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Reminders:
• Next CMA meeting is Thursday January

7th

• The next Build Session is Thursday
January 14th

Featured Photo:
This month's featured photo is Steve Plantenberg's
Sweet Stik.  Steve just rebuilt it and it looks great.
See page 2 for Steve's article on its history.

James H. Doty, FlightLine Editor 44
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The Sweet Stik
by Steve Plantenberg
My first experience with R/C planes was in 1983
helping a friend build an airplane his brother had
given him.  Neither one of us had any experience,
but we got it put together and managed to learn
quite a bit along the way.  This got me very
interested in the hobby. As soon as we finished his
airplane I went to the local hobby store to get my
own.  The hobby store didn't have a large selection
to choose from, but I found a Midwest Sweet Stik
that the clerk said would work as a first time trainer.

I took the airplane home and built it according to
the plans in a relatively short period of time.  The
fuselage is a simple plywood box with several
bulkheads to hold it together. The firewall is just
butt-glued to the plywood sides.  The horizontal
stabilizer is a solid piece of balsa glued into a recess
in the bottom of the box. The solid vertical stabilizer
is inserted into a slot and glued to the top of the box
and the bottom is glued to the horizontal stabilizer.
The symmetrical wing is rather beefy with 3/32"
balsa sheeting from the leading edge to the spar and
2" of the trailing edge along the entire length with
cap strips on the ribs.  The recommended engine
size is a .30 - .45 2 stroke.  I put on a Royal .40 that
I got at a plumbing supply store that sold R/C stuff
on the side.  The covering was metallic red

Monokote with white Econokote
on the bottom of the wing and
tail.

I finished the airplane during a
very cold spell in the middle of
winter in Minnesota.  Several
days after I finished it a large
snowstorm hit.  I was still in high
school at the time, and the
schools were closed due to the
storm.  Having nothing else to do
and the weather warming up to a
balmy minus 20 degrees, I
decided it was a good day to fly
my new airplane.  We always had
a large path cleared between the
driveway and the barn on our

small farm, and I used this path to taxi the airplane
back and forth a few times.  Satisfied with the
results of this limited taxi test, I went for the
takeoff.  I had a little taxi time on my friend's plane,
but this was my first attempt at getting a plane
airborne.  The airplane tracked straight down the
center of the path and lifted into the air.  When the
plane reached an altitude of about 25 feet every
hinge on the elevator simultaneously broke,
probably due to the cold weather.  The plane nosed
itself straight down into the soft new snow and
buried itself completely.  There was little damage
except for the broken hinges, and after digging it
out of the snow I put the airplane away and waited
for spring.

Over the next two summers my friend and I tried
unsuccessfully to get the Sweet Stik to fly.  We had
some success with his airplane teaching ourselves
to fly, so we concentrated more on that.  The
fuselage on the Sweet Stik would always snap in
half and the firewall and engine would fly right off
the plane at any major bump in the runway despite
our best efforts to reinforce these areas.  The
engine also seemed too small for the plane and we
could never get enough airspeed to maintain
control and the airplane would stall and crash.  At
full throttle and low airspeed, the engine torque
required most of the aileron control available just to
hold it level.  Eventually the front end of the
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fuselage got so heavy with epoxy and fiberglass
from all the repairs that it was pointless to try to get
it to fly.

At this point I was out of high school and in the
Navy.  While I was stationed on the USS Nimitz in
the state of Washington I built my Eagle 63.  I had
pretty much abandoned the Sweet Stik and
contented myself with taxiing the Eagle around but
never flew it.  By the time I got out of the Navy, my
friend had become a fairly good pilot.  I let him fly
the Eagle quite a bit and would also try to fly it
myself on occasion.  Eventually I wanted another
plane, so I decided to try to rebuild the Sweet Stik
for nostalgic reasons and I was also determined to
get it to fly.

Over the next six years I slowly started to put the
Sweet Stik back together.  The wing had never been
severely damaged in any of the mishaps, but the
covering was very discolored.  I removed the
covering from the wing and extended the wing
length by six inches in an effort to make the airplane
more stable and give it more lift.  The original
design had aileron control horn rods that just ran
along the back of the trailing edge.  This resulted in
a gap between the trailing edge and the fuselage and
the rods had to be drastically bent forward so that
they could move without hitting the bulkhead just
behind them.  To remedy these problems, I added a
strip of balsa about 1/4" thick and the width of the
fuselage to the center of the trailing edge and ran the

rods through the strip.  I also added a
strip on the fuselage just aft of the
wing saddle to help support the back
of the wing and to make it more
aerodynamic.  These strips also keep
the wing straight and centered on the
fuselage when the rubber bands are
applied.

The front half of the fuselage was in
very bad shape so I cut it off at about
the center of the wing and rebuilt it
from scratch.  I made the top of the
fuselage above the fuel tank
removable so I could get to the tank
and fuel lines if necessary.  I also
needed to get in the tail section to get

the pushrods in.  I cut a hole on the bottom of the
fuselage just in front of the horizontal stab and put
in a small hatch just in case I need to get at it again
later.  For the firewall I epoxied together two
pieces of plywood with fiberglass tape sandwiched
between them and ran the fiberglass down the
inside of the fuel tank compartment to help hold the
firewall on.  The original aluminum engine mounts
are still back in Minnesota, so I put on glass filled
mounts instead.  The engine is now a Super Tigre
.45.  The old Royal .40 was put on the Eagle and is
still faithfully pulling that plane around the field.

I mounted the control surfaces using Granite State
iron-on gapless hinges.  This was my first time
using these hinges and I thought they went on very
well.  When using these hinges, think ahead and
apply the covering to the areas you will not be able
to get to once the control surface is on.  I started
covering the rest of the plane by doing the control
surfaces first.  I cut a piece of Monokote a little
wider than the control surface and folded it along
the entire length about 1/4" from the edge.  This
fold was then inserted into the hinge area and
ironed in with a small trim iron and the remaining
portion was ironed on to the control and main
surfaces. The main surface covering overlaps the
hinge covering a little and was cut off along the
trailing edge of the main surface.  These hinges
result in a very clean look and eliminate the gap
between the control surface and the main surface.
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The only disadvantage that I see is they look like
they are almost impossible to get off if you ever
need to rehinge the airplane.  The covering is dark
red and white Monokote in the familiar Sweet Stik
pattern.  I didn't have the crosses on before, but I
put them on this time (maybe that will help it fly
better).

From my experience the Sweet Stik is probably not
the best beginner plane, especially if you are trying
to teach yourself to fly.  I've heard rumors that in the
right hands, though, it will fly pretty well and is
capable of good aerobatics.  I'm sure most of my
problems were pilot related.  Maybe with my
modifications and an experienced pilot at the
controls, the Sweet Stik will finally get off the
ground and stay airborne.  There are only a few
minor things to hook up yet and I will be ready to
try it again.  Look for it at the field next spring.

 Steve Plantenberg, CMA Web Page Editor 44

The President’s Column
by Frank Gutierrez

I would like to thank everyone who voted in this
year’s election.  With two sons and a daughter
building planes to fly next season, I am as
enthusiastic about the hobby now as I was in my
youth.  This past summer was my first flying season
in the CMA club and I had great support in getting
back into the hobby after a 17-year period of non-
flying.  This certainly has to be the best model
aviation club I have had the privilege to be a
member of.  Thanks again to the new and old
timers for your support.

I am looking forward to working with Dan Cooley,
Doug Emerson, and Jim Doty as the 1999 CMA
officers.  As we enter a new year of flying, we have
a few challenges to overcome.  The most pressing
challenge is the need for a new flying site.  Our use
of Doc Sherman’s field expired on the 31st of
December and we are in need of a new CMA flying
site.  I would like to encourage all club members to
keep looking so we have a place to fly in the spring.
To charter the club and a new field for insurance
with the AMA, a new flying site must be secured
and the AMA receive renewal forms no later than
March 31st.  This means we have just a little over
60 days remaining to get a new flying site in time to
register with the AMA.  Our membership grew last
year and is showing more growth going into 1999.
A new group of new students and old time flyers
like myself will be learning new skills and/or
brushing up on old ones when the flying season
starts.  It looks like 1999 will be another busy year
and spring is just around the corner.

I would like to encourage the members to attend
the build sessions on the second Thursday of the
month to share your knowledge of successes and
failures with the many novice builders in the club.  I
have been building flying models since I was 8
years old and I still learn something new when I
take the time to see other peoples methods and
discoveries in modeling, regardless of how long
they have been in the hobby.

I have started the ball rolling for the next annual
CMA new airplane beauty contest.  We will be
having the beauty contest on April 20th in the 106
auditorium next to the cafeteria from 10 a.m. to 2
p.m.  There will be computer simulations and other

Photo: 18 to 20 year old Trainer Forty readied
for flight with the old SuperTiger .46 that was

test flown on the Skyman.
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displays.  I will pursue getting an informational tape
from the AMA.  I have also requested that we put
up a bulletin board display the same week to help
advertise.  Rockwell employees will be free to stop
by and see the results of our winter building efforts.
I would also like members to have pictures taken of
themselves with their projects during the building
stage and with their final product.  These pictures
can then be used for the bulletin board display.
Committee members and flight instructors will be
taking pictures at the build sessions to assist in this
project.

I have seen a great deal of progress this year in
members flying skill.  I would like to thank the
CMA flight instructors Rich Dean, and Mark
Woytassek for their dedication and effort as well as
members helping members.

If any of you have issues, concerns, questions, or
constructive advice concerning the club, please feel
free to let me know so I have the opportunity to
help in any way I can.  My extension at work is
x50969.  My home address is 3455 Crown Ave.,
Marion, IA 52302-1484.  Home phone 373-5902,
FAX: 373-5957, and e-mail: fsgutier@earthlink.net.

Don’t forget to renew your AMA membership for
continued coverage in 1999.  It is absolutely
required to fly at the CMA field!  The CMA officers
and instructor staff is dedicated to making 1999 one
of our best flying seasons yet with more activities
and events.  See Rich Dean’s article in this
newsletter.  Keep in mined what you as a club
member want to gain from your club this year and
pass it along.

I would also like to thank Steve Plantenberg for
keeping the CMA web site up to date.  It has been
an excellent source of information for the club and I
look forward to his continued support in this area.

Lastly I would like to encourage all active members
to help in contributing to the FlightLine Feature
Photo and article.  Jim Doty has continued to do an
excellent job in preparing the FlightLine each month.
I would ask that we give him continued support in
1999 and all take a turn in telling something about
our favorite plane, past or present..

Frank Gutierrez, CMA President 44

December Minutes
By Doug Emerson

December 3, 1998 Minutes

Due to the fact that Crist was a bit late for the
meeting, Doug Emerson called the meeting to
order.   Crist Rigotti arrived later and conducted
the final portion of the meeting.

Old Business:
The November minutes were approved with one
correction.  The reported date of the flying field
cleanup was corrected to October 30.

Doug Emerson reported that the treasury balance is
$700.  This includes $500 from Rockwell and $200
from ten members that have paid their dues for
1999.  Several additional members signed up and
paid their due during the meeting that are not
included in this total.

New Business:
It was suggested that a new single page member
application form be created and made available for
publication in Flightline and on the Web page.
Doug Emerson volunteered to create a new form.

Membership ideas were discussed.  Frank Gutierrez
indicated he would like to construct a new bulletin
board display again this year.  He asked members to
get pictures and ideas to him.

Another idea was to have this year’s beauty contest
in one of the cafeterias at a time that is convenient
for non-members to see the display and hopefully
spark some interest in the club.

The meeting was adjourned and when the members
were about to leave, much to our surprise there
appeared not Santa and eight reindeer, but Crist our
president with a bag full of ballots.  And, a rather
lame excuse of how he got mixed up on the
scheduled start time of the meeting that has not
changed for the past 10 months.
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After apologies were given and accepted, Crist
collected the remainder of the ballots and when the
counting was complete, the result of the election
was as follows:

Frank Gutierrez—President
Dan Cooley—Vice President
Doug Emerson—Secretary
Jim Doty —Newsletter editor

Crist also reported that another lead on a new flying
field was eliminated.  He has one more possibility
that is being investigated.

The meeting was adjourned-again

Doug Emerson, CMA Secretary44

$YLDWLRQ�+LVWRU\

Evolution of a Bomber
by Jim Doty
The conversion of the pusher-prop XB-42
Mixmaster into the jet-driven XB-43 Jetmaster
shows the evolution of bomber technology during
the transition of propeller-driven aircraft to jet
propulsion.  Although the Mixmaster and Jetmaster
were never produced in quantity, the airframe does
have the distinction of being one of the few to make
the transition from being entirely propeller-driven to
all jet-powered.

The Mixmaster evolved from an inovative pusher-
prop into the Jetmaster becomming the first US all-
jet bomber.

The conversion took three stages:  The all-propeller
XB-42 to the mixed-propulsion XB-42A, and
finally the all-jet XB-43.  The transition shows the
trade-off required in the conversion from high-
efficiency propeller drive to the early low-efficiency
jet engines.

The intermediate BX-42A had increased speed at
the cost of higher fuel consumption and loss of
range.  The final Jetmaster had the superior
performance of all-jet designs with higher ceiling
and increased range.

The following three articles were taken from the
US Air Force Museum Wright-Patterson AFB web
pages.

http://www.wpafb.af.mil/museum/index.htm

Douglas XB-42 "Mixmaster"
The Douglas XB-42 was the last twin-engine
propeller driven bomber tested by the Army Air
Forces. Initially ordered as attack aircraft (XA-42)
in the summer of 1943, the first of two aircraft built
flew on 6 May 1944 after being redesignated XB-
42. The medium bomber design featured two
Allison V-12 engines housed within the fuselage
driving dual contra-rotating pusher propellers aft of
the empennage. Each engine used five P-39
propeller drive shafts connected to a complex
gearbox arrangement to turn the propellers. The
purpose of the design was to test a long range
medium bomber which could fly as far as the B-29,
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but required less resources to build, operate and
maintain. Like the other bombers ordered as
insurance against a failure of the B-29 program, the
XB-42 was never ordered in quantity.

The Mixmaster carried only three crewmen: a pilot,
copilot who doubled as a gunner, and bombardier.
Because the design had a 410 mph. maximum speed,
defensive armament was relatively light—only six
.50-cal. machine guns. One gun was mounted in a
fixed position on either side of the

forward fuselage for head-on defense and the other
four guns were mounted in pairs on the trailing edge
of the wing between the flaps and ailerons. These
guns were flex-mounted for rearward defense and
could be controlled and fired by the copilot-gunner
who faced rearward during defensive operations.

The first XB-42 was later modified by adding a
small nacelle-mounted Westinghouse jet engine to
each wing. This aircraft was redesignated XB-42A.

Douglas XB-42A
The Douglas XB-42A was a modification of the
first XB-42 (S/N 43-50224). Two Westinghouse jet
engines were added to the wing mounted in small
nacelles. These auxiliary engines provided a total of
3,200 pounds of thrust and increased the top speed
of the aircraft to almost 490 mph.

The aircraft modification was done primarily for
test purposes and all defensive armament was
removed. To compensate for the increased fuel
consumption caused by the jets, additional fuel cells
were installed bringing the maximum range to 4750
miles--about 650 miles less than the original XB-
42.
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As a follow-on project, Douglas built a pure jet
aircraft based on the XB-42 design. This aircraft
was designated XB-43 and was the first all-jet
bomber tested by the Army Air Forces.

Douglas XB-43 - S/N 44-61508 front view - note
the twin canopies, one for the pilot and another

for the copilot

The Douglas XB-43 was basically an all-jet powered
revision of the XB-42 design. The Jetmaster had
two General Electric TG-180 axial flow turbojets
(later redesignated J35-GE-3) installed within the
fuselage and was America's first all-jet bomber. The
engines generated 4,000 pounds of thrust each with
the exhausts located next to each other just below
and aft of the horizontal stabilizer.

This centerline mounting provided additional safety
in case one engine failed in flight (very little
asymmetrical thrust.) The aircraft was designed to
carry up to 8,000 pounds of bombs and was to be
armed with a pair of radar-directed .50-cal.
machine guns mounted in a tail barbette. However,
no bombs were ever carried and the defensive
armament wasn't installed on the XB-43.

The Jetmaster project was initiated in late 1943 and
the Army approved a two aircraft prototype
construction contract the following spring. The first
flight of the XB-43 was on 17 May 1946. By this
time, all planned purchases for production aircraft
had been dropped in favor of the North American
B-45. The XB-43 prototypes were used for testing,
in particular, the second aircraft (designated YB-
43) was used to test various jet engines. The
aircraft continued as test planes until retired from
service in 1953.
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Douglas YB-43 - S/N 44-61509, note the
bombardier's greenhouse nose has been replaced

with a solid type nose.

Douglas YB-43 "Jetmaster"

The Douglas YB-43 was a version of the XB-43
built for testing the in-flight performance of jet
engines. Although initially fitted with two General
Electric J35 turbojets, one engine was removed and
replaced by the test engine. Since the engine exhaust
was very close to the aircraft centerline, the thrust
difference between the J35 and test engine didn't
cause safety problems due to asymmetrical thrust.

The YB-43 had the bombardier's greenhouse nose
replaced by a solid type nose which could house test
instrumentation if needed. The B-43 was originally
designed as an attack aircraft and designated A-43.
A solid nose version was planned which would have
carried 8 .50-cal. machine guns, but the YB-43 solid
nose was simply added for convenience.

Testing of the YB-43 continued until late 1953
when the aircraft was retired. The YB-43 is now

part of the National Air and Space Museum's
collection. It's currently in storage at the NASM
Garber facility.

Type XB-42 XB42A XB43
Number built
or converted

2 1 1

Specifications
Span 70 ft. 6 in. 70 ft. 6 in. 71 ft. 2 in.
Length: 53 ft. 7 in. 53 ft. 7 in. 51 ft. 5 in.
Height 20 ft. 9 in. 20 ft. 9 in. 24 ft. 3 in.
Weight
(max. Gross)

35,702
lbs.

44,900
lbs.

40,000
lbs.

Engine V-12 V-12 & jet turbojet
# of Engines 2 2/2 2
Crew 3 3 3
Performance
Max. speed 410 mph. 488 mph. 503 mph.
Cruising speed 310 mph. 250 mph. 410 mph.
Range 1,840 mi. 2,500 mi.
Range
(max. ferry)

5400 mi. 4750 mi

Service Ceiling 29,400 ft. 29,400 ft. 38,500 ft.
XB-42 Mixmaster

Remarks  Medium bomber with pusher props

Notes: •Serial numbers: 43-50224 & 43-50225
•Aircraft were originally designated XA-42 •The
first XB-42 was modified by adding two jet engines
in underwing nacelles and became the XB-42A

Armament: Six .50-cal. machine guns and 8,000
lbs. of bombs.

Engine: Two Allison V-1710-125 V-12 engines of
1,800 hp. each

XB-42A Mixmaster

Remarks  XB-42 modified with 2 jet engines

Notes: •Serial number: 43-50224 •Aircraft was
originally designated XA-42, then XB-42 and
finally XB-42A

Armament: 8,000 lbs. of bombs.

Engine: Two Allison V-1710-133 V-12 engines of
1,800 hp. each and two Westinghouse 19B-2
turbojets of 1,600 lbs. thrust each

XB-43 Jetmaster
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Remarks  1st US all-jet bomber

Notes: •Serial number: 44-61508 •First flight was 17
May 1946 •A second aircraft (S/N 44-61509) was
built for jet engine testing and designated YB-43

Armament: Designed for 8,000 lbs. of bombs
although none were ever carried. Also designed for
two .50-cal. machine guns in the tail, but the guns
were never installed.

Engine: Two General Electric J35-GE-3 (TG-180)
axial flow turbojets of 4,000 lbs. thrust each

YB-43 Jetmaster

Remarks Jet engine testbed aircraft

Engine: Initially, two General Electric J35-GE-3
(TG-180) axial flow turbojets of 4,000 lbs. thrust
each. One J35 was replaced by a test engine for in-
flight performance evaluation.

Notes: •Serial number: 44-61509 •The YB-43 is
currently part of the National Air & Space Museum
collection

XB-42 Engines — Allison V-1710

The V-1710 engine was the first product of an
extensive Army program to develop a high-power,
liquid-cooled engine. Derived from a model
designed in 1930 for airship use, the V-1710 was
first used by the Air Corps in 1932. Rated at 1,000
horsepower, it was installed in the Consolidated
XA-11A, an experimental attack version of the
Consolidated P-25. By 1938, the engine's output
had been increased to 1,150 horsepower and was
used to power the Bell X/YFM-1 multiplace

fighters. The V-1710 was continually improved and
during World War II its output was increased to
1,475 horsepower in some series engines. During
the war it was used primarily in the Curtiss P-40
"Warhawk", the Bell P-39 "Airacobra", and the
twin-engine Lockheed P-38 "Lightning". It was
also used in early versions of the North American
P-51 "Mustang".

The engine on display, a right-hand drive V-1710-
51, is of the series used primarily in the P-38G.
When installed in a twin-engine P-38, it was paired
with a left-hand drive V-1710-55 engine to
counteract the effect of torque. The only difference
between the two engines was the direction of
propeller-shaft rotation.

Specifications:
Model: V-1710-51 (right-hand drive)
Type: 12 cylinder, supercharged
Displacement: 1,710 cu.in.
Weight: 1,345 lbs.
Maximum RPM: 3,000
Maximum Horsepower: 1,325
Cost: $19,000 (engine only)

XB-43 Engines — Allison J35-A-35A Turbojet

Originally developed by the General Electric
Company, the J35 was the Air Force's first axial-
flow (straight-through airflow) compressor engine.
Late in 1947, complete responsibility for the
production of the engine was transferred to the
Allison Division of General Motors. More than
14,000 J35s had been built by the time production
ended in 1955.

The J35 was used to power the X-5 varible-sweep
research aircraft and various prototypes such as the
XB-43, XB-45, XB-46, XB-47, XB-48, and XB-
49. It is probably best known, however, as the



FlightLine January 1999
Page 11C O L L I N S  M O D E L  A V IA T O R S

C M A

engine used in two of the Air Force's leading
fighters of the 1950s, the F-84B/C/D/E/G
"Thunderjet" and the F-89 "Scorpion."

The engine on display is one of approximately 500
J35-A-35 series engies modified to the -35A
configuration between 1957 and 1960. This type
was used in the F-89D,H, and J series aircraft.

Specifications:
Model: J35-A-35A
Compressor: 11-stage axial
Turbine: single-stage axial
Weight: 2,850 lbs. (including afterburner)
Thrust: 5,600 lbs. (7,400 lbs. with afterburner)
Maximum RPM: 8,000
Maximum Operating Altitude: 50,000 ft.
Cost: $46,000

   Heads Up, CMA Activities

Thursday, Jan 7, 5:00 pm — Club Meeting 
Thursday, Jan 14, 6-9 pm — Build Session #4
Friday, Jan 22, 5:00 pm — FlightLine Deadline
Thursday, Feb 4, 5:00 pm — Club Meeting
Thursday, Feb 11, 6-9 pm — Build Session #5
Friday, Feb 19, 5:00 pm — FlightLine Deadline

Note: Meetings and build sessions are held in the 35th
street N.E. Facility (main plant) Cafeteria building
140.

�� Send your input for the CMA Web Page to:

Steve Plantenberg x5-9625
scplante@cacd.rockwell.com

For an AMA membership application:
http://modelaircraft.org/Mem/Memapp.htm

8 Build Sessions y
Build Sessions are the second Thursday of each

month in the Main Plant Cafeteria from
6 to 9 pm

Foam

Template

Note: Trailing edge added later.

Wire Path

There will be a demonstration of
foam-wing cutting techniques at the

January 7th CMA meeting

��1998 CMA Staff

President:  Frank Gutierrez......x5-0969
Vice President: Dan Cooley .............x5-0401
Secretary/Treasurer: Doug Emerson ........x5-2356
FlightLine Editor: Jim Doty .................x5-2931
Web Page Editor: Steve Plantenberg ...x5-9625

Senior Flight Instructors and Test Pilots for
first flights of new airplanes:

Rich Dean
Frank Gutierrez
Mark Woytassek

Flight Instructors in training:
  Irv Anderson

" Send your input for FlightLine to:
James H. Doty
MS 124-111

x5-2931
jhdoty@collins.rockwell.com

%% For membership information:
Contact: Doug Emerson
CMA Secretary/Treasurer

MS 153-260
x 5-2356

daemerso@collins.rockwell.com
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1998 CMA Membership
NAME                                                  M/S NAME                                                  M/S

Irvin Anderson .................................108-103

Geoffrey Barrance ............................108-166

Alan Bechtold ..................................124-224

Larry Black ......................................155-100

Bob Buschette..................................108-260

Kyle Chapman..................................124-111

Brian Collins....................................192-111

Dan Cooley ......................................124-111

Rich Dean ........................................124-115

Ed DeRuiter .....................................124-111

Jim Doty ..........................................124-111

Mike Eastman ..................................106-183

Doug Emerson .................................153-260

Scott Emerson..................................105-167

Frank Gutierrez III ...........................108-166

Richard Kelly ...................................124-115

Gregg Lind.......................................108-166

John Michael.................................... 108-166

Patrick Neu...................................... 108-136
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