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Fokker with the M.5L in 1914. Greg Van Wyngarden

Introduction

Mention of ‘aeroplanes’ and “World War
One’ conjures up scenes of swirling ‘dog-
fichts’ fought between young pilots in
flimsy machines over the muddy battle-
fields of France and Belgium in the years
between 1914 and 1918. On the German
side, we think of the Fokker E.IIl Eindeck-
ern of 1915: various Albatros scouts from
the D.I through to the D.Va; the elegant,
but poorly performing, Pfalz D.III and
D.IIla; Fokker’s Dr.I triplane of 1917; the
Fokker D.VIIs of 1918 and, perhaps, the
E.V/D.VIII of the closing days of the war.
While the object of this book is to describe
the fighting and training machines built
by Fokker GmbH, it is appropriate that we
first take a quick look at the man behind
the company, Anthony Fokker, and how
he came from birth on a coffee plantation
in Java to be the head of a major European
aircraft manufacturing company.

Fokker’s path is not an easy one to fol-
low. The truth has been obscured by time,
and little that has been written on the sub-
ject has been without some bias. Fokker —
the Creative Years has the benefit of being
written by Alfred Weyl, a sound aeronau-
tical engineer, but is marred by his person-
al animosity towards Fokker. Even The Fly-
ing Dutchman, Fokker’s ‘autobiography’
written in collaboration with Bruce Gould
and published in 1931, tells only those
parts of the story that reflect well on
Fokker, and is light on substantiated fact.
With Fokker — The Man and the Aircraft by
Henri Hegener we have a book that was
written by a leading aviation journalist
who knew Fokker and many of his con-
temporaries during the period 1919 to
1939, that presents a balanced account but
is short on technical details. From these
and a number of other sources, | have tried
to extract the facts of Fokker’s career and
the aircraft he built and flew during it. |
can only hope that I have not erred over
much in the process.

Paul Leaman

July 2000



By 4 August 1914, as war spread across
Europe, Anthony Fokker was an estab-
lished aircraft manufacturer with a flour-
ishing factory at Schwerin-Gorries in Ger-
many, and running contracts to supply his
products to the German Army. Anthony
Herman Gerard Fokker was born on 6
April 1890 in the small settlement of Bli-
tar near Kediri on the island of Java (now
Indonesia), in what was then the Dutch
East Indies. Herman Fokker, his father, was
the owner of a profitable coffee plantation
and, as a small child, Anthony was allowed
to run wild with the children of the plan-
tation, spending his waking hours playing
with them in the jungle. He gained a
splendid foundation of good health and
became fit, agile and the possessor of
quick reactions as well as a sharp mind.
This idyllic lifestyle was to change in
1894 when his parents decided that
plantation life in Java would deprive
Anthony and his elder sister Katharina of
a sound, European-style education. So,
selling the plantation, the now-affluent
family moved back to the Netherlands and
settled in an imposing house on Kleine
Houtweg in Haarlem, a small town on the
banks of the River Spaarne, and Anthony
went to school.

Through all of his time at school,
Anthony was unhappy and a problem to
his parents. Used to the freedom of the
plantation, he was constantly at odds with
his teachers and regarded time spent in
classes as wasted. Partly because he was of
slight build and apparently frail, but also
because of his keen mind and growing cre-
ative ability, he tended to keep himself
aloof from his fellow students and their, to
him, childish pursuits. Rather, he preferred
to spend his time in the workshop he
established in the large attic of his home.
As he grew older, he developed his techni-
cal skills, building steam engines, experi-
menting with electricity and perfecting his
woodworking abilities. When he was
twelve years old he built a wooden boat
which he later fitted out with a mast, sails
and outriggers. However, his academic

CHAPTER ONE

Beginnings

Anthony Fokker sporting the ribbon of his Iron
Cross in his buttonhole. Alex Imrie

achievements at school were poor and his
reports show that he scraped through most
years with 50 per cent marks. He was
moved up conditionally at the end of his
first year after two re-examinations, spent
two years in the second form and finally
scraped through the third year to spend
the rest of his time in the fourth year.
Despite his reluctance to join in activi-
ties at school, Fokker did find one kindred
spirit amongst his fellow pupils. This was
Fritz Cremer, whose father was later to
become the Dutch Ambassador in Wash-
ington. Anthony and Fritz shared an early
enthusiasm for technical matters and
together came up with an idea for a ‘punc-
tureless’ rubber tyre. With financial sup-
port from their parents, they carried out a
number of experiments, racing the Cre-

mers’ Peugeot car equipped with tyres of

their design along the road which ran for
twelve miles beside the Haarlem—Amster-

dam railway track. Their experiments

ended when a lawyer engaged by their par-
ents found that an existing French patent
nullified their design rights. A major result

of all this was that Fokker left school to
spend time on his work and never returned.
The year was 1908, Fokker was eighteen

years old and had nothing to show for his
last five years of schooling.

Called up for military service, Fokker
was sent to the 9th Company, 2 Regiment,
Garrison Artillery in the old fortress town
of Naarden. Again, he was not happy and,
with a series of malingering deceptions,
managed to be discharged.

The next months were spent amusing
himself in Haarlem, sailing on the river in
his boat and working to suit himself in the
local smithy where he learned to operate
the lathe and to work the forge. Again his
father intervened, this time to send him off
with a companion on a steamer up the
Rhine to Bingen in Germany, where it was
planned he would take a course in auto-
mobile engineering. Fokker found the
course to be a disappointment and less
comprehensive than the brochure had led
his father to believe. The premises were
poorly equipped, with few machines or
vehicles, most of them aged and unroad-
worthy. From a ‘graduated’ student of the

school Fokker learned that he had already

achieved the practical standards required

for the government certificate he was

seeking and that theoretical tuition avail-
able from the school was limited. He felt
that to stay on would be a waste of money
so he moved on. His initial shyness over-
come, he travelled on his own and discov-

ered a school for chauffeurs situated at
7ahlbach near Mainz that also offered a
course in aeroplane construction.

The Zahlbach Aviation School

Fokker’s interest in aviation was not a new
thing as, while still at home, he had exper-
imented with model aeroplanes and often
stated a wish to learn to fly, a longing his
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father had strongly resisted. So he imme-
diately wrote to his parents explaining
that the automotive course was a waste of
their money but that he wished to remain
in Germany to wait the start of the avia-
tion course at Zahlbach — in the mean-
time, he said that he would explore the
area and return home before committing
himself to the course. It is doubtful if he
did so as he was still writing of coming
home in October 1910 when the course
was due to resume.

Students at the aviation school had
already built one aeroplane, but this had
proved too heavy for flight. They were in
the process of constructing a lighter
machine using an engine that was being
bought by a backer who wished to learn to
fly. The new aeroplane was a convention-
al (for the time) biplane with the pilot
seated between the wings and with the
nose elevator and the rear rudders carried
on booms in front of and behind him. For
the first flight of this machine, the pilot
was to be Bruno Buechner, one of the
pupils, who claimed to have learned to tly
in France. In fact, although he had been
involved in a flying accident, Buechner
had never actually piloted a machine him-
self and was really quite inexperienced.
Not surprisingly, the first ‘flight’ ended in
disaster. Buechner succeeded in taxiing at
speed but could not leave the ground. He
also failed either to bring the machine to
rest or to turn at the end of his run. The
result was a devastating crash at the end of
the field. Though Fokker’s hopes for early
flying experience were thwarted, Buechn-
er went on to become a proficient pilot
and Fokker to design and build his own
aeroplanes.

Birth of the Spinne

Fokker’s next move was to form a loose
partnership with Oblt von Daum with the
object of building an aeroplane of Fokker’s
own design. Von Daum was a fifty-year-old
ex-military officer and a fellow student on
the ill-fated course, with great confidence
in Fokker’s enthusiasm and ability. He pro-
vided funding for purchase of a 50hp Argus
aero-engine and was also able to find a
suitable location for the work, the Zep-
pelin shed at Baden-Baden, which was
empty and available for use as an erection
area. Fokker’s contribution to the partner-
ship was some 1,500 Marks, his knowledge
and his practical ability.

As a young man Fokker had conducted
experiments with a series of model gliders
dropped from the window of his attic
workshop. He had watched with keen
interest as they fell and compared the dis-
tance each travelled with the shapes and
attitudes of their wings. His first acroplane
design was thus based upon what he had
learned from these model experiments. It
was a relatively simple monoplane with
swept wings of pronounced dihedral
intended to give it inherent stability. It is
clear that Fokker undoubtedly provided
the concept design in sketch form for
this machine, but lacked the academic

Fokker’s first Spinne. Frank Cheeseman

technical training needed to complete the
design of the structure and components. It
is possible that this work was done for
Fokker by Jacob Goedecker, a profession-
al engineer and ship builder with an engi-
neering workshop nearby and practical
experience of building flying machines.
Some of the necessary metal components
were manufactured by the Automobile-
Fachschule in Mainz and others probably
by Goedecker. Work on the machine
started in the autumn of 1910 and was
completed in October of that year.

The ‘fuselage’ (for want of a better word)
was a robust wooden structure based upon
two longerons that were joined in the hori-
zontal plane by cross members. All of these
items were fashioned out of ash, the sides of
the longerons being spindled out to reduce
their weight. The means of assembly of
these components is not known but, as they
were made by a local carpenter’s shop, it is
likely that they used glued mortise joints.

The engine was mounted directly onto
the front end of the longerons with two
large, flat cooling radiator panels mounted
one outside each beam. A small cylindri-
cal gravity petrol tank was mounted above
the fuselage on V-shaped wooden cabane
struts and the sole item of instrumenta-
tion, a fuel-level sight glass, fitted behind
it. The pilot’s seat was a slatted wooden
chair mounted just above the fuselage
beams. Control of the machine in flight
was by means of a wheel mounted at the
top of a tubular steel column upon which
the ignition switch and throttle control for
the engine were also mounted.

The wings were based on two spars, one
of which formed the leading edge and the
second, at two-thirds of the wing chord
back from it, an anchor point for the ribs.
The wing spars were each made of three
steel tubes of diameters that diminished
from the wing root to the wing tip, pro-
viding strength where needed and light-
ness where strength was not the main
requirement. The tubes were joined by
the smaller-diameter tube being inserted
into the larger and clamped in place by
bolts passing through both tubes. No
additional strengthening to compensate
for the holes was provided at any of these
clamping points. The clamping bolts
were also used as attachment points for
rigging and control wires. The cambered
front ends of the wing ribs were formed
from short, bent, steel tubes that were
bolted to the front wing spar. The rear
part of each rib comprised a straight bam-
boo cane inserted in the rear end of these
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tubes and fastened to the rear spar by
straps and bolts. The covering fabric was
secured to each rib by means of sewn
pockets. The tips of the wings were
formed by straight steel tubes atrached to
both front and rear spars, the covering
fabric being sewn into place around
these. The trailing edge of the wing was
formed by a single strand of wire which,
when the fabric shrunk by being doped,
was pulled in to provide the scalloped
edge that later became typical of Fokker's
wartime products. The fuselage ends of
the wing spars fitted into tubular sockets
that were attached to the undercarriage
structure.

The tlat, narrow, fan-shaped tailplane was
built in a manner similar o the wings,
though with straight bamboo ribs clamped
to a leading edge steel tube, and was again
covered wirh a single strong fabric covering.

The main undercarriage was construct-
ed from ash struts with rwo long ash skids
intended to protect the propeller in the
event of a |'+.‘1u;.5h |:§||1|.]'Lng. It was attached
ro the fuselage longerons by means of alu-
minium castings and braced with copious
quantities of piano wire, A pair of motor-
cycle-type wheels fitted on a tubular steel
axle were bound to this using elastic cord
to provide springing. A further set of larg-
er, more complex, skids was mounted out-
hoard of either side of the fuselage, their
structure providing the king posts for the
wing warping control system above and
below the wings, as well as location points
for the bracing wires.

A rail skid fitted with a crude claw
device that acted as a brake was fitted. The
front end of this ash skid was fastened to
the centre of the undercarriage axle and
the rear end fastened 1o a strur, the top of
which was fastened and sprung from the
fuselage structure by elasticated cords.
Simple and effective though this brake
was, its tendency to ‘dig in" made manoeu-
vring the completed machine by engine
power on the ground very difficult indeed.

Control and bracing wires for Fokker's
carliest machines were simply thar, single-
strand steel piano wires. As his aircraft
designs and construction methods were
improved, these gave way to the use of
multi-strand steel cables for control sys-
tems. None of Fokker’s early machines
used welded joints — those were to come
later. Where clamping was necessary, tube-
to-tube or bamboo rib-to-tube, this was
done either as described above, by sleeving
one tube into another of greater diameter,
or by the use of thread-ended ‘U’ bolts.
The result was a structure that was easy to
build or dismantle and simple (and hence
cheap) ro repair or modify.

Fokker named his machine the Spinne
(spider) because, when seated in the pilot’s
seat with the masses of wires around him,
he felt like a spider in the centre of its web.,

Because of Fokker's conviction that his
design was inherently stable and that all
the control thar was required could be
achieved by warping the wings, no rudder
or elevators were fitted. Inevitably, ‘light
trials’ — in this case taxiing and ‘hopping’
— brought modifications. Control by just
wing warping proved inadequare and the
tailplane was also made to warp to improve
controllability. At a later stage, a rudder
was added in the search for further con-
trollability. This took the form of a pair of
tubular steel triangles covered with a sin-
ole surface of doped fabric, one above and
the other below the railplane.

By the end of 1910, Fokker had made a
number of satisfactory test hops across the
field. He was ecstatic and went home for
Christmas, leaving von Daum in charge.
Although he owned a considerable stake in
the machine, von Daum had not been
:1"'”“"'{"(' H r}“.' ':.'[.'FT'HTHIH ﬂ”’ AlY {]f- thl." pl‘t'*
flight experiments, Fokker having invented
reason after reason why he should not do so,
saying that the machine needed turther
adjustment or that it wasn't ready through
one cause or another. No doubt von Daum
was as eager as Fokker to fly it, and Fokker’s

Specification — Fokker Spinne (1910)

Engine: 50hp Argus
Weights: Not known
Dimensions:

Performance: Not known
Armament: None fitted

Span 11.00m (36ft); length 7.75m (25ft 5in); height 1.30m (4ft 3in)

return to Haarlem for Christmas gave him
the chance. It is probable that Fokker was
barely out of sight before the frustrated von
Daum was seated at the controls and run-
ning up the engine. Carried away with rhe
enthusiasm of the moment, he opened the
engine up fully and artempted to take the
machine off the ground. Unfortunately, his
experience wasn't up to this and all he suc-
ceeded in doing was to hit the only tree in
the field and wreck the machine. Fokker was
told of the mishap in Amsterdam, and it was
with great difficulty that his parents man-
aged to restrain him and stop his immediate
return to Germany to assess the damage.
When finally he did return, he found that
the structure of the machine was a total
wreck and beyond economic repair, but that
the Argus engine had survived unscathed.

Fokker Takes to the Air

No doubr frustrated by the setback, they
moved on to their next venture, a modified
and improved Spinne. This was built in
workshops at Nieder-Walluf, on the Rhine,
belonging to Jacob Goedecker. Goedecker
was a qualified engineer with a small busi-
ness mainly building boats but, more
recently, constructing flying machines. He
was keenly interested in aviation and anx-
ious to learn ro fly.

Based upon the same concept as his first
machine, Fokker's second Spinne bore a
close family resemblance to it. However,
Fokker had learned from his mistakes and
had improved upon the earlier design in a
number of areas. Whoever had carried out
the srrucrural and detail desien for the first
machine, there is no doubt that Jacob
Goedecker was deeply involved with the
second, and techniques that he had proven
with his own machines were used to pro-
vide Spinne 1l with a firm engineering foun-
dation. Fokker was still in partnership with
Franz von Daum at this stage and ‘his’ 50hp
Argus engine was thus available to be fitted
to the new machine.

While Spinne | was a relatively simple
machine, Spinne Il was simpler. Its basic
layour was similar: the fuselage was still
based upon the twin wooden longitudinal
heams and cross members, with the engine
mounted above it at the front, cooling
radiators mounted on either side and a
cylindrical petrol tank behind and above
the engine. Its main differences from the
first machine lay in its control system and
the layout of its undercarriage.
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With Spinne II Fokker dispensed with
wing warping and fitted ailerons to the
wings and a rudder to the tail assembly.
With no need for the king posts required by
the wing warping system, the undercarriage
was simplified to a wide structure entirely
mounted below the fuselage and fitted with
both skids and elastic-cord sprung wheels.

Spinne Il was completed in early 1911
and used by Fokker to teach himself to tly.
He started with simple curving manoeuvres
on 11 May over the Grosser Sands at Gon-
senheim and, on 12 May, confidently took
von Daum up for his first flight. On 16
May 1911, Fokker presented himself to the
German Aeronautical Association (the

The second Spinne. Harry Woodman

(Below) Spinne |l without its wings. Cross and Cockade International

[ ey

In the earliest years of aviation, constructors (and avia-
tors) were happy simply to have a machine that would lift
off the ground and fly in a more or less direct line for a
short distance. Stability in flight was everything and con-
trol of direction was of secondary importance. Aeroplane
structures were mostly kept as light and simple as was
felt to be safe. As flight generally became more achiev-
able and of a more predictable duration, the emphasis
shifted from the simple desire to fly to that of wishing to
fly from one place to another. Control of the direction and
attitude of the aeroplane in flight became essential. Two
control systems developed more or less in parallel.

One involved the fitting of ailerons to wing surfaces,
these being auxiliary horizontal surfaces capable of con-
trolled partial rotation. They are cross-connected so that
downwards rotation of the aileron on one wing IS
accompanied by the upward rotation of that on the other
wing. When operated, they effectively alter the camber
of the wing to give more lift but, in so doing, give more

Wing Warping and Ailerons

|||||||||||||| R Tt P
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drag, especially on the downward moving aileron. This
causes the wing to slow down and to lose lift, exactly
the opposite of what is intended. (In practice, this can
be counteracted by use of the rudder, but this also pro-
duces drag.) Further, as an aileron is moved, the forces
on it may cause the wing structure to compensate by
twisting in the opposite direction. To overcome this, the
wing structure needs to be made stiffer (and heavier)
than would otherwise be the case.

On some very early machines, the ailerons were mount-
ed as ‘flaps’ on the trailing edge of the wing requiring that
component to be substantial (and so heavy). Later prac-
tice was to let the aileron into the wing profile and hinge
it from a sound structural member. This in itself present-
ed problems in that the aileron had to be made as a sep-
arate item and fitted into the completed wing, adding
expense. Control of ailerons requires a complex run of
cables, pulleys and levers routed in such a way that they
will provide sufficient leverage to move the aileron

~arrimman

against the force of the airflow. Some of these problems
were overcome by the fitting of ‘balanced’ ailerons at the
tips of wings. These had a small area in front of the hinge
line which, when the alleron was moved would catch the
air flow and compensate for the forces resisting the
movement of the main aileron area.

The second system involved the warping (or twisting) of
the wing surface by control wires fastened to strategic
points in its structure and actuated through a pulley sys-
tem by a control column and wheel. The great advantage
of this system was that the wings could be kept simple
with light structures and their weight ata minimum. It was
cheap to produce and, while aircraft speeds remained low,
the forces required to operate it, though greater than
those required for ailerons, were not too great.

The fitting of ailerons did not lend itself readily to sim-
ple wing structures with single layers of fabric covering.
Wing warping, on the other hand, could readily be
applied to either simple or complex wing structures.

10
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Deutsche Luftschiffe-Verband) to be tested = . . g
for his flying certificate. The examiners ” -éff’ﬁf@fff*ﬁff’é& oy,
were Oblt Selasinky, president of the & = &/ |
Mainz Aero Club, and Heyne, the associ-
ation’s assessor. Fokker performed the nec-
essary five figure-of-eight turns and met d Q sopprl | il gl it et
the requirement to land with his engine [SSTEE————-—.- L awmap
cut off within a distance measured from an ﬁ ; v " | N e
indicated point. On 7 June 1911, he was | ¥
issued with German Flying Licence Num- | 2
ber 88 by the association. L et . )
Fokker’s arrangement with von Daum B T o L
had been that the latter would be given [ s e ﬁ,
ownership of the machine as soon as Fokker g :
had gained his flying licence but, again, el M:g G R
Fokker tried to put von Daum off, his rea- | oy,
son being that he had received an invita- o g | vlolc.anadlier
tion from Haarlem to put on a flying
demonstration on the Queen’s birthday and
he was worried that the machine could be
wrecked before he could do this. But von
Daum was not to be put off and insisted on P SR . g P o yFry
flying lessons. Initially, these went we T " m - *
until, forgetting what he had learned, von Bl 0 T .
Daum dived into the ground from a height
of 10m (33ft). The second of his two disas-
trous crashes cured von Daum of desire to
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Fokker's flying licence — German Number 88.
Thijs Postma Jacob Goedecker

Jacob Goedecker, a boat builder by profession, was
a qualified engineer and had taken an early interest
in aviation. He had spent five years at university
reading engineering and naval architecture, and
taken a postgraduate course with Professor Junkers
at Aachen University.

His interest in flying started in 1902 when he studied
the (then) new science of aerodynamics. From this he
went on to practical experiments and, in 1909, he built
his first monoplane at Gonsenheim, near Mainz. The
first of Goedecker's monoplanes had a cantilever wing
hat could be swivelled about a vertical axis to steer
the machine. It was capable of taxiing and making
short hops, but was too heavy to fly.

Goedecker progressed to the design of a second
machine in 1910. This followed the lines of the
successful Etrich Taube (dove), having a similar wing
shape (like the seed leaf of the Zanonia macrocarpa)
and was intrinsically stable. The Goedecker [aube
had flown a circuit of the Grosser Sand parade
ground near Gonsenheim on 24 April 1910 while
. o e Fokker had been working at the Automobile-
5 - . Fachshule. and was the first aircraft that Fokker had

L e e ﬂymg Cocdecker it - mgdmed Efion ot
Taube, replacing wooden construction with lighter
steel tubes. He had no great ambition in aviation but

remained in Mainz building three more /auben and
. opening a flying school.

fly, and indeed of his interest in aviation.
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. ~ (Abave left) The Spinne used by Fokker in his
- Haarlem demonstration in 1911. Cross and Cockade
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Allowing Fokker to buy him out of the part-
nership for 1,200 Marks, he disappeared
from the scene. Fokker now became the
sole owner of the wreckage, the most signif-
icant part of which was the Argus engine
that had again survived the crash.

Because it had been agreed that Spinne 1]
would become the property of von Daum
after being proved by Fokker and used by
him for his flying licence tests, he (Fokker)
had started construction of a third machine
at Goedecker’s works. This was to be of

12

R

.......
P

(Above) A formally dressed Anthony Fokker,
probably taken after the celebrations of the
Queen’s birthday in Haarlem in August 1911.
In the soft hat next to Fokker is thought to be
Bernard de Waal. Frank Cheeseman

Fokker's 1912 Spinne in the air. Harry Woodman

lichter construction than the earlier ver-
sions and have other changes to its config-
uration but, in general, many of its features
and
and design to those used previously.

The significant changes were that Spinne
[1I was smaller and lighter. The span of the
wings was decreased from 13m to 11m, the
pilot’s seat was moved to the rear and the
tail skid was moved forward to a position
just under the pilot. Spinne I1I could carry a
passenger and fly for twenty minutes at full
power. Because Fokker had found Spinne 11
to be extremely stable, he dispensed with
ailerons for this machine and reverted to
wing warping. Work on Spinne I1I was com-
pleted by August 1911 and, having proved
it in flight, Fokker dismantled it and took
it by rail back to Haarlem.

component parts were similar in shape
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By now Herman Fokker was more or less Flying for Goedecker ion as his observer. Writing in
reconciled to the fact that his son’s career uggeschichte, Peter Supf later said that
was to be in aviation and, as a member of a  Fokker returned to Mainz to earn his living  ‘the pilot of the aircraft was Fokker. He fol-
ocal committee, he helped to organize a  from aviation: a contract with Goedecker lowed the instruction so well that Jacob
flying demonstration to be held in Haar- had him flying Goedecker aeroplanes and  Goedecker received the Crown Order 4th
em. Between 31 August and 3 September acting as a flying instructor in his school. Class.” His exploits during this period
911, Anthony gave flying demonstrations  Financial assistance also came when his old  included an escape from a near accident
to an enthusiastic crowd, making graceful friend Fritz Cremer arrived, seeking not just ~ when, flying over the River Taunus, he fe
turns over the crowd, circling the steeple of  to learn to fly, but also to buy an aeroplane.  the rear of his machine shake. Turning
the church, St Bavo, and climbing to a [n August 1911, Fokker made the first around he found that the fabric covering,
eight of 120m (400ft). Fokker, who had  test flights in the new Goedecker Sturmvo-  which should have been sewn to the rear
eft Haarlem as a failure, had returned asa  gel, a machine of similar shape to the
nero but, although the event created a Etrich Taube and powered with a 70hp
ocal sensation and did much for his self reus engine. Flying for Goedecker, he
esteem, it did little to help his income anc ook part in local military manoeuvres, Fokker flying Jacob Goedecker's Sturmvogel.

he was again faced with hard times. carrying Ltn Salomon of a Pioneer Battal-  Thijs Postma
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BEGINNINGS

The third Spinne with Fritz Cremer in the front seat and Fokker in the rear at Goedecker's factory at
Nieder-Walluf on the Rhine in the summer of 1911. Johann Visser via Harry Woodman

structure, had become torn. Had the tear
continued, Fokker would have lost control
but, as it was, the remainder of the lacing
held and he was able to make a good emer-
gency landing.

To Johannisthal

But Fokker’s time at Mainz was short; lured
by talk of Johannisthal near Berlin being
the Mecca for German aviation, he felt the
compelling urge to move on. In part this
urge was fuelled by his relations with
Goedecker. Fokker got on well with him at
a social level, and owed most of what he
knew about aircraft construction to him,
but he felt stifled by Goedecker’s refusal to
accept the view that his (Fokker’s) designs
were superior. Subsidized again by his
father and with Fritz Cremer as his com-
panion, Fokker moved to Johannisthal in
December 1911.

In 1912, Johannisthal was to Germany
what Brooklands was to Britain, the centre
of all things aviation. Here it was that the
elite flew their machines and earned

money from demonstrations and flying
instruction. But for all that, Johannisthal
was not an ideal location for a flying
eround. Opened in 1909, it was south-east
of Berlin, lying between the boroughs of
Johannisthal and Adlershof with the
Berlin—Goerlitz railway running down its
eastern side and with the Teltow Canal to
its west. The flying area itself was quite
large, being 7,350ft (2,250m) along its
north-west/south-east axis and 4,350ft
(1,330m) across its width, but it suffered
from an irregular, sandy surface, described
after the war as ‘containing a most inter-
esting formation of dunes’.

To make matters even more difficult,
between the railway and the flying area
was a belt of tall pine trees; towards Johan-
nisthal railway station was a pine wood;
and there were a number of buildings in
the flying area, including two airship
sheds, one for non-rigid Parseval types and
the other (the largest at that time in Ger-
many) built to accommodate two Zep-
pelins. The flying area proper was sur-
rounded by a low fence built to separate
the spectators from the aviators and their

14

machines, and the whole area by a fence
13ft (4m) high, built to keep non-paying
visitors from seeing the displays.

Fokker’s reception at Johannisthal came
as an anticlimax. Initially, he was regarded
by the veteran aviators as something of an
outsider with little to offer. His machine,
with its lack of ailerons, was considered
crude and impractical. This attitude was to
change in January 1912 when Fokker
made his first public flight there. In this he
demonstrated both his ability and his
machine’s airworthiness: flying in a strong,
gusting wind at an extremely low height,
he performed a series of daring turns and
an extremely narrow figure-of-eight that
amazed all. The paper, Berliner Zeitung am
Mittag, spelling his name as ‘Focke’,
reported that his flying was ‘amazingly
sure’ and the manoeuvres he performed
were ‘simply splendid’. On 15 January Avia
reported that ‘Fokker has flown at Johan-
nisthal with great success ... the fact that
Fokker was able to fly under such condi-
tions, and perform beautiful flights, pays
tribute to the pilot and to his product.’
Anthony Fokker had arrived.



Whilst Fokker was always pleased to be
known as a daring pilot, his ambitions now
lay well above this level. On 22 February

1912 he entered the name of Fokker Avi-
atik GmbH in the records of the Trade Reg-

ister in Berlin, giving the company’s loca-
tion as Charlottenburg (a suburb of Berlin)
and its capital as 20,000 Marks. However,
this name was never used in business as,
from the beginning, the company’s letter-
head read ‘Fokker Aeroplanbau, Berlin-
Johannisthal, Alter Startplatz, Schuppen
10, Berlin-Johannisthal, den Parkstrasse
18’. During the subsequent war years, the
name was to be changed again to the more
familiar Fokker Flugzeugewerke GmbH.

Despite the resonance of his company
title, Fokker was still living a hand-to-
mouth existence, earning money as and
when he could from flying instruction and
demonstrations, but with nothing substan-
tial in the bank to allow him to expand his
business. He still relied upon his father for
loans when need arose, but found that each
request was greeted with scepticism and any
money forthcoming was reluctantly given.
He would have liked a stand at the Berlin

CHAPTER TWO

Expansion

aeronautical exhibition in April 1912, but
was unable to afford it. He had approached
his father for support for this but was
rebuffed in no uncertain terms —and he cor-
rectly felt that he was missing out on oppor-
tunities to publicize his products.

Frank Cheeseman
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Spinne 111 formed the basis for all future
development of Fokker’s ‘spiders’, each of
which was really a variant of the original
theme rather than a new model. The first
significant variant was that of 1912. In this,
the side radiator panels were replaced by a

The third variant of the Spinne Il in 1911, fitted with a 70hp Renault engine.

Fokker seated in the first variant of his 1912 Spinne. Cross and Cockade International

(Left) Anthony Fokker in a relaxed mood. This photograph was taken at Schwerin
in June 1915. Frank Cheeseman



EXPANSION

Fokker's Subordinates

It is difficult to establish just who was employed by Fokker in his early years. Initially it
was basically himself with, probably, the assistance of a mechanic (or two) and use of
others' workshops and factory facilities. As success came his way he needed money
for expansion; the person who helped him with this was Hans Haller, who brought cap-
ital with him when he became Fokker's business partner in 1911. Haller managed
Fokker's business affairs for some time; his onginal loan was repaid in 1915, but it 1s
thought that he remained with the company after that date.

Anaother wha joined Fokker at Johannisthal was Fritz Cremer. Fokker’s association
with Cremer went back to his school days in Holland and then to their unsuccessful ven-
ture into ‘punctureless automobile tyre” design. In 1912, Cremer came to the Fokker
school at Johannisthal for flying lessons. Having succeeded in this, he joined Fokker as
a pilot and, shortly afterwards, became Fokkar's ‘Chief Flying Instructor’. He also was
to remain a part of the expanding Fokker company.

When Fokker left his post as a flying instructor with Jacob Goedecker to strike out
on his own, he had been replaced by a fellow Dutchman, Bernard de Waal. Seeking to
release himsalf from the routine work of running his flying school, Fokker offered the
post to de Waal and enticed him away from Goedecker. Like Fokker, de Waal was an
excellent pilot with the added advantage that he had a pleasant personality and
tremendous patience. Although principally a pilot (after Fokker, he was first to test any
new aeroplane), he took on a number of roles within the expanding company and
remained loyal until his early death through illness in July 1924

Fokker never employed a nominated ‘Chief Designer’, probably because, whatever
the truth, he claimed that role for himself. However, in the first few years, a senes of
men were employed to lead Fokker's design team. The first of these was an enigmatic
figure of whom we know only his surname, Palm. Herr Falm seams to have joined the
company some time in early 1912; his qualifications for the job remain unknown but it
is thought that he may have been an engineering draughtsman with an interest in air-
craft design. He was to be responsible for a number of designs culminating in that of
the M.4 monoplane. Fokker summarily sacked him when this proved to be inadequate,
and replaced him with Martin Kreutzer, who had been his assistant.

Martin Kreutzer was born on 12 June 1891 and had studied mechanical engineering
at a technical school in Bingen {or possibly Mainz). He probably joined Fokker in either
late 1912 or early 1913. With the departure of Palm, Kreutzer inherited a design depart-
ment that, other than himself, comprised one technician and three draughtsmen. What
he lacked in aeronautical knowledge was initially provided by Fokker's intuitive eye for
aircraft ‘design’. With his firm footing in mechanical engineering, he became a reliable
designer of aircraft and well able to take Fokker's schemes and turn them into practi-
cal flying machines. He trained to became a pilot, taking his hicence an 8 Apnl 1914,
and was to remain with Fokker until he was killed in a flying accident on 28 June 1916

On Kreutzer's sudden death, Fokker responded by recruiting a qualified engineer with
neither theoretical knowledge nor practical experience of aircraft design. His tenure of
the post was short and, sacked, he departed without leaving his name behind him. He

was quickly followed by a similar engineer about whom all we know is his sumame,
Moser. Herr Moser also lasted just a short while before he was sacked and, once again,
Fokker was left with a post to fill that was vital to his survival in business. The man
who offered to step into this breach was Reinhold Platz, an expert welding technician
who was then running Fokker's experimental workshop.

Reinhold Platz was born on 16 January 1886, at Cottbus near Berlin. He had com-
pleted his apprenticeship as a welder at a time when the Fouche oxy-acetylene fusion
welding process was being introduced in Germany, and had become highly skilled in it
and in other techniques, including the flux-free welding of aluminium alloys. His employ-
ers had recognized his ability and, using him as a demonstrator, had sent him to visit
companies around Europe. In this role he gained yet more experience and developed a
unique level of skill. He joined Fokker as a welder in 1912 and, gaining useful experience
in all of the other skills needed to build aircraft, progressed to control of the experimental
department. During this period, he worked closely with Kreutzer on a number of occa-
sions and was responsible for the re-engineering of a Nieuport fuselage from wooden
lo welded steel-tube construction. Platz had seen ‘designers’ come and go so, when
Kreutzer died, he considered the situation carefully and then volunteered his services as
the replacement. Recognizing his worth, Fokker accepted him for the post.

It is virtually impossible to know how much of the design work that followed can be
attributed to Platz and how much to Fokker or others in the design team. It is probable
that 'schemes’ for new machines came from Fokker, either in the form of rough sketch-
es or simply by verbal instruction. The translation of these schemes into practical pro-
totype aircraft would be Platz’s responsibility. Fokker would then call for modifications
either after he had flown a new machine or from his assessment of it as it was being
built. Once he was satisfied with the design, production drawings would be produced
by the team of draughtsmen. Although nominally the "designer’, Platz was kept at shop-
floor level during the war years. Any technical discussion of prototypes with the Flug-
meistere or ldflieg engineers was handled by Fokker with Platz almost never being
directly involved. He was also kept remote from any technical correspondence or mem-
oranda sent to Fokker at Schwerin. This way, any requirement for modifications made
by the authonties reached him by way of Fokker. Neither Fokker nor Platz was a quali-
fied aeronautical engineer, but each was gifted with a flair that complemented that of
the other. Fokker's came from his flying ability and from his eye for what was right and
what was wrong with any aircraft, Platz’s from his metal-working skill and inherent
knowledge of what was right or wrong with a fabricatio<ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>