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PRESIDENT’S FORUM by Gregg Dohrer


My discussion this month is going to take a more earthly slant.  Or, more to the point, I am going to try to refresh your memory about many of the issues associated with tying down your beloved flying machine.  My focus is not aimed at the home field.  Hopefully, you have a hangar for your pride and joy there.  My focus is when you are away from home.


The first issue that comes to mind is that of placing chocks on one or more of the wheels.  Some folks think that if the machine is tied down it will stay put.  WRONG!  The tendency to roll may be reduced on turf, but it is not reduced when you are on pavement.  As the aircraft would roll, it could also begin to twist.  Depending upon how tightly things were tied in the first place, the machine could move all over the lot.  Maybe, the chains/ropes would hold, but one airplane chafing upon another airplane is not a good way to make a new friend.  


If you are on turf (Reklaw, Oshkosh, Sun&Fun, etc.), what would be considered appropriate ground tackle?  Many folks think going to True Value, and getting something to hold their dog would be a good deal.  Walk the flight line at events where there are aircraft tied down with the owner’s equipment, and keep count.  I would be willing to bet that you would come up with a number between 10 and 20 percent dog tie-downs.


Now, we come to another issue where many people miss the boat (control locks).  Gusting wind, from a Thunder Storm, can really wreak havoc with the control system.  All aircraft are not the same, but manufacturers seem to do a poor job in this area.  One of the two aircraft I have owned did not have control locks.  The other only had a lock for the ailerons and elevators.  The rudder was left to swing in the breeze.  The owners manual tells you to turn the nose wheel to push the rudder to one side.  Supposedly this makes it harder for the wind to bang the rudder.  In any case I had to repair wind damage in the floor board near the rudder pedals.  Needless to say, when that aircraft is outside there is an external control lock on the rudder.


Now comes the hard part.  I can count at least a dozen fatal crashes caused by the internal or external control locks being left in place.  You get points for tying it down, and keeping the controls from banging.  But, you FLUNK the test by not doing a preflight inspection and a control check during run up.  I am continually amazed at this.


OK, let’s have a recap.  First, we must tie it down with equipment designed for the job.  Second, we need to make sure it will not roll where we do not want it to go.  Third, it is imperative that the control system is protected from wind damage.  Last, but not least, we have to remove all this STUFF, and make sure it all works correctly BEFORE we start that takeoff roll.  We had a great time at this fly-in, let’s not ruin it now!!!!!

EAGLES NEST by Bill Vawter


The year is closing in on us real fast. Too fast for my part. It seems like the older you get the quicker time flies by. Reckon that happens when you are having fun. I know that I have really enjoyed serving in this capacity and getting the chance to work with the kids that we get to introduce to aviation.


How many of you can look back and recall the first airplane ride that you took and what the aircraft was? Can you recall any of your reaction during and after the flight? Just look at the kids that we get to fly and put your self in their place and imagine their thoughts while they are flying. Can any of you recall any one particular youngster that you flew and what his reactions were?


One youngster that I recall was not one that I flew, but one that Elo had the chance to fly at 07F. This kid had came out with his cousin to fly, but was wishy washy about what he wanted to fly in. First he wanted to fly with the cousin, then he didn’t. Finally I put his cousin with Steve Dean in his biplane and asked the kid if he wanted to fly in the J3 that was returning off a flight. No was the answer. Then Elo returned off a flight, so I asked him if he wanted to fly with Elo and he stated yes.


Off they went into the wild blue yonder with the speed of a turtle and they had a good flight. I watched Elo on his approach and landing. After he set down his left wing was observed to go up in the air and in a circle on the runway.


All of us jumped in our cars and went out to see what the problem was. It seemed that his right brake had locked and caused a ground loop and folded the right landing gear strut. 


Now, the funny part of this story is the kid himself. He was hesitant about the flying, but this was a thrill for him. He was running around stating how cool it was. The rest of the time that the group was there the kid was talking about the incident and how cool it was. I can imagine him in school the following Monday telling about the incident.


Now. By the time you get this we will have either flown or not flown the group of scouts that we were to have flown last month. I really hope that we were able to fly them on the 9th, since that was the last date available for October.


Our next scheduled flight will be at Holly Lake in December, as we have the last two years. We have had good success with that event and have received good reports from the local community about our participation. As always, we will have the final cook-out at my place after the flight.


So far the chapter has flown 62 youngsters this year. That is according to the total that has been relayed to me.  I had set a goal of 100 for us and I do hope that we achieve it. If not, c’est la vive.

TANGO TALES 10  by Gregg Dohrer


OK!  Let’s sum things up.  I am still up on jacks, but I am painted and back together, with my instrument panel in place.  I do not have an interior, my propellers are not installed, and I do not have any fairings in place.  It is amazing how many details remain before I can get out of here and into the air.  Now it is stainless steel screws.  During painting my inspection plates were held in place with one screw.  The final stainless screws are being put into place now.  The next issue is wing root fairings.  These are held in place with rivnuts and stainless screws.  The sad truth is that most of these fasteners (rivnuts) have been stripped out.  So, now every other screw gets a new rivnut.  This process takes an entire day!  Finally the fairings between the wing and the fuselage are in place.  The fairings between the wing and the tip tanks go into place a lot easier.  The new strobe lights are installed.  The ELT is reinstalled, and its function is checked.  This is also time for touch up and decorative paint.  Touch up refers to areas around rivet heads where the paint striping is not clean.  Decorative paint includes required numbering on the tail, and model designations on the tip tanks.


Finally, my gear is lowered, the props are installed, and the jacks removed.  Wow, I am again on my wheels!  Then comes the crushing part.  Gregg comes into the hangar with one of my OLD front seats.  WOW! This is really a low blow…  What can I say, oil is in the engines, the prop bolts are torqued, and the spinners are installed.  Rubber rub strips are installed around the gear doors, and fish eye mirrors are installed on the tip tanks.  I look like a shiny new dime on the outside, and like a piece of ---- on the inside!


Jesse is back on the scene now.  I am pulled out of the hangar.  Gregg gets into the pilot’s seat, and Jesse is up on the wing.  First the left engine is cranked.  After several blades it fires into life.  Within 30 seconds the oil pressure is showing on the gauge.  The generator switch is thrown and the amp meter shows a charge.  Wow!  I am alive, at least on one side.  After three to four minutes of running at 1500 RPM the engine is shut down.  Cowl doors on both sides are opened and a thorough inspection for oil leaks is made.  The process is followed on the right side.  The result was the same as the left side, with two exceptions.  Both oil leaks were found to be associated with fittings that were not tight enough.  Once these problems were corrected, Jesse said it was time to FLY.  


Both engines are fired up, and we taxi to the fuel pumps.  For the last nine months I have had minimal fuel in my tanks.  Now they are topped off.  Jesse has said to go to about 5000 feet and run at full power for about 30 minutes.  What can I say, we were having so much fun it was closer to 60 minutes before we got on the ground.  Wow, that was fun, but there are lots of problems to correct, and this lack of an interior is really starting to get me down.

EDITOR’S NOTEBOOK


Wow!  Talk about serendipity!  (Look THAT up in your Funk & Wagnall’s.)  The following info is a dramatic example of what Gregg was talking about in the Forum.


In the summer of 1934, the Air Corps circulated a proposal for a new long-range bomber.  Prospective bidders were instructed to have “multi-engined” aircraft ready for a flying competition in October 1935.  Candidate aircraft were to be capable of flying at least 1,020 miles and preferably 2,200.  It had to be able to carry a 2000 pound bomb load and to reach a speed of 200 mph, though 250 mph was considered desirable.


Boeing, in total secrecy, designed, built, and flew the Model 299 by late July 1935.  It had enclosed cockpits, cowled engines, and retractable landing gear.  It also had wing flaps, electric trim tabs, a constant-speed prop, and “blister” positions on the fuselage for machine guns.  Seattle newspaperman Richard L. Williams dubbed it “flying fortress”, a name which stuck.


On August 20, Boeing test pilot Leslie R. Tower flew the 299 from Seattle to Wright Field, Ohio, and arrived with no greeting party.  Air Corps personnel had not expected them for another hour.  Both Martin and Douglas had twin-engined entries which paled by comparison.


On October 30, the Model 299 taxied out for take-off with Air Corps pilots and test pilot Tower standing behind them.  They roared down the runway and took off and climbed very steeply — too steeply.  At about 300 feet the aircraft stalled and crashed.  The pilot died shortly after, and Tower before very long.  He died blaming himself for the crash.  Just as the airplane stalled, he had noticed that the newly installed control lock was still engaged, but could not get to it in time.


As a result of the accident, the Air Corps declared the Douglas DB-1, renamed the B-18, the winner and orders were placed.  The Air Corps was still very excited about the 299, but the Army ground brass who controlled the Air Corps purse strings and who held a dim view of strategic aircraft, refused to buy any aircraft, stating that the airplane would cost twice as much each as the B-18 and must have been too complex for anyone to handle safely.


By a legal loophole the Air Corps was able to buy 13 as test aircraft.  But the Air Corps quest for a modern strategic bomber had been greatly compromised.  Those 13 YB-17s were flown over 9,200 hours without a major accident.  They flew seemingly everywhere and participated in numerous stunts to attract attention, including a mock interception of an Italian liner over 600 miles at sea in a YB-17 flown by Col. Robert Olds and navigated by Lt. Curtis E. LeMay.  When war broke out in Europe in September 1939, the Air Corps still had only 49 B-17s.  Over 12,000 were later built.


UNLOCK THOSE CONTROLS!!  The incident did have one notable benefit.  Checklists were created and given universal usage.  Air Force Magazine, October 2004

***************

Astronaut and plane racer Robert “Hoot” Gibson set a world speed record of 238.1 mph for 300-500 kg aircraft in a Cassutt.  RV challengers out there?

***************

Coming Aviation Events.........

  Thu Oct 14  EAA 972 Regular Meeting -  Gladewater Airport — Program - Gregg Dohrer - 07F Airport Radio Communications

  Sat Oct 9 Gilmer Barnstormer Fly-In
  Sat-Sun Oct 16-17 Pancake Break-
fast/Reklaw clean-up
  Fri-Sun Oct 22-24  Reklaw Fly-In
  Thur Nov 11  EAA 972 Regular Mtg
  Sat Nov 13 Airport Cleanup/Lunch

  Thur Dec 9  Officers’ Meeting
  Sat Dec 11  Christmas Party!!!

Meeting Program:  Gregg Dohrer
Meeting Refreshments:
  Bill Smith


Monthly Newsletter:
Elo Zinke

