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the spirit of entrepreneurialism was alive
and well in the Barron household.”
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“…if you’re clever, you can invent one:“…if you’re clever, you can invent one:

“It’s his fault,” John Barron 
says as he playfully slaps 
at his grown son, Mike. 
“He’s the one who got us 
into this whole 195 thing. 

Even as a kid he was trouble. He’d sit 
over there on a couple of phone books, 
not quite able to see over the panel on 
the 140, and fly instruments nonstop. 
He was nothing but a voice-command 
autopilot that eats. And now he has 
my grandson, Dillon, doing the same 
thing! It’s his fault!”

You have to be around all three gen-
erations of Barrons—John (60), Mike 
(38), and Dillon (10)—at one time to 
really enjoy the Dangerfieldesque feel-
ing to their relationships. They can’t 
get no respect, to paraphrase what 
Rodney would say. But underneath it 
all is an enormous amount of respect 
borne of understanding of what each 
has contributed to the whole that is 
the Barron family. With Dillon be-
ing the third generation of Barron 
to bear the weight of a severe case 
of av-infection, it would be hard to 
pick a more aviation-oriented family. 
And their Cessna LC-126C is equally 
as unique as they are. 

John and Mike Barron (they’ll prob-
ably argue who I should have listed 
first) have become the go-to guys for 
195s nationwide because they not 
only restore the airplanes, but also 
duplicate a wide range of airframe 
parts that restorers would have a dif-
ficult time doing with out. As with 
so many things in aviation and life, 
however, that wasn’t the plan. It just 
sort of happened. 

John, the patriarch of the group, 
lives in Perry, Missouri, not far from 
where he was born and raised, and can 
clearly remember the exact moment 
the flying bug bit. 

“I was standing in our backyard, 
and a Cessna 120 flew overhead and 
its shadow went right across me.” He 
says it as if he can still feel that shadow 
upon him to this day. 

“I had a college friend who flew, 
and that’s what really got me into 
learning to fly. Then, I happened 
to be out at the airport when I saw 
a 150 have an accident, and some-
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The LC-126C is brightly marked to 
make it visible for its primary mission, 
air-sea rescue in Alaska.
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The three generations of Cessna Barrons: grand-
father John, son Mike, and grandson Dillon.

Above: The interior is 
pure military spartan, 
with a plain metal 
floor and minimal 
upholstery. The ex-
pansive cockpit is ac-
cented by the familiar 
Cessna “piano key” 
switches in the lower 
center of the instru-
ment panel.

The cavernous baggage/cargo door 
on the LC-126C comes in handy when 
packing in the camping supplies.



how I talked the owner into letting 
me help rebuild the airplane in ex-
change for flying time.” 

Obviously John Barron’s taste 
for things mechanical and re-
creating flying machines started at 
an early age. 

“I was out of college about 11 
months, working a regular job, 
when I realized I had to be doing 
something with airplanes.” 

To make a circuitous story under-
standable, let’s just say that some-
how he wrangled a job as a ground 
instructor for TWA. 

John laughs when he says, “There 
I was the senior ground school in-
structor on Boeing 707s, and I’d 
never so much as ridden in a jet.” 

We wondered how that hap-
pened, but didn’t ask the question 
because it was obvious the answer 
was going to be a long one. He did, 
however, ride the ups and downs 
of airline life until finally retiring 
while flying B767s. 

He remembers, “My most memo-
rable airline trip was my first as cap-
tain on the DC-9. Dispatch had set 
it up so my co-pilot would be my 
son, Mike, and they let us pick any 
trip we wanted. We picked Spring-
field, Missouri, because they have a 
Bass Pro Shop there. That’s as good 
a layover as it gets.” 

Mike was born while his par-
ents were still in college, so he lived 
through the entire process of his 
dad building a career in aviation. 

“I got my first airplane ride when 
I was 2 weeks old in a Taylorcraft,” 
he says. “I don’t remember much 
about it, obviously, but I got very 
seriously active in flying by the time 
I was 6 or 7 years old. My dad had 
a long string of airplanes and was 
constantly going places in them, 
and he’d toss me in the other seat. 
By the time I soloed at 16 I had 
three or four hundred hours.

“In the beginning I couldn’t 
see out and could touch nothing 
but the control stick or yoke, but 
Dad told me how the instruments 
worked, so that’s how I flew the 
airplane. My son, Dillon, has to 
do the same thing in the 195, but 
he flies looking out the side most 
of the time. I don’t know how 
he’s going to react when he’s tall 
enough to actually see over the 
nose of an airplane.” 

In true Barron family fashion, 
Dillon got his first flight when he 
was 9 months old in a Cessna 170A. 
He was barely 1 when he made his 
first cross-country and has been to 
Oshkosh nine times. Proud grand-
dad John says at 4 years old Dillon 
could do everything in the airplane 
but taxi or land it. He gets a chance 
to fly a lot of airplanes but seems 
to like the Twin Beech best, as he 
claims he can see out of it better. 

An airline family always has its 
ups and downs because it’s almost 
inevitable that furloughs are going 
to happen, yet the bills have to be 
paid. In the Barron family, how-
ever, it could easily be said that the 
furloughs were the good periods, 
while flying the line was an inter-
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The LC-126C has this left side escape 
hatch added for float operations, just 
in case of emergency.

Below: When mounted on floats, almost 
every airplane must have additional fin 
area added to compensate for the side 
area of the floats’ added forward of 
the CG. On some aircraft the fins seem 
to be added as an afterthought, with 
little regard to the aesthetics of the 
installation. Not the LC-126; its beauti-
ful auxiliary fins match the rest of the 
structure perfectly.



ruption in the various businesses 
they were building. 

Mike says, “Dad had me rib-
stitching really young, and the first 
I remember was helping re-cover 
the surfaces on a T-6. Dad started 
rebuilding airplanes every min-
ute of his free time, and naturally, 
he put me to work. Among other 
things I’d be the guy holding the 
bucking bar down in the tail cone, 
which probably didn’t help my 
hearing any.” 

The elder Barron worked in avi-
ation-parts businesses during fur-
lough periods, and Mike grew up 
learning not only how to craft 
pieces of metal into machines 
that fly, but also slowly that you 
don’t have to go looking for a job 
because, if you’re clever, you can 
invent one: the spirit of entrepre-
neurialism was alive and well in 
the Barron household. 

“I was 13 or 14 when a family 
friend bought a 195, and I can’t 
begin to tell you how much effect 
that airplane had on me,” he re-
members. “I’d sometimes go down 
to the airport just to sit and look 
at it. I found out really early what 
an airplane is supposed to look and 
sound like.” 

It was some years before Mike 
was able to scratch that 195 itch, 

and that’s when the love for the air-
plane and his natural entrepreneur-
ial bend crossed. 

“Even though I couldn’t really 
afford it, I bought a project that 
had been in pieces for something 
like 20 years. It was up in Michigan, 
and it was a really short-notice deal, 
so I didn’t have time to plan for it 
and get some help. In fact, my mom 
and I went up there and loaded it 
by ourselves. We worked most of 
the night, crashed in the lobby of 
the FBO at about two o’clock, and 
drove back to Missouri at four. It 
was a long day, but I had my 195.” 

That first airplane was a 300-
hp, 1948 model, but circumstances 
forced him to put it in storage for 
a while. 

“Eventually, I sold that airplane 
to a customer and rebuilt it for him. 
He wanted it polished, so we had 
to do a bunch of reskinning. Then, 
little by little, I found myself doing 
more and more 195 work.” 

Anyone who spends a good por-
tion of their days working on a 
specific type of old airplane gets 
to know that airplane really well 
and quickly realizes which parts are 
hard to find and which are, in some 
cases, nonexistent. 

“As I’d be working on an air-
plane we’d find that some part just 

wasn’t available and the one we 
had was only good for a pattern, 
so we’d make a new one. In air-
planes like the 195, certain parts 
get used up a lot, like gearboxes 
and belly skins and wing ribs. Plus 
other parts, like the magnesium 
aileron hinges, corrode like crazy, 
and there is no replacement. 

At some point, when a restorer 
has to duplicate the same compo-
nent over and over, he is forced 
into tooling up like the original 
manufacturer to make sure the 
parts are true. 

“We have jigs for every compo-
nent of the airplane, including the 
wings, fuselage, and tail. There are 
only a few parts of the airplane that 
we haven’t tooled up for, and sev-
eral more parts and STCs are in the 
works to add to the PMA list.” 

It’s that last part, the FAA PMA 
approval, that can often be harder 
than making the part itself. 

“The first couple of times we 
went for STCs or 337s on some of 
our stuff it was like pulling teeth. 
There was absolutely no con-
sistency. However, after you go 
through the same process with the 
same people enough times, it be-
comes almost, but not quite, rou-
tine. We know what they want 
before they ask, and that’s the kind 
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of backup we give them. 
“We started out mak-

ing easy parts, like interior 
trim pieces that go around 
the carpet, and the etched 
sill plate for the door, and 
the plastic overlays on the 
bottom of the instrument 
panel. Then we got into 
building structural parts, 
beginning with ribs. Now 
we even make things like 
a new milled 2024 replace-
ment for the magnesium 
aileron hinges. 

“We’re especially proud 
of the aluminum wheel-
pants we make. They are 
finished better than those 
that came out of the fac-
tory. We also duplicate the 
lower cowl pieces with the 
intake in them. And we got 
an STC to put oil drains in 
the intake tubes to make it easier to 
prevent ‘hydraulicing’ [hydraulic 
locking] the engines.” 

It’s no secret that a significant 
number of 195s have suffered 
ground loop damage, and when 
they decide to go around, they gen-
erally do serious damage to the 
airplane, including yanking the 
gearbox out of the fuselage. This is 
a major deal and requires rebuild-
ing the entire lower, forward part 
of the fuselage. Because the Barrons 
had seen the same damage so many 
times, they designed a way to at 
least minimize the damage. 

“We got an approval for a mod-
ification in which, among other 
things, we put an interior skin on 
that part of the airplane, which 
greatly stiffens it up. A lot of what 
we did was a theoretical improve-
ment until one of our custom-
ers did a dandy little ground loop 
in an airplane that was equipped 
with that mod and tested it for us. 
We were really pleased when we 
saw that the damage was confined 
in such a way that we only had to 
do about half of the usual amount 
of repair.”

Mike guesses there are about 550 

195s flying and another 100 that are 
sitting in someone’s hangar or barn 
collecting bird droppings. However, 
very few of those are the military 
version, the LC-126, and that, Mike 
decided, was what he wanted for 
his own airplane.

“I wanted an LC-126C not only 
because it’s a sorta warbird, but for 
our business and lifestyle it would 
work much better than a regular 
195. The big baggage compartment 
and extended passenger area would 
let us carry props and big parts to 
customers, and Dillon and I could 
get lots of camping gear in there.”

LC-126s are an airplane that 
most of us know very little about, 
but Mike and John have become 
experts on it. 

“During the Korean war period 
there were a total of 83 LC-126 air-
craft produced. Fifteen LC-126A 
models were purchased by the 
military in 1949 and delivered in 
1950. Five LC-126B models were 
purchased in 1951, and 63 LC-
126C models were purchased in 
1952. These airplanes were used 
for a large variety of workhorse 
duties and training. Each aircraft 
was delivered to the military with 

Edo 3430 floats and skis 
in addition to the stan-
dard landing gear. The 
original skis supplied 
with the airplanes didn’t 
have sufficient ‘floata-
tion’ for the 8-foot-deep 
snows encountered in 
the Arctic regions and 
had to be enlarged. 

“The ‘A’ models were 
ve r y  much  s t anda rd 
Cessna 195 models with 
an emergency escape 
door,  s ing le - s ide  ex -
tended baggage compart-
ment, float attach kit, 
exterior steps and grab 
handles for wing-top ac-
cess, specified radio gear, 
jettisoning main cabin 
door, auxiliary vertical 
seaplane fins, and aircraft 
lift rings. 

“The ‘B’ model was the same ex-
cept for the addition of a heater 
cover over the top of the heater 
in the cabin, Goodyear crosswind 
gear, and radio equipment. 

“The LC-126C models were the 
most modified of all with all of the 
previously mentioned items plus 
accommodations for single or dual 
stretcher installations, extended 
cabin/baggage area with a large 
cargo door. It had a dual light tail 
cone (white and yellow), parachute 
pack seats, and snap-on cushioned 
upholstery with snap-over seat cov-
ers. The auxiliary vertical fins were 
designed and added to the aircraft 
by Cessna as part of the standard 
seaplane installation. Along with 
that came the lift rings, zinc chro-
mate primer inside and out, and 
the seaplane (escape) door on the 
left side of the fuselage. The aircraft 
worked well on floats, but was not a 
strong performer getting ‘un-stuck’ 
from the water. There is not enough 
aileron to ‘walk’ it out, so most com-
monly it’s abruptly rotated at 50-60 
mph, then accelerated in ground 
effect before climbing out. The air-
plane also has an extremely high 
rotation rate in a spin with floats, 
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something I don’t plan on trying. 
“One of the really fun parts of 

taking this airplane to fly-ins is 
talking to guys who flew them for 
the Air Force. A lot of them oper-
ated in Alaska, where they landed 
on just about everything, and we’d 
hear stories about landing on rocky 
ridges, winding dirt roads, shore-
lines, and up to 8 feet of loose 
snow! They said they’d often sink 
up to 3 feet deep in loose snow and 
have to dig and pack ramps in front 
of the airplane to get it ‘back on top 
for takeoff.’”

“Their standard short-field land-
ing procedures were something else. 
They’d slow to just above stall, con-
trol sink rate and angle with power, 
then prior to touchdown stand on 
the brakes and hold on! The air-
plane would hit in a tail-low atti-
tude and skid to a stop in about 100 
feet! I used to do that regularly in a 
Helio, but I haven’t tried it in a 195 
and won’t unless I have no choice.” 

A number of the airplanes were 
operated by the 10th Rescue Squad-
ron that became something of a 
legend during the 1950s. 

“The 10th Rescue Squadron was 
sometimes referred to as the ‘10th 
hunting and fishing squadron’ as 
they often provided recreational 
aircraft services for VIPs. But, there 
are lots of stories about Col. Allen’s 
adventures of aircraft torture in the 
Aleutians. Like landing at sea with 
zero visibility by setting up a 50-
foot-per-minute descent and pull-
ing power when they started hitting 
wave tops, then waiting sometimes 
two to three days anchored in a 
rocking cockpit! 

“They said they were always run-
ning out of interior space for stuff, 
so they routinely strapped the rest 
to the floats and the aircraft exterior. 
They said it flew a little crooked at 
times, but was very acceptable. All 
of these men’s affections and memo-
ries of this airplane are very strong.”

The Barrons spent some time 
looking for a “C” model, and persis-
tence finally paid off.

“This aircraft served at Fort Rucker, 
at least in its last years, and then was 

the Fort Rucker Fly-
ing Club plane until 
around 1962. When 
surplused, it went to 
Texas and was flown 
up until 1967 when it 
was disassembled. It 
was purchased by the 
late Thomas Henley 
(father of Mark and Al-
len Henley of the Aero-
Shell T-6 team fame). 
They returned it to fly-
ing status in 1991, and 
I bought it from the 
brothers in 2002.

“Since then we have 
replaced some skins 
and airframe compo-
nents. We installed an 
engine with the cor-
rect 300-hp configu-
ration, replaced the 
prop, installed correct 
crosswind gear, then 
stripped, polished and 
painted the aircraft 
in the arctic-rescue 
scheme. This airplane 
was built as a tribute 
to the aircraft type as 
well as to those who 
flew them in what 
were truly wild parts of Alaska. I 
plan to take this airplane to Alaska 
in the future, if nothing else be-
cause my son, Dillon, insists. 

“The airplane is a 1952, LC-
126C, serial number 7815, 300-hp 
Jacobs R-755-A2 engine, Hamilton 
Standard 2B20 propeller. It has the 
original Goodyear crosswind gear, 
and we also have skis. I plan to 
put it on amphibious floats, which 
has never been done. I don’t know 
which floats yet. That depends on 
who is most willing to work with 
me on the STC.”

Mike says he’s a long way from 
satisfied with the airplane because 
there are still some original equip-
ment parts he hasn’t been able to 
locate. His shopping list includes: 

•Main cabin door jettison han-
dle, pan, and hardware 

•Yellow nav light lens 
•Original floor mat for cabin

•Lift rings for cabin top 
•Original split rear seat back 
•Stretcher and installation hard-

ware
•Original radios or faceplates 
•Edo 3430 float installation kit 

or kit and floats (damaged or ser-
viceable) for patterning. Pictures 
and data for reference.

•Many airframe parts, as he is 
building another from a stripped-
out and damaged fuselage.

It has been said that the fam-
ily that flies together stays to-
gether. However, when you have 
three generations of pilots in the 
same airplane, the pressure on fam-
ily relationships can often become 
strained. After all, who gets to fly? 
Since it’s a given that young Dillon 
is going to be sitting in one of the 
front seats, who gets the other one? 
John or Mike? That’s a good kind of 
family problem to have.

Dillon Barron cleans up the family Cessna LC-126C. 
Like his father, Mike, and grandfather, John, he’s been 
bitten hard by the aviation bug.


