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President’s Forum by Gregg Dohrer


How good is your memory?  I really mean, over the long haul, several years for example.  Let’s say that you are a Private Pilot, with an Instrument Rating, and are the proud owner of your own flying machine.  With this wonderful set of ratings and equipment you have many challenges facing you.  I can think of close to a dozen things you have to remember you did in the past, and you have to remember when you did them so you can do them AGAIN!


Let’s start down the list by looking at you.  First there is the issue of currency, and I do not mean MONEY!  Yes, this will cost you money, but that is not what I mean.  If you wish to carry passengers, you have to make at least 3 takeoffs and landings every 90 days.  For this discussion I am going to try to stay relatively generic, because different geometries of aircraft have specific requirements.  Now, if you wish to take passengers after dark (night) you have to also have made three landings and takeoffs.  Now, if you wish to use your IFR privilege you also have a currency issue.  In this case, you have to remember what you have done within the past six months.  You have to make sure that you can prove that you have shot the required six approaches, held, and tracked VOR.  I have seen people who were doing good to find their log book.  Would you like to take bets on their currency?  Guess what, we are still not through with you.  Your medical needs to be current.  If you are under 40 years of age the medical is required every three years.  If you are over 40, the exam is required every two years.  If I have not missed something the last item on the list is the BFR.  This activity is required every two years, and includes a minimum of one hour of discussion on new FAA regulations, with a review of old regulations that are appropriate for your type of activity.  The second hour, of this two hour fun session, is a time when you get to demonstrate your prowess at the controls.


Now, that you are up to speed we need to make sure your trusty bird is also up to snuff.  Again, if you are going in the clouds, you will need to make sure the VOR equipment is current.  There is a set of protocols for that, but one of then must be complied with every 30 days.  The easy one to remember is the annual inspection.  However, there are several items that need to be covered that do not have to be part of the annual.  The ELT battery must be replaced every two years (or 50% of the battery life).  The transponder needs to pass an operational check every two years, and if you have an encoder for altitude it also must pass an operational check.  While all of this is going on the static system is also getting a leak check.  This system is not supposed to change by more than 100 FPM during it’s check.  There are two items which I will call niceties.  These two come at about 500 hours of operation and are recommendations.  They are getting the magnetos and the dry vacuum pump overhauled.


When you look at this collection of things, it is easy to see why a pilot could forget to do something at the required time.  However, let’s say there is an accident that results in an insurance claim.  During the accident investigation, by our helpful feds, it is found that something mentioned above has not been complied with.  Now the insurance company says they will not pay the claim because the pilot in command was not current, or the aircraft was not current.  I do not know about you, but that thought gives me that little bit of extra incentive to try to keep my back side covered……
The Eagle’s Nest by Bill Vawter


Well folks, the eagles have really been quiet this year, no squawking or flapping their wings wanting to fly.  I haven’t had the response from groups interested in the program such as we have had in previous years.  Dunno!!

I had set a goal of 100 for this year, down from the 150 in previous years, and thus far doesn’t seem that this will be achieved, unless we make it up in December. We have flown a total of 44 so far, and they are as follows by pilots:

Andrews - 8: Collins – 2; Dohrer - 6; Gardner – 9; Moore – 7; Renwick – 2; Rodriguez – 2; Tippens – 2; Vawter – 4 and Wieting – 2.  As you can see, none of us have gained our 10 for the year.


We aren’t the only chapter that is lagging behind in flying Young Eagles this year.  I received a bulletin from headquarters recently extolling the fact that the paperwork ( applications) that they have normally received at that time of the year have drastically declined.  No one seems to have the answer as to why the drop, unless it is declining interest by the pilots, the public or the cost involved. Anyone have the answer?

Our next and last flight for the year will be at Holly Lake international airport on 3 December 2005.  It will be the usual, fly the kids and then a hamburger cookout at my place afterwards so we can BS and relax.  This will be our third year for this event and we have had good success and comments from the public as to how much the kids enjoyed the flights and also it gave the public a chance to get a close view of the aircraft.

At the time of writing this article the following pilots have signed up to fly: Moore; Andrews; Tippens; Vawter; Rodriguez and Renwick (depending upon Shaker’s attitude). If you want to fly let me know. The following have agreed to do the paperwork so that I can fly: Dohrer and Craig. Renwick and Nancy have also agreed to do paper work , which is dependent upon Shaker’s attitude. Remember, this is not limited to people doing these two jobs, we can use people in the parking area for safety. People do still tend to want to wander out around the aircraft so we can use people to help monitor this, especially when planes are returning to the flight line. HELP KEEP THIS A SAFE EVENT.

———————
Book Review: “Deadly Sky, ‘the American Combat Airman in World War II’ ” by John McManus


This is a very interesting book and very different than most books you read about the war. It combines superb analysis of the WWII air war around the world with riveting, often heartbreaking eyewitness testimony from the participants; airmen and aircrew.  The book is broken down into many chapters on how the men were chosen for the different jobs; pilots, crew members, the planes they flew, what it was like at their bases in Europe and the Pacific, flying a mission, thinking of the enemy, leadership, morale and tours of duty, replacements and brotherhood in the skies, etc etc.  Most books are like a good novel and deal with one unit or an individual pilot or crew.  This book tells the story behind all of aviation in the Army, Navy and Marines during WWII.  It is wonderful!


It is full of quotes from the pilots, aircrew and ground crew.  Here are some of the quotes:

“Almost immediately crew members reported enemy aircraft coming in at all positions.  I was a teenager.  I was scared.  I wanted to live.  I wondered how the hell I had ended up in this situation.”  Jack Novey, waist gunner, 96th Bomb Group, B-17.


“ I had all the respect in the world for them (German pilots).  The pilots that we came across… were top flight pilots and tough, and determined.” Bill Winchell, waist gunner, 91st Bomb Group in the Memphis Belle B-17.


“These men, who flew yellow nosed fighters, were said to be Riechsmarschall Hermann Goering’s hand-picked pilots, based at Abbeville, France.  They flew countless missions against American bombers early in the air war.  Their favorite ploy was to fly around us up high so they they .could look us over like a boxer feeling out his opponent  Jab and jab, move in and out, and then throw the right.  When they decided to come in they would come boring in from the front and usually went right through the formation.  If a B-17 was hit and could not stay in the formation, he was easy prey. On one mission a German pilot in an FW-190 joined us in the middle of our box formation.  He flew into the middle of our formation, dropped his gear and flaps and flew at our airspeed.  We could not shoot at him because we would hit another B-17.  He stayed in the formation for several minutes than retracted his gear and flaps and snap rolled 180 degrees and dove from view, attesting the skill and courage these men possessed.”  E. T. Moriarity, waist gunner in the 306th Bomb Group.


Peg Magness, a B-17 pilot in the 97th Bomb Group saw a classic example for the mutual humanity during a mission to Germany.  A nearby B-17 was hit by flak, causing fire that forced its crew to bail out.  One crewman pulled his ripcord too soon and snagged his parachute on the dying bomber.  For a few awful moments, Magness watched the man hang helplessly as the fire began to consume him.  “All of us were anguished since we were helpless to come to his aid and could only watch his agony.  Then the war kind of hesitated because here came a German Me-109.  He flew in the middle of the B–17s and everybody quit shooting.  We were all amazed that he had the guts to fly into the middle of our formation with all those guns pointing at him.  He then eased up to the boy that was whipping in the parachute and shot him.  Not another shot was fired.  The German pilot peeled off and left our formation.  All of us let him go and then the war started again.  The boy was doomed to a horrible death, but we just couldn’t shoot him.  It was a humane thing (for the German pilot) to do.”


During the first six months of 1944, heavy bomber groups suffered a casualty rate of more than 88 percent; most had been killed in action or had become prisoners of war.  Ken Lamb, a bomber pilot, described his personal mindset throughout his tour of duty: “For the first 10 missions or so I…. considered it a lark - nothing but a lot of fun. The odds were too much against me; we were losing too many planes.  I was spending my money as fast as I got it and living from day to day.  I would have bet 10 to 1 that I would never see Sacramento again.  The last 10 missions were living on borrowed time.  When you get into as many raids as I have, you sort of sweat out your last few.  The law of averages say that….I should be eating wieners and sauerkraut at least ten raids ago.”  At the start of the bombing campaign 25 missions was the number to rotate home.  General Doolittle raised that to 30 and than 35, this was base on fighter protection.


Some fighter pilots really enjoyed shooting up Japanese ships.  Marine Pop Flaherty found a Jap cruiser one day off the coast of Guadalcanal: “When I strafed, I went right down over the ship, not more than two hundred feet above it.  The decks just covered with men trying to get off the cruiser, and with those 6-50calibers I carved a passage right through the middle of the crowd.  I saw men falling, some of them knocked right over the side of the ship.  That was about the most fun I ever had.  In fact, I was so interested in it that I damned near hit the water.”

Warren Johnson, a fighter pilot in the 4th FG of the 8th AF was escorting a bomber formation.  “After the bomb run, and on the return home escorting the bombers, we usually hunted for targets of opportunity.  However we always watched for damaged, crippled bombers trying to make it home by themselves.  I was by myself and saw a B-24 flying on two engines and smoking so I went down and joined them.  As a matter of fact, I saw eleven more crippled bombers in the area trying to get home.  I called on my radio my position and asked for help from my other pilots.  Pretty soon more of my group showed up.  About that time we saw…. Kraut fighters swooping down to kill the near helpless …B-24s.  Some how, those Hitler-loving SOBs didn’t see us in time.  We quickly split them up, shot down six of them, and gave chase to the rest in such a manner that none of them ever got near the crippled bombers.  The bomber crews…. were all ecstatic with joy and relief.  We talked to them on the radio and told them ‘to ring for room service’ any time they needed us.  I will never forget all the waving from those bombers when we left them at the English coastline.”

Robert Woody, a fighter pilot for the 355th FG recorded a remarkable feat.  He shot down five enemy fighters on one mission over Munich.  As the enemy planes closed in on the bombers Woody maneuvered behind them unseen.  “I waited until I was about 300 yards dead astern of him before I opened fire.  I gave him a good burst and saw my strikes immediately all over his fuselage and wing roots.  The E/A (enemy aircraft) began pouring out black smoke, and fell off on his left wing going almost straight down and burning.  I had expected the other four E/A to break as soon as I shot their tail-end charlie down, but they were intent on getting the bombers and didn’t notice.  We were now about 1,200 yards from the bombers and I knew the bombers would shoot at me if I had followed the E/A through their formation, but that was the chance I had to take.  I quickly squared away dead astern of the next E/A about 275 yards away and gave him a good burst.  My hits around the fuselage and wing roots just about tore the E/A apart.  I lined up the third E/A.  By this time I had gradually closed to about 250 yards and my burst again from dead astern hit in exactly the same spots as the two prior E/A.  He fell off and went spinning down.  I quickly fell in behind the fourth E/A and opened up on him form a range of 225 yards.  This one lit up like a Christmas tree with parts flying off.”  He than easily shot down the remaining German fighter, an incredible accomplishment and one the bombers’ crews no doubt appreciated greatly.


This book goes on and on and on with these first person accounts.  It is wonderful and a “must read” for all who want to know what it was like in the “Deadly Sky” over Europe and the Pacific.



Jerry Gardner 

———————
EDITOR’S NOTEBOOK

Dave and Marcia Mason reported earlier that they did not have any significant damage from Hurricane Rita which would affect the Flying M Fly-in.  Their main problem is still as reported at the September meeting — feral hog damage.


On Saturday September 10 Gregg took me along on a flight to see what was available at the Sulphur Springs Airport.  We took a little tour of Legend Aircraft Company’s factory hangar and saw a newly completed Piper Cub replica (much improved from the original) which they are now marketing.  The EAA newsletter just reported that they this week delivered their first Legend Cub special light sport aircraft equipped with an advanced avionics suite at the Copper State Regional EAA Fly-In.  It is the third production aircraft.  It is powered by a Lycoming O-200 100 hp engine.  I had hoped to publish a picture but have been unable.


EAA reported an error.  Special Use Airspace information is at http://sua.faa.gov/
atcaaSplash.jsp

———————
Meeting Refreshments:
  William Smith

Newsletter Sponsor:
O.J. Rodriguez
———————
Coming Aviation Events.........

  Thu Oct 13   EAA 972 Regular Meeting -  Gladewater Airport — Program - Gregg Dohrer—AOPA  DVD “Maneuvering Flight”
  Sat Oct 15   Pancake breakfast 07F — Airport Clean-up & go to Reklaw for clean-up

  Fri-Sun Oct 21-23  Reklaw Flying M Fly-In

  Thur Nov 10  EAA 972 Regular Mtg
  Sat Dec 3  Holly Lake Fly-In & YE
  Sat Dec 10   Chapter 972 Christmas Party, Location to be determined 

