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It All Started 
With a Pony
At least you don’t have to clean up 

after a Monocoupe
by budd davisson

“Dad said . . .
‘Why would you

want that when you
could be flying

a Tri-Pacer?’”.

JIM KOEPNICK
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Horses are, to many peo-
ple, as habit forming as 
airplanes. A disease of 
the mind. Some breeds 

are more addictive than others. 
Airplanes are very much the same, 
and if there’s one fact in aviation, 
it is that once the Monocoupe bug 
bites, you stay bitten. 

“Technically,” says Cam Blazer 
of Leawood, Kansas, “our Mono-
coupe actually started with a ciga-
rette, when I was about 10 years 
old. Not a pony. But, there’s a def-
inite connection. My dad caught 
me smoking, and he whipped me 
good. Mom saw what was going on 
and asked Dad to reason with me, 
rather than whip. After a day or so, 
Dad said, ‘If you don’t smoke until 
you are 21, I’ll give you a pony.’”

“Skip ahead 11 years. In 1957 
I was 21 and didn’t smoke. Dad’s 
construction workers and family 
knew about the no-smoking deal 
and would kid about the pony. One 
day Dad called me at college and 
asked if I would swap the pony for 
flying lessons because he had de-
cided he wanted to learn to fly. A 
deal was struck, and we learned to-
gether in an old Aeronca Chief. So 

that $50 pony turned into about 
$500 worth of flying time. 

“As I was working on my private 
ticket, I came across a 90A Mono-
coupe that was for sale for $900. I 
tried to get Dad interested, but he 
took one look and said, ‘It has ring-
worm and is leaking oil. Plus it’s old. 

Why would you want that when 
you could be flying a Tri-Pacer?’”

From that point on Cam’s story 
reads very much the way so many 
pilots’ biographies do with mar-
riage, family, and career slowing 
down his flying. But, it didn’t keep 
him out of aviation. 

Since he’s from the Kansas City area, we shouldn’t be surprised to see 
Cam Blazer wearing a baseball cap emblazoned with the Nicholas-Beazley 
emblem. Cam credits his wife, Marie, with helping him throughout his 
aviation avocation, and particularly with his latest effort, the Monocoupe 
Sweet Marie.

JIM KOEPNICK

DEKEVIN THORNTON
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“When I got married I wasn’t 
doing much flying, but I’d discov-
ered homebuilt airplanes, and that 
looked like something I might be 
able to afford. I got interested in a 
Sport-Aire II, an Al Trefethen de-
sign, and discovered a TWA pilot 
who lived in my ZIP code was listed 
as building one. So, I tracked him 
down and knocked on his door. I 
spent a lot of time working on his 
airplane with him, and that led me 
to Kansas City EAA Chapter 91. I 
got heavily involved and was even 
president for a while. 

“I was in partnership to build a 
couple of Pazmany PL-2s, but I had 
to sell mine as a project, including an 
Al Trefethen Lycoming O-290G. The 
engine was $135. Hard to believe!” 

By this time, the fits and starts of 
his aviation career were starting to 
form a pattern. One he didn’t like. 

“I had started a Midget Mus-
tang II when my third child came 
along, and I had to sell the proj-
ect to expand the house,” he says. 
“This was getting really old, but 
this time, it didn’t work entirely 
against me because my wife got a 
fourth bedroom and the space be-
low it just happened to contain an 
airplane workshop.” 

The next chapter is from one of 
those “If he didn’t have bad luck, he’d 
have no luck at all” types of tales. 

“I was pretty broke, what with 
the family and all, but my career as 
a project manager was just starting 
to take off, so I felt I could afford 
to build a KR-2 with a Revmaster. 
I was doing just fine on that one 
until I was electrocuted on the job. 
My hands and toes took a real beat-
ing, and the doctor said if it hadn’t 
been such a dry day, it would have 
been the end of my story.

Cam Blazer is nothing if not per-
sistent. 

“On the way home from the 

hospital, I stopped and attended 
that month’s EAA meeting. I didn’t 
see any reason to wait another en-
tire month.”

Like we said: persistent. 
“I’m glad I went because at the 

meeting in the ‘wants and wishes’ 
part, Kelly Viets said his Stinson 
108-2 was for sale.

“It was at this point that I real-
ized I came really close to not liv-
ing long enough to build or own 
my own airplane, so I bought a Stin-
son 108-2 that had been restored to 

The one-piece wing was completely rebuilt by Cam and friends from his church 
group. He was thankful Ed Sampson was keeping an eye on their progress.

While a complete fuselage, there was plenty to repair on the steel tube 
fuselage, which was expertly accomplished by D.J. Short at Short Air in 
Warrensburg, Missouri.

Doesn’t everyone have tail surface 
parts as part of the décor?
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award-winning condition by Kelly 
Viets. It’s easy to remember the day 
I bought the airplane, because it was 
2 degrees below zero in the hangar 
when I was inspecting it. That was 
1985, and I’ve owned it since.

“In 1996 my son Steve flew his 
1940 Taylorcraft to Oshkosh, and 
I flew the Stinson. He was parked 
with the Antiques, and I was parked 
in the Vintage area. The Taylor-
craft was sitting next to the Mono-
coupes, and Steve said we should 
get a Monocoupe. I had never for-
gotten that 90A I could have had 
for $900, so I was more than ready 
for a ’coupe. 

“I found a D145 for sale but 
couldn’t afford it. Later Steve found 
a basket case 90A Monocoupe, and 
we bought it on December 26, 1997.

“If my dad had thought I was 
nuts for wanting that 90A 40 years 
earlier, this one would have given 
him a heart attack. It was a project. 
And not a particularly good project, 
as projects go. 

“The fuselage had been stripped 
and primed, and the tail was in 
reasonable condition, but the 
wing, which is a huge one-piece 
affair, was in terrible condition. 
In 1956, the airplane had been 
ground looped somewhere down 
around Chicago. The left wingtip 
got torn up a little, so the airplane 
was parked out in the weather and 
mostly forgotten. A wooden wing 
like that one doesn’t like being out 
in the weather, and it didn’t take 
long before it was mostly trash. 

“The airplane changed hands a 
couple of times, each new owner 
looking for a 90-hp Lambert ra-
dial that originally powered it, 
but with no luck. So, not much 
was accomplished in terms of re-
building it other than logging a 
lot of road miles on trailers. The 
owner I bought it from in Kansas 
decided to re-engine it with a 165 
Warner, which is significantly big-
ger and heavier than the Lambert. 
The biggest engine certified in the 
Monocoupe in the factory was the 
145-hp Warner, so the 165 was il-
legal. However, when I bought the 

remains, the owner said he’d got-
ten all the proper paperwork and 
it was a kosher conversion. I’d find 
out later that wasn’t the case, and 
it would give me lots of headaches. 

“When I got it  home, I  had 
neither the time nor the money 
to jump into it with both feet, so 
I decided to just do the engine. I 
had Forrest Lovley in Minneapolis 
overhaul the engine. My contribu-
tion to that part of the project was 
to clean parts, which pretty much 
matched my experience level when 
it came to rebuilding round motors. 

“Frankly, I was a little worried 
about the wings. Being one-piece 
tip-to-tip units, they are not only 
heavy, but represent a huge amount 
of work. I went to visit Ed Samson 
in his shop to have him build a new 
wing for me. Ed was thinking of re-
tiring and said he would loan me 
the patterns and help with ques-
tions, if I built the wing myself. He 
said I would get a great feeling of 
accomplishment if I did it myself.” 

In another part of his life Cam 
had built a number of small, out-
board racing hydroplanes, so he 
knew his way around a wood shop. 
The wing, however, was four times 
the work of a small boat. 

“At the beginning,  I  barely 
dipped my toe on the water, pre-
ferring to go in little mouse-sized 
chunks rather than whole hog, so 
I rebuilt an aileron. I picked on an 
aileron first because it was small 
enough that I could see what I was 
in for without spending too much 
money. I did okay, so I got serious 
about the wings in 2004. Every 
Thursday night some of my church 
buddies, Walt Calkins, Dan Marvin 
and Victor Cook, would come over 

and build a rib. Ed Samson was our 
adviser. 

“We saved every fitting possible, 
rebuilt them, and reused them. In 
fact, that’s the way I approached 
the entire airplane. I wanted to 
make it as original to 1936 as pos-
sible. The bigger engine put the 
airplane into the custom air show/
exhibition category, but otherwise 
it’s a 1936 airplane. To develop a 
supply of original parts, I bought 
a donor airplane that had ground 
looped so hard that the wing was 
broken clean through, and then 
it sat outdoors until the fuselage 
was good only for patterns. It did, 
however, have an excellent instru-
ment panel and most of the origi-
nal aluminum fairings, so between 
the two airplanes, we could put 
together a full set of fairings. Most 
of those were beat up and required 
a lot of handwork to make look 
good again, but at least they were 
original. All of the instruments are 
1936, and even the radio that you 
see is a 1936 Lear.” 

Per capita, Monocoupes have 
probably suffered more ground 
loops than any other type of air-
plane (a guess), many of which 
involved a landing gear collapsing 
from hidden rust inside the tubing. 

“The gear tubing is heat treated 
to 180,000 psi, which is twice that 
of normal chromoly, so when we 
rebuilt the gear we had to have it 
heat treated. But almost no one 
wanted to touch it, and those that 
did warped it, and when it was 
warped it couldn’t be straightened. 
So, we annealed it, built a huge 
jig, TIG welded it and, when it was 
heat treated in the jig, it came out 
straight. That was a much bigger 
project than it sounds like. 

“Earlier I had given the fuselage 
to D.J. Short at Short Air in War-
rensburg, Missouri. He’s a magician 
with steel tube fuselages, and that’s 
what this one was going to need, a 
magician. The basic tubing wasn’t 
too bad, but it is a very complicated 
little airplane, especially the con-
trol system. It has tons of rods and 
cast aluminum dog-bone fittings 

The left wingtip 
got torn up a little, 

so the airplane 
was parked out in 
the weather and 
mostly forgotten. 



that join one pushrod to another or to a bell crank. In 
truth, it involves a lot of monkey motion to activate 
the ailerons, and D.J. had to figure all the stuff out and 
build new parts where we didn’t have the right ones. 
And we didn’t do the Frize aileron STC to the airplane 
because they’ve been known to flutter, and I didn’t 
want to have to worry about that. When we covered 
the airplane, we covered straight across the aileron 
gap to make them more effective. Unfortunately, that 
means that to take the ailerons off, you have to use a 
razor blade. 

“The big engine is set so far back that some parts ac-
tually stick through the firewall, which was originally 
aluminum, but D.J. replaced it with a more fire-safe 
stainless steel one. To show how far back the engine 
sits, with no firewall in it, you can sit in the seat and 
touch the carburetor with your feet.

“D.J. also had to fabricate a new cowling. My son 
Chris was working for D.J., and D.J. showed him the 
system and let him create the bumps himself. He ham-
mered the rocker arm bumps in place rather than 
making them separate pieces and riveting or welding 
them on. He made a female mold that clamped on, 
and he’d gently hammer the aluminum down into it. 
When the aluminum started to change sound, indi-
cating that it was work hardening, he’d anneal it and 
keep going. It takes a real touch to do that kind of 
thing and not cause cracks. 

“D.J.’s ability with aluminum really came in handy 
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For Certifi ed Aircraft, Stewart Systems is FAA 
approved for use with any certifi ed fabric. 

Superfl ite, Ceconite or Polyfi ber

Stewart Aircraft Finishing Systems
5500 Sullivan St., Cashmere, WA 98815
1-888-356-7659  •  (1-888-EKO-POLY)

www.stewartsystems.aero

 Aircraft Finishing Products
 STC’d for Certified Aircraft

Safe for You, Safe for the World, Safe for Your Airplane

 Aircraft Finishing Products
 STC’d for Certified Aircraft
 Aircraft Finishing Products
 STC’d for Certified Aircraft

EPA Compliant
Non-Hazardous Non-Flammable

JIM KOEPNICK
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with the wheelpants. These are 
original Monocoupe pants and 
had some serious issues,” Cam 
says, “but, when D.J. was finished 
with them, it took very little filler 
to get them ready for paint. In fact, 
they were so nice that I hated to 
paint them.”

Although originality was a key 
goal of the project, it was also go-
ing to be flown a fair amount, and 
that’s where safety and mechani-
cal reliability had to become part of 
the equation. 

“The original brakes were close to 
being useless,” he says. “They were 
mechanical and self-energizing, so 
we used a set of 6.50 by 10 Cessna 
310 wheels and brakes and sized 
the actuation cylinders so that they 
were soft and would barely hold 
the airplane during a run-up. Yes, 
you want reliable brakes, but on 
this airplane, you don’t want too 
much brake.” 

The tail wheel is especially intrigu-
ing, as it is a tiny little thing with a 
handle protruding off the back that 
allows the rudder to steer the tail 
wheel directly. It is done exactly the 
way the factory drawings show it. 

“The fuselage formers,” he says, 
“were essentially a moldy jigsaw 
puzzle: Lots of individual pieces, 
all of them ratty and dimensioned 
for the donor airplane, so they 
didn’t necessarily match my air-
plane. A lot of head scratching was 
involved in getting them, and the 
big wooden cove moldings that 
run down all four corners of the aft 
fuselage to the tail, shaped to fit. 
There was some serious eyeballing 
while doing that. 

“The seat frames were another 
problem in that we didn’t have two 
good ones between two airplanes. So, 
we used them as patterns. The bottom 
of the door was also mostly rusted 
away, and he had to rebuild that. 

“One of the bigger problems in 
restorations like this is finding all 
the small pieces for the interior. 
In this case we didn’t have all the 
window moldings, some of which 
are pretty complicated because they 
were originally stamped out. We 

made two complete sets of moldings 
for the little ‘D’ windows before we 
got the two we needed. The others 
were a little easier, so we didn’t have 
to build so many duplicates.”

Cam reports that they covered 
the airplane using the Superflite 
system all the way through, with 
D.J. doing the covering. 

He says, “It took three solid 
weeks, at eight hours a day, to fin-
ish sanding it. My contribution to 
that part of it was in the role of 
head sander. I really got my arms in 
shape on the project.” 

Every project, no matter how 
complicated or fraught with prob-
lems, eventually gets finished, and 
this included Cam’s Monocoupe. 

“D.J. did the first flight, and al-
though I had a fair amount of tail-
wheel time, I thought I needed to 
do a little brushing up. Especially 
considering the reputation the 
Monocoupe’s ground handling has. 
So, I flew Dick Michel’s Luscombe 
for a while, with cardboard cover-
ing the windshield to simulate the 
limited visibility that a pilot has in 
a Monocoupe. Then I went down 
to St. Louis, where Mel McCullom 
let me fly his 90AL ’coupe. 

“When I started flying my air-
plane, the visibility, or more cor-
rectly, the lack of visibility, was the 
biggest surprise. On the ground there 
is nothing but instrument panel 
and motor in front of you, and you 
have to look to the sides at a much 
larger angle than in most taildrag-
gers. There’s just a tiny triangle of 
windshield visible at each end of the 
instrument panel. On most runways, 
as you flare, you actually find your-
self looking out the side window be-
hind the front door posts.

“I’d be lying if I didn’t admit 
that I’m disappointed in the aile-
rons. They are too heavy with too 
much system friction, and I’m not 
convinced the Frize ailerons would 
be any better. Still it’s an enormous 
amount of fun to fly, and it’s espe-
cially fun to land somewhere and 
taxi up to the gas pump. It draws 
spectators like flies. 

“I bring it over the fence at about 

75 mph, so it doesn’t land particu-
larly fast, and I usually wheel it on, 
although it does three-point just 
fine. It cruises at about 120-125 mph 
at about 10-1/2 gallons per hour, 
and I have two 14-gallon tanks and 
a 9-gallon aux tank. It actually has 
enough range and speed that it’s a 
workable cross-country airplane.” 

By the time Cam Blazer had got-
ten well into the Monocoupe proj-
ect, he had risen far up the ranks 
of his profession, as an engineering 
project manager, and decided to re-
tire to have more time to work on 
the airplane. 

“Retiring sounded good in the-
ory,” he says, “but it drove my wife 
crazy. And me, too. So I ‘unretired’ 
to save our sanity and probably our 
marriage. Besides, I needed the ex-
tra money for the airplane. It’s re-
ally ironic to think that I’ve spent 
my life and built my reputation on 
doing huge projects, like the $250 
million Sprint arena in Kansas City, 
and bringing it in on budget and 
on time. The Monocoupe project 
ran as if I’d never been involved in 
a project of any kind. It took nearly 
twice as much time as estimated 
and went horribly over budget. It 
went so far over budget that I have 
purposely never added it all up, 
so when my wife asks how much 
it cost, I can honestly say I don’t 
know. But, I had a huge amount of 
fun. And, I think I’ve got a pretty 
neat airplane, which makes it all 
worth it.”

We think both of his points 
are important, and we agree with 
them both: What can be more fun 
and more important than enjoying 
yourself while you’re saving history? 

A note from Cam to friends and 
family: “Thanks to everyone who 
helped with parts, advice, and encour-
agement over the 12 years of rebuild-
ing. Thanks to John Swander for set-
ting the example with his 1932 Waco 
UEC 2000 Oshkosh Grand Cham-
pion, which is my hangar mate. And, 
most important, thanks to my wife, 
Marie. She’s the reason the Monocoupe 
is known as Sweet Marie.”


