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This Month’s Meeting:

JIMMY STEWART SAVES THE FREE
WORLD WHILE JUNE ALLYSON FRETS,

AGAIN

Tuesday, 17 July 2007
1700 hrs (5:00 PM Civilian Time)

USAF Test Pilot School Auditorium
Edwards AFB, CA

For this month’s meeting we are going to have our
good friend and chapter member Mike Machat up to show
a movie. As you all know from past meetings Mike has a

wealth of knowledge about the movie and television
industry and what’s happening behind the scenes.

This month Mike is screening “Strategic Air
Command" starring Jimmy Stewart and June Allyson.
This is a film that the Air Force was very supportive of and
the flying scenes are some of the best I’ve ever seen in a
movie. Also, there is extensive filming of the B-36 and
B-47. You won’t want to miss Harry Morgan as Sgt.
Bible, the flight engineer, before he got promoted to Col.
Potter.

And here is something that may have come to me in a
dream, or I may have read it in AOPA about the B-36. All
of the engines ran on Jet-A fuel. Sounds hard to believe
but the thinking was that they couldn’t have a lot of
different tanks some for jet engines and some for piston
engines so they made them all run on Jet-A. I know we
have some experts out in the audience that will correct me
if I’m wrong on this one. (no, actually you are correct this
time…)

So put your propeller beanies on and sit back and
enjoy the movie. Remember to come to the Test Pilot
School Auditorium on base for this meeting. Snacks start
at 1700 in the lounge and the movie begins at 1730
(running time 112 minutes). As always, after the movie
we’ll solve all of the world’s problems, or the aeronautical
ones anyway, over at the BK lounge.

(For those of you thinking we just saw this recently,
you are correct, assuming February 2002 fits your idea of
“recently”)

- George “Knife” Gennuso
Vice Kommandant

Last Month's Meeting

EAA Chapter 1000
High Cay Conference/Party Room
Rosamond CA
19 June 2007
Doug Dodson, Presiding

About twelve to fifteen of the Project Police’s finest
officers gathered at High Cay for the standard monthly
assemblage and swapping of aviation knowledge, some of
it even correct.
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Conspicuous in their absence were most of the
“Chapter Leadership” (STS) including the Kommandant,
Deputy Kommandant/Schmoozemeister, and Minister
of Propaganda, who all apparently found “something
better to do.” As such, the presiding duties fell to the
Treasurer and High Cay Ko-Kommander Doug
“Houdu” Dodson.

Also missing was new PPO acquisition Chris Haley
who missed a chance to fly-in in his vintage straight-tailed
Cessna 172.

As a special bonus for the assembled PPOs, and in
keeping with post-fly-in tradition, all assembled feasted on
leftover Polish Sausages, chips, cookies, and their choice
of libations. Director Bill “Mr. 310” Irvine handled the
Grillmeister duties with excellence, re-hacking his grilling
currency.

In an uncharacteristic move, there was actual business
to be conducted, by order of the Board of Directors. First
was the announcement that the Board had voted to
purchase a paver (“brick” to the uncultured) for the Flight
Test Heritage Walk at Century Circle, just outside the
Edwards AFB West Gate. Showing our lack of
imagination, the paver will be engraved to match the paver
previously laid at Flabob International Airport outside
the EAA Chapter 1 Hangar, as shown in this photo.

Project Police Paver at Flabob International

The Kommandant identifies the location of the Project
Police Paver

You too can get in on the act and purchase your own
pavers for the Flight Test Heritage Walk for the low, low
price of $50 ($60 after 1 Aug 07). Go to http://www.bellx-
2.com/images/fthf-paver.pdf for all the details.

The second piece of business was to get approval from
the membership to donate about $1000 to the Flight Test
Historical Foundation for a lifetime membership for EAA
Chapter 1000. This will get us a nameplate added to the
prestigious plaque on display in the Flight Test Museum
Gift Shop. There was a question if this would gain us any
other benefits, such as discounts at the Gift Shop. There
was no definite answer on this question, but there was
some discussion of purchasing “Remove Before Flight”
panties, which got really ugly really fast. Treasurer
Houdu reported that the Chapter bank balance stands at
about $8000 after a few good years of hosting the
Aluminum Overcast. The motion was passed by the
assembled PPOs. If you have any specific objections, get
them to the Kommandant post haste.

After this exhausting business session, Acting
Kommandant Houdu introduced the speaker for the
evening, Russ “Erbman” Erb. Erbman came to us with
another one of his signature “Death By Powerpoint”
presentations on the big-screen TV. The presentation was
entitled “The Accidental Integrated Panel, or: How My
Simple Pneumo-Mechanical Panel Turned Into Electronic
Wizardry and Data Acquisition System While I Wasn’t
Paying Attention”.

The first half of the presentation covered the evolution
of Erbman’s Bearhawk instrument panel, which started
out as a simple, traditional pneumo-mechanical panel in
1997, and over time each item (save one) changed one or
more times until the final panel as implemented looked
nothing like the original plan. The changes were heavily
influenced by the Fightin’ Skywagon (N61691) and the
Fightin’ Skywagon II (N2705K), with some influence
from Houdu’s Strike Mooney and Glasair II. Other
changes to take advantage of advances in technology came
out of discussions at the Engineering Lunch Push as
attended by Gary “Paco” Aldrich, Doug “Houdu”
Dodson, Russ “Erbman” Erb, and occasionally Dave
“Titan” Vanhoy and Scott “Stormy” Weathers.

The second half of the presentation discussed how the
resulting avionics were wired together in such a way that
they were integrated together, passing information back
and forth allowing the derivation of data not otherwise
available in any one box alone. An additional benefit was
making performance and limited flying qualities data
available for recording in flight or downloading later.

An intent of this presentation was to encourage
discussion and for the PPOs to add any additional
knowledge they might have. In that aspect, the
presentation was wildly successful beyond everyone’s
expectations. Several conclusions were reached:

1) When it comes to avionics, everyone has their own
opinions.

2) Four PPOs will have five or six opinions.
3) There are so many offerings available in avionics

today that there is no clear “best” way to build a panel
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4) At some point, you have to jump in and order your
avionics. COROLLARY: Immediately after you commit
to buy avionics, someone will come out with something
“better”.

There was much discussion, but it seemed that those
participating in the discussion failed to actually change
each other’s opinions. Other less vocal PPOs were heard
to say later that they actually learned something useful for
the future of their project.

No record will be made of what happened after the
presentation, as I had to rush home to finish preparing for
an 0400 painting session the next morning.

- Erbman
for the Minister of Propaganda

Kommandant’s Korner

Hot ‘nuf fer
ya? Summer sure
has arrived with a
vengeance in the
Antelope Valley!
Temps in the “hundred-
teens” have been common the
last couple of days and the weather guessers don’t promise
much in the way of a cooling off period. Of course, this is
nothing new in our high desert climate but the first few
days of hundred plus temperatures always seem to require
some acclimation. As pilots, we appreciate the clear skies
and moderate winds that accompany the scorching days,
but dread the impact the heat has on our mechanical
steeds…not to mention our bodies.

Just after my last ‘Edge column, Mrs. Kommandant
and I took the Fightin’ Skywagon to the heart of Utah and
the Great Salt Lake. She was attending her first Rotary
International Conference and I was playing the part of
Presidential Transportation (She is the new
President…”Kommandantess?” off her local Rotary
Club). The VC-180 carries plenty of fuel to make the trip
in one hop but, as is our custom, we chose to pause in
Cedar City, Utah to attend to personal needs like food and
bathrooms. Cedar City (KCDC) sits on a rather high valley
floor surrounded by some rugged terrain at about 5600 feet
MSL. The nice folks at Sphere One Aviation lent us a
classic mid-eighties Sunbird convertible for a quick trip to
the local Subway. Upon our return we taxied out to
continue the trip to SLC with the intent of arriving before
the afternoon heat and gusty winds started. The ASOS
called the density altitude at 8500 feet…reminiscent of my
recent departure from Big Bear City. With Anne, myself,
and a week’s worth of baggage we were probably a bit
lighter this time and the Skywagon only strained a bit as we
climbed over the surrounding mountains. We were blessed
with tailwinds both ways on this trip! We chose an early
departure from SLC in order to make our return pause at
North Las Vegas Air Terminal (KVGT) in late morning.
Winds at Fox on our arrival were only 20 knots…and right
down the runway…a mere zephyr.

The big Continental had barely cooled when we
loaded up again to head to far northern California. An
open house/engagement party in Arcata hosted by number
one daughter and her fiancé spawned the weekend trip.
Once again, tailwinds pushed us to KACV in under 4
hours. We chose to forego the “comfort stop”, proving
once again that a mother’s love is stronger than the desire
to stretch…or eat…or visit a restroom. The runway
temperature was in the mid-90s when we left WJF….and
30 degrees cooler when we stepped out of the plane in
Arcata. At that temperature…and an elevation near sea
level the Cessna performed more like an F-16 (well, I can
dream, can’t I?). In this environment, with the higher
humidity, carburetor ice was the challenge and I had to use
copious amounts of carb heat to keep that problem in
check. The big-bore carbureted Continentals are known as
“ice-makers” among those in the know and N2705K’s
optical carb ice detector just would not shut up. An early
morning departure into an uncharacteristically clear Arcata
sky was followed by a slightly longer return flight due to
some dry southeasterly winds. Another minor annoyance
was the requirement to give the Tehachapi fire TFR a wide
berth.

The poor Skywagon was looking forward to a decent
rest, but it was not to be. PPO J. H. Doolittle III and I
saddled up for our 3rd annual trip into the Idaho
backcountry only three days after closing the log on the
Arcata trip. This time we enjoyed the company of PPO
and chapter CFO Doug “Opie” “Houdu” Dodson in the
M20C Strike Mooney. Houdu had to nearly cage his
motor to keep from outrunning our air machine which was
burdened with full fuel, two…um…substantial pilots and
about a ton of camping gear. Despite our early departure,
we chose a less-than-direct routing to our RON destination
of McCall, Idaho (KMYL). We “formated” up the central
valley, skirting the Tehachapi fire and then evading the
Tahoe fire TFR before dropping in to the Truckee airport
(KTRK) for a bite to eat and a stretch. The longer route
afforded a slightly more hospitable terrain as well as
calmer thermal turbulence. Leaving TRK for MYL, we
flew for about 2.5 hours over some of the most desolate
and un-inviting terrain in the country. We were quickly out
of radar and radio coverage, leaving the Mooney and
Cessna as mutual support while we listened to airliners on
Center frequency complaining about the “continuous light
chop” in the flight levels.

A great steak dinner with old friends in McCall was
followed by another early departure to our camping
destination of Johnson Creek, Idaho (3U2). This mountain
strip is located in a canyon at approximately 5000 MSL. It
is situated along the creek of the same name that feeds into
the middle fork of the Salmon River. The topography is
such that the preferred landing is “upstream” (and uphill)
and departures are “downsteam”. The approach is steep
and over some imposing pines to the 3400 foot sod runway
with very little option for a go-around. These conditions
drove the early arrival to avoid unfavorable winds and
wind shear and to minimize density altitude effects. The
Johnson Creek airfield is owned and operated by the Idaho
Department of Airports and is well maintained…almost
manicured in appearance. The creek side of the runway is
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lined with tiedowns and campsites that are nestled into the
pines along the babbling creek. This is really Skywagon
territory, though a variety of aircraft can safely use the
field if properly flown. Houdu proved that he is a master
Mooney driver by smoothly slipping his craft into the
challenging field.

Fightin’ Skywagon II on approach to Johnson Creek

Kommandant’s touchdown at Johnson Creek

Strike Mooney and Fightin’ Skywagon II

Airport in a canyon

What followed our exhilarating arrival was 3 days of
campfires, camaraderie, and clean mountain air. Days of
strenuous high altitude hiking (between the underwing
lawnchairs and the beer keg) were followed by chilly
overnight temperatures that found the gang holed up in
their respective tents buried in their sleeping bags. All too
soon we had to break camp and launch off into the crisp
Idaho dawn. A quick stop in Nampa, Idaho (S67) to fuel
up both the airplane tanks and the pilots’ stomachs saw the
wingmen split up. Houdu loaded a direct flight plan to L00
into his GPS while Jimmy and I headed for North Las
Vegas (again). Our separate route was driven by JD3’s
“part-time” flying job. After disgorging my copilot and
some of his stuff, I launched off towards WJF…struggling
aloft in the 108 deg F heat and gusty winds. The Hobbs
meter showed 6.8 hours when I pulled the plane into the
hangar. This was the flight time from Nampa, including
the stop at VGT and another intermediate stop at Elko,
Nevada (KEKO) and I still had 20 gallons of fuel aboard
on landing! I’m thinking a relief tube might be the next
Skywagon mod….

Lest the airplane get out of practice, tomorrow’s
mission is a two-ship with PPO Randy Kelly and spouse
in their Skylane (“Lois”). We’ll be taking a short jaunt
over the hill to Harris Ranch in Coalinga (3O8) for a
relaxing weekend around the pool. I may even have to
sample of the world-famous Harris Ranch beef…. Life is
good! Watch those temperatures and get out there and
commit aviation!

Check six and fly cool…

- Gary Aldrich
Kommanding

Thoughts on Cowling Design

(The following was an e-mail exchange between
Erbman and Eric Newton, a Bearhawk builder in Long
Beach MS. See his project at http://mybearhawk.com/ )

Congratulations! You too found out that Lycoming
carburetors are not centered laterally on the engine
(http://www.mybearhawk.com/finish/engcowl3.html) . I
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built my cowl and air tunnel and put in the pieces to funnel
the air from the filter to the air box. Then I stared at the
funnel pieces over and over again, swearing that one side
was bigger than the other, but I couldn't figure out why. I
measured and remeasured the air tunnel and it kept coming
up centered. Then I heard Cory Bird speak at an EAA
meeting (builder of Symmetry) and he mentioned his
discovery that the carburetor was not centered. Suddenly I
understood why the funnel looked so weird!

Since you have hung your filter off of the air box,
which is hung off of the carburetor, which is hung off of
the shaking engine, and because you made it from
aluminum, be sure you inspect it for cracks frequently!
That's a prime candidate for fatigue, and you don't want
things to break off and get sucked into the engine. The
other way, mounting the filter on the cowl and putting a
flexible coupling in between (which I did) carries its own
set of different problems. Since you have chosen to do it
the way you have, your penance shall be recurring
inspections. Six of one, half dozen of the other.

You are correct that the exit lip of the cowl produces
turbulence--that's the whole point! The turbulence (eddy)
is a low pressure area to help "suck" the air out of the
cowl. What you've built looks like it should work, with the
special bonus of looking much more "cool" that just a
straight drag-producing device.

I see you also figured out that the cross-section area of
the exhaust tunnel is far from big enough to let the cooling
air out, so you have a large exit area cut into the cowl.
This should also give plenty of room for the exhaust pipes
to come out. I achieved the same effect by having the cowl
flap come down as far as it does.

*******************
Hey Erbman,
Thanks for the proofread and tips.
I will keep a close eye on the air intake tunnel. The

good thing is that I can see most of it when I look inside
the cowl during pre-flight inspections. If it starts to be a
problem, I'll probably make a new one out of steel. I'm
going to need some more weight up front anyway for CG.

On the lip at the aft end of the bottom cowl I am still
trying to understand the sharp angle some folks have. Here
is how I picture it. The turbulence is like a stalled wing
with the air tumbling over the lip and the wing losing
lift. The wing doesn't have as much of a low pressure area
when stalled as it does when the air is flowing over it.
Seems to me like a smooth flow of air over the lip of the
cowl exit would create more of a venturi effect and create
an even lower pressure area than stalled air tumbling over
it. Not to mention the drag produced by the abrupt piece of
aluminum hanging out there in the breeze.

In reading one of Tony Bingelis' books (Firewall
Forward), I read where said:

"Sometimes the bottom lip of the cowling is deflected
downward severely, creating a stalled low pressure area at
the outlet. Although this might help produce a sort of low
pressure area for the exiting air, it is at best a repugnant,
eye-sore kind of solution. It is better to make the opening
larger and to alter the shape of the bottom cowling
areas."

I think that you and I have both achieved the goals of
increasing the exit air flow and maintaining a nice looking
cowling at the same time without creating a lot of drag.
Yours is a bit more efficient because when you get up there
in that cool air and cut back to cruise power, you can pull
the cowl flap back up and get a nice smooth flow of air.

We will only know for sure when we start flying.
Thanks again for your always welcome input.
Eric

*******************
Hmmm...time to bring out the apples, oranges, and

grapefruits for comparison...aka Make Erbman Think For
A Change...

You are correct that a stalled area on top of a wing has
a higher pressure than the attached flow did, but that's a
large area phenomenon, which is not the issue here. Also,
you're not concerned with the top of the wing--you need to
think about the *bottom* of the wing. Think of the
fuselage as a very low aspect ratio wing.

Consider:
1. The highest pressure on the wing is at the

stagnation point, somewhere around the leading edge.
2. The pressures decrease as the flow speeds up on

both the top and bottom of the wing. The pressure on the
bottom of the wing is typically lower than freestream
pressure, but not as much below freestream as the top of
the wing--hence lift.
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3. The pressure in an eddy (right behind a
disturbance) will be noticeably lower than the pressure
immediately before the disturbance. However, as the flow
continues downstream, the surrounding ambient pressure
will compress the low pressure air until the pressure
matches the surrounding pressure. (That's why the stall
loses lift--the separated air increases to the surrounding
ambient pressure, instead of staying at a low pressure as it
does while still attached.)

Hopefully the stagnation point (highest pressure)
occurs somewhere around the cooling air inlets. As the
cooling air passes around the restrictions of the engine and
everything else, it loses pressure. To actually get the
cooling air to flow through the cowl, the pressure at the
outlet must be lower than the pressure inside the cowl
(which is already lower than it was when it entered the
cowl). However, the air outside the cowl has accelerated
as it goes around the bottom of the cowl, thus reducing its
pressure. Hopefully the pressure it is at is lower than the
pressure inside the cowling when it gets to the exit, but
remember the wing--the air on the bottom of the wing
doesn't decrease pressure as much as it does on the top. If
you have a tightly cowled engine, the air inside the cowling
could lose a lot of pressure on the way. So you have two
mechanisms lowering pressure, and you need to make sure
that the pressure on the outside is lowered more than the
pressure loss on the inside.

So, what was Mr. Bingelis talking about? A
particular pressure differential will only pull (push) a
certain amount of air through a given size hole in a given
time. If you make the hole bigger, the same pressure
differential will push a greater amount of air through it.
His alternative, "alter the shape of the bottom cowling
areas" would refer to changing the shape to further lower
the outside pressure at the cowling exit.

Your lip will still operate in the same fashion as a
vertical plate--there will still be separation behind the lip,
and thus a local area of lowered pressure. Angling it back
makes it look more pleasing, but also requires it to be
somewhat larger. As for a venturi, I'm guessing there's no
venturi action at all, since the flow inside the cowl is very
turbulent and unorganized. For that matter, air rushing
through the throat of a venturi lowers the local pressure,
which is the exact opposite of what you want--you want
higher pressure inside the cowl to push the air out.

As I see it, what usually happens is that a hole is
placed at the bottom of the cowl. If that turns out to work,
nothing changes. If there is insufficient cooling, then a
spoiler is added as a "fix" to lower the local pressure to get
more cooling air flow. My recommendation is that you fly
your airplane as you built it, then worry about it only if you
have a problem with too much or not enough cooling.

I have a similar issue--there are those who wonder if
my airbox is too constrictive (too small of an area) for my
engine. The best comment that I got on that was to run the
engine and see if I could get the manifold pressure I
expected. If so, don't worry about it. If not, then worry
about. There's really no reasonable way to tell before then.

Hopefully that made some sort of sense.
Erbman

Ed Marquart Gone West

Riverside, California - July 4, 2007.

Flabob Airport announces with sorrow the passing of
one of its pioneers, Edwin E. “Ed” Marquart, who died
peacefully of natural causes in the early morning of July 4,
2007. Ed worked at historic Flabob Airport from 1955
until two weeks ago, and was one of the most famous
designer - builders of the homebuilt movement.

Ed was born in Ohio in June, 1922. During World
War II he joined the Navy, and was a “plank holder”
(original crew) of the U.S.S. Shangri-La, CV-38, the
Essex-class carrier built to replace the Hornet when she
was lost in action. Ed served aboard the Shangri-La as an
aviation machinist mate through action off Japan until
war’s end. After the war, he returned to the Philadelphia
area where he used his skills at various aircraft
manufacturers including Piasecki Helicopter and Lanier
Aircraft Corporation, makers of the innovative Paraplane.

Ed was an early member (number 198) of the
Experimental Aircraft Association (EAA), and when he
moved to Southern California in 1955 one of his first stops
was at Flabob Airport, home of Chapter One of EAA. He
was soon hired by Ray Stits, then the leading supplier of
airplane kits for homebuilders, and worked with Ray for
two years building kits. Stits remembers that he and Ed,
working seven days a week and many nights, built the first
SA-5 Flut-R-Bug in 30 days. When Ray stopped producing
kits to devote himself to the Poly-Fiber covering process,
Ed went into business for himself at Flabob, opening his
shop on August 1, 1958.

His first airplane was the MA-3 Maverick, a single-
place built as a proof of concept. In 2006, Ed had a chance
to purchase the original MA-3, an attractive little biplane
which now rests in Ed’s Flabob Hangar. Ed then designed
the single-place MA-4 Lancer and the two-place MA-5
Charger, his most successful design, with more than one
hundred completed examples. A handsome swept-wing
biplane, with graceful lines and excellent performance, the
Charger continues to be built. Ed flew the prototype to
Oshkosh ‘71, where it was an immediate hit, and ultimately
sold almost 500 plan sets. One Charger, N31DD, built by
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Dave Davidson of Texas, was the first biplane to solo both
ways across the Atlantic.

In addition to providing plans and parts for his own
designs, Ed built custom parts for countless homebuilders.
In the 1970s, he teamed up with Bill Turner, for whom he
built the replica Brown racer Miss Los Angeles, followed
by a long line of replica golden age air racers, including a
Gee Bee model Z, the Miles and Atwood Special, and
major parts of the de Havilland Comet and Laird-Turner
Meteor projects built at Flabob. He rebuilt the front section
of Benny Howard’s racer Pete, when Pete’s fuselage was
extracted from Paul Poberezny’s Li’l Audrey, and helped
with the restoration of Li’l Audrey, now in the EAA
Museum in Oshkosh.

Until a few weeks ago Ed worked daily on his
restoration of a Buhl CA-3C Sport Airsedan, which is only
one of two known to exist, and which was nearing
completion in 2007. He had numerous other projects,
including a Fairchild 22.

Ed was never too busy to lend a hand or give sound
advice to homebuilders and restorers. He served as the
second President of EAA Chapter One, and was awarded
the Cliff Henderson Award in 1996. Almost any day he
could be found at lunch at the long pilots’ table of the
Flabob Airport Café, where his inexhaustible store of
flying stories and aircraft lore were at the service of all
who were interested. His departure will sadden all who
love sport aviation.

PPO Makes Famous!

Yes, that’s right! Our own Nathan “Dirt” Davis was
featured recently on Mail Call on the Project Police’s
favorite station The History Channel.

The Gunny was visiting the Tennessee Museum of
Aviation in Sevierville TN and talking about P-47s.
However, all of the P-47s were single seat, and since the
Gunny wanted to fly, they invited Nathan and Tom Patten
to bring their Mustangs in.

As for that call sign, Opie explained it as “Dirt...as in
older'n...”

Nathan and The Gunny

Project Police Aircraft Spotters Quiz

It’s been a while, but Evil Editor Zurg
has dug up another oddball aircraft for your
identification. The URL of the web site
where this picture was lifted from has been
cropped off so as not to make it too easy on
you.

As always, your job is to simply identify
the aircraft shown above and send that

information to erbman@pobox.com or to the editor’s
address seen on the last page of this newsletter. Include
any other information you know. Links to web sites with
more info are a plus. Next month we’ll tell you who (if
anyone) was correct.

Web Site Update

As of 7 July 2007, the hit counter stood at 116220, for
a hit rate of about 16 hits/day for the last month.

Just a reminder that the EAA Chapter
1000 Web Site is hosted courtesy of
Quantum Networking Solutions, Inc.

You can find out more about Qnet at http://www.qnet.com
or at 661-538-2028.


