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I don't care how many fr iends that will vouch for you, you still get the
ticket!  Why is Clay on the CAR side of the hangar?

           The Taledragger
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Serving the Will amette Valley at Independence State Airport, Oregon

The President’ s Corner

Ladies and Gents this is going to be fast and nasty so keep up! Our
regular March 13th meeting at 7:00P.M. will be a "get-together". Bill
McMichael has a video on survival skill s. This is to get us on track for
the survival class put together by Greg Guy and Bill for our April
meeting. 

On next Saturday, March 8th, we will be going on a field trip to the Air
National Guard installation at PDX! We will be  "up close and personal"
with the Air Force’s F-15! (Roger Vasend has been working on this
field trip for a couple of months.) The field trip had been announced in
advance, but the date has changed. We are required to car pool by the
Air  Guard. So we will meet Saturday, March 8th at 0745 at the Chapter
hangar and depart at 0800, not 0804 or 0805, but at 0800! From there the
gaggle will drive over to the K-Mart on Mission Street by Salem airport.
We will wait there until 0829, and then depart at 0830 for PDX. 

(Continued on page 4)

CALENDAR OF EVENTS
 SATURDAYS THE NOON PATROL BUILDERS GROUP CHAPTER HANGAR, 9 A.M. TO 5 P.M.
 SUNDAYS THE INDEPENDENCE FLYER BUILDERS GROUP CHAPTER HANGAR, AROUND NOON-ISH
 WEDNESDAY EVENINGS THE NOON PATROL BUILDERS GROUP CHAPTER HANGAR, 7 P.M. TO 10 P.M.
 MARCH 6TH  (1ST THURSDAY) COAST TO COAST FLIGHT PLANNING CHAPTER HANGAR, 7 P.M.
 MARCH 8TH (SATURDAY) OREGON NATIONAL GUARD TOUR PDX, PORTLAND, 10 A.M.
 MARCH 13TH (2ND THURSDAY) GENERAL MEMBERSHIP MEETING CHAPTER HANGAR, 7 P.M.
 MARCH  27TH  (4TH THURSDAY) EXECUTIVE BOARD MEETING CHAPTER HANGAR, 7 P.M.
 APRIL 2nd  TO 6th SUN N FUN LAKELAND, FLORIDA
 JUNE 14TH INTERNATIONAL YOUNG EAGLES DAY CHAPTER HANGAR, 8:30 A.M.
 JULY 10th  TO 13th WESTERN REGIONAL EAA FLY-IN ARLINGTON, WASHINGTON
 JULY 26th  TO AUGUST 16th COAST TO COAST FLIGHT KITTY HAWK OR BUST!
 JULY 28th  TO AUGUST 3rd EAA AIRVENTURE OSHKOSH, WISCONSIN



EAA Chapter 292 Purposes --Policies--Meetings--Dues
THE PURPOSE OF THE EXPERIMENTAL AIRCRAFT ASSOCIATION (EAA) CHAPTER 292: To promote and encourage the sport and hobby of
recreational aviation.  To cooperate with and assist governmental agencies in the development of programs relating to aviation activities.  To promote and
encourage aviation safety in the design, construction, and operation of all types of aircraft.  To encourage and engage in research for the improvement and
better understanding of aviation and the science of aeronautics.  To foster, promote, and engage in aviation education.  To foster closer fellowship among its
members through the exchange of ideas of mutual interest.  Chapter 292 is a private, non-profit organization,  and recognized as a 501 (c)(3) institution by the
IRS.  Contributions to the organization are fully tax-deductible as authorized by law.
CHAPTER 292 AND EAA NATIONAL MEMBERSHIP DUES: EAA National Membership is required for all Chapter 292 members (call 1-800-JOIN EAA). 
Chapter 292 dues are $48/year for 2003and are prorated on a $4/month basis for those who join mid-year.  For more information both on National and
Chapter 292 memberships, please call the Chapter Secretary, Mike Pongracz at (503) 606-9767.
MEETINGS: The general membership meetings are held on the second Thursday of each month at 7 P.M. at the Chapter Hangar , 4803 Airport Road, at
Independence State Airport.  Oftentimes special events will supersede the normal schedule, please call the Chapter Secretary to confirm a date if  in doubt.  
BOARD OF DIRECTORS & OFFICERS: The executive board meets at the Chapter Hangar on the fourth Thursday of each month at 7 P.M.  Board meetings
are open, and anyone may attend.  
NEWSLETTER: The Taledragger  is published and mailed one week prior to the general membership meeting.  Feature articles, stories relating to flying,
technical reports, or classified listings should be made to the newsletter editor one week prior to publication.  This is most easily accomplished by e-mail to
the Newsletter Editor at pongracz@teleport.com.  EAA Chapter 292 is not responsible for any modification or maintenance items that appear in the newsletter
or in any other correspondence.  It is the responsibility of the reader to discuss and get approval for all such items from an appropriate A&P, the FAA  or other
government off icial.

General Membership
EAA Chapter 292, February 13, 2003

1.  Attendance: About 35 members and guests attended. This was Phil Yager’s first meeting.  Phil i s from Dallas and is the Operations
Manager for Marc Nelson Oil Products in Salem.  We’ ll try to get Phil ’s kids plugged into the Young Eagles Program in June!
2. Featured Program: Women in Aviation–Lisa Buswell Dahl’s Experience: What a treat!  Lisa had just returned from Los Angeles
and 100 mph winds in the southland in a Citation Bravo that she pilots for the Entek Corporation. Her Citation is capable of f lying non-
stop to Chicago with a littl e help from the winds.  She helped the company spec out the aircraft when they purchased it new.  A couple
of Pratt & Whitney turbofans develop 2,887 pounds of thrust each, and push this bird around the skies at around 400 knots.  Lisa spoke
of ferrying it back from Mexico recently when one wing was damaged by a jeep, and once again the power and utilit y of duct tape grows
to legendary proportions.  Lisa used to run the flight school in Salem until about three years ago.  She noted that female flight instructors
often stay instructors because they prefer this part of the business.  She interviewed with United Airlines in 1975, but this is a business
with cycles and swings in employment that make it very problematic.  For aspiring pilots she recommended first getting a four-year degree.
One from Embry-Riddle or North Dakota is a plus, along with a commercial li cense.  One of the hot tickets right now is a combination
Pilot/Mechanic license in the corporate world.  Sounds like an indispensable combination to me!  Thanks, Lisa!
3.  Secretary’s Report:  I gave the members present the opportunity to correct the minutes, but a couple of folks said they were afraid they
might get a job and so remained silent.  Minutes were approved as published.  I thanked Al Cleveland and Betty Plude for their fine articles
last month–this really helps.
4.  Stupid Pilot Tr icks with John Ousterhout:  One of John’s favorite subjects is the FAA’s documentary on “178 Minutes to Live.”
Spatial disorientation is one of the most feared situations to find oneself in, and I hope to publish an article soon on “How to Survive
Accidentally Going into IMC.”  John told the story about how 59 out of 60 pilots, after some very basic instruction, could extricate
themselves from this li fe-threatening predicament.  Essentially the procedure is to first take your hands off the control column, second,
reduce power to level flight, and then to slow flight (about 95 mph), and to then begin a controlled descent. 
5.  The Luscombe Project, A Certified Restoration: We reviewed the examination of the motor, and the fact that we found littl e
corrosion. We have two sets of wings, and two sets of tail feathers that we can pick from and sell the others either complete or as is for
parts.  This is a learning process, and the purpose is to help members learn the ins and outs of the enterprise and how to tackle such a
project themselves.  We have several inspectors to help us learn the ropes–to borrow  a nautical term–and several members signed on to
help fund the restoration, to the tune of $2,750 so far.  If anyone who wasn’ t there at the meeting would like to help the chapter with an
interest free loan for five years we would certainly appreciate it.  We’ ll be needing money for parts to finish rebuilding the engine, for
fabric, and to re-certify the instruments, and so on.  We don’ t expect to take the full five years, but we’re allowing for a cushion.  Once
again, thanks to all to stepped up to help, that’s what makes this a chapter that actually does things!  And once this project is finished and
sold we should have an Aircraft Restoration Fund that allows this sort of thing to be ongoing and self-perpetuating.  
6.  Flying Farmer’s Annual Proficiency Training: Andy Andersen announced that this extremely popular program returns April 19th

this year.  This is a group one-hour refresher ground school, and then an opportunity for BFR check rides that same day with three or four
different instructors.  Please contact Andy for times and arrangements at (503) 838-4231.  We’ ll have more details in the April i ssue of
The Taledragger.

Respectfully Submitted,
Mike Pongracz, Chapter Secretary



2003 Chapter Off icers
PRESIDENT: Jerry Medlock medlock@teleport.com (503) 838-2902
VICE-PRESIDENT:    Al Cleveland A61RJ@aol.com (503) 838-9929
SECRETARY & NEWSLETTER EDITOR: Mike Pongracz Pongracz@teleport.com            (503) 606-9767
WEBMASTER: John Ousterhout jouster@cyberis.net  (503) 606-9325
TREASURER: Charles Kennedy cekennedy@proaxis.com (541) 752-8743
HANGAR MANAGER: Bill McMichael wmcmichael@worldnet.att.net (503) 364-8898
TECHNICAL COUNSELOR & FLIGHT ADVISOR: Ernie Moreno  ewmoreno@worldnet.att.net (503) 838-6878
TECHNICAL COUNSELOR (Metal): George Genevro georgegenevro@cs.com (503) 363-5032
YOUNG EAGLES COORDINATOR: Carole Gabel gabelair@ncn.com  (503) 838-3844

Executive Committee Meeting
EAA Chapter 292, February 27, 2003

1.  Attendance: (6) Medlock, Cleveland, McMichael, Schwarzler, Vasend, Pongracz
2.  Program Change: At the last general meeting, we were shooting for a tour of the Por tland Air National Guard base on March 15th,
but said then that we might go the week before or after.  Well , we’re are indeed scheduled the week before, March 8th! A sign-up sheet
was passed around at the February meeting, since the security concerns at the base require a check of SSNs, and other necessary
precautions.  Please be sure to have proof of registration and insurance in your vehicle–you won’ t be allowed onto the base without it!
Car pooling is encouraged, and we will assemble at 7S5 at the hangar at 7:45 a.m. and leave promptly at 8:00 a.m.; we will drive to the
K-mart in Salem at 25th St. and Mission (behind the Dari Queen) , and leave for Portland at 8:30 a.m. from this location.  The suggested
route is I-5 north to I-205, take the PDX exit and proceed to 82nd Avenue.  Turn left at the signal and then right at the next signal and
you’re there.  We’ ll assemble in the main parking lot.  The tour begins at 10 a.m.  A very big thank you to Roger Vasend for arranging
this special event.  If you would like to try and add your name to the list, please contact Roger IMM EDIATEL Y at (503) 743-4327.  Prior
security clearance is mandatory, and people cannot just show up next Saturday for this event.  We are limited to a group of 30, so if you
signed up for the 15th and can’ t make it on the 8th , please call Roger and open up your spot for someone else!
3.  March 13th Program: Even though we have the special outing above, we want to still have our regular meeting to touch bases with
those who couldn’ t make it up to PDX, and set up for the important program on Survival School at the April meeting.  Bill McMichael
will  be showing a 30-minute video on “Wages of the Wind” by Don Shelton, a bush pilot from Denali , and an expert on arctic survival.
4.  Grass Mowing at 7S5: Bob Schwarzler reported on the insurance problems with this scheme.  The State of Oregon’s risk management
people have demanded $500,000 liabilit y coverage, and Bob received a quote from our fire insurance carrier in the amount of $661/year.
This is for about 6 days of mowing the grass!!! (Three cycles, two days each cycle.)  The ball i s currently in the Department of Aviation’s
end of the court, and all those jokes about a cruise ship full of lawyers at the bottom of the Pacific being a good start rings truer with every
littl e episode like this one.  The EAA won’t cover us for this activity by the way–and we are specifically prohibited from participating in
airport maintenance on our liabilit y coverage with national.
5.  Luscombe Loan: At the general meeting several members signed up to loan the chapter $2,750 in interest free loans for five years
while this project helps members understand about certified restoration work.  Jerry will be sending out letters to start redeeming these
pledges, and Bob will maintain a separate account and ledger book to document all the expenses.  Thanks to all of you who have stepped
up to help, and if you weren’ t at the meeting and would like to participate, please do call Jerry Medlock at (503) 838-2902 and add your
name to the list.  Last month when George Genevro tore down the A-65 it looked like the engine wouldn’ t be a bottomless pit for funds
as engines have been known to be, but we’ ll still be yellow-tagging this and that and doing a thorough job throughout this process.
6.  Heavy Metal: Mr. Bill wanted to inform the group that the fellows from EAA Warbirds Chapter 13 in Eugene will be visiting The
Noon Patrol on Apr il 12, and weather permitting, there could be quite a flock of interesting warbirds on the tarmac here that day.

Respectfully submitted,
Mike Pongracz, Chapter Secretary

ENGINES R US:

I thought chapter members might be interested in the web site of the Aviation Engine Historical
Society, a relatively new group that started up about a year ago.  The web address is: 
www.enginehistory.org   and it contains a variety of items, all engine-related.

George Genevro
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Ok Buddy, this is for hogging the centerline, impeding 
traff ic, and going 8 mph in a 25mph zone!

The President’ s Corner (continued)
For those who know their way to the Air Guard facilit y at PDX, feel free to wing it, but try to fill up the vehicle. Also, be sure that you
have an insurance card and your vehicle registration in the vehicle. The A.P. s will be checking, and no jokes at the gate; these people are
taking security very seriously. See you next Saturday morning.

Next item. Thank you to the wonderful people who pledged a total of $2,750 to the Luscombe project. There has been a minor change
though. Bob Schwarzler is concerned that it may take a littl e more than three years for project completion, so we would ask that you allow
us to keep your loan money for up to 5 years. If this creates a hardship we will understand.

Next item. Al Cleveland has a line on a two place ultralight trainer. This aircraft is need of repair but may be donated to the chapter. This
will  be a project that Al will "ramrod" and include our BSA Explorer Squadron. If this occurs, we will be in need of an inexpensive Rotax
582. If you have a Rotax lying around, give me a call.

Thanks for the attention, spring is coming and we should have beautiful flying weather.       Jerry Medlock

The Noon Patrol Update

The Nieuport 11 is not an easy plane to fly!  Perhaps our collective
learning curve is a bit slow, but this is not what can be described
as a forgiving aircraft.  The photo to the right shows the latest bits
of metal that will need to be readjusted.  The photo below shows
how a Nieuport can get to the other side of the hangar with the
help of a police escort down Hoffman Road after landing in the
grass seed fields.  It’s perfectly capable of a successful off -field
landing–100% unscathed.  

What it doesn’ t like is the full torque of a full power take off .  It
has a nasty tendency to want to pull to the right, and the Kansas
City Dawn Patrol has warned us not to go there!   “Just shut it
down and try again, and this time start out slower, slowly add in
the power and pop the tail up into the air stream.”  So we watch
the videos of them taking off and landing and try to learn a few
lessons.

Al Cleveland is doing well and has over a dozen flights on his bird
now.  Temps are down in the 300EF.-325EF. range, and folks are
awfully happy about that part of the equation.  

Anyway, it’s not a coincidence that a series of three articles that
begin on the next page may be particularly useful to this group.



Tailwheel Training for Dummies

At the request of the newsletter editor (Benton Holzworth) of your sister Chapter 105, I wrote a three-part article on tailwheel transition
training.  Benton had some trouble finding the information that he needed when he was trying to receive transition training for a tailwheel
endorsement.  Because of his experience he asked me to write a three part article on the topic of tailwheel transition training.

I thought perhaps that these articles might be of interest to members in your chapter. I am a local CFI who has owned and flown tail
draggers for 15 years, and I  have specialized in doing this sort of training.  I am based out of McMinnvill e airport.
    

Tailwheel Transition Training Part 1
Introduction:
With a title blatantly ripped-off f rom a popular series of primer textbooks, one can correctly assume that this article is aimed at the
“newbie” who aspires to make the transition to taildraggers.  The reasons for pursuing a tailwheel endorsement can vary widely.  Some
valid reasons might be plans for the restoration or purchase of a classic airplane, the building of a home-built sports plane, or maybe to
just take on a new challenge.   Whatever the reason, the proper education and preparation will go a long way in protecting that all too
precious classic or home-built airplane.  The topic of tailwheel flying is far too extensive to be dealt with in a short article such as this.
So, the focus here will be to touch on a very brief overview of taildragger basics as well as to highlight some of the things to look for in
this type of training.

The tricycle airplane has been very successful in relegating the taildragger to the fringe of our aviation-oriented universe.  Nonetheless,
the tricycle airplane can probably be given the credit for making the modern FBO feasible because of its tolerance to a broad range of
piloting experience and proficiency.  The tailwheel airplane, on the other hand, is less tolerant of the occasional, inexperienced, or
inadequately trained pilot. The scarcity of tailwheel airplanes at our FBOs may be some of the strongest evidence of this fact.  The
sometimes-maligned taildragger has acquired a reputation that is not entirely undeserved, but simultaneously, it has been overly demonized
as well .  It is easy for the active and properly trained pilot to develop a strong and long lasting love affair with the taildragger.

Tailwheel Basics:

The main difference between taildraggers and their tricycle brethren can be distill ed down to the position of the main landing gear.  A
tailwheel airplane pushes its main gear out ahead of the Center of Gravity (C.G.).  On the other hand, the tricycle airplane drags its main
gear behind the C.G.

The dynamics about the vertical (yaw) axis will be discussed first.  Consider the mental image of an airplane during landing that travels
along a centerline directed north (i.e. 360 degrees).  By definition, both the centerline of travel and the yaw axis pass through the airplane’s
C.G.  Now visualize that the airplane is not aligned with the centerline of travel in that its nose is pointed 10 degrees to the left (i.e. 350
degrees). Upon touchdown in this situation, the main gear will not be aligned with the direction of travel and will want to roll i n a direction
10 degrees left of the centerline.  For the taildragger, the main gear will be ahead of the C.G. and to the left of the centerline of travel.
The main gear will want to go to the left while momentum carries the airplane’s C.G. along the centerline of travel.  This pulls the front
half of the airplane to the left and rotates the airplane counterclockwise away from the direction of travel.  Now the main gear is even more
unaligned and the rotational forces are even greater.  If left unchecked in the early stages this action will cause loss of directional control
and can potentially degenerate into a ground loop.  Of course, the best technique is to land with the airplane properly aligned with the
direction of travel in the first place.  When a tricycle airplane is placed in the situation above, at touchdown its main gear will be behind
the C.G. and to the right of the centerline of travel.  As before, the main gear wants to go to the left while momentum carries the airplane’s
C.G. along the centerline of travel.  However, this time around it is the back half of the airplane that is pulled to the left and it is now pulled
towards centerline.  This action rotates the airplane clockwise and brings it back into alignment with the direction of travel. Directional
control is maintained automatically by the design of the tricycle landing gear and in spite of the pilot’s inattentiveness to alignment.
 
This is a good time to switch the discussion to the dynamics associated with the pitch axis.  Consider what happens during a landing as
an airplane descends towards the runway.   As an airplane of either configuration contacts the runway, the main gear’s vertical descent
is halted, but momentum causes the rest of the airplane to continue its downward motion.  This results in the main gear pushing up on
the fuselage at its mounting point.  For the case of the tricycle gear airplane, this mounting point is behind the C.G. and at the moment
of contact, when the motion at the C.G. is still downward, the fuselage just above the main gear remains relatively fixed.  This creates
a rotation that lowers the nose of the airplane, which decreases the wing’s angle of attack.   This in turn decreases the li ft produced by
the wing and reinforces the downward motion to help hold the airplane on the ground.  This is considered a stable condition and makes
the pilot look good.  On the other hand, what happens to the taildragger is quite the opposite.  The main gear on the taildragger is mounted
ahead of the C.G. and therefore as the main gear contacts the runway, it pushes the nose up.  This action increases the wing’s angle of
attack resulting in increased li ft that tends to oppose the desired motion and can actually send the airplane back into the air.  The later
situation is known as a "bounce" - although this term is somewhat misleading - and it does little to enhance the pilot’s image.



In summary, we have described the two banes of taildraggers, which are the loss of directional control and the "bounce".  But, before I
conclude this section I should point out that there are some things that counter the instabiliti es of the taildragger’s landing gear
configuration.  The horizontal and vertical stabili zers certainly offer some help as long as suff icient airspeed exists.  That little wheel in
the back, which gives the tailwheel airplane its descriptive name, also provides a means to maintain directional control. However,
ultimately it is the pilot and the use of proper technique that tames the taildragger.  The tailwheel pilot must pay strict attention to control
of airspeed, attitude, flair, and alignment.  Additionally, the tailwheel pilot must also plan ahead on each landing to consider any potential
problems and then predetermine the appropriate escape plan if something does go wrong.  I am not implying that these piloting techniques
do not apply to tricycle airplanes because they most emphatically do.  But unfortunately, the favorable characteristics of the tricycle gear
have left many pilots blissfully ignorant and complacent towards landing hazards.  Too often a successful landing in a tricycle airplane
is more due to the design and ruggedness of the landing gear than due to the training and technique of the pilot. 

Flight Training:

The first step taken towards the tailwheel transition is to select an instructor and a training program.   Too often tailwheel training is treated
as simply an airplane check out.  Perhaps in reality tailwheel flying bears more resemblance to flying gliders or, say, floatplanes than to
flying that "Wichita Ironclad". Certainly one would expect glider and floatplane transition courses to have some substance to them.  Why
should the tailwheel transition be any different?

The ideal flight instructor should have significant experience in tailwheel airplanes and hopefully flies taildraggers on a regular basis.
Also, the instructor should be able to present a detailed syllabus.  This indicates to the student that the CFI has a good understanding of
the training issues and will ensure that all topic areas are covered properly.   Be sure that the training process includes some ground
instruction.  The airplane makes a poor classroom and a CFI that skips ground instruction denies the student the critical knowledge-based
fundamentals that are needed.  Finally, select a good textbook because it offers a rich source of information and can be cheaper than paying
an instructor to cover the same material.

An example of a tailwheel transition syllabus might look like the following.  It is a modified version of one proposed by Harvey Plourde
the author of a time proven text entitled "The Compleat Taildragger Pilot".  The syllabus not only covers the obvious subject areas, but
also makes an effort to emphasize some topics that may be incorrectly perceived as trivial such as brake usage or taxiing.

The flight instruction portion is divided into five blocks:
Block #1  Aircraft familiarization, taxiing basics, basic air work, demonstration of take-offs and 3-point landings.
Block #2  Normal take-offs, normal 3-point landings, bounce avoidance/recovery.
Block #3  Light wind crosswind take-offs and 3-point landings.
Block #4  Wheel landings and more bounce avoidance/recovery.
Block #5  Moderate wind crosswind take-offs and landings (both 3-point and wheel landings).

The ground school portion is divided into the following to topics:
(1)   Aircraft familiarization.
(2)   Left turn "torque" sources and their control.
(3)   Taxiing techniques.
(4)   Use of, and considerations for wheel brakes.
(5)   Normal take-offs and landings.
(6)   Wheel landings.
(7)   Crosswind take-offs and landings.
(8)   Cause and recovery from bounce (jounce).
(9)   Different types of tailwheels (e.g. free-castering, steerable, locking, etc.)
(10) Guidelines to predicting aircraft behavior based on configuration characteristics.

I have covered a lot of ground here, and I judge, an adequate dosage for a first exposure.  It is my hope that I have given those aspiring
taildragger pilots something to think about as well as a starting point to launch their new endeavor.

If there is further interest in the training syllabus shown above, please contact me at the phone number or email address below.  I am
based out of the McMinnvill e FBO, which provides an excellent tailwheel-training environment.

Don Hammer
CFI-ASE, CFI-I, CFI-G
503-627-4666 (day)
503-692-3471 (night)
donovanh@tek.com



GEORGE BOGARDUS AND THE LITTLE GEE BEE

The following article appeared in Chapter 105's February newsletter, and I knew many of you would be interested –Mike

Given a few free minutes, Dick Van Grunsven was asked to update the group on the status of local luminary, George Bogardus’ “Little
Gee Bee”.  The Little Gee Bee is an extremely historic craft, similar to, but preceding, the “Flybaby,” and dates from before the recognition
of homebuilt aircraft by the CAA (The CAB and CAA were combined to form the FAA in 1958.)  It was built and originally flew with
a 40 HP Continental engine.  After WW-II it was refitted with a 65 HP engine.

George was president of the “American Airman’s Association,” and was pressing the CAA for some legal mechanism to allow homebuilt
aircraft to fly.  He drove to Washington, D.C., in 1946 to argue the case.  In 1947, he and the Little Gee Bee flew to Washington, and his
efforts and those of several others led directly to the Experimental - Amateur Built category.  He made other trips around the country in
’49 and ’51, and continued to fly the Little Gee Bee into the 1950’s.

The plane was stored for years, and left undisturbed until George’s death in 1997.  George’s wife had died earlier, and having no children,
his estate, including the plane, was left to Chapter 105.  The Chapter 105 board then set up the George and Lilli an Bogardus Memorial
Trust Fund, headed by Dick, to support charitable, scientific or educational purposes.

The plane has been stored since then with Joe Brockway, in Sandy, while he completed a set of drawings.  Joe recently contacted Dick
to say that work was completed, and the craft could now be removed.  A large amount of archival material is still being organized.  “The
good news is that George never threw anything away…The bad news is that George never threw anything away!”

Dick Van Grunsven and a small crew have now moved the Little Gee Bee to one of Dick’s shops, and can report on the state of the craft:
It’s quite complete with the panel intact, wood spars and ribs OK, tail surfaces together.  The tube fuselage is rusty (was never primed,)
but appears not to be completely gone.  (There is no intention to return the craft to flying condition, just to museum display status.)  One
wing is still covered in the original ’39 fabric.  The engine is there but disassembled.  The landing wires are missing, and a set of 3” wheels
with 17” tires will be needed for a ‘correct’ restoration.  The plane sports a rigid landing gear with the “Air Wheels” providing the
suspension.  The project looks to be more one of restoring what’s there rather than recreating what isn’ t.

The steel tube welding was done by Tom Story and is described as ‘superb.’  The plane shows good workmanship overall .  It was also
quite a good performer -- built li ght, with a large wing.  With 65 HP it was, perhaps, overpowered.  The design was derived from the Les
Long “Longster.”  Les Long lived in Cornelius, OR, in the ‘30’s.

George Bogardus requested that the plane be restored and displayed in the Northwest.  Dick Van Grunsven has been in contact with the
Evergreen Aviation Museum (the Spruce Goose folks) who have expressed interest in displaying Little Gee Bee when it’s ready for a
public showing.

PORTL AND AIR NATIONAL GUARD TOUR

Roger Vasend--Just wanted to give you the latest info.  We will star t the tour @10:00 am on the 8th and go to the life support shop
to see our flight gear , survival equip. and some other good stuff (30min).  Then we'll walk over to the engine shop and check out
the engines (15min).  We may get to see them run an engine if the timing works out which will take some additional time (40min).
Our  NDI lab will then show us how they detect very small cracks in the aircr aft and how they test our fuel to determine what
metals are corr oding and what the allowable limits are (15min).  Finally we will go to the hanger and look at an F-15 from nose
to tail and inside the cockpit and I will answer any questions you might have (30min+).  In between shops we will try to be on the
ramp to watch the last 2 Eagles take off f or the day. In all I figure about 2 ½ to 3 hours total with travel time between shops if
we watch an engine run.  I f no engine run, about 2 to 2 ½ hours total. I would br ing a jacket because we will be walking on the
flight line to get to the shops.  Please make sure everyone has photo ID.  I f you have the final names of the people coming and
vehicles I can get those to the cops tomorr ow.  Thanks and talk to you soon ---Tim Ebner

MORE INSTRUCTIONS ON PAGE 3 AND IN THE PRESIDENT’S CORNER!



CLASSIFIED ADS
LYCOMING ENGINES & PARTS: Harry Malette (800) 831-6513

FLYING K SKYRAIDER: 22 hours airframe and engine. Options
include:  Bungee gear, quick-built wings, balloon tires and laced ribs.
Complete Poly-fiber system used. $13,500.  Bob Esch (541)926-5872,
(Albany) Eschbob@AOL.com

1997 THUNDER GULL -J :  200 hours on A&E, 503 Rotax DCDI,
altitude compensating carbs, oil injected, electric start, IVO prop, 24' metal
wing, strobes, 750# BRS canister, full upholstery, EIS (dual CHT & EGT,
tach, fuel level, hour meter, trip timer, OAT, etc), ASI, ALT, VSI,
compass, panel mount radio w/mounted antenna.   This is a factory built
plane and is in near mint condition. 90 MPH cruise @ 6000 RPM
(recommended by Mark Bierle), stalls @ 42 w/power-off , won't stall
w/power-on. $16,500/trade/offer.  Ron.Carroll@att.net - 503-838-1195

1987 AVID FLYER B  N#3PN: Recently updated 2-Place, 850# gross.
Newer Rotax 582 with oil injection and electric starter. All the usual
instruments plus Val-Com radio and Garmin Pilot 111 GPS.  Grove
aluminum  landing gear with hydraulic. brakes. 340 hours on airframe and
approx. 140 on engine. Always hangared. Something around 15K buys it.
Contact Mike Tracy, Eugene (541) 461-6346 or homegrwn1@hotmail.com

WANTED: STEWART HEADWIND plans and/or airframe without
engine.   1-503-363-5032 or E-mail---georgegenevro@cs.com

YELL OW-TAGGED CONTINENTAL CYLINDERS (5): For O-200
or O-300.  Sealed in plastic. $400 each or 5 for $1800. Contact Bill
McMichael at (503) 364-8898

PROGRAM NOTES:

GENERAL MEMBERSHIP
MEETING

SATURDAY, MARCH 8th  , 10 A.M.
AIR FORCE RESERVE STATION

PDX, PORTL AND

THURSDAY, MARCH 13th, 7 p.m.
30-MINUTE VIDEO ON “W AGES OF
THE WIND” BY DON SHELT ON, A
BUSH PILOT FROM DENALI , AND

AN EXPERT ON ARCTIC
SURVIVAL.

Experimental Aircr aft Association

Will amette Valley Chapter 292
4803 Airpor t Road
Independence, OR 97351


