35, I l+"

42rll,'

45'o"

49'll"

49'll"

49' l l"
(plus)

WING

AREA

617

718

748

748

370
(i ncd to

728

850

850

35' 7" 370

GROS S

ENGINE E HP WEIGHT

wright J-5 220 8,898

t/r i ght J-5 220 I 8, 000

t/r ight J-5 220 10, 394

I/right J-5 300 11,026

Anzan i ---

PaW L/as p 420 4, 5OO

Pst/ l/as p 42! 5 ,27 |

Page l8/

HIGH
SPEED REMARKS

l12 Contract date 2/2/26
Army C-2 wt 13774 lbs.

r r6

r r2.8

139

0riginal ly "Univer-
sal Specialrl

I 38 Product i on a i rcraft

125 One only to F-l lA
gross weight with Cy-
clone t longer wing.

140 F-lIAHB had 575 hp
Hornet. Tested by
Army as C-15.

141.5 Last 2 of 7 to F-l0A

r54

150 Navy version F-l0A

PsW Wasp 421
5oo)

l^/right Cyclone

6, ooo

7,200

l0

c?q

PEW V/asp 42A 11,500

PEW f,/asp 420-450 13,100

Pel.{ Wasp 450 12,850

only seven of the basic F-10 model, C/Nrs 1000 through
1006. These were licensed under certificate 2-2 on Jan-
uary 7, 1929. The last two were converted to F-10A.

WAE, for whom the F-10 was developed, was the first
(and only) airline customer for the original model. Two
went to oi I companies; C/N lOO3 (NC-5614) to Richfield
0il Company and C/N loo4, (tlC-8oto) to Shel I 0il after
a period as a Fokker demonstrator during which time it
featured a different windshield.
;k F-l0A - An improved version of the F-10 with a longer
American-bui lt wing. F-l0A product ion was at Glendale,
where 57 of the 59 civi I models were bui lt. The most
notable recognition feature was the straight taper of
the wing from the fuselage to the tip of the trailing
edge and a distinctive cut-in of the leading edge be-
tween the nacel les and the fuselage. The early models
had tai I skids like the F-10s, but later versions had
ful l-swivel steerable tai I wheels. The I ine of the low-
er longerons was altered cons iderably to accommodate
this feature.

ATC-95 was issued January l, 1929, f or 420 hp Pat^/

ly'asp engines but was modif ied in April to allow 450 hp
f^/asps. Standard pr ice f or the F- l0A was 567 ,500.

Principal airl ine customers, other than WAE, which
ordered l3 F-l0Ars new and acquired eight others, were
PAA with 12, and American which obtained l6 second or
third-hand from other lines. Universal Airlines used
l5 new F-l0Ars.
:k F-IOA BOMBER- This was a quickie conversion of a
stock F-l0A trimotor to meet a mi I itary requi rement and
is said to have been completed in a week. @ lt was
unofficiaI ly caI led "XLB-3" arolnd the factory because
it followed the concept and had the same oversize verti-
cal fin as the XLB-2. (ffre Army had assigned the XLB-3
designation to Huff-Daland back in 1926.)

Again, no company documentation is avai lable to
spell out the history and nothing appeared in the con-
temporary press. FAA records show it as F-10A C/N 1040,
X-9165. A photo of the first C-7A in Army service shows
it fitted with the F-l0A bomber tail, including regis-
tration number.

FALL - 1967

:k ARMY C-5 - The Army ordered an F-IOA, C/N lOZ3, and
assigned the designation of C-!, Army serial Z9-4O5. lt
was ass igned to Bol I ing Field as a Vl P transport in
Apri I 1929 but had a very short career.
:r NAVY RA-4 - The Navy bought an F-IOA for the Marine
Corps under the designation of M-4--even though the
old Atlantic organization had become the Fokker Aircraft
Corporation of America and then General Aviation, a sub-
sidiary of General Motors, the Navy stuck to the old
A-for-At I ant i c manufacturerrs des i gnat ion. Al though
supposed to be a stock model, the service pi lots found
all sorts of faults with the M-4. lt was tail heavy,
they said, and its control Iabi I ity was inadequate. lt
was sent back to the factory several times for fixes
and final ly ended up with a longer nose for balance

Nose of l,'okker F-10, CIN 1003, of the Richfield Oit Company.
( Peter M. Bouers Collectionl



Page 188

purposes and acquired a redesigned vertical tail. @

FOOTNOTES:

@ JANE ' s ALL THE I^/oRLDS A I RcMFT, 1929.
@ 1930 catalog of the Fokker Aircraft Corporation
of Amer i ca.
@ Correspondence with Miss Althea Lister, Pan Arner-
ican Airways Historian, 1966-67.
@ !/right Field Serial Document 3079: rrBrief Des-
cription and History of the Fokker Monoplane Type Cargo
Airplane", May 16, 1929.
@ Photo taken at the National Air Races, Spokane,
l.Jash i ngton, September 1927 .

@ Three-view drawing in the 1928 AIRCRAFT YEARBo0K,
Pase 337.
@ Fokker production figures prepared by Assistant
Chief Engineer Charles Froesch in a report dated May
25, 1932.
@ Canadian Civi I Register.
@ Air International Registers, 1933 to 1935.
@ Correspondence with Richard M. Bueschel, 1967.
@ Correspondence w ith S i dney Al br i ght , I./estern Ai r-
I ines Publ ic Relations, 1966-67.
@ Correspondence with Charles Froesch, 1964.
@ U. S. Navy Test Report.

AUTH0R'S N0TE: The foregoing is the third part of a
f i ve-part ser i es on the Amer i can Fokkers . Part I , cov-

ering the imported models, appeared in the JOURNAL,
Summer 1966, Vol ll, No 2. Part 2, covering American
Models I through 5, appeared in the t{inter 1966 issue,
Vol ll, No 4. Part 4, covering Models ll through lB,
will appear in the J0URNAL early next year. Part 5
will then consist of a summation, corrections and any
filling-in of holes by readers, and a complete listing
by model number, C/N (for civil models), civil registra-
t i on and mi I i tary ser i a I numbers .

Rather than delay this series by trying to run down
all the details of every model, a few omissions have
been made. l^/henever poss ible, statements that are not
common knowledge have been referenced to their source.
Readers are cordial ly invited to comment on the mater-
ial oublished so far and to submit corrections or
additional information. This wi I I be presented in
Part 5. Reader contribut ions, whether original or
abridged for publ ication, wi I I be credited to the con-
tributor.

EDITOR'S N0TE: lt is hoped that al I those who can wi I I

assist Pete Bowers in gathering together all the sali-
ent facts pertaining to the American Fokkers. His home
address is: 13826 Des Moines l./ay South, Seattle, I{ash-
ington, 98158. A di I igent researcher and col lector,
Pete is probably the best known of al l American avia-
tion writers as a result of the vast number of articles
he has created during the last ten years and for his
more recent Putnam books.

Thnoc- tlorco 14 A 4
By W.A. EBERSPRCHER

l./ith experience gained from the l918 and early l9l9
air mail operations, Post Office Department Air Mail of-
ficials concluded that aircraft carrying from 1,500 to
2r000 pounds of mai I could possibly reduce operational
costs to about 40 percent of the figure obtained using
smaller airplanes. A request for bids was issued in
1919, and proposing companies were al lowed to produce
original designs as long as they met the specified per-
formance specif icat ions.

The Glenn L. Martin Company of Cleveland, 0hio pro-
posed a variat ion of their MB-2 bomber; the L.l^/.F. En-
gineering Company of College Point, Long lsland, New

York proposed the trimotor Model H rrciant"; and the
Thomas-Morse Aircraft Corporation of lthaca, New York
proposed the twin engine M.B. 4 mail plane which is the
subject of the drawing on the next page.

Martin aircraft first went into operation late in
1919. The experience gained with these machines, par-
ticularly when operating from the available small air-
fields and over mountainous areas, indicated that the
L.t^/.F. "Giantil would not be suitable. However, the
performance of this aircraft was promising, and the
Army Air Service was given the opportunity to take over
the L.W.F. design for evaluation as a bomber.

The Thomas-Morse M.B. 4 was a tractor-pusher biplane
with two 300 hp l,/right-bui lt Hispano-Suiza engines pla-
ced back-to-back in a central nacel le. The engine sec-
tions, the tai I sections and the two fuselage sections
aft of the cockpits were modifications of M.B. 3 pursuit
plane components. Inasmuch as the Post Office Depart-

ment was hard pressed for adequate air mai I funds,
Thomas-Morse apparently took this approach to cut costs
in their design. To these standard components were add-
ed a new, larger biplane wing assembly and new nose
sections for the twin nacel les that housed the personnel.

From avai lable evidence, it would appear that the
M. B. 4 was the fi rst successful pusher-tractor ai rcraft
bui lt in the United States. lt was tested at lthaca
on March l, 1920 with Post 0ffice Department officials
present to witness the fl ights. The tests did not lead
to any orders for the aircraft, but they did demonstrate
the fol lowing performance:

Average speed of 134.5 mph.
Maximum speed in level fl ight of 140 mph.
S i ng I e eng i ne speed of I 00 mph.
A complete turn and climb to 1,000 feet on one
engine.
A useful load of 1,200 pounds along with a ful I

load of fuel and oi l.
Such performance also attracted the attention of the
Army Air Service which gave some consideration to a

bomber version of the M.B. 4. However, no further
aircraft were ordered by either organization.

EDITOR'S NOTE: L/arren A. Eberspacher, of 1357 McNei I

Road, 0jai, Cal ifornia, 93023, is wel I known for his
detailed and accurate, three-view scale drawings, many
of which have been made for the Smithsonian Institution.
His text for this article is based largely on accounts
appear ing in the l92l A I RCMFT YEARBO0K.
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